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PREFACE. 

The idea of wr.tmg a. Monograph on Ind'an Ra;lway Ratei origi
nated with the Hon'ble Sir Robert Gillan, the President of the Railway 
Board, and I took up th e work, at his request, an(ton behalf of the Railway 
Board, in July 1917. 

The scope Qf the work was limited to the writing of plai ¥\State
ments of facts relating to the history, policy and making of railway rates 
in India, sO,as to arrive at/a correct understanding of the past history 
and ,of the present position. This is the object with which the book 
has been written and, therefore, any suggestions as to what action 
should be tahn has, 'as far as possible, been avoided. It will now be 
for the Government, the, Ra;lways and the public to study the whole 
thing and to discuss and take action, where necessary, when normal 
conditions again: prevail: . . 

The public~tions of the Government of India, especially those of the 
Railway, 'Comrru~rce and Industry, Geological Survey, Agricultural 
and Revenue, and Statistical Departments, Mr. K. L. Dutt's Report on 
the Enquiry into Rise of Prices in India, and the records of the Railway 
Board have been most useful, and quotations from them. have bllen 
frequently given. 

My grateful- thank; are due to all, whose publications I hav~ used, 
and I only hope that this work will be of use to the public, to the trade 
and to the Railways, as it was in the interests of all of them that the 
Government of India, Railway Department, ordered this work to be 
taken in hand. ..4 

The time occupied in actual writing of this book was from July 1917 
to January 1918, and the rates are those from tariffs that were published 
up to October 1917, and the traffic statistics in Part II relate to 1911 
and 1912 generally, as those were fairly good average years, and the 
figuri s are for normal periods before the war. 

It's not claimed that the work is perfect, and it is admitted that 
thllre may be errors and short-comings and some of the conclusions 
may not be sound, but I can say that my earnest endeavour has been to 
discuss each case frum all its phases and to bring out facts imparti~ny. 

My sincere thanks are due to the Hon'ble Sir Robert Gillan, who 
gave me every encouragement in connection with thip work, and whenever 
I needed his advice and instructions they were readily given, and they 
were of great help.. He also indicated to me. the lines on which the 
book was to be written, and at the same time he impressed upon me 
the neces~ity for stating plain statements of facts. 

I am also grateful to the Hon'ble Mr. C. E. Low, C.I.E., Secretary to 
the Government of India in "the Department of Commerce and Industry. 
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His advice and suggestions were very UlIeful in connection with Part II 
of the book:. 

Mr.. G. C. Godfrey, Memb(lr, Railway Board, kindly went through 
the whole book, and his suggestions especially in connection with the 
chapter on economics of transportation were indeed very valuable. 

My thanks are also due to Messrs. Bigg-Wither and Cooper of the 
Burma and the Assam Bengal Railways respectively for examining the 
chapters o~ the rates of these two lines. 

l\k Purceil, Superintendent of Rates, East Indian Railway, gave me 
some useful hints. 

I am also indebted to Mr. C. V. Bliss, the late Secretary of the 
Indian Railway Conference Association and now General Traffic 
Manager of Railways in Mesopotamia, for the Note on Simplification 
of Goods Tarifis-Appendix ITI. 

La"stly,· I am thankful to my two assistants Messrs.' G. C. chatterjee 
and S. C. Bose for their able assistance; but for their help the work 
would not have been finished in so short a time. Mr. Chatterjee's 
work in connection with the rates that have been quoted in the mono
graph was particularly helpful. 

S.·C. GROSE. 
SIMLA, 

April, 1918. 



CONTENTS. 

PART I. 

GENERAL REMARKS. 

business of Railways 
Definition of the term what the traffic will bear . 
Passenger classes and fares 
Goods classes and rates • 
Factors in determining rates 
1J.ailways useful in times of str.es.~ 

--Early Railway policy • . 
Necessity for the publication of this monograph. 
Effect of the railwavrs on the condition of the ryots 
Reductions in rates in twenty years ending 1912-13 and enhancements 

since 1916 
Reasons for the rates in America being brought down 
Difference between Indian traffic conditions and those of the United 

Kingdom and the United States 
Financial aspect of Indian Railways . 
Quotation of rates as demanded by circumstances in various cases 

CHAP'].ER I. 

PAGE. 

ii 
ii 
iii 
iv 
Iv 
v 

vii 
x 

xii 

EARLY HISTORY AND GOVERNMENT POL):CY IN THE MATTER OJ' RAILWAY 

RATES AND FARES. 

Contracts between the late East India Company and the early guaran-
teed lines ] 

Original rates and fares. . . . • . • • - 2 
Interpretation of the powers of ,the Government in the matter of railway 

rates and fares under the old contracts 3 
Railway mileage in 1861 and the rates and fares then in force ~ 
Railways open for public traffic in 1863 . 4 
Views of the Government of India in 1864 in the matter of protecting 

the interests of the public; and rates and fares in 1865 5 
,Comparison of passenger fares for the lowest class between Eng&h and 

Indian Railways in 1864,- and a few remarks on the subject of 
passenger traffic and fares on Indian Railways 6 

Railways in 1866, and temporary increases.in railway rates due to 
traffic increasing in adV8.Ilce of railway facilities to carry it . 7' 

Maximum rates fixed by the Government for various railways in 18C>i 
and the issue of a circular defining the railway policy of the Govern-
ment at the time 9 

Division of railway projects between two clMses, viz., political and com-
mercial . 11 

State lin811 projected to give low rates to the public • 12 



iv 'CONTENTS. 

Opening of the Suez Canal in 1869 and the junction between the East 
Indian Railway and the Great Indian Peninsula Railway at Jubbul· 
pur in 1870, and the railway rates and fares at the time, as well as 

P.t.OL 

traffic and operative statistics foM870 and 1871·72 respectively. 12 
Views of the Government of India in the matter of control of rates and 

fares 19 
Railways in 1873 • 19 
Fares on State lines 20 
Reduction of rates and fares on Company worked lines as the result of 

discussion with the,Government 20 
Simplicity' of rates and fares over tht Oudh and Rohilkhand Railway 

Company's line- 21 
1878 and the opening of the railway through from the Punjab to 

Karachi , 22 
Third class passenger fares in 1878·79 22 
1879 and the East Indian Railway new contract 23 
Opening of the Rajputana·Malwa Railway and its junction with the 

Bombay, Baroda and Central India Railway in 1881 and the com· 
mencement of competition between the Calcutta and the Bombay 
ports and the railways of Northern India generally 24-

Issue of the Government of India Circular in 1883 enunciating general 
principles regulating the basis of railway rates and a few remarks 
thereon , 27 

- Traffic Conference in 1884 to settle the through tariff 28 
Important events during 1884 to 1886 ' 28 
Position as regards competition between railways, described in a Govern· 

ment of India despatch to the Secretary of State in 1885 29 
Developments in 1887 due to opening of the Benares bridge and the 

connection between the Oudh and Rohilkhand' RaUway and the 
North·Western Railway at Saharanpur 31 

A general reView of the railway situation in 1888 and the, indication of 
the Government policy in the matter of railway rates and fares to 
railways, in a circular, and introduction of minimum rates in order 
to limit the powers. oIrailways in the matter of quoting unremu· 
nerative rates in competition between themselves 32 

Revision of the schedule of maximum and minimum rates a!1d fares 31) 

CHAPTER II. 

COMl'ETITION AND COMBINATION AND TBAJrFIC' AGREEMENTS BETWEEN 

RAILWAYS. 

\ 
1888, 

Junction between the Southern Mahratta and the West of India Portu· 
guese Railway 40 

Partial opening of the Assam·Behar Section of the Eastern Bengal State 
Railway." ., 40 

Competition between Eastern Bengal 'State Railway and the I. G. S. N. 
• Company for traffic principally in jute between Goalundo and 

Narayanganj and Goalundo and Chandpur. • • 41 
Eastern Bengal State Railway Steamer Service between Diamond 

Harbour and Tumluk 43 
Bengal Central Railway competition with Eastern Bengal Railway 

for Chandpur traffic 43 



OONTENTS. v 

PAGE. 

1889. 

Rates to Karachi and Bombay from Rewari·Ferozepore Railway.. 45 
Opening of the Indian Midland Railway through to Agra, Cawnpore and 

Manikpur and competition between the Bombay, Baroda and 
Central India Railway, the Indian Midland and Great Indian 
Peninsula Railways for Bombay traffic, and with the East Indian 
Railway and the Calcutta Port • 45 

The ac\uisition of the Oudh and Rohilkhand Railway by the State and 
the settlements of disputes between the Oudh and Rohilkhand 
Railway and the East Indian Railway and the Bengal lind North· 
Western Railway 48 

Competition between the East Indian and the Indian Midland Railways 
for Bombay traffic 52 

Unsuccessful effort on the part of the East Indian Railway to draw 
traffic in wheat from the Central Provinces near Jubbulpore . 52 

Difficulties in the carriage of jute traffic from East Bengal to Calcutta 53 
Agreement between the Southern Mahratta and the Great Indian 

Peninsula Railways for traffic between Southern Mahratta Railway 
Stations and Bombay 54 

1890-91-92. 

Acquisition by the Government of the South Indian Railway I 55 
Amalgamation of the Tirhoot State Railway with the Bengal and North-

Western Railway and of the Lucknow-Sitapur Railway with the 
Rohilkund and Kumaon Railway 55 

Competition between the Eastlndian and the Indian Midland Railways, 
due to the opening of the Indian Midla.tJ.d Railway, ending in 
settlements 55 

Opening of the Bengal-Nagpur Railway from Nagpur to Asansol . 56 
Opening of the Delhi-Umballa-KaIka Railway . 56 
Introduction of maximum and minimum rates over Indian Railways 

generally • . ~ 57 
Lowest passenger fares on important Indian Railways 57 
Quotation of low rates to Calcutta from stations on the Bengal-

Nagpur Railway vid Asansol in competition with the Great Indian 
Peninsula Railway and the Bombay Port 58 

Competition for jagree traffic from the Oudh and Rohilkhand Railway 
and the Bengal and North-Western Railway to Rajputana, Central 
India and Central Provinces .59 

DeVelopment of timber and coal traffic on the opening of the Bengal-
Nagpur Railway 61 

Settlement between East Indian and North-Western Railways for 
traffio between the Punjab and Delhi via on the opening of the 
Delhi-Umballa-Kalka Railway • 61 

Agreement between Oudh and Rohilkhand Railway and Rohilkund and 
Kumaon Railway for traffic between Bareilly and Lucknow . 63 

Indian Midland Railway running powers into Tundla 63 
Competition between riverside stations broad gauge and metre gauge 

south and north of Ganges respectively 63 
Competition between the Nizam's Guaranteed State Railway and the 

Southern Mahratta Railway 64 
Extension of Caloutta terminal facilities--Kidderpore Docks 65 



OON'l'EN'l'8. 

1893. 

Great Indian Peninsula Railway reductions in rates to Bombay from 
Nagpur and tM • • . . • • • •• 67 

-Terms of 1892agreemellt between the East Indian and the North-
Western Railways applied to Rajpura-Bhatinda line 68 

1893·94. 

Transfer of the point .of interchange between East Indian and Bengal 
and North-Western Railways from Dighaghat to Mokamehghat. 68 

Method of division of rates between the East Indian and the Bengal and 
North-Western Railways . 68 

Competition between Indian Midland Railway and East Indian Railway 
for trafl!c between Naini and east tliereof and Agra 70 

Junction at Bezwada between the East Coast, the Nizam's and the 
Southern Mahratta Railways 70 

Proposal for an export coal dep6t at Howrah (Sibpur) •• 71 
Reduction in rates for cotton fro~ the Central Provinces to· Calcutta 71 
Competition between the Great Indian Peninsula and the Bombay, 

Baroda and Central India RA.ilways for Malwa traffic on the open-
ing of the Godhra-Rutlam line 73 

1895·99 

Cl\Ilcellation of the 1889 agreement between the Great Indian Peninsula 
and Southern Mahratta Railways and competition resulting in a 
fresh traffic agreement ' 73 

Agreement for division of sugar and jagree traffic from the Oudh and 
Rohilkhanol, Rohilkund and Knmaon and th" Bengal and 
North-Western Railways to Central Provinces, Central India and 

.. Rajputana -: 77 
Opening of Assam-Bengal Railway and competition with the India 

General S~ Navigation Company . 78 
East Indian Railway accepting y'oth pie on grain on a lead of 132 miles 

from Asansol to Calcutta . 78 
Agreement between the Southern Punjab Railway and the Secretary of 

State regarding rates on interchanged traffic between the North-
Western and the Southern Punjab Railways 79 

Division of traffic, from Katni to stations on the length Calcutta. to 
Asansol on the East Indian Railway, between the East Indian and 
the Bengal-Nagpur Railways 79 

Opening of the Bhopal-Ujjain Railway and competition between the 
Indian Midland and the Bombay, Baroda and Central India Rail-
ways and subsequent settlements 80 

Calcutta-Bombay rivalry in the matter of rates from Northern India fll 
Competition between the Great Indian Peninsula and Indian Midland 

. Railway on the one side and the East Indian Railway on the other 84 
Settlemen\ between the Great Indian Peninsula., Indian Midland and 

East Indian Railways in 1897. • 85 
Competition between the Great Indian Peninsula., Indian Midland and 

East Indian Railways on the one side and the Rajputan.-MaIwa 
Railway and the Bombay, Baroda and Central India Railway on 
the other for traffio between Bombay and Northern India 86 



CON'l'EN'l'S. 

Agreement between the Bombay lines in 1898 
Views of the Select Committee on Railways in England on traffic agree

ments between. Railways to terminate competition 
Comparison of the effects of the Indian practice on Indian Railways 

with the ,!lffect that would be if the English practice obtained on 
Indian Railways 

Southern Mahratta Railway and Great Indian Peninsula Railway com
petition for traffic between Bombay and the Deccan 

Agreement between the Madras and South Indian Railways 
Modification of the agreement between the East Indian Railway and 

the Calcutta Port Commissioners 
Running powers over the Oudh and .Rohilkhand Railway metre gauge 

link from Burhwal to Cawnpore 
Settlement between Southern Mahratta, Great Indian Peninsula and 

West of India Portuguese Railways in the matter of routing of 
traftic between Bombay and Southern Mahratta Railway stations . 

Agreement between Great Indian Peninsula, Indian Midland, East 
Indian and Bengal·Nagpur Railways re traffic from Agra and viti 
and Cawnpore and viti to Nagpur and adjacent stations and vice 
verBa 

Rallway Commission to consider proposals regarding division of the 
East Coast State Railway between the Bengal-Nagpur and the 
Madras Railways for administrative purposes 

1900-03. 

vii 

87 

88 

88 
90 

91 

92 

94 

96 

98 

Railway Commission to determine point of jUllction between the North-
Western Railway and the Jodhpur-Bikaner Railway . '. . 100 

Purchase of the Great Indian Peninsula Railway by the State and the 
amalgamation of the Great Indian Peninsula and Indian \Midland 
Railways 101 

Bengal-Nagpur Railway entrance into Calcutta (Howrah) 101 
Tapti Valley Railway as an alternative route for cotton traffic between 

Khandesh and Bombay 102 
Agreement between Great IndidJl Peninsula, Tapti Valley and Bombay, 

Baroda and Central India Railways 103 
Results of general reductions in rates for merchandise (other than cotton, 

piece· goods and ooal) on the Great Indian Peninsula Railway 104 
Entrance of the Bengal.Nagpur Railway into the Jherria Coal-field on 

equal terms with the East IndiltD Railway 106 
Division of the East Coast Railway between the Bengal Nagpur and 

Madras Railways 108 
Revised terms between the Oudh and Rohilkhand Railway and the 

Bengal and North-Western Railway in respect of running powers 
exercised by the latter over the I)l.etre gauge link from Cawnpore to 
Burhwal • 108 

Aoqlrlsition of the Great Indian Peninsula Railway by the State 110 
Agreement between Great Indian P~insula and Nizam's Guaranteed 

State Railways on the opening of the Hyderabad-Godavari Valley 
Railway to Manmad • 111 

. Competition between Great Indian Peninsula and East Indian Railways 
for traffio to Bombay from the United Provinoes carried viti 
Jubbulpur 113 



CONTENTS. 

Agreement between the Grea.t Indian Peninsula Railway and the 
Southern Mahratta Railway • • • • 115 

Running powers between Bhatinda and Ferozepore by the North-Western 
Railway .' •• 118 

Dispute between Southern PUnjab and North-Western Railways • 119 
Reduction in coal rates . 123 
Sanction for construction of lines in the coal-field •.. 123 
Connection between the Eastern Bengal State and Bengal and North-

Western Railways at Katihar junction . . 123 
~eVised agreement between East Indian and Bengal and North-Western 

Railways • • • • • 127 
Running powers by-the Great Indian :Peninsula Railway over the Oudh 

and Rohilkhand Railway from Cawnpore to Lucknow . • • 128 
Special classification for cotton on the Great Indian Peninsula Railway. 129 
Powers of the Madras Railway to reduce rates . • 130 
Agreement between the East Indian and Eastern Bengal State Railways 

for traffic from'the Assam-Behar section of the Eastern Bengal 
State Railway to Calcutta 131 

Applicaticm of loth pie minimum to ordinary class goods on the Bengal-
Nagpur and Madras Railways to meet water competition 132 

Railway Commission to enquire into the question of best means of 
connecting India with Ceylon 132 

Agreement between East Indian and Great Indian Peninsula Railways 
to terminate competition which ,followed the amalgamation of 
Indian Midland and Great Indian Peninsula Railways • 135 

Bengal-Nagpur Railway new Jherria branch not allowed to carry uporl 
Ooal to Calcutta owing to its rates, in equalisation with the East 
Indian Railway shorter route, falling below the minimum of ytoth 
pie per maund per mile 136 

Luff Point coal deplit proposed by Calcutta merchants and examined 
by a Commission 136 

Effect of reduction in rice rates over the South Indian Railw,r . 139 
Enquiry by a Special Railway Commissioner on Indian Railway working 

and hill report • 140 

1904. 

Dada, minimwii rate could not be applied to Bombay although the 
Shalimar rate was quoted to Kidderpore Docks, as the two cases 
were not analogous . 

Howrah terminal deducted to ascertain whether the rate charged is 
below the minimum or not 

Matter of adjustment of rates and running powers over the Phaphamu
Jangai Railway 

Traffic from Katni and viti to Calcutta and vice tlel"ad to be divided 
between the East Indian and Bengal-Nagpur .Railways, but not 
from Agra and ,Cawnpore 8.!1 the East Indian Railway route was 
shorter 

Representation by the Indian Mining Assoc~tion to tha Government 
t:> allow the Bengal-Nagpur Railway coal rate from Jherria Field 
to Caloutta to be the same as that of the East Indian Railway 

East Indian Railway and Bengal-Nagpur Railway Board of Directors 
agreed that the coal rate from Jherria Coal Field to Calcutta to be 
equal by both routes 

143 

143 

143 

. 
144 

145 

14G 



OONTENTS. 

Agreement between the India General Steam Navigation and River 
Steam Navigation 'Companies and the Eastern Bengal State and 
Assam-Bengal Railways respectively, in respect of through traffic 

ix 

PAGE. 

viti Goalundo and 'Via Chandpur . ' 146 
Reduction in the 3rd class passenger fares by the East Indian Railway. 147 

1905. ' 

Cancellation of agreements of 1898 and 1903 between East Indian and 
Great Indian Peninsula Railways're equalisation of rates between 
Cawnpore and Great Indian Peninsula' Railway stations west of 
Itarsi 14S 

East Indian Railway blocked the traffic to Bombay from Stations Khaga 
to Delhi and stations on their Jubbulpore line by ",ithdrawing 
all special rates and imposing a terminal of 6 pies per maund on all 
special class goods for all junctions with the Bombay lines 149-

Agreement between the East Indian and Oudh and Rohilkhand Rail-
ways for reduction and division of rates on traffic between Calcutta 
and stations on the Oudh and Rohilkhand Railway 150 

Efforts to terminate the severe competition between Railways of North-
ern India 150 

Agreement between the East Indian and Great Indian Peninsula Rail-
ways re rating and routing of traffic from places around 
Cawnpore to Bombay 151 

Agreement between the Great Indian Peninsula, Madras and Southern 
Mahratta Railways, re rating and routing of traffic to Bombay 
'Via Poona, 'Via Hotgi or 'Via Marmagao 152 

Revised minimum for coal rates 154 
Representation by the Bengal Chamber of Commerce to the Railway 

Board re rating and routing of jute traffic from East Bengal to 
Calcutta . 155 

, Opening of the Rewari-Phulera Chord on Rajputana-Malwa Railway. 157 

1906-08. 

Military traffic rates 158 
Opening of the Ludhiana-Dhuri-Jakhal Railway 158 
Reduction in coal rates • • 159 
Rohilkund and Kumaon Railway's extension to Soron 162 
Modification of the Cawnpore-Burhwal metre gauge link running powers 

agreement 165 
Rates over the Great Indian Peninsula Railway for Delhi-Bombay 
. traffio 165 
CroBB tra.fiW terminal oharge 166 
Agreement between the late Bhavnagar-Gondal-Junagad-Porbandar 

Railway and the Morvi Railw~y for traffic between JetalsM.- and 
Wadhwan 167 

Re-arrangement of Railways in Southern India • • • • . . 168 
Entrance of the East Indian Railway into Hapur and agreement between 

the East Indian and the Oudh and Rohilkhand Railways 169 
Sara or Lower Ganges Bridge Committee's Report 170 



x C)VN'l'EN'l'8. 

1909-10. 

Revision of the agreement between the East Indian and Bengal-Nagpur 
Railways for traffic between Calcutta and Katni 173 

Burhwa.l-Sitapur Railway , 174 
Rates between the riverside stations on the Pudda River via Khulna. 

(Eastern Bengal State Railway) .' • ., 175 
Military traffio ra.tes, revision of 175 
Benares-AIla.habad passenger traffic 176 

. Entranoe of tl;te East Indian Railway into Farrukhabad and agreements 
for rating, routing and ,division of traffic 178 

Opening of the Ranaghat (Krishnagar)' Lalgola-Godagari-Katihar 
route and agreement between the 'East Indian and Eastern Bengal 
State Railways in consequence thereof I i9 

Revision of agreement bet"R"een the Great Indian Peninsula and Bombay, 
Baroda and Central India Railways for traffio between BOla bay a.nd 
Northern India on the opening of the Nagda-Muttra Railway ISO 

Opening of the Sitapur-Balamau Railway. 181 
Competition between Maqras and Southern Mahratta: and Nlzam'. 

Guaranteed State Railways for traffic from the East Coast to Great 
Indian Peninsula Railway. ' 181 

Ra~es agreement between the Kathiawar Native State Railways to 
avoid competition "183 

Division of Bengal coal traffic from the East Indian Railway oollieries 
. to Agra, between the East Indian. Railway direct route and the 

Great,Indian Peninsula Railway route via Manikpur . 185 
Agreement between the Great· Indian Peninsula Railway .a.nd the 

, Bombay, Baroda and Central India Railway for traffio other than 
that between Bombay and Northern India 186 

Block ra.tes to a.nd from Broach. 187 
"Military traffic rates 191 

1911-17. 

Terms of revised agreement between the Rohilkhand aiid Kumaon and 
the Oudh and -Rohilkhand Railways regarding Sitapur tra.ffio 191 

Manganese ore traffio from the Central Provinces to the ports 
for export 192 

Agreement between the Great Indian Peninsula and the Bombay, 
Baroda and Central In. Railwa.ys regarding tra.ffio between 
Bombay and Northern India 193 

Tra.ffi.c from Dacca and Narayanganj to Calcutta 194 
Concessiqn in rates granted to the Bombay Port Trust Railwa.y by the 

Great Indian Peninsula and Bombay, Baroda and Central India. 
Railwaya. \94 

Traffio agreement blltween the Kathiawar Railways and the division, -
rating, and routing of port traffic 195 

- Agreement between the Bombay, BM'oda and Central India. and the 
Bhavnagar Railways regarding 'vid Wadhwan traffic .- 195 

Indo-Ceylon oonnection and the dispute between the South Indian 
Railway and the Ceylon Government Railways regarding through 
rate . ]96 

Enhancements in rates and fares over Indian Railway 201 



OONTENTS. xi 

PAGB. 
CHAPTER III. 

UNDUB I'&EFERENOE. 

Indian and Engfuh Law on .. Undue preference and unreasonable 
rates" 206 

Block rates on Indian Railways 210 
Preferential rates on Indian Railways 215 

CHAI'TER IV. 

THROUGH RATES. 

Views of the Government in 1867 in the matter of through rate 222 
Views of the Special Railway Commissioner, who came out to Indio. 

in 1901, in the matter of through rates on Indian Railways as 
expressed in his report published in 1903 222 

Law in the matter of through rates . 223 
The English and the Indian Law and decisions and opinions as to in-

tention of the English Law which is practically the' basis of the 
Indian Law in the matter of through rates . 224 . 

1ndian Railway practice in connection with through rates . 225 

CHAPTER V. 

Discussion in the Imperial Legislative Council in India. in 191~ 228 
Reasons for existence of low rates to the ports on English lines and 

comparison of Indian and English conditions 229 
Rates for Indian industries 233 
Port traffic and Inland trade of India 234 
Principal articles exported from and imported into 'each Province by 

ra.il, etc. • 237 

CHAPTER VI. 

GOVERNMENT CONTROL OF RAlLWAYS IN THE MATTER OF RAILWAY RATES AND 

F~ES. 

Funotions of the Board of Trade in London in connection with settle-
ment of disputes between ra.ilways and the public 247 

English and American Commissions on railway rates in 1882 and their 
views 247 

Amerioan . Ra.ilway Federal C~ngress on organisation of control of ra.il-
way rates 249 

Long and short haul rates 249 
Appointment of a permanent Railway Commission in Engla.nd and its 

functions and jurisdic:tion .. 250 
Jurisdiction of Railway Commissioners transferred to the permanent 

oommission • 251 
Extent of jurisdiction of the Commission 252 

ooilities 252 
bligation of Special Aots 252 



xii OONTENTS. 

P~GB. 

Working agreements 252 
Rates . '.. •• 252 
Powers of Commission' under Miscellaneous Acts 253 
Proceedings of arbitration 254 
Powers of the Government of India in the matter of rates and facilities 

constituting undue preference or found unreailOnable, and the 
difference between the.control that can be exercised over various 
railways' 25.& 

Promise of the Government to the Indian public to secure for them the 
same rights in the m~tter of railway rates, facilities, etc., as enjoyed 
by the public in England . 2.'i6 

Necessity for a. Tribunal to test the intentions and actions of Railway 
Traffic Managers in the interests of the public 256 

Government of India not granted powers to regulate terminals or to 
appoint independent co;nmittees to examine Railway Goods classi· 
fication as done by the Board of Trade in London- 258 

CHAPTER VII. , 
MAXIMA AND MINIMA RATES AND OOST OJ!' TRANSPORTATION. 

Maximum and minimum rates and fares generally in force on Indian 
Railways 260 

Cost of operation and operative statistics • 263 
Possible effect of a lower minimum for the Calcutta railways 265 

CHAPTER VIII. 

EOONOMIOS OJ' TRANSPORTATION. 

Wagon earnings per day an important factor 272 
Long distance traffic requiring quick release of wagons in order to give 

wagons a reasonable earning per day. 274 
Results of increase in rolling stock as seen in the work done per wagon 279 
Some reasons and suggestions. . 281 
Rise in wagon ,capacity considered unnecessary • 284 
Indian traffic conditions generally not favouring high capacity wagons • 285 
Loss of money in capital and increase in expenditure owing to wagon 
, load not ris~g corresponding to rise ~capacity. • • 0 288 

PART II. 

COMMODITY CHAPTERS. 
CHAPTER. 

IX.-Wheat 
X.-Rice 

XI.--Jqte . 
m.-Coal • 

XIIL-Cotton 
XIV.-Oil seeds 
XV.--Sugar 
XVI.-Iron • 

XVII.-Manganese Ore 

o. • 

PAGES, 

• 293-335 
'0 336-344 

• 345-353 
354-377 
378-390 

o 391-410 
• 411-421 
• 422-431 
• 432-438 



CONTENTS. 

CHAPTER. 

XVIII.-Barley, Maize, Millets, gram, pulse . 
XIX.--Gbee and cattle food and cattle rates 
XX.-Ifides and skins 

XXI.-Tea 
XXII.-Lac 

XXIII.-Kerosine Oil 
XXIV.-Passenger traffic and fares 
XXV.-Fresh fruits and vegetables and parcels rates 

XXVI.-Minerals 
XXVII.-Tobacco 

XXVlII.-Matchcs 
XXIX.-lllica 
XXX.-Salt . 

PART III. 

APPENDICES . 
.Al>PENDIX. 

I.-Rates of the Assam-Bengal Railway 
n.-Rates of the Burma Railways . 

.' 

lII.-A note on the Simplification of the Goods Tariffs 
IV.-On .. Economics of Transportation" 
V.-Passenger Traffio (average rate, average ,",ost and average pro-

fit) 

xiii 

PAGES. 

439--446 
447--451 
452--456 
457--461 
462---466 
467--473 
474--477 
478--482 
483--484 
485--486 
487--488 
489-491 
492---4119 

503-517 
518-522 
523-525 
52&--549 

550-558 
VI.-Goods traffio (average rate, average oost and average profit) . 559-565 
VlI.--Nam"~·of oertaiu railways-Mileage open at the end of each 

year. Total capital outlay, including suspense to the end of 
each year, i.e., outlay on (i) lines open or (ii) lines partly 
or wholly under construction-Gross earnings-Net 
earnings-Percentage of net earnings on tota.l capital 
outlay-Eamings per mile per week-Proportion of 
working expeMes to earnings in 1904,1906, 1909, 1910, 
1911, 19121913-14, 1914-15 . 56&--572 

VllI.-Differenoe bcf.weel1 owner's risk and railway risk rates 573-577 
IX.-Termina.l charges 578-595 

INDEX. i-xxiv 

A Map of Indian Railways .(In pocket.) 



PARTI 



GENERAL REMARKS. 

'THE bus~ess of a railway is the conveyance of persons or goods from B'Il8inus I 
one place to another, and in selling transportation, a railway has RauUJayBo 

to take into consideration its own interests 'as well as those of its custo-
mers. A railway must take into account the interests of the community 
as a whole, and every one cannot, therefore, always get the rate he 
wants. 

Krailway can only serve its constituents best, so long as it earns 
sufficient to pay all its operating expenses, including upkeep and main
tenance, and a reasonable return on the capital outlay. A railway 
generally fixes rates which pay best and attract as much business 
to the railway as it can carry., A railway, like any other business 
concern, is always trying to add to its revenue by increasing its traffic; 
but as a railway shareholder does not expect as high a diVidend as an 
investor in any other industrial or commercial concern, a railway is 
expected to spend and does spend money on improvement of facilities' 
whenever it is found necessary to meet the requirements. of expanding 
traffic or to attract fresh traffic. It is the aim of a railway to reach 
the widest class in the sale of its commodity of transportation and it 
must therefore fix its charges for carriage of passengers and goods on 

- the principle of " what the traffio will bear." 
No better explanation of the term "what the traffio will bear" Definitil17l 

can be given than is found in the ohapter on "Goods Rates" in Hugh ~~~h! 
Munro Ross' book on British Railways. The explanation given by him tra~,wili 
is as follows :_ . bear. 

"One way the obvious but short sighted and ineffeotual way of 
doing this is to charge the highest possible rates and be oonteJ).t with 
the limited amount of business that can struggle to exist in such 
conditions: that is the principle of charging whattraffio will not 
bear. The other way recognises that a small profit, many tim~ 
repeated, is better than a large one obtained only ocoasionally, _ and 
that a large business affords greater opportunities of gam than a small 
and restricted one. Hence it means that a railway accommodates its 
charges to the circumstances of the· traffic and encourages new 
customers and new traffic by mo~era.te rates and liberal treatment. 
This is the ideal pointed to by the principle of charging what the 
traffic will bear." 

In India, the passenger traffic 
lares generally are as follows :-

1st cla.."8 
2nd class 
Intermediate 
3rd olass 

is divided into 4 classes, and the Passenger 
rJasSeIJ alW 
faru. 

• J 8 l'iM p6r mile. 
9 
4t It 

3 pies to Ii pies per mile. 

B2 
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The great bulk of the railway passenger traffic is carried in third class 
and the fare charged is between 3 pies and Ii pies per mile. 

The goods traffic is divided into six classes and the following arEt 
the maximum and minimum rates allowed by the Government for each 
class between which the railways can yary their rates :-

• PIES PEB IIAUND PEB IIILE. 

Maximum. Minimum. 
1st class 1 ill 
2nd " 1 1 
3rd " f 1 
4th " f 1 
lith " 1 l 
X class (Explosives, including dangerous goods) Ii 1 

(The rates for ooal are, however, cheaper and will be found in subsequent Chapter8., 

Agricultural productions, miner~l articles and cheap goods are grouped 
under the lowest or 1st class, and the, ordinary rate for this class is ltd 
pie per maund per mile or 9 pies per ton mile. The second class con
tains manufactured articles in their first stage and articles in every 
day use, such as piece goods, brassware, copperware, etc., and als() 
higher priced agricultural productions such as cotton. The higher 
priced articles of merchandise which are carried by railways in small 
quantities, bulky articles requiring more space in wagons, fragile goods 
whlCh are attended with risk of damage or breakage during transit, 
valuable articles, such as silks, etc., and dangerous goods requiring 
special handling and transport are all placed in higher classes : in fact, 
the rates charged on commodities increase with -the increase in prices 
of goods and generally the quantity carried also becomes less. 

But the largest proportion of the railway business is done in goods 
of the cheapeSt" class, consisting of agricultural productions and minerals 
for which' special rates lower than the maximum are charged. The 
difference between the ordinary and, the special rates is that while thEt 
former represents the maximum rate of the class to which the goods 
pertain the latter is lower than the maximum but Within the minimum. 

As already stated, the chief consideration in the fixing of special 
f~tes is to attract as much traffic as possible to a railway and as the 
volume of traffic increases in weight and the distance hauled over a 
railway becomes greater the rate per mile becomes less, for any ad
ditional traffic brought to the railway and carned in wagon loads for 
long distances means distribution of operating expenses over a greater 
distance and between a larger number of w.nit miles, and therefore, it 
is considered, it pays the railways to encourage such traffic. 

Competition is one of the important factors in determining rates ; 
competition may be between-

(1) Railways; 
(2) Railways and river transport ; 

• (N. B.-A pie is equivalent to "[\th of a penny; ~ pound (£1) -represent. Ra. 13 
fifteen, a rupee is made up of 16 annas or lSd, and 12 pies make one al11l6.) 
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(3) Railways and land transport (carts, pack animals); 
(4) Ports; 
(5) Places of supplies; and also 
(6) Industries. 

iii 

Competition between railways not infrequently includes competition 
between ports and competition between places of supply and betv:aen 
industries. 

The question of cost of ,carriage has to be taken into account in 
determining the competition limit, and in India minimum rates have 
been fixed below which a railway cannot reduce its charges in com
petition, and this limit in the case of 1st class goods, which con
stitute great bulk of the traffic, is determined by the factor of the 
average cost of haulage of the railways, taking the railways of India 
as a whole, because the Government is practically the owner of all the 
important trunk lines of the country and is responsible to see that in 
competition between railways, ·one railway does not force down its own 
rates ot the rates of another line to non-paying figures. In the case of 
one or two lines, however, the minimum fixed by the Government may 
not be the bottom limit of its power to give the lowest rate; but as 
the Government ownership extends to all the .important lines, if an 
uniformity in respect of bottom limit is not maintained for the sake 
()f one or two railways, the tendency will be to force down the rates to 
the bottom limit on many railways in competition with such lines 
as can charge lower than the general oottom limib ra~es, which 
cannot be to the interests of the state. 

The question of rates charged on goods carried by Indian railways 
has, during recent years, attracted the attention of the public, and this 
subject was discussed at great length in the Impel1al Legislative 
Council in 1912 and in 1915. -

Railway rates constitute an important factor in the trade and com
merce of a country, and divergent opinions prevail in every country, 
where there are railways, on the point as to whether railways are doing 
aU that should be done in the matter of manipulation of rates in the 
best interests of the people. 

The "Enquiry into the Rise of Prices in India" ,has dis- Railways 

,closed the fact that the Indian railways have, in times of stress, been ~eJ~ J" 
very useful in affording relief by importing food stuffs into the affected IUIiel s 

areas, and that without the railways the results in times of distress in 
famine stricken districts would have been disastrous. This enquiry 
has also shewn that'the railways have enabled the ryots to dispose 
of their surplus production at a fair price, thus increasing their income. 
and their purchasing power which is again shewn by the increase in 
imports, especially in articles, which do not constitute bare necessaries 

_ of life. The area under cul~ivation has generally increased with the 
advent of railways. 
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The Indian railways are now in a prosperous condition and their 
business is advancing and it is held by some that the interests of the 
railways and of the public are allied together. In one of the latest 
publicationy on "Railroad Transportation," by a well known writer 
on Railway Economics, it has been remarked:-

" A railway cannot possibly prosper unless the people also prosper. 
A railway cannot charge a higher rate than the production can 
afford to pay and a railway cannot afford to be hostile to the. interests 
of a community." 

The Railwav policy in India has been regulated from the very 
start by thp. Government enunc!ating the broad principles from time to 
time, it belU~ recognised by the Government and made known to the 
railway administrations that the railways should be so managed and the 
rates and farp.s so regulated as to offer the people the greatest possible 
benefit of railway transportation. But at the same time, it has also 
been admitted by the Government that ,the utility of the railways can 
only be fully enjoyed by the public and the railway mileage in India 
go on increasing if the railways are paying concerns and are self· 
supporting. Therefore, such rates, as are not considered to be com· 
patible with the interests of a railway, cannot benefit the people in 
the long run, for if the earning power of a railway is reduced, naturally 
its power of affording facilities to the public will also be restricted . 

. A railway while benefiting the country.generally, benefits the area 
lying within its sphere in particular, and, therefore, it is believed that 
if is by the endeavour of each railway to serve the interests of the dis· 
tricts and of the community it is directly concerned in, that the whole 
country can'be best served by the entire railway system. 

It is true, multiplication of agencies for the working of the trunk 
lines has not been considered desirable from many points of view, and 
it is, therefore, that. amalgamations of several railways have taken 
place and branch lines belonging to separate companies are sometimes 
worked by main lines. But at the same time, it is in erde~ to protect 
the individual interests of various provinces, which differ in many 
respects, and to allow them to develop their resources independently 
or in co-operation with the neighbouring districts and provinces, that 
the trunk railways of, India, although, belonging to the State and 
amalgamated in several cases for purposes of economy and to assist 
the natural flow and dist.ribution of traffic and also for political reasons, 
are allowed to be managed as best as they can be in their own indivi
dual interests and, in the interests of the area they serve in 
particular. . 

In India, the Government is practically the owner of all the im
portant ~runk lines and it is considered by them that the time has come 
when it is necessary to bring about clearly the relations between the 
Government and the railways in the matter of rates quotatio~ and 
the policy adopted in regard to rates control; but before proceeding 
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to do so, it may not be out of place to say-a few words about the 
effect of the railways and of railway rates on the income of the
peasantry, who constitute the great bulk of the Indian population. It 
will, therefore, be useful to quote following extracts from the "Repon. 
of the Enquiry into the Rise of Prices in India," published in 1915, 
as they bear on this point very directly . 

.. The advent of the railway has been o~ special advantage to the EfftJ;t r-/ 
peasantry. In all the large productive tracts, the introduction of ~;:;l=it~ 
railways is usually followed by the substitution of central markets, oj the "YO! 

. where the producers are brought face to face with dealers and brokers. 
and are no longer dominated by the village shop-keeper, who would 
take over the crop -from the cultivator at his own valuation, which 
is not often that of the market at which he himself disposes of it. The 
villager is thus brought into touch with the outer world; he learns the 
ways of trade and reaps the profit of bountiful harvests." 

"Before railways were constructed the cultivator derived little 
--;.henefit from an abundant harvest. His markets were confined to a 

small area, and if the supply were greater than the demand, as it 
would be in a good year, prices fell lI:nd he lost the profits from 
the larger yields and sometimes fO!lld it economical to leave part 
of his ct:op uncut. Railways have altered these conditions. 'fhey 
have rendered possible the transfer of supplies from the areas of 
plenty to areas of scarcity.'~ 

* * * * * * * 
" It has already been explained that statistics of railway freights Red~ 

for selected articles and for selected leads on the principal railways ;'!~ ':!J; 
have been compiled and are published with the statistics appended to 1912-U, ( 

this report. A glance at this statement will show how very large the :,:~ 
reduction in freight has been; in the case of coal and tea, being as 
much as 40 per cent., while in the case of jute, jute manufactures 
and sugap. it has been 27 to 31 per cent. The.' smallest reduction 
has been in grains and pulses and raw cotton, but here also it has 
amounted to 20 per cent." . 

It may be necessary to explain why in comparison with 'he reduc
tions in railway rates for other commodities the reductions in charges 
for grain and cotton have been less; this is due to the fact that the 
railway rates for grain were from the commencement fixed on' a low 
basis, and in the case of raw cotton it was found, on special enquiry 
made some years ago on -behalf of the Great Indian Peninsula Rail
way, which carries by far the largest amount of traffic in cotton, that the 

- rates of that railway were not such as prevented expansion of the area 
under cotton cultivation or the expansion in tr~de in cotton, and it 
was considered advisable to maint~n the somewhat comparatively 
high rates for cotton in order to maintain the railway earnings. 

Since, however, the issue of the report of the Prices Enquiry 
COmmitteA in 1915 there have been enhancements in ratet'o 
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I It may, therefore, be explained that the large reductions in railway 
rites, especially at' the junctions and stations adjacent to them, made 
during the last 20 years, were in many cases not exactly called for by 
the trade. They' were due to competition between railways. The 
period of keen competition is over, and the area to be served _by 
various railways and routes is now more or less defined. Competition, 
however, enabled the railways to find what areas come within the 
sphere of each railway, route or port, and it has also been ascertained 
what .rates the traffic can bear and wllat rates are required to develop 
the resources of the country. Therefore, competition has done a great. 
deal. 

It was, however, thought necessary in later years to examine the 
whole position in regard to rates both in areas that were out of the 
sphere of competition and in those that were at one time affected by 
competition, in order to avoid the unnecessary loss of revenue due to 
the low rates no longer necessary. The matter was investigated and 
it was found that in some cases with relatively high rates from non
competitive areas the traffic was as large, if Dot larger, as compared 
with that from the competitive areas with low rates, which, while 
constituting undue preference in Bome cases, also meant loss of 
revenue to the railways, !lnd hence rates were enhanced, especially to 
and from the ports, with effect from 1st October 1916. 

ReaaOfUl/or . A statement was made a few years ago that the Indian railway 
~ r~ in. rates though lower ·than those in European countries were not so 
br~7:'~:' low as those in America. Competition betweefl. the railways in America • 

forced down the rates which at' one time ceased to be paying ones, and 
the railways there had to devise means to reduce the cost of transport
ation to be able to maintain the low rates brought about by competition. 
Eventually such rates were found to-be remunerative, from the fact 
that with the increased traffic and improved methods of transportation, 
the net earnings, after deduction of working expenses, paid a reasonable 
return on the capita.l of the railways. But it should not be forgotten 
that th~ capital of many American lines had been written down very 
considerably, during the period of their bankruptcy, (the result of 
reckless and undesirable competition both in making railways and in 
the rates charged), as there was no chance of regaining such capital. 
Therefore~ how far the reduced rates would nave been paying rates on 
the total money spent on each railway, i.e.,~including large B~ that 
were written off, is extremely doubtful. 

'fhe extent to which competition was carried on in America was de
scribed to be as follows in the report of an American Railway Commis- . 
sion published in J o1y 1882:- . 

.. We have found in the course of our investigations that a species 
of competition has prevailed flom time.. to time which has brought 
satisfaction to few persons, if any, and which has resulted in inequa
lities aDd disorders greatly detrimental to trade. Such competition 
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-exists when the railroad companies or those who are permitted to 
solicit business and to make contracts on their behalf, set out with 
the determination to withdraw freights fro~ their rivals, and secure 
them for themselves, at all hazards, and regardless of gain or loss; 
and when acting upon this determination they throw to the winds 
all settled rates, and in the desperate strife for business offer any 
inducement in their power which will secure it. The' country not 
long since had experience of such a season, and everywhere we 
listened to complaints of the injury which legitimate business suffered 
from it. It was said by parties interested in transportation that the 
~nauguration of such a strife put an end for the time to all possibility 
of calculating from day to day what would be the cost of carriage, and 
what could be safely paid or wisely accepted for grain, provisions, or 
other articles, destined to another market by rail. The control of 
railroad rates, and, to a large extent, of all railroad business, then 
passed out of the hands of the legitimate and regular corporate 
managers into the hands of solicitors for fast freight lines and other 
agents, who made from day to day and from hour to hour such terms 
with those having business. as would secure it, but generally made 
secret terms-that the bargain with one man might not prevent 
their driving a better bargain with another, as they might find 
,opportWlity. Under such circumstances persons were favoured and 
localities were favoured, when the object to be immediatelyaccom
plished seemed to require it-regardless of the just maxims of 
legitimate business, and of the rules of the common law, which enjoin 
upon common carriers that they shall deal with all customers upon 
principles of equity and relative fairneSll." 

No wonder therefore that the American railway rates were forced 
.down to very low figures, but Indian railways have been fortunately 
free from such a state of affairs as described above. 

The English and American railways are bound by certain statutory Different. 

maxima rates and fares beyond which they cannot charge, the object ~:i:e;: tt 
of this limit being fixed is to protect the public from the levy of condition 

unreasonable rates by the railways. But the railways are more or less ~;::~"::~ 
free to vary their rates, according to the requirements of their traffic, KiTIIJd01ll 

to their best advantage, and naturally they strive to obtain the ~":a,~~it/ 
greatest possible profit for their lines by manipulation of such rates 
as bring them all the traffic they can carry and at the same time give 
them a good profit. The Government also exercises control over the 
railway rates and fares by certain laws and regulations which are 
referred to in the chapter on "Government eontrol of Railways in 
,the matter of railway rates and fares." 

In England and in America, railways are private concerns and the 
'Government have no financial interest in them; and the traffic condi
-tions in both countries are different to those in India. 
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For iustance, in England, not including Scotland, it was said in 
1906, that there 'were 8,900 railway !!tations in the country and 7<t 
ports. The ports, in addition to being available for entrance of foreign 
merchandise, "were used for the distribution of local merchandise 
throughout the country, traffic being brought to ports by agency of 
railways and then taken from port to port" and also to the interior 
by. water in competition With railways and "the stronger justification 
for lower carriage and for differential rates was 'water competition than 
anything else." These conditions are not general in India. 

The original idea of the Government with every new· railway in 
India was to align it so as to tap and-develop new areas of railless 
tracts rather than encourage competitive lines merely for the sake of 
competition. But with -the extension of railway miJeage in India, 
although gradual and rather slow, the new lines met one another as welJ 
as· the older lines at both near and distant points and the new lines 
became intermediaries for traffic between points on distant railways. 

Thus the conditions in India became gradually altered and the 
railway rates and Jlharges had to be regulated from" time to time to 
meet altered conditions. The naturalllow of the traffic, principally in 
raw productions, has been in.the past, from the interior to the ports. 
and this kind of traffic has constituted the bulk of the railway 
business. 

But there has been an awakening of interest in India in developing 
its manufactures and industries to make the best use of raw produc
tions of the country and it will be to the interests of the railways in the 
long run to co-operate in the development of such industries. 

The trade conditions in Indi's are also peculiar to its own and are 
different almost in each province and sometimes differ even in neigh
bouring districts. 

It is not always that goods for export out of India are consigned 
to the ports for immediate transfer from railway wagons into ships. 
No small amount of grain and seeds traffic carried to Rowrah (Calcutta). 
in the first intance is eventually exported from the Calcutta port, 
although Khidderpore Docks are open for goods intended _ for direct 
shipment .• In the sam~ way, grain and seeds are also consigned to
Bombay and are stored and cleaned there in some cases and then 
exported. 

The agriculturist or producer in India is not" concerned with the
ultimate destination of his goods; his interest ceases when he has dis
posed them of at the nearest market. The financing traders, in certain 
cases, principally in grain, pulses, seeds, cotton, -etc., have some
times almost direct influence as to the port the traffic should go to, and 
this important factor cannot easily be ignored. 

I~ is true that big s¥pping firms have their agencies at principal 
buying centres, but in recent years the exporting firms have found it 
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more convenient 1;0· buy at the ports and the Indian dealers, specially 
in Bombay, export in some cases on their own account. 

In the case of the Calcutta port, the financing is done by Marwaris 
who either buy on their own account or 1tct as com.m.ission agents on 
behalf of merchants up-country, and therefore on trade vid this port, 
the incidental expenses are greater than in the case of despatches vid 
Bombay. 

The Hindu and Mahomedan me~chants of Guzerat, known respec-. 
tively as Bhatias I!-nd Borhas, constitute the great majority of Indian 
traders in Bombay and the latter have their own buyiJ;lg agencies at 
almost every important place on the Great Indian Peninsula, the Bengal 
Nagpur, the Southern Mahratta, the Bombay, Baroda and Central India 
and the Kathiawar Railways. By this system of buying direct,. they 
avoid commission agency charges. From each centre of such direct 
agencies ai" Borha" merchants they send out petty agents to buy 
even at small places and to despatch direct from each station. 

Dealing now with the conditions of markets in the interior, it is 
noted that they also differ considerably; for instance in Muttra in the 
United Provinces one of the big" shop-keepers fixes the prices at which 
he can sell, and the brokers carry his rate round to other shops; it is 
not necessary that the other dealers should sell at tHe same rate too 
but they do so with slight variations." But this is not the general 
rule. In many pla~es the agriculturists bring grain for sale without 
previous arrangement, and the buyers watch their arrivals and then 
fix their rates. Thus the daily variation in prices in small markets is 
at times considerable. -

Next to deal with the conditions under which the Indian railways 
deal with their traffic. Excepting coal, which is principally from the 
coal fields of Bengal and manganese ore from the mines in Central 
Province~, both the outward and inward traffic of Indian railways is 
distributed between so many small stations. Although the railways 
of Northern India are able to send their export traffic in grain, 
pulscs and secds, cotton, etc., in comparatively large loads, a large 
amount of traffic of the railways of Southern India. is done in small 
lots. Taking India as a whole, even wagon load traffic ~as to be 
collected from station to station, and wagons have also to be dis
tributed in a similar manner. The percentage of small stations is large, 
and most stations cannot always give at a time more than one wagon 
load of 300 to 400 maunds and there is, therefore, the difficulty of using 
wagons of high capacity in large numbers in India to their best advantage 
on all lines. Thus also, tnt} cost of operation in India has a tendency 
to· be high in spite of the fact that tli'e labour is relatively cheap as 
compared with that employed on American and on European railways. 

It is also to be borne in mind that in India, the cost of railway 
materials including rolling stock and machinery and stores is naturally 
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greater_ tha~ in those countries, especially in iron and steel goods, as 
a great deal of these has yet to be imported from Europe. ~ 

With these explanations of the difference in the conditions bet
ween India and other countries where there are railways, it will be 
realised that the wholesale application of European and American·. 
conditions cannot be suitable to India, but at the same time the experi
ence gained in railway working in those, countries has been of 
great ~se to India and has avoided the repetition of mistakes in the 
case of railway rates policy. The evil effects of monopoly or of 
reckless competition h'ave been avoided. 
. In di;cussillg the railway rates one cannot entirely overlook the 

subject of financing of Indian railways. 
( The tr?Dk lines in India were originally financed by capitalists in 
England, on generally 5 per cent, guarantee from the Secretary of State 
fol' India and for a number of years some of the railways did not pay 
their guaranteed interest and the deficit had to' be made good out of 
the revenues· of India. But gradually the railways became self-sup
porting concerns and are to-day valuable assets to the Government. 

The surplus of net Government revenue from State owne!) lines 
after payment of working expenses, interest on capital outlay, interest 
on debt incurred for purchase of railways, and..annuities in purchase of 
railways were as follows for the years 1909-10 to 1913-14 :-

Re. 
1909-10 2,50,42,747 
19fO-ll 4,33,70,633 
1911·12 7,03,79,776 
1912-13 8,60,81,975 ) 
1913·14 8,55,85,69' 

The main trunk lines of India now belong to the State although 
majority of them are yet leased to .companies for purposes of working. 

Except in the case of . the .Oudh and Rohilkband Railway, the 
South Indian Railway, and one ·or two other small lines, wkich were 
purchased by cash payments, only part of the capital of each railway, 
as it was- acquired by the State, was paid off at the time of purchase 
and for this part payment and for the whole payment made for one 
-or two litres, money had to be raised by the Government on loan. 

In terms of tp,e original contract, the purchase value of a railway 
represented generally the, par value of the share ,capital plus 20 per 
(lent., and this commuted amount became the capital of the railway, 
after it was acquired, for which the Government became liable. Pay
ment in. redemption of the balance of the commuted capital was 
arranged in annuities, which are being paid off' yearly in certain fixed 
sums from the revenues of railwl-Ys plus interest on annuities. 

After a railway is acquired by the State, the Government of 
India takes entire control of expenditure even if the said railway is leased 
to a company for working and further capital is provided either-

(1) out of the general revenues of the Government; or 
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(2) by raising of capital by the Government in rupee loan in 
India; or 

(3) by issue of debentures by the Secretary of State in England ;. 
or 

(4) by issue of debentures by companies in England on the gua-
rantee of the Secretary of State. 

The Railway Company to whom a railway is leased for working, is 
required to have a nominal capital in the undertaking in shares or in 
deferred annuities. 

In the interests of the development of the trade and resources of 
India it w~s recommended by the :McKay Committee of. 1907-08, that 
the capital expenditure on Indian railways should be fixed at 12! 
millions sterling per annum. This sum was accepted as reasonable 
expenditure on railways in India but conditions of the money market 
both in India and in England prevented this amount being spent even 
in days before the wa1'. An annual expenditure of 8 millions was how
ever arranged for before the war. This amount of 8 millions did not 
include capital raised in India by Branch Line Companies. The 8 
millions represented the capital expenditure for which the Govern
ment of India were directly liable. Over and above this amount 
there is the capital provided by Indian Branch Line Companies 
for new lines in respect of which the Government and the main lines 
to which the branches are feeders are liable only for the interest 
guaranteed. . 

At the end of the year 1915-16, the total amount of the capital of 
the State lines leased to companies for working was £365,813,347 of 
which actual State outlay was £180,530,775 and the balance was made 
up principally as follows :-

£68,772,691 net outstanding remaining to be paid off to original invest<lrs in 
annuities. 

£51,259,000 amount of outstanding debt, yet to be paid, incurred by the 
Government in connection with the purchase of railways. 

£44,550,948 Debentures and Debenture Stock raised in England. 
£18,061,829 Company's share of the nominal capital. 
£2,500,000 Advimces of capital by Secretary of State in England to Companies. 
£.1,75,651 Advances to Companies made in India. 

With such large sums outstanding on account oi'capital, which is 
the debt of the Government of India to be paid out of the .revenues of 
the railways, a certain amount of caution in the matter of general 
reduction of rates is necessary, although in particular cases when 
a railway finds that it is Jacking in business and that it has facilities to 
carry additional traffic, reductions to meet such condit~ns are fully 
justified, especially when it is known that the reduced rates and 
fares will increase the volume of business by extending the demand or. 
the markets of consumption or by reduction in prices at places where 
owing to high freight, business has been hitherto impossible or 
restricted. 
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. 
B~t when railway facilities are unable to cope with the existing 

~raffic and further facilities can only be given slowly, due to circumstances 
-over which a Railway Company has. no control, reduction in rates 
only result in red~ction of earnings thus increasing the cost of the rail
way for the same amount of traffio to be carried at reduced rates. Such 
a course, if continued for any length of time, must affect the power 
of the railway in carrjring traffio at reasonable.rates. It will, however, 
always ray the railways to be on the look out for traffic in the direction 

, in whiph the wagons ~re returning empty-for such traffic, while requir-
ing no additional facilities and very ,little extra expenditure, will bring 
in more money. But in such cases also~ if it means meruransfer of 
traffic from one railway to another, it cannot be to the best interest§ of 
India or of its· Government, as the owner of Indian railways. 
~re are times when enhancements of rates are, also called for. 

Some have termed enhancements in rates taxation, but when the railway 
expenses go up and there cannot be -an increase in traffic unless large 
sums' are spent on renewals or extension of facilities to meet require-

'ments of the present or anticipated increase in . traffic the raising of 
rates is j)lstified especially when funds and materials are not avail
able to pay for extended facilities. 

Quotation oJ In a country like India, where large tracts yet remain to be provided 
raka a. with railways and where money has to be ~d, for extensions to main 
=:::'!~ .lines and in improving their facilities, either out of grants from the 
in vari~ general revenues of India, demands on which for various kinds of public 
cases. expenditure, are great, or out of bo;rrowed capital (on which interest 

'has to be paid out of the railway revenue), and where main lines are 
finally responsible for the payment of deficit of the guaranteed interest 
to branches, financed out 0'£ funds raised by private enterprise in India, 
the public should at times be prepared for enhancement of rates or 
fares to meet temporary stress under exceptional conditions. When, 
however, normal conditions retUrn reductions can again be thought 
of, if it is found that the expansion of India's resources and their 
development need reduced rates. 

When a new industry or trade can be developed, which will in the 
long run benefit the country and consequently the railways serving it, 

. and it is found tAat it requires a fostering rate·in its early stage it is 
always good for the railways to encourage a new or a struggling in
dustry by such.. reasonable rates as circumstances require. But at the 
same time if tp.e law is made "rigid that charge for long hauls should not 
be greater than for short hauls ()r i,£ the railways know that a re
duction at one point to meet a really deserving case will force down 
rates at otllr points, where traffic can well bear the existing rates, 
they will hesitate to make reductions. 

Almost similar remarks apply to eqUal mileage rates, the evils of 
which (if rigidly adopted in: preference to rates on the basis of 
"what the traffio will bear") were summarised as follows by the 
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Select Committee of July ~882, on railway rates and- fares in 
.England :-

" (a) It would prevent Railway Companies from lowering their 
rates and fares, so as to compete with .traffic by sea, by 
canal, or by a shorter or otherwise cheaper railway, and 
would thus de'prive the public of the benefit of competi
tion, and the company of a iegitimate source of profit. 

" (b) It would prevent Railway Companies from making perfectly 
fair arrangements for carrying at a lower rate than usual 
goods brought in larger and constant quantities ..... . 

" (c) It would compel a company to carry for the same rate 
over a line which has been very expensive in construction, 
or .which, from gradients or otherwise, is very expensive 
in working, at the same rate at which it carries over less 
expensive lines. 

"In short, to impose equal mileage rates on the companies would 
be to deprive the public of the benefit of much of the competition 
which now exists, or has existed, to raise the charges on the public in 
many cases where the companies now find it to their interest to lower 
them, and to perpetuate monopolies in carriage, trade, and manufacture 
in favour of those rates and places which are nearest or least expen
sive, where the varying char~es of the companies now create com
petition. And it will be found that the supporters'ofequal mileage 
rates when pressed, often really mean, not that the rates tlley pay 
themselves are too high, bJlt that the rates that others pay are too 
low. _ 

"Pressed by these difficulties, the proposers of equal mileage rates 
have admitted that there must be numerous exceptions, e.g., where 
there is water competition, (i.e., at about three-fifths of the railway 
stations of the United Kingdom), where low rates for long distances will 
bring a profit, or where the article carried at low rates is necessary, 
such as coal. It is scarcely necessary to observe that such excep
tions as these, :whilst inadequate to meet all the various cases, 
destroy the value of 'equal mileage' as a principle, or the possibility 
()f applying it as a general rule." 

It may, however, be pointed out tha~ some of the above arguments 
do not apply against equal mileage rates in India with same force as 
in England owing to difference in conditions, such as extensive water 
competition, which exists in England but not very largely' in India. 

Having 'so far related the general factors, which underlie the' 
pr!ncip'les of rates making, we shall now in the subsequent chapters deal 
with the various phases of the question of railway rates affecting this 
count!]' including. the history of railway developments bearing on 
rail way ratfls !Lnd of competition and combination, etc. 



CHAPTER I 

EARLY HISTORY AND GOVERNMENT POLICY IN THE MATTER OF RAILWA,Y 

RATES AND FARES. 

The history of the rates and fares of Indian Railways commences Oontracts 

from the time the railways came to be projected in tl;Us country. It t::wEen;he 
was at the outset agreed to between the Railway Companies and tlie India ~om. 
Government (the..East India Company) that the fares and rates were, pan,Y and Ill, 
., •. I'f ear y guarar. 
In the first Instance, to be fixed wIth the approval of the uovernment, teed linu. 

and alterations in them could only be made with the concurrence of the 
same authority. In the event of the net profits of a Railway exceeding 
10 per cent. on the capital outlay, the Government could order that the 
rates and fares should be r~duced, but not to such an extent as to 
bring. the net receipts below 10 per cent. upon the capital expended. 
The clause in the contract with the first railways was.asfollows. (This 
is a quotation from the contract of the late East India Company with 
the Madras Railway Company, dated 22nd December 1852). 

" The said Railway Company shall be authorised and empowered to 
charge such fares for the carriage of passengers and goods, and such 
tolls for the use of the said railway as shall have been approved by the 
East India Company, and shall not in any case charge any higher or 
different fares or tolls whatsoev;er without such approval being first 
obtained; but such £ltres lnd tolls· shall, when such net receipts as are 
hereinafter mentioned shall in any year have exceeded 10 per cent. upon 
the outlay, be reduced in accordance with any requisition of the East 
India Company in that behalf, but only with a vi~w of limiting. the said 
fares and tolls so far that the net receipts shall not exceed 10 per cent, 
as aforesaid." • 

In the early stage of Indian Railways neither the Government nor. 
the Railway Companies were in a position to determine what rates and 
fares the trade and the travelling public required in order to confer the 
full benefit of the railways on them. Necessarily, therefore, the charges 
for the carriage of passengers and goods were in an experimental condi
tion, but it is interest.ing to note that in a report in 1859, when the railways 
could hardly be said to be even in their infancy, it was observed that 
although there would be the absence of competition on Indian Railways 
(which in England had been the means of exhausting funds at the outset), 
owing to railways in India practically serving different ~rritories, the 
injurious effects of monopoly would be prevented by the power reserved 
by the Government to regulate proceedings of railway companies and to 
fix the rates and fares, which again could not be altered without the 
approval of the Government. 

c 
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It was considered doubtful, when the railways were proposed for the 
country, 8S to whether there would be a large passenger traffic, but nO 
such doubts we~e entertained as to goodS traffic. 

There were expectations of exports of food grains and oil seeds from' 
India wIth the opening of the railways to ports from the interior, but 
the p'rospects of a heavy traffic in cotton for shipment were largely 
calculated upon, as even without the railways,' during the ten years 
ending 1858, eighteen per cent. 9£ the total quantity of cotton imported 
into the United Kingdom was from India, Bombay alone exporting 135 
million pounds out of the total of 146 millions sent from India. 

Original rales For the three railways that were bpened for-traffic between 1853 and 
4114 fares. 1859 the rates and fares were fixed as given in the table below :-

1854,55, 1856-57. 1858-69. 

Rate per passenger mile in pies. 
P"!!8enger. G. I. P., E. I., Madras. G. I. P., E. I., Madras. G I.P .. E.I. ~as. G. I. P., E. I., Madru. 

1st Class • 24 24. 24 • 18 24 18 18 18 18 

2nd .. 10 10 9 12 II II 8 II 8 

8rd .. 8 iI s 8 8 , B B 2 

Rate per. ton mile 1.n pies. 
Goods. G. L P., E. I., ~adras. G. I. P., E. I., Madras. G. I. P., E. I., Madras. G. I. P., B. I., Madru. 

"1st Class • 10 .. 
I 

10 e- .. No 8t No 8 

2rid 
change cbsnge .. · 14., 14. . 13t .. 13 • 10 

- Ird .. · >18 18 18 2O! 12 

4th .. -. 20 I 20 27 

6th .. · 80 80 6' 

• Coal at 7 pies per ton over E .. t Indian Rallway. 

On the East In~n and the Great Indian ·Penin~la Railways the 
goods were divided into five classes, 1st, 2nd, 3rd, 4th and 5th, the lowest 
rate being charged for the 1st class and the highest for the 5th class, 

\ but the reverse was the case in the caSe of passengers, the 1st class passeD
gers paying the highest fare and the third class the lowest. 

Why the Madras Railway confined its goods rates to three classes and 
did not follow the example of the other two lines is not knoWD, but 
it is supposed that for a less prosperous area, which-the Madras Railway 
served, they thought that the third class tate was the highest they could 
charge, and the third class included also the 4th and 5th class goods 
of the other two lines. The goods classification was simple and 
did not exceed a page of foolscap in print, and thediflsion was as 
follows :-

The 1st Class-comprised of mineral goods, manures, firewoo d, 
salt, timber, pig irOD, iron bar, returned empties, etc. 
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The 2nd Class-consisted of a large number of commodities 
amongst which were agricultural productions (such as 
grain, oil seedS, cotton, jute, chillies); and other articles 
of general consumption, e.g., Jagree (Gur), sugar, cocoa
nuts, betelnuts, flour, ghee, earthenware, gunny,.hides, oil 
cake, saltpetre, iron and steel articles, and twist (either 
cotton or woollen), came under this cllss as well. 

In the third Class there were-wines and spirits, stores and 
provisions, groceries, hardware, tobacco; turmerid, silk 
raw, machinery, vegetables. 

The articles in the 4th Class were-books, cutlery, glass and 
glassware, medicines, p~rfumery, tea, tarpaulins and 
manufactured silk. 

And the 5th Class-consisted of goods, which are now-a-days 
known as "Excepted articles," such as gold, s!Jver, jewel
lery, etc . 

.. Piece goods," which form an important item of railway traffic 
now-a-days, did not occur in the list of articles mentioned in the goods 
classification. 

As early as in. 1859, a dispute arose between the Madras Railway Interpreta
Company and the Government as to the powers of the Government, 'ion 0/ the

after having once sanctioned 'the rates, to alter them without any ~::":::!:!r 
initiation on the part of the railway company. It was also disputed in t~ matter 
whether any alteration could be made in the rates without the sanction ~!:~'~J~ 
of the Board of Directors. The Secretary of State for India, in his tke old conI

Despatch No. 119, dated 24th Novembe. 1859, passed the following rlWB. 

decisions on these points :-
.. With regard to the power' of the Government to alter the rates, 

in the abse,nce of any request to that effect from the Railway Company, 
r apprehend that under the contract, it is intended that when once the 
rates and fares have been definitely settled and approved oy Govern
ment, the proposals for any alteration should be initiated by the railway 
company. In the present instance, however, it may be urged that the 
rates in force were made experimentally, with the view of ascertaining, 
by actual experience, those which were most suited to the circumstances 
of the country, and that none had been finally approved by the Govern
ment.. . . . . . . . It should be understood, however, that when once the 
rates have been definitely fixed they cannot be altered,except at the re
quest of the company,until the profits realised amount to ten per cent. 
But while this is the legal state of the case, there should be no difficulty, 
p~actically, in carrying out any measures by mutual consent which 
experience may show to be to the advantage of the undertaking. 
I quite agree in the opinion of the. late Court of Directors that 

• these are matters which are better decided in India than in this 
country." 

c 2 
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By ~hemiddle of 1861,1,028 miles of railway were opened for traffic, 
viz. ;-

East India.n Railway • 
Great Indi&n Peninsula Railway • 
Madras Railway 
Bombay, Baroda and Central India. Railway. .: 

Miles. 
378 
358 
208 
90 

TOTAL 1,028 

The railways were attracting a fair amount of traffic, both in pas
sengers and goods, bu't it was felt 'that the goods rates of the Great 
Indian' Peninsula. Railway were not low enough for the area that railway 
served, because notwithstanding the facilities of transit offered by rail. 
the amount of goods carried by country carts by roads ,running along the 
railway, over considerable distances, particulaIly in the Deccan, wa& 
large, and therefore, in 1861, rates lower than the class rates were granted 
to attraa:t thls traffic to the railway, with appreciable results. 

It will be observed from the table of rates given previously, that 
of the three lines the charger of the Madras Railway were fixed on a lower 
basis, and it was remarked by the Dhectors of that line in 1861 that the 
"low fares, judiciously fixed, were drawing traffic fiomthe old roads to 
the tail road." 

In the beginning of the year 1862, taking-the lines that were open 
fer traffic, the following were' the highest an~ 10W~8t fares in force on 
them:-

PASSKNGER PARES PBllIDLB. GOODS BATES PEE roN PEE MILE. --
I 

1st 2nd • 3rd 1st 2nd 3rd 4th 16th 
class. class. clasB. class. class. cla8a. cI.... class. 

/ 
~ ----

Pies. Pie.<.' I Pies. Pi .... Pies. PI ... PIes. Pies. 
I 

Highest 18 9 

I 
3 9 13i 18 30 U 

LOW1>!t • Ii 4 11 8 10 I 13 13 80 

The year 1863 started with the lengths of the railways available 
fe-r carriage of public traffic as follows :- • 

The East Indian Railway , Allahabad to Hathras. {!owrah to Chunar. 

Burdwan to Raneeganj. 
, Bomb!PoY to Bhusaval. 

The Great Indian Peninsula Railway • branch. l Bhusaval to Malkapur, OD the Nagpur 

Bombay to Sholapur in the south. 
The- Bombay, Baroda and Central India {Daman Road. 125 miles north of Bombay 

Railway. • • • • • to Ahmedabad. 
Ths Madra, R&llway Madras t-o Beypore, e.g., from the Coro. 

mandel coast to the Malabar coast. 
The Great Southem Railway of India 
The Eastem Bengal Railway • 
The Calc~tta South Eastem Railway 
The Scinde Railway 
The Punjab and Delhi Railway 

Trichinopoly to Cauvery. 

• Calcutta to Poradab. 
• Calcutta to CaDDing. 

Karachilo Kotri. 
.. Amrit.sar to Lahore. 
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.It was noticed in 1864: that there was an increase in the earninga Views oj th~ 
with a falling off in the traffic, and it was observed by the Government ~m;~r::e;:: 
Director of Indian Railway Companies in Englan<i that. "possibly the 1864 in tlte 

rates might have been fixed too high, and tha~ more traffic might have ;~::,t4 til 
been taken at a It)ss pr9fit per passenger or ton of goods and yet so ~s to inter~ts oj t 

produce greater aggregate profits," and for the first time, in the history ::::~'~J1Ul 
()f Indian Railways, the Go"\ternment of ~dia eXpressed their anxiety Jares in 186, 

in the interests of the traders and the travelling public, and in a report 
to the Secretary of State for India they said that "it w4s the duty 
()f the Government to see that the public were protected by- taking care 
that a moderate scale of maximum rates was established while the actual 
arrangement, within that sca.le, might with advantage be left to the 
Railway Managers." 

In 1865, the rates for carriage of passengers and goods on IndIan 
Railways were as shown in the statemenli appended below;- . 

RA.ILW,YS. 

. East Indian 
Great Indian 

Penlqsulo. 

Madras 

llombay and 
Baroda. 

Scinde 
Punjab. • 
E",tern Bengal . 
(;aicutta and 

South Eastern. 
Great SOl\thern • 

~A.SSENGER pER MILE. GOODS PER TON PER M'LE. 

wJ~I~I~ wl~l~ ~ ill 

:~:. :~~~. :~:. :~: :~:"I :~:'I :~~. ~:~SS~. :~s~ . 
1'006040309" 10142448 
1 21 0 80S . . 0 9 1 1 1 6 2 4 4 8 

o 8 ! 
1 0 0 5 0 2. .. {o 10} 1 4 1 6 2 2 

1 2. 

o 10 
1 0 
1 0 
1 0 

1 0 

o 8 

o 6 
o 8 

, 1) 6 
o 6 

o 8 

o 4 

o s 
o 3 

" Coal 7 pi ... 

o 8 

o 10 
o 8 
010 

010 

1 2 
1 0 
1 0 

1 4 

2 4 
1 5i 
1 4 

1 9 

This statement shows that the cheapest lowest clails pl.Isstlnger fare 
was that in force on the Great Southern Railway, viz., 2 pies, whereas 
()n the other lines it varied between 2l and 4 pies; in the case of goo~ 
rates 8 to 10 pies per ton per mile were charged for the lowest class of 
goods. The present maximum for the lowest class c..f goods is 9 pies 
per ton per mile or 1 pie per maund per mile. • 

About the year f865, it seems it was alleged by some in England on 
behalf of the companies, that the Government in exercising. control over 
railway rates in India might think fit to require the adoption of such a 
2cale o£.charges,as would bring the railway within tbe compass of as 
much people as possible, without considering the effects of too Iowa scale 
upon the receipts or. profits. The Government of India declined that 
.any such idea had ever been- entertained. The policy of the Gov
~rnment was summed· up in the following words :~" The people in 
India are now taxed-to pay the guaranteed interest. For their pro
tection the Government exercises a control over the railway companies, 
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with the twofold object of securing such a. system.- of good management 
as shall provide all the legitimate advantages of railway communication 
for the country at, large, as well as such profits as shall release the 
Government from payment of tlie guaranteed interest j and in the 
second place, of affording the best means of encouraging capital and 
enterprise in India by affording an example of success in works which 
have been undertaken. .. .•....• It must not be thought, however~ 
that high profits and high fares are synonymous j &Il the contrary, low 
fares, that is to lIay low, compared with tkose in Europe, are perfectly 
compatible with large: rem1lnerative regeipts.',' \ 

The following table shows the fares for a hundred miles journey 
on the various Indian lines of 1864 as well as ,the charges for the same 
distance on some of the English Railways, for the third class passengers :-

Indian Railway_ 
East Indian • 
'Great Indian Peninsula 
Madras. 

For 100 miles. 

Bombay, Baroda. and Central India 
Eastern Bengal State 
Great Southern of India • 
Scinde _ 

Engli8h RailwaY8-
Great Northern 
London and Dover . 
Great Eastern ; • 
Brighton ,. 

" 

•• 

3rd claee f&reB. 
B. tl. 
3 1 
2 81 
2 101 
4 2 
3 Ii 
2 31 
3 8. 

8 4 
8 4 

12 6 
8 4 

London and North Western 8 4 
Great Western 8 5 

How far any such comparison is useful it is difficult to say, because 
some hold the view ~hat aIJ.y comparison of this nature is not of much 
use, for tlie conditions in the two countries are not" alike. It is said that 
the fares for the 10000estclass of passengers should be determined, regard 
being had to the 'travelling power of the mass, which in India consists 
of the agricultural. classes and labourers. The former travel for Jong 
distances onlywhell on pilgrimages and for· short distances on bWliness,. 
whereas the labourers travel both short and long distances in search of 
employment; in some cases the railway fare is borne by the employers
and fu 'others paid by the labourers themselves. It was held that 
what the great majority of the population can afford to pay in railway 
fares in England or in America is hi~her than what the same class can 
..pay in I~dia, and a,' comparison was made in 1903, showing that. 
while for one day's wages an unskilled labourer could travel sixty 
miles in America, the same class of, inhabitant in India. could not 

·travel for more than fourteen miles on one day's wages. It may 
not be out of place to also point out that in ,some cases it is not on 
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what a man earns a day, but on. what he actually saves, depends. his 
spending power on travelling. Therefore, in any such comparison ·of 
fares, the factors to be taken into consideration are many; some 
of which are (a) the wages and savings of the people, (b) the neceSSItIes 
for travelling, (c) the expenses of the railways in carrying passenger§, 
(d) habits of the people in the matter of migration. 

According to the report of the " Rise of Prices Enquiry Committee " 
(1915) "the wages of every class of wage-earners in India have risen in 
rural and urban areas much more rapidly than the retail prices, and the 
rise has been greatest in rural areas where the wages of both agri
cultural labourers and village artisans have rise~ enormously as measured 
by their purchasing power of commodities," and " Railway transport
ation" is one of the commodities of which the agricultural labourers 
are purchasers. It will be matter for consideration for the future, when 
the railway fares are being reconsidered after the war, whether the 
travelling power of this class of inhabitants has increased or decreased. 

Now to revert to the history of railway' expansion and railway rates- RailwaY8" 

In 1866, the East Indian Railway was completed from Howrah to t1}e :!!o,~~ 
left bank of the river Jumna, opposite Delhi. The Punjab Delhi Railway cretJ8t8 in 

was open from Amritsar to Multan, the Scinde Railway from Karachi d:U::1.~ffi 
to Kom, and a Steamer Service, called the Indus Flotilla, was maintained incretJ8ing I 

between Multan ana Kotri over the Indus for purposes of through ~:rw,: oj 

traffic between the Punjab Delhi and the Scinde Railways. The Bombay, facilit~t8 to 

Baroda and Central India Railway Company had completed the length carry If. 

from Bombay to Ahmedabad, a~ the Great Indian Peninsula Railway 
had extended its line to Berars and was within easy reach of the great 
cotton mart of Amraoti. The Madras Railway in addition to its length 
from Madras to Beypur had b¥ilt a branch from J alarpet to Bangalore. 
By the middle of the year-1866 the open mileage of railways was 3,332 
and it is interesting to note that even in the sixties the demand for 
the conveyance of goods on Indian Railways had become so great 
.that the resource~ of some of the railway companies were found inade-
quate to meet the same. Owing to Plore traffic offering itself than 
what the railway~ could carry, there was at this time a tendency on the 
part of the railways· to enhance the fares. This attitude of the rail-
ways puzzled the Government and they gavE? this matter a great deal 
ot. attention, and in a report to the Secretary of State for India in 
Council, the Government Director of Indian Railway Companies, on 
wh~m, in those days, fell the task of furnishing an annual report on 
Indian Railw~ys to the .Secretary of State to be presented to both 
House!! of Parliament, wrote as follows :-

" If the traffic goes on increasing in the same ratio as in the last two 
years, the rates will, in some cases, have to ],e raised higher than they are 
now, in order'to realise the profits which the railways could command. 
Considering the question in the abstract, the first point to be ascer
tained, before fixing charges of this kind, is the cost (,f conveyance, and 
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th~n the charge, w¥ich, in addition to what is required to cover the cost, 
will produce-the greatest aggregate return; for it should be borne in mind 
that it is not the high profit per unit, but the small profits upon the large 
numbers of quantity which should be sought for. Supposing the cost of 
running a train, which should carry 50 tons, to be three shillings a mile, 
and only 25 tons are carried at 3 pence a mile, the profit is only 3 shillings 
3 pence or 11 pence per ton; but supposing the charge be 2 pence, and 
50 tons. are carried, the profit is 5 shillings 4 pence or 11 pence per ton. 
Thus, when the profits for each ton are more, the aggregate results are 
less, because the amo,unt conveyed is insufficient to fill the wagon. When 
the amount is inpreased by tlie lower charge, the profit is smaller per each 
ton but (inore being carried at ,the same cost) the profits are greater on 
the whOie. The great aim should be, in the first place, to provide an 
adequate supply of rolling stock, and then to impose such rates as would 
bring that stock into constant use. An over supply and an Under supply 
are to be avoided. Both have a tendency to raise rates. If too many 
carriages and trucks are provided, charges must be put on to cover the 
cost of those unemployed. 1£ too few trucks are provided charges would 
have to be imposed to check the demand of conveyance." 

No further action was suggested beyond recording these views, but, 
on the other hand, the Government seem~ to have accepted the situation 
that" as the Great Indian Peninsula and tne East Indian Railways were 
unable to meet the demands upon them by supplying carriages and 
bucks for the traffic offered to them, the high rates levied by them at 
the time ought to be, under these circllglStances, considered exceptional." 
It is not known, however, whether any attempt was made by these two 
railways to borrow rolling stock from other lines to meet the increased 
traffic, but about this time all the railways in India were more or less 
busy. As to the suggestion in the remarks quoted above that the first 
aim should be to get an adequate supply of rolling'stock, it is at times 
difficult to say what that adequate supplY'of rolling stock is. It is seen 
on some Railways that a supply, of a large numb~ of wagons did 
not enable them to move quickly all the traffic offering. In 
many cases, no additional- stock would be necessary if facilities in the 
way of additional tracks,passing sidings, crossing stations, reduced 
lengths of block sections, marshalling and sorting yards, etc., and ex
tended terminal facilities were provided, to enable the trains and wagons 
to get through quicker so as to attain better results in the matter of ' 
quick turning round of stock. It has been seen that during re~nt 
years, with the increase in the number of wagons and engines, the work 
done by each indiviqual wagon or engine has become less. . This point 
has been dealt :with in greater detail in the chapter on "Economics of 
Transportation" and in AppendiX' thereto. It is also to be observed 
that the power of the Railways in getting more work out of wagons, 
is sometimes reduced, owing to removal of goods by consignees, at 
terminals, not keeping pace with the arrivals. 
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In any case, as' already pointed out, the enhancement in rates by the 
Great Indian Peninsula and East Indian Railways in 1865-66 were 
accepted as eiceptional. It was about this time'that the Great Indian 
Peninsula Railway raised the classification of cotton from the 2nd class 
to 4th class, and this had the effect of appreciably increasmg the 
receipts without injuring the traffic. 

The tendency on the part of the Railway Companies to charge 
high rates, led to the discuSsion as to the future method of control 
by the Government, not only in the interests of the public, but to 
avoid the high rates becoming the means of restricting the growth 
()f railway business. , 

In 1868, maximum rates were fixed for the various railways by the Maximum 

Local Government's under instructions from the' Secretary of State, ;~~!:~~!J 
because the Secretary of State* did not think that the Supreme Govern- me~t for . 

. I d' h uld' f . h . 11 h il' var.0U8 ra,l-ment m n la so. mter ere m suc matters, as practlCa yeac ral way ways in 186. 
served its own territory and had local conditions, and therefore, and the is81U 

h G . . h' , P'd ' t t t fix th of a circular eac overnment, Wit m ItS own reSI ency, was compe en 0 e defining the 

rates and fares for each line, and it was' considered by him that the on1y railway poli< 

case in which the Government of India should keep a control was in the %ee::t 2~'i::' 
matter of general policy. But at the same time it was noted by the time. 

Secretary of State that the Government of India had also kept the 
c.ontrol of rates for food grains. and coal and fares for the lowest class 
()f passengers and no objectIon was raised to this exception. Practi-
cally, the lines~ere allowed to retain their existing rates and fares and the 
maximum rates and fares were as follows :-

FARES PER PASSENGER PER MILE. ------RAILWAYS. -
In ter class.' 3rd class; 14th class. ' hit class. 2nd olass. 

I 

Pies. Pies. Pies. Pies. Pies. 

Madras . 18 5 .. 3 .. 
Great Southern • . 18 5 .. 3 .. 
Great Indian Peninsula 24 12 .. 8 3 

Bombay, Baroda and Central 24 12 .. 8 "-
India 

Scinde . 24 .12 .. 8 4 

East Indian , 18 9 - 41 3 .. -
Eastern Bengal • IS 9 41 3 .. 

alcutta and South Eastern 18 9 - 3. .. .. 
Punjab 18 9 .. 21 

I 
.. 

Delhi 18 9 .. 21 .. -
Oudh and Rohilkhand 18 9 .. 2 I .. 

• Despatoh No. 17 of 29th February 1868 from the Seoretary of State to Government 
of India. . ' , 
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I 
RAILWAYS. 

lBt 2nd 

I 
8rd 4th 6th Food Coal. cl .... cl .... cl8S8. cl8S8. - cl .... grains. 

I . 
Batt '/llf ion '/let' ma.. 

Pies. Pies. Pies. Pies. Pies. Pies. Plea. 

Madras 12 14 16 24 36 .. .. 
Great Southern . . 12 14 16 24 86 .. .. 
Great Indian Peninsula • 12 18 24 86 6' 12 10 

Bombay, Baroda and Central India 12 18 24 all 64 12 10 

Smnde 12 18 24 86 66 12 10 

Bat. '/let' maulld ,.,. mil •• 
- Pie. Pie Pie. Pie. \>Ies. Pie. Pie. 

East indian • I i f 1 2 i I 
E .. tern Bengal I 1 f 1 2 1 • , 

1 .calcutta and South Eastern I .1 f 2' I • 
Punjab . I . 1 f 1 2 I I 
Delhi . I i .. 1 .. I I , 

The .Government of India Circular letter, dated Siulla, the 16th 
October 1868, was to the following effect :-

"The Secretary 'Of State having recently decided in favour of a system 
of maximum fares and,rates for Indian Railways, the Governor General 
in Council has had under their consideration the question as to the extent 
to which the Government of India should take part in these, and how 
far it should leave the ~atter to the control of the Local Governments. 

"It appears to the Governor General in Oouncil that in affairs of 
this sort, the Government of India should only so far interfere as may be 
necessary to fix a g@eral policy on the part of the Government, and to 
regulate matters by which a railway cQIDpany working within the terri
tories of one Local Government may affect a railway company working 
within the territories of another Local Government. Beyond this the 
Government of India would wish to leave the subject of maximum fares 
and rates entirely to Local Governments. The only policy of the Govern
ment, as regards the fixirig: of rates and fares on railways, should be to 
make them as generally useful to the mass oi the people as is consistent 
with due profits to the companies. The powers of the Government, 
under the contracts, are limit~d to the approval of increases of fares and 
rates after they have once been fixed, and fo the fixing of fares and rates 
on first opening of railways. It is clear that it can never be proper to 
insist .on any fare -or rate that should not afford a reasonable profit with 
ordinarily filled trains; and that there are only a few cases in which the 
Government should interfere with the freedom of the companies to act 
according to their judgment on the ordinary sysliem of the trial of the 
relations of supply and demand. After very careful consideration, His 
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Excellency in Council has come to the conclusion that only the following 
matters should at present be retained in the hands of the Government of 
India :-

(1) The fares for the lowest class of passengers. 
(2) The rate for 'ood grains. 
(3) The rate for coal." 

A controversy arose between the Government of India and the 
Secretary of State on the point as to whether the railways were interested 
in charging maximunl rates for minimum of traffic or minimum of rates 
for maximum of traffic. While the Secretary of State held that it was 
as much to the interests of the Government as of the Raijway Companies 
to get the maximum of passengers with the minimum of profit. the 
Government of India pointed out that it did not appear to them "'to be 
the inter~st of the Railway Companies to carry the maximum of passengers 
with the minlmum of profit, but on the contrary, minimum of passengers 
with maximum of profit and that it would be profit~ble for them to 
carry two million passengers at 3 pies instead of three millions of passen
gers at 2 pies, whereas the' interest of the Government acting on behalf. 
of the public was directly opposite to it." At the same time, however, 
the Government of India admitted that it would not be to the interests 
of the railways to so raise their fares as to create a drop in the passenger 
receipts, thus reducing the chances of maximum of profit. What the 
Secretary of State apparently meant was that the railway companies were 
interested in attracting'to their lines maximum number of p~sengers 
they could carry and that, therefore, they would- not charge a higher 
rate than what would bring the traffic to the railway, or in other words, 
they would not levy a higher rate than the figure which would bring 
maximum of passengerf1 which the railways could carry . 

. In 1868, the railway mileage sanctioned for construction was 5,600, 
of which 3,942 were open for traffic; and dealing with the question of 
further development, the Secretary of State held the view that competing 
lines ought not to be promoted, as will be seen from the following ex
tracts from Despatch No.3 (Railway), dated the 16th of January 1868, 
from the Secretary of State to the Government of India :-

"9. It seems desirable that projects for future railways should be Di~ion oj 
d . I . I I" I I ra.lway arrange ill two separate c asses, as C6)mmerCla or po ItlCa. . t may project8 bet, 

often be difficult to distinguish clearly between the two, but this need ween two . 

not be attempted. It will be sufficient that some should be recognised ;:zi:::~ ~~ 
as being recommended chiefly by commercial, and others chiefly by Oommercial 
political utility." -

"10 ..... . 
_ "n. Of the commercial lines, those should, in my opinion, be 

preferred, which will 0llen up the districts, whose natlJl'al resources are at 
once largest and least developed, and which are least aided by existing 
lines. Competing lines, ought not to be promoted, but care should 
be taken to scrutinize the grounds upon which any line is said to 
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be in competition, with another. As regards feeders, it is to be hoped
that the several companies will not refuse to undertake such, as both 
they and the Government may concur in regarding them as desirable." 

About this time the Directo~s of the Indian railway companies in 
England represented to the Secretary of Sta~ about the provision of 
'roads from railway stations to the interior, and the Government of India 
recognised the importance of this, and a system of roads a.& feeders to 
each line was approved by the Government, but it Js feared that for 
want of funds even to this day the Local Governments and the District 
Boards have not been able to provide sufficient roads in this direction. 
Nevertheless the railways changed ·the character of the roads and are 
responsible for the increase·in the number of roads in India, as will be 
proved by the following remarks in the Imperial Gazetteer (Indian 
Empire, Volume I!I, published in 1908):-

. "The const.ruction of railways began to have a considerable 
influence on the functions' and characters of. new roads. With the 
~xtension of railways it became more and more necessary to build roads 
in a direction which would enable them to feed rather than compete 
with the newer-means of communication j and a great demand for 
metalled roads was aroused. . ...•........ " 

8,tate lines pro. . During this period. State lines were projected, ani the policy of the reted to give Government of India was to give the public the benefit of low rates; 
p°::bu:.ateA to these lines were intended to be built cheaply, the idea being to "com-

. mence on'3 most economical scale and to make improvements gradually 
as the traffic justified fresh outlay and called for greatel conveniences." 

Opening of A great stimulus waS given to the trade of India by the opening 
the 8uez of the Suez Canal in 1869 and it is estimated that the value of the ;::z the exports and imports of India in that year was 89 crores of rupees as 
junction bet· compared with 32 crores, the value of the foreign trade of India .in i 
i::;:a':a~ast 1851-52, i.e., before the advent of railways. . . 
the '!reat, In the year 1870, a still further encouragement was afforded to the 
lulnd,an ~lenln. foreign trade, as in that year one of the most important events in the s II raJ ways • • , 
ttl J~bul. history of Indian railways took place ; the Great Indian PeIUJl8ula Ral1-
:d ~h/:,[;r. way was linked up with the East Indian Railway at Jubbulpur, and the 
way rates through cO.llmunication was' opened for public traffic on 7th March 1870 
~;:t'::e,es :: by the late Duke. of Edinburgh, and thus ~omba! and Calcutt~, ~nd 
well as flrajfic Bombay ana Delhi and Lahore were brought mto railway commurucatlon 
and operative 'th th 
Stati8tics!or Wi one ano ere 
1870 and It was consiiered by the Government at thiS time that there should 
187t~·7elZ res· be unrestricted interchange of traffic between all the lines opened, and 

- pee ttl y. , • h d did diff '. that, although the circuInBtances of each rallway Inlg t an er, 
there was mutlh that was common to all, and that as far as possible uni
formity should be maintained, "both as regards system of management 
and rates of charge ...............• " _ 

Although unrestricted interchange 'of traffic was arranged generally 
bet,!een. the open lines, and a special meeting was held between the 
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Directors of the East Indian and the. Great Indian Peninsula Railways. 
in order to attain free interchange of traffic viti Jubbulpur, uniformity in 
the matter of rates for charge did not come in for a long time afterwards. 

In 1870, the rates and fares on the various lines were as given belo\v. 
Salt and grain were charged the lowest rates, and on some railways coal~ _ 
grain and salt came under the head of " Special " class. 

l'1IB PASSENGER PER IfILB. 

RAILWAY. 
1st 2nd Srd 4th 

• 1 .... class. cl .... class. 

---- --
Ag. p. As. p. As. p. As. p. 

E .. t Indian 1 6 0 9 0 3 .. 
Great Indian 1 6 0 9 0 4 0, 21 

Peninsula. I 
Madras • 1 6 0 6 0 S .. 
Bombay. Ba- 1 S 0 7 0 S .. 

rod .. and 
Central India 

Sclnd. and 1 6 0 9 0 21 .. 
Punjab. 

Great Southern 1 6 0 5 0 8 .. 
of India. 

Eastern Bengal 1 II 0 9 0 41 0 8 

S Oudh· and 1 6 0 9 0 41 0 
RobUkhand. I 

1st /2nd 

~~ 
As. p. AB. p. 

0 8 1 2 

0 8 o 10 

0 8 1 0 

0 8 010 

.. .. 

., .. 

0 8 1 2 

010 1 2 

GOODS FER TON PER IfILE. 

3rd I +th 
I 

5th 6th 
class.; class. class. class . 

---- --
All. p. I As. p. AB. p. AB. p. 

1 6 \ 110 2 4 .. 
1 2 I 1 3 2 0 4 8 

211 1 6 2 0 4 0 

1 t 8 2 4 3 4 

.. .. .. ., 

.. .. .. . . 

1 6 2 4 4 8 .. . 
1 6 2 4 4 8 .. 

Special. 

7 pies fo 
dist an c 
over 30 
miles. 

As. p. 
0 6 

0 7 

e 
o 
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It will not be out of place a] so to 'give some idea. of the traffic 1 
was being carried"" on the various Indian Railways at the' time the r, 

, f 
-

PA.SSENGER TRAFFIO. G04 
"-

No. of 
RAILWA.YS. miles open (1) . (2) 

Total. 
Total. Thirtl No. of tons No.oftob 

clan; of coal and of other . , 

ooke. minerals, ' -
, . 

GU4ranteed. - -

East Indian- -• 
(MaiD. Line) 1,131 5,136,606 4,473,736 269,486 15,2 

(Jubbulpur Line) . 224 215,723 .185,914 390 .. 
Great Indian, Peninsula • 1,258 3,326,024 1,592,547 2,240 429,8 

Madras 783 2,105,566 1,774,866 . 709 40,3 

• , 
Bombay, Baroda and 312 2,555,848 2,432,097 5,396 11,3 

Central India. - . 
Seinde, Punjab and 666 1,971,409 1,9'19,888 282 1,4 

Delhi. 

Great Southern of 168 783,755 771,921 .. 6 
India. 

Ea.stem Bengal 0 . 113 1,324,907 293,149 14,625 5,~ 

... 
Oudh and Rohilkhand 42 354,292 343,184 .. 4~ 

Camatic 0 . 19 7~,772 74,299 .. I 
-

state. 

Calcutta and South· 28 287,477 282,250 ,556 68 
Ea.stem. 

Khamgaon 0' 8 10,53] 8,985 .. .. 

Unguaranteed. 

NulhC1tee 0 . - . 28 72,949 67,385 3,069 3,29 
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and fares given in the preceding table were in operation. The following 
are the figures of traffic :-

'!BAnIo. 

Total reo Total reo Total reo Traffic re-(3) ceipts from ceipts from ceiptsfrom ceipts per No. of tons pa.ssenger allsouroes 
of merchandise Total of (1), goods traffic. traffic. of traffic. train mile. 

other than (2) and (3). 

minerals. 

Rs. Ra. Re.. Ra. 

885,909 1,170,657 1,84,07,280 62,46,720 2,56,32,380 4·22 

69,057 69,447 5,59,760 4,87,140 11,88;220 2·64 

540,465 972,579 1,19,86,290 38,15,510 1,63,29,050 4·49 

303,042 344,119 -28,69,120 16,12,260 47,40,240 3·175 

2~,796 261,5~0 '29,40,680 16,85,590 48,36,460 5·175 

279,040 280,780 23,20,600 15,62,220 41,46,490 3·905 

--
70,809 71,419 3,03,170 3,72,630 6,96,350 2·?25 

I 

171,500 191,169 10,52,940 6,50,680 17,58,470 4·82 

26,860 27,337 60,710 1,43,310 2,24,000 .. 3·75 

2,855 2,865 4,090 30,140 34,630 1·245 

, 

21,434 22,678 19,930 48,410 70,430 1·8 

- ., . 
11,463 11,463 7,880 1,910 10,130 3·425 

• 
j 

6,457 12,821 25,840 49,660 85,360 3·99 -
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A year _afterwards, an analysis was prepared of the results of th~ 
traffic and of traffic working, particularly in connection with the groBS 
rates and fares earned, the profits derived therefrom and the cost of work
ing each unit of 'goods and passenger traffic. And it was considered 
that such figures would go to illustrate the effect of the rates and fares on 
traffic receipts and expenditure of the railways. Only the important; 
lines, were taken into account in the analysis given below :-

The remarks of the Government Consulting Engineer' in Lon_don on 
the results attained by the' railways are very interesting, and have. 
therefore, been also reproduced here, as they give a. very clear idea 
of the whole position at ,the time. The figures are for 1871-72. 

Passenger Traffic. 

EAST INDIAN. 

O. I. P. 
Bombay ,- Madr .... and 

Mainline. JubbuJpur Baroda. 
brancb. 

---
:Miles open. ,1281 2231 1274 '832 849. 

1. Average receipts 
train per mile. 

from each passenger Bs.8-4-4 Bs.2-11·' Be. 2-14·0 ,Bs.8·0·0 Bs. ,,8-& 

-
2. Average cbarge for carrying a p .... enger 

(taking all cJa.sses togetber) one mile. 
8·04 pies 8·12 pies 8-52 pies S'024 pies S·24pl .. 

S. Average number in any'iftlSSenger train 
at anyone time. 

208 166 157 .190 268 

4. Average cost of running a train one mile B.s.1-1S-e Bs.2-0-8 Bs.2-12-B Bs.1-8·' Bs.8-7·. 

6. Average cost of carryiog a p .... eoger one 
mile. 

1-72 pies 2'S6ples 3-416 pies' 1-80B pies 2'4Spl .. 

6. Average profit on each 
mile. 

passenger per 1'32 pies '76 pies '104 pies 1-616 pies ·76 plea 

7. Average number of passenger trains run· 
Ding over each mile of line, eaeh way, per 
diem (supposing all trains to be through 
trains). 

2·14 1-4S 1-7 H& H. 

B. Average nomber of p .... engers p .... iog 882 472 
,over each line, botb ways, per .diem. 

534 437 SO. 

Goods Traffic. 
MUes open. 1281 2231 1274 832 849, 

1. Average receipts from each goods train Bs.5-10-8 Bs.8-4-0 Bs.4-9-4 Bs.3-0-8 B.s. 6·2-01 
• per mile. , 

2.' Average cbarge for carrying one ton of 
goods (taking all cJa.sses together) one 

As. ().9·92 As. ()'9-2 As. 1-0'72 As. ()'11-6 As. 1-0 

mile. 

8. Average load (in tons) in any goods train 
at onetime. 

109 68 69 60 82 

4. Average cost of running a train one mile Bs.1-13-6 Bs.2-()'8 Bs.2-12-8 Bs. ' 1-0-4 B.s. 8-7·. 

6. Average cost of carrying a ton of goods 
'one mile. 

8·248 pies 6'76 pies 7-76 pies 5'36 pies 8 pi .. 

6. Average profit on each ton per mile 6'672 pies S'44pies 4'96 pies 6,24 pies 4 pies 

7. Average number of goods trains running 2'66 1-13 2'52 1:92 1'54 
over each mile, each way, per diem (sup-
posing all trains to be througb tr,alns). 

8. Average number of tons p .... ing over 5B'.! 154 849 19, 252 
each mile of Jine both ways,.per diem. 
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" A high average rate does not necessarily imply higher rates for the 
Bame classes of goods and passengers. It may result from a larger pro
portion being carried of passengers and goods charged at the higher 
rates." 

"The great variation in the cost of carriage on the different lines 
deserve~ seriouB attention. If one line can carry goods at ~ths of a. 
penny per ton per mile, i~ is clear that a penny ought not to be spent. 

-on the same work on another line. 'If one line can carry a passenge;t 
a mile for less than ~ths of a penny, the cost of another ought not to be 
upwards of foths of a penny. If one line runs its trains at 2 shillings 
9~ pence' a mile, other lines ought not to spend from 3 shillings ~ pence up 
to 6 shillings 11 pence per mile." 

" The coal question affects the expenditure but slightly, and it is to 
be noticed that the mileage cost is lowest on the Madras, which is worse 
off in respect of fuel than any other line. The advantage which the East 
Indian Railway has over other lines i~ regard to coal may be gathered 
in some degree by a comparison of the working cost on the Jubbulpur 
and main line of the East Indian Railway. 

" It cannot be said that the cost oL()arriage must necessarily be les8 
on the lines which have a comparatively large traffic, as, for instance, 
on the East Indian, than those which have a small traffic, for it is. to be 
observed that the line which is worked most cheaply is the Madras 
which has the least traffic of any." 

" One principal cause of the high cost of working Indian lines evi
dently is the insufficient loading of \he trains and the consequent un
necessary mileage run!' 

" Taking the maximum freight of a train at 200 tons, the average 
freight, supposing the traffic all in one direction, would be 100 tons. 
But we know that the traffic is not all in one dir~ction, and we might 
therefore reasonably expect th~ average freight to be somewhere between 
100 and 200 tons, nearer, perhaps, the lower than the higher limit. On 
the East Indian the average is only 109 tons, a little above the lower 
limit; it is certainiy too low,_ but nevertheless ~ore than twice as much 
as the lowest average, and one-third more- than the highest average on 
other lines. An average of from 130 to 140 tons would not be too much 
to expect on all lines." 
. "The passenger freightage is also much too low for lines which have 
their traffic entirely under their o'wn control, and its variation shows 

-that some lines at all events, if not all, must be working wastefully. 
It is to be noted that on the Great Indian Peninsula the profit on passenger 
traffic is practically nil, although its average rate is higher than that of 
any other line." 

"It would seem that the best hope of reducing the cost of carriage 
lies in the substitution, to a very liJ.rge extent, of mixed trains for sepa~te 
passenger and goods trains, because by this plan only, can the train 
mileage be largely reduced without diminishing the necessary facilities 

D 
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for passenger traffic. The attention of the proper authonties eannot be 
too strongly directed just now to this subject. It i~ of importance not 
only because' of the large direct saving which might be effected by re
ducing working e~pen~es, but much more because the cost of carriage 
must govern the charge of carriage, and the traffic on Indian Railways 
has so far fallen short. very largely of the expectations formed of it. 
This' might be attributed in great measure to the heavy rates charged. 
Taken at per mile, they are, perltaps, not extreme, but the peculiarity 
of Indian traffic is the low value of the bulk of the goods offered and the 
great distances they are carried. From theso two causes, combined with 
the cost of carriage, -at present rates form such an addition to the prime 

. cost of the class of goods to which railways must look for the bulk of 
~heir business, such as seeds, rice and grain, as either to exclude such 
goods altogether from commerce OJ: to compel them to resort to other 
means of reaching their destination when such other means exist." . 
. "It would seem .not too much to expect that with judicious manage

ment the cost of transport might be reduced to an average on alI Jines of. 
about one-third of a penny per ton per mile, in which case, assuming 
the qu~ntity of goods offered 'for transport to increase largely, a 
charge not exceeding ~he half of the present average of all lines would be 
sufficient." 

"What a trafficSlltlh a reduction might bring upon the railways is, 
of course, a point on which great differences of opinion may exist, but 
there is no primd facie reason why there should be found in India any 
exception to the general rule that low rates,make traffic." 

In the year 1871-72, the results of which were discussed in the re
marks just quoted, there was a net sum of Rs. 1,58,29,000 chargeable to 
the revenues of India to make up the deficit in the guaranteed interest 
of the Indian Railways, and it became a question for serious considera
tion by the Govern.ment as to how to reduce these large sumS. It was 
thought at that time that the railway farell. and rates were not sufficiently 
a.ttrac~iv'e to draw enough traffic, and the views expressed in the report 
on Indian Railways, by the Government Director in England to the 
Secretary of State for Inaia were to the following effect :-

"In a country like India, especially where the population is large 
anI). poor, it would be unwise to impose such rates for the conveyance of 
passengers as would remove the power of travelling from the great 
majority of the people. The true policy would seem to be to fix a rate 
which, while leaving a margin of profit upon the cost of conveyance, 
would benefit the largest number to travel. If this is the correct view, 
it can now be understood how the interests of the railways and of the 
travelling public coincide. The same remarks will apply to charges for 
-go~ds, and often with greater force, as for example in cases where water 
.carriage can compete with the railway, and where large tracts of land are 
kept out of cUltivation .and mineral districts. are unworked, in coilse
,quence of the cost of conveyance to a market raising the price of comm<>-
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dities beyond the consUDl~s' means. Allowances must of course be 
made for variableness of trade, as the average cost of conveyance will in 
some measure be regulated by the amount carried; but this may be 
covered in the long run by a moderate margin; and it cannot be doubted 
that large traffic at low rates gives a safer and greater revenue than a 
small traffic at high rates. The first and foremost point to be ascertained 
therefore, is, what is the cost of conveyance; and this can be arrived 
at only after a careful examination of the working expenses for a sufficient 
period to cover different seasons, and to include their influences on 
traffic which enable a fair average to be taken." 

The Government of India also addressed a despatch to the Secretary or 
State in which in connection with the matter of low fares and of control 
by the Government on railway rates and fares it was stated as follows :-

" In India, when. the Government gives a guarantee of interest, in Views of tM 

addition to the other privileges allowed to the railway companies, we are G;in:~ 
of opinion that it has a still stronger right, and is bound by a more im- ~M ".:::;. 0 

perative duty, to 10Qk to the interests of the people in the matter, for c~rolj 
our belief is that a railway best serves its own interests as well as those /ar:.a 
of the Government by accommodating itself to, the wants of the people." 

The advisability of railway fares and rates being lowered in the 
interests of the J;ailways and the public was discussed in 1873, and 
it was officially stated by the Government that as the principal lines 
had been at work for several years, the questio!l of rates and fares might 
safely be considered as passing from the experimental stage to_one, in 
which results should be the guide to correct conclusion. The necessity 
for reduction in goods rates, especially having regard to the fact that it 
was discovered' that a large amount of traffic w~ yet carried by roads 
for fairly long distances and by river for more than 300 miles, even when 
railways were quite close, was being brought home to the railway com
panies, and as the railway mileage was extending, it was thought fit 
to gi ve the new lines the benefit of such rates and fares as would be most 
beneficial to them, as well as to the public. -

The Railway map of 1873 shows. the following railways open for Railway! in 
traffic :_ 18'13. 

Guaranteed lines. 

East Indian Railway, 1,503 miles 

Great Indian Peninsula Railway, 1,266 
miles. 

. ' 
Madras Railway. 657 miles' 

~
calcutta to Dcll~i (via Burdwan, the loop 

line, Luckeeserai and Allahabad). 
• Chord line--Burdwan to Luckeeserai. 

Branch line Allahabad to Jubbulpur. 
(Bombay to Bhusa..-aL 
I B~usaval to Jublrulpur. 

-< Bhusaval to Nagpur. 

L
Bombay to Raichoor (the point of junction 

with the Madras Railway). 
South W t8t line. 

• North West line. 

'G;a~~:~r:t to Bangalore . 

Madras to Raichoor (the junction with the 
Great Indian Peninsula Railway) with 
a branch from BeUeaury to Gondaoooi. 

D2 
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Bombay,Baro~a and Central India Rail· Ahmed~b:;:~adbwan. 
" lBombay to Ahmedabad. 

wily, 407 miles. Ana.nd to Dakore. 

Scinde, Punja.b and 'Delhi Railway, 674 Delhi to Lahore and Mooltan in the Punjab 
miles. and Kotri to Karachi in Sindh. 

Indus Flotilla Service From Mooltan to Kotri. 
(Negapatam to Trichinopoly. 

South Indian Railway, 168 miles • -< Trichinopoly to Erode (junction with the 
l Madras Railway). -

Eastern Bengal Railway, 156 miles • Calcutta to Goalando (vid Ko08ht~). 
(Benares to Moradabad. 

Oudb and Rohilkhand Railway, 647 miles. ~ Cawnpore to Lucknow . 
• lNawabganj to Byramghat. 

Chandaosee to Allyghar. 

State linea. 
Calcutta South Eastern Railway, 28 miles • 
Nalhati Railway, 271 miles. 

Calcutta to Canning on Matla River. 
Nalhati to Azimganj. 

I~amgaon, 71 miles. 

Amraoti, 61 miles 

Patree, 22 miles 

Tirhoot, 53 miles 

Rajputana Railway, 32 miles 

From Jalamb on the Great Indian Peninsula 
Railway Nagpur branch to Kham. 

, gaon. 

r m Badnera on the ~reat Indian Penin. 
• sula Railway Nagpur branch to 

Amraoti. 

{

A branch from the Bombay, Baroda and 
• Central India Railway to the Salt worke 

on the Runn of Cutch. 
(From Champta Gh~t (on the Ganges 

• -< opposite Barh on the East Indian Rail· 
l way) to Durbhanga. 

• AgJ;a to Bharatpur. 

For the State lines, instead of mileage rates, station to station 
rates were qu<1ted in lump Sl1m, irrespective of distance. They wer~ 

, as follows:-

Rate" and 
FClTe8 Oft Slate 
tines. 

/:l eduction cj 
~atea aM 
Jarea on com· 
pany-warirrd 
linea a8 the 
result 01 dis. 
cU8sion 'with 
the Govet'n· 
ment. -

GOod8 pet' fTlaund. 

Special class 
1st class • 
2nd class . 
3rd class • 

annas. 
2 
4 
6 
8 

1st claRs 
2nd class 
3rd class 
4th class 

Pet' pas8enget'. 
annas. 

8 
4 
2 
1 

Taking 6 miles as the average distance between stations, the lowest 
class fares came to abol!t 2 pies per mile, bu\ the goods rates were rather 
h~h: For ten miles; the minimum distance for charge for goods traffic, 
and assuming this to be the distance between two stations, 2 annas per 
maund giv~s a rate Qf 2·4 pies per mile. These rates were subsequently 
withdrawn and mileage rates were quoted, which Will be referred to 
later on. -

The discussion between the Government and the Railway companies 
from time to time resulted in reductions of rates over various railways, 
which had effect in 1876-77, ·and the following comparison shows the 
extent of the reductions. '. 
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Average Bum received lor carrying one ton one mile. 

East Indian Railway • 

Great Indian Peninsula Railway • 

:Madras Railway 

During 1875·76. 

pence. pies. 

1-013 = 8-104 

1-498 = 11·984 

1'·194 = 9·552 

Bombay, Baroda and Central India Railway. 1·38 = 11·04 

Eastern Bengal State Railway 1·956 = 10·048 

During 1876·77. 

pence. pies. 

'895 = 7-i6 

H15 = 8·92 

1·135 = 1l'08 

1·304 = 10·432 

1-185 = 9'48 

The low rates for goods had the desired effect. The gross revenue 
of the Indian railways during 1876-77 showed an improvement of 91 
lakhs of rupees. The East Indian Railway frankly admitted in the 
report for that year that" \t was the reductjolfS in rates which led to the 
development of traffic," and the Great Indian Peninsula Railway autho
rities also made the observation that the "modification in rates and 

'fares, which have been adopted, had been bElneficial in aiding the develop
ment of the traffic." The Delhi and the Scinde Punjab Railway and the 
Oudh and Rohilkhand Railway also made somewhat similar remarks 
that the results in " Traffic and Revenue" attained by them were the 
result of the reductions -in rates. The grain and salt traffic were .mostly' 
benefitted by the lower rates during this year; the exports of wheat were 
exceptional, as compared with all previous records of export. The 
shipments of wheat amounted to 4,377,208 cwts. anli of oil seeds to 
3,740,362 cwts., Calcutta alone shipping 3,404,800 cwts. of wheat. 

On the Eastern Bengal Railway, where the salt rates were reduced 
by 23 t.o 33 per cent. the effect was that "for one year under the new 
rates there was an increase of 500 per cent., viz., from 70,524 maunds 
to 422,976 mawlds." 

About this time the Government Director of Indian Railway 
Companies visited India and he was accompanied on his inspections by 
Colonel White, R.E., Consulting Engineer for Railways, Bombay; the 
latter held np the Oudh and Rohilkhand Railway as the model line for 
simplicity of rates and fares. He remarked as follows :-

... 
. " In the lower class, the fare is 2 pies. Those who wish for exClusive 8implicit~ 

accommodation can have a berth by paying 9 pies. The lower classes j!::e:,; tli 
give almost the same sitting Accommodation as the second class on other Oud~ a~:J 
Ii " Rolu.kha7ou. 

nes. Rauway 
" The classification of goods is extremely simple and the rates are low. c.0mP'!'ny's 

The classes are "Special," "Low," "Middle," and" High," and any lme.. 1 

trader by an inspection of the rate boards, hung up at stations, can tell 
at once what it will cost him to carry a maund of goods, to any station on 
the line. The terminal charge, which is only one pie per maundfor 
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distances up to 60 miles, is not levied. when the goods are carried for 
distances of more than 60 Diiles." . 

It may not also be out of piace to mention that the increased traffic 
in 1876-77, at low rates, was carried on the Indlan Railways without 
the percentage of working expenseS to gr'oss earnings going up, as will 
be seen from ~he 'following remarks eXtracted from the Government 
report on Indian Railways forJihat year. "There is a great improve
ment and full of encouragement for the future .", ... ,." .. ," 

"The groBS receipts for the guaranteed lines for the year, were 
Rs. 8,36,98,830 compared with Rs. 7,11,38,980, The expenses were 
Rs. 3,97,62,960 compared with Rs. 3,5-3-,74,840 being 47 per cent. as 
against 49 per cent. of the receipts." 
.\ "The gross receipts of the State lines amounted to Rs. 42,40,090, as 

compared with Rs. 29,81,810 and the expenses to Rs. 31,06,950 compa
red with Rs. 22,68,270, being 73 per cent. as against 75 per cent."-

It will be seen that the percentage of working expenses on the State 
lines were higher than oil. the guaranteed lines, bemg mainly attributed 
to the fact that at that time the State lines 'consisted of short branches 
scattered all over the country cari'ying only short-lead traffic, and 
each line required a separate management though for a few miles of' 
length only.' , - -' 

1878.411d the . The year 1878 was marked by the opening of the Indus V alley Stat~ 
:!h,;'::;!t!he Railway, It connected the railways' of ~orthern India (by its juiiction 
'he P'I.£nJab 10 • with the Punjab Delhi Railway at Mooltan) with the port of Karachi, 
Karackt. the other junction of this line being with the Scinde Railway at Sukkar. 

The river Indus at this point was not yet bridged and there was a ferry 
service across the Indus from Rohri to Sukkar. This new line gave an 
impetus to the trade ,of the Punjab to Karachi. 

The results of the reductions in the goods rates encouraged the 
Government to take action as regards passenger fares, particularly in 
connection with the lowest class fares of the East Indian Railway, which 
was at this time about to be taken over by the Government but to be 
again leased to tlJ.e company under a separate contract, made in 1879. 

The following was the position described as regards lowest class 
_ passenger fares on the important lines in India in 1878-79. . 

P
([,hirrl claBO " The lowest fare is on the Punjab Northern State line where 1·8 pies 

aB8tJrtgt/F • h . hd 2 . 
• larea in 1878- IS C arged. The Oudh and Rohilkhand for some tIme a a _ pIe rate 

19. for the third class. The Madras Railway have lately followed the example 
of the South Indian and have adopted 2 pies per mile also. The Scinde 

• Punjab and Delhi Railway have also been considering the same.; .. ,' ..• 

- "The East Indian Railway with an uniform length open, during the 
past 5 years, increased its.third class traffic 21 per cent. in numbers and 
19 per cent. in receipts with 3 pies fare, whereas the Oudh and Rohilkhand 

-Railway Company, with a 2 pie rate increased 25 per cent. in numbers 
and 50 per cent. in receipts. The Great Indian Peninsula Railway 
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with a 2j pies rate increased 53 per cent. in numbers· and 34, per cent. 
in receipts." ' 

It was also noted that the average cost per passenger mile on the 
East Indian Railway main line was ·15 pence (l}th pies) and the average 
suIil received ·374 pence (about 3 pies) leaving a profit of ·224 pence 
(1·8 pies), and therefore, there would appear to be good ground for ex
pecting that a moderate reduction in the.- rate would soon regain, 
through the large number of travellers, the amoun~ that would be relin
quished in the shape of reduced fares. 

In the new contract with the East Indian Railway the following 
clause was provided ;- ' 

" The Company shall charge rates and fares for the carriage of goods 1879 and 

and passengers, as may from time to time, be fixed by the company, ~":n,fa':~ail
with approval of the Secretary of State. Provided that the Secretary way:new 

f S . . h h f h f' I contract. o tate may reqwre t e c arges or t e conveyance 0 any mmera 
or mineral substance or for any article of agricultural produce, over 
distances of not less than 300 miles, to any rate not below lth of a pie-
per maund per mile for 'full wagon loads, and may also require the fare 
of paJlsengers, conveyed in closed carriages with seats to be reduced' 
to any rate not below two pies per mile." 

About this time 2 pies per mile was about the lowest fare on Indian 
Railways, the East Indian Railway fare being 50 per cent. higher than 
thia figure, and the intention was apparently to bring down their rate; 
hence the provision in the contract that the Go.vemment could order 
a reduction in the fare to a figure not below 2 pies. This revised plause 
in the agreement was taken advantage of by the Government, not vefY 
long afterwards, in the matter of reduction in the passenger fares of -the 
East Indian Railway from 3 to 2j pies per mile inspite ~f protest 
from the East Indian Railway Company's Agent in India. But the 
reduction did good to the Railway and to the public. -

As regards the rate of ith pie for goods traffic up to which the 
Government could order a reduction, it may be not~d here that lth pie 
per maund equals 4·5 pies per ton per mile; 4·083 pies per ton per 
mile was the lowest char~ then being levied on grain and coal by the 
East Indian Railway between certain points; and the only other railway 
that was charging a similar rate was the Madras Railway, which had a 
4-pie rate for grain; all the other railways were levying a higher rate 
excepting the two State lines, viz., the Indus Valley and the Punjab 
Northern State. It seems, therefore, that the Government did not 
think it advisable to go below the lowest rate that was being charged 
at the time, viz., lth pie, although in a paper, issued by the Government 
in connection with the export of wheat from India to the United King
dom, it was pointed out that-

" While the lowest rate in India for gram at 4 pies per ton mile for 
450 miles gave a charge of 18 shillings 9 pence, a ton of grain on 
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American Lines was carried for this distance for 10 shillings, so. that 
'the American Railway rates )Vere yet considerably cheaper." . 

It has already' been remarked in the previous chapter that the rates 
on American Railways were brought down by severe and reckless com
petition between themselves, resulting in the bankruptcy of many lines 
in that country, and it may not, therefore, always be safe to compare 
the rates and the net returns on the capital outlay of the American lines 
with those of Indian Railways, when it is to be remembered that the 
present capital of the American' lines does not represent the amounts 
actl).ally spent on the lines. But it may, however, be noted that it 
was the comparison between the rates for grain on American Railways 
with those charged on railways in India that led to the reduction in 
wheat rates for export viti the Eastern and the Western Ports just 

. after the opening of the Rajputana Railway through to Ahmedabad, 
resulting in an exceptional increase in the export traffic in this country. 

In the case of an Indian agricultural produce, the surplus of which 
fin,.ds a market iIl'distant countries overseas, the cost of placing the pro
~~ctions of the other nations in the consuming markets cannot altogether 
be ignored, especially when the produce of India is in competition 
with the production of other nations in the consuming markets. It 
has also been seen that under normal conditions, a bumper crop in 
other .countries, which send wheat to Eur~pe, affects the price of Indian 
·wheat adversely, provided' that there is also an abundant supply in 
Tndia at the same time, and there is a surplus {or export. 

The next important event in the history of the Indian Railways 
was the completion of the Rajputana-Malwa Railway on metre gauge 
in 1880, but it was not open for public traffic till January 1881, when it 
formed a jun~ti~n with the Bombay, Baroda and Central India Railway 
5' 6" gauge at' Ahmedabad. ' 

The total railway length open for traffic in India on this date was 
9,325 miles. 

:Ze~~ :~na . The distance from Delhi to Bombay was now reduced to 888 miles, 
MaZwgIRail- md Ahmedabad, against the distance of 1,234 miles from Delhi'to Bombay 
;:~~;: ::tk by. the thro~gh broad gauge route (viti Allahabad a~d Jubbulpur). 
tkeBombay,ThlS connectIOn at Ahmedabad also offered an alternative route from 
~:;~~ ~~ia Indore, Ujjain, Rutlam, Neemuch and other places in Marwal to Bombay. 
Railway in Just about this time, the Dhond-Manmad line (which was built by the 
::!~::!~":m State on 5' 61' gauge to connect the railway systems of northern and 
ofcolnpe- southern India by a short chord, and to obviate 'the necessity for traffic 
:t:O;;J~:~n between the n?rth and the south ascending and descending the western 
and tke Bom- ghauts) was handed over for working to the Great Indian Peninsula 
bt~y P~l and Railway Company whose route it short-circuited. 
"e rm waY8 . .• 
of Nortkern TIll the end of 1880 the rates of the Indian Railways were not subject 
1M Ilia gene- to competition between the railways the~elves, inap' ite of the fact that ra g .. 

. all:the four ports, viz., Calcutta, Bombay, Karachi and Madras, had been 
connected by railways working independently, and the Suez Cana! route 
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had been open for more than. 10 years. Each railway practically served 
its own territory. The Bombay port had railway connection with 
Northern India, but the circuitous distance vitt Jubbulpur was a great bar 
to its competing successfully with the Calcutta port, especially as the con
trol of rates from Agra, Delhi, Cawnpur and the Oudh was in the hands 
of the East Indian Railway, (which was interested in the Calcutta port) 
up to Jubbulpur junction. Hitherto the only competition the railways 
were subject to were the river and road competitions, the former for long 
distances even affecting.more than 300 miles, e.g., from Patna to Calcutta 
on the East Indian Railway. The Eastern Bengal State Railway jute 
rates were also subject to river competition, and so were the rates for 
cotton from Surat and the vicinity to Bombay on the Bombay, Baroda. 
and Central India Railway. 

The connection of the Rajputana Malwa Railway with the Bombay 
Baroda line and the opening of the Cawnpur Achnera Railway intro
duced a new era in the rates history of the Indian Railways. 

While the Bombay Chamber of Commerce and the Bombay lines were 
considering the advisability of giving Bombay low rates from northern 
India, the Finance Department of the Government of India, in their 
financial statement for the year 1881-82 drew attention tp the fact that 
in the interests of the development of wheat exports of India, which 
had been attracting their attention for some time past, the railway 
rates for wheat in this ~ountry should receive consideration, inasmuch .. 
as they were very high in comparison with the rates of the A.merican 
Railways. ... .. 

The Bombay, Baroda and the Rajp11tana Railways reduced the rate 
for grain for Bombay from Delhi from Re. 0-13-6 to Re. 0-11-0 per maund, 
and it will be noted that the mileage from Bombay to Delhi was 888 
against 954 miles from Calcutta to Delhi. The Calcutta merchants. 
appealed to the Government and the Government of India ruled 
.that the rates from the northern India to Bombay should not be lower 
-than those to Calcutta. This did not satisfy the Bombay traders, who 
had the matter brought to the notice of the Secretary of State in London, 
who in turn wrote to the Government of Ip.dia that they should not hav~ 
interfered in the matter of competition between railways. The explana
tion from India was that their orders had heen passed on the ground 
that although the distance between Delhi and Calcutta was longer by 
66 miles; th~East Indian Railway serving the Calcutta port, had the 
advantage of cheap fuel and easy gradients and that, therefore, it 
could carry the traffic at a cheaper cost. The Secretary of State however 
pointed out that" to attempt to proportion rates on competing lines 
to the supposed aggregates of the cost of transport on each was imprac
ticable and would not be desirable ;ven if it were practicable," and in 
despatch No. 41 Railway, dated 9th March 1882, the Secretary of State 
dis~inctly observed that" the advantage due· either to geographical 
position or other circumstances should furnish no reason for imposing 
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-on either artificial restrictions in the shape of enhanced rates 
................ " and later on, the Secretary of State finally disposed 
of thE! question by the following decision conveyed in his despatch No. 132 
Railway of 19th dctoberJ882 to the Govern~ent of In,dia:-

"That rates on Indian Rai!ways shoUld be dealt with as they would 
be by independent companies. 

," That Railway Administrations should be given liberty to fix such 
rates as were considered most advantageo)ls to their respective lines. 

" That the interests both of the Railways I!-nd the trade generally 
would . be better served by accepting the legitimate consequences of 
competition. 

"That the interference of Government would be justified only iQ. 
cases where compahies, und~r the security of a guarantee, might fix 
rates below what would cover cost of transport with a margin of pro-
fit." ,. 

At the same time that the competitive rates between the Bombay 
and the Calcutta ports were under discussion, a difficulty also arose 
as 'to the apportionment of through rates between the Bombay 
Baroda and the Rajputana-Malwa Railways, and the Secretary of Stat~ 
decided that "the principle of mileage division under the 'Clearing 
House arrangements may fairly be applied to Indian lines, whatever their 
original cost of construction or their present· cost of working may be." 

That the Government of India eventually accepted the legitimat~ 
consequences of competition and welcomed reductions in rates as the 
result of the competition is apparent from the following remflrks in their 
Administration Report on Indian Railways for the year 1882-83. 

"The rates for carriage of grain have been considerably reducedr 
in competition, 'on the East Indian,.Rajputana and the Punjab linesr 
and it is to be regretted that, in the absence of competition, the Great 
Indian Peninsula Railway Company have hOt thought fit to make similar 
reductions. The Bombay Chamber of Commerce are now urging a 
reduction 'of rates on the Great Indian Peninsula Railway and a lower· 
cost of carriage would doubtless, by stimulating the export of wheat 
from the CentralProvinces;- prove most remunerative to the railway 
as well as lreneficial to the districts concerned." 

Apparently, the representation of the Bombay Chamber of Com
merce' had the desired effect and the Great Indftm Peninsula Railway 
lowered the grain rates from the Central Provinces to Bomlilay all round 
and the reductions varied from Re. 0-1-3 to Re. 0-1-6 per maund. 
Rates-for '~Bengal cotton" were also reduced from northern India 
to both Calcutta and Bombay.' , 

It may, however, be pointed out that on a mutual Understanding. 
between the Bombay, Baroda arld Central India Railway and the 
Rajputana Malwa Railway 'on the one side and the East Indian Rail-

o way- on the other, a difference of Re. 0-1-6 per maund in favour of 
Calcutta was maintained in the rates from Delhi and Agra for grain 
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and cotton, all other rates being, however, equal to both the ports, 
it being apparently accepted by the port of Bombay that the lower 
sea freight from that port to Europe counterbalanced any ilUch 
difference in favour of Calcutta in the way of Railway freight. . 

This position was maintained till July 1906, when the Bombay, 
Baroda and Central India Railway came down in their rate for wheat to " 
Bombay from Delhi to Re. 0-7-1 per maund, the rate to Calcutta being 
fixed at Re. 0-7-6, i.e., each railway fixed its rate to its po~ on dis
tance basis at the minimum of )~ th pie per maund per mile. These 
rates were enhanced in October 1916, and this will be dealt with 
in the chapter on "Competition and Combinatiou and Traffic Agree
ments." 

b. M~rch, 1883; the Government enunciated the general principles 18sue oJ . 

on which rates and fares should be fixed (vide Circular No. 162 R.T., ~~:::.n::t 
dated 2nd March 1882). Briefly, the principles laid down were :- 1~8~ enun-

Th h 
. hi" .' . elatmg gener. 

(1) at t e management s ou d prmClpaUy aim at attractmg principles 

the m·aximum quantity of traffic the line could carry at rbe1Jvfat.~ng th, 
. a818 OJ 

~easonably low rates. railway rates 
(2) That aU rates, though capable of classification into groups, and al.ew~ 

should be considered as " Special" and be fixed with due :~r I 

regard to-

(a) what the article would bear, 
(b) the quantity obtainable. 

(3) That the rates might vary between limits represented by-" 

(a) the cost of carriage, 
(b) the tax which the trade will bear. 

(4)"That the·whole circumstances of the traffic as regards empty 
running, intermittent nature of traffic and the effect of 
competition by other routes, should be considered. 

(5) That in the case of competition, the principle of rate calcula
tion should be materially altered. While such factors 
as capital cost, gradients, cost of fuel and carrying power, 
should be duly taken into account, the rates must 
ultimately be governed by the necessity of attract!ng 
traffic and not by any arbitrary standard of profit. 

Although the views expressed were not very clearly defined, the 
pronouncement is important as indicating the acceptance· of two general 
principles which are now recognised by most railway economists. These 

"-are:-

First.-That in ordinary circumstances the cost of service re
presents the bottom limit of a rate, while the maximum 
depends on what the traffic will bear, or, as it is now more 
,commonly expressed, on the value of the service to the 
trader. . 
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~~CQnd.-TItat in special circumstances the bottom. limit dis
appears t~ a certain extent, and the determination of the 
rate it,'! influenced solely by the consideration of securing t~e 
maximum traffic. ' , , 

As it was obvious!y impossible to provide for all the special circums
tances which might arise, the Government in order to protect its own 
interest .invol~ed in the shape of guaranteed interest on the capital outlay 
on Indian Railways, hall :gerforce to limit the power of the railways of 
entering into' or' carrying on wasteful competition by fixing minimum 
rates a f~w :Years'later. " 

Between the years 1884 and 1886 several complications arose in the 
matter 01 rates policy of the Indian Railways. This was antici
pated from a long time, and, therefore, a Conferenc~ of Traffic Ofij.cers 
,of the Indian Railways together with the representatfves of the Govern
ment and of the trade was 'held in Calcutta in 1884 and there were 18 
si,ttings. Certain general principles were laid down, such as uniform 
'<!lassification and uniform mileage rates for ordinary class goods, division 
of through rates on mileage; and " station to station rates" were sug
'gested to be published by each Railway for selected items of traffic 
'Carried between its own principal stations and stations on forei~\n railways. 
-This Conference went a great deal into matters relating to tariff simplifi
cation, and had the suggestions of this Conference in the matter 
of uniform classification been carried out, and the proposed annual 
tariff conferences been held, the major portion of the work of the 
present Tariff Simplification Committee which came into existence 
so;m~ 20 years later, would have been done years before, but unfor
tunatelyas one of the important lineEt (viz., the Great Indian Peninsula) 
did not accept the proceedings and recommendlJ.tions of ·the 1884 
Conference; the arrangement fell through. 

The -Great Indian Peninsula Railway objected on the ground that 
if uniform classification and mileage rates were charged for through 
traffic it would mean loss of revenue to them as their class and other 
rates were higher than those of other lines, and the Great Indian Peninsula 
RailwaJ.,' class rates remain{ld high till it- was taken over by the 
Government. \. 

'Now to refer to the important events that took place between 
1884 and 1886. The Rajputana-Malwa Railway and its branches 
were made over 10 the Bombay, Baroda and Central India Railway 
Company for working. The Cawnpur-Farrukhabad, the Furrukhabad
Hathras and the Hathras-Achnera Railway lines were first amalgamated 
and made into one system and worked thus for a short time and then 
subsequently amalga~ated with the Bombay, Baroda apd Central India 
Railway. The Eastern Bengal Railvyay was taken over by the Gov
ernment and this line and the Northern Bengal State l!ne, which 
had been built on metre gauge from S¥a to Siliguri, were amalgamated 
into one State line. The Bengal and North Western line was opened 
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from Sonepore and extended as far as Bahraich and the East Jndian. 
Railway built a branch from Banhlpur to the·banks of ~he Gmges at" 
Digaghat to form a connection at this point with that line' by ~eans 
of a ferry .. 

The position as regards competition between railways was summed 
up as follows in Government of India Public Works Department despatch" 
No. 120, dated 7th August 1885 to the Secreta.ry of State":-

,~ The fact of many of t~e newly constructed lines, which are at}:>resent P08ition M 

h . k h . b h" t' d II regard8 feeders to t e mam trun s, avmg y t eIT ex enslOns gra ua y come competition 

into close proximity with one another, has rendered. careful ttdjustment ),et~een 
f . h f h . k li t f t" d li railways oUhe Ielg t rates 0 t e mam trun nes-a ma ter 0 grea e cacy described in 

in order to prevent any undue preference being given to the traffic of a Govern-
" Ad'" h f th d . th t h mentf4IMI one mmlstratlOn over t at 0 ano er, an reqUlres a any c ange desllotill " 

of rate, howe'Ver local in its significance it may, at first sight, appear, to Secretu:ry 

ld " hi" d "fr h . f of State m shou receive t e c osest exanunatlOn an scrutmy om t e pomt 0 1885. 

view of each of the lines concerned. To show that these difficulties are 
not purely imaginary, we may now briefly enumerate some of the-moI"e 
important questions of the class that have arisen within the last few 
years." ," " 

" The first competition arose inJ.881, on the completion of the through" 
route from Bombay to the North-Western Provinces and Punjab, vi~ . 
Ahmedabad to Agra and Delhi, and showed itself in the rivalry of the three 
routes for the piece-goods traffic of those provinces ;- . 

(i) From Calcutta vid the East Indian Railway. 
(ii) From Bombay, vid East Indian Railway and Great Indian 

Peninsula Railw~y. 
(iii) From Bombay vid Bombay, Baroda and Central India 

Railway and Rajputana-Malwa Railway . 
• "This was followed in 1882 by the competition of rival ports of 

Calcutta and Bombay for the grain export of the same districts, and the 
. settlement of the rates on fairly satisfactory basis had eventually 
to be undertaken by Government." 

"The difficulties as regards the claims of the -rival seaports were, 
however, no sooner temporarily settled than others arose with" the Oudh 
and Rohilkhand Railway. This line is peculiarly situated as regards 
the East Indian Railway, ~aving three junc~ions-Aligarh, Cawnpore 
and Benares, and found itself injured by the uniform freight charged 
by the East Indian Railway for export grain from all its northern 
stations, Cawnpore t6 Dellii ; the result of which was to draw on ~o 
the East Indian Railway from the Oudh and Rohilkhand Railway by 
the northern junctions, instead of allowing it to flow its legitimate 
course by the shortest route, thereby deprivillg the Oudh and Rohil
khand Railway of its proper mileage, while at the same time pausing 
the East Indian Railway to carry the traffic for a longer lead of 192 
miles for nothing. This question is still under discussion between the 
Administrations concerned. 
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., In'188~, tEe opening of·the Bengal and North-Western Railway 
added 'another complication 'to the matter. The special reduced rates 
of the East Indian Railway for long distance traffic tend to draw the 
traffic from a portion of the district served by the Bengal and North
Western Railway on to the East Indian Railway viti the Oudb and 
Rohilkhand Railway at Benares, instead of vitt the junction of the for~er 
railway at Digha, again 'causing tpe East Indian Railway a lon~r lead for 
less charge. Theconipletion of the Cawnpore-Achnera Railway has 
also in..troduced ~nothet element of competition with .the East Indian 
and Oud,h, and Rohilkhand Railways, the rival routes for the important 
Sambhar salt traffic and other COlllmerce between Oudh and Rajputana 
being the Cawnpore-Achnera metre gauge route without the break of 
bulk .versus the broad gauge routes vir! the East Indian Railway and 
Oudh and Rohilkhand Railway with transhipment at Agra." 

The reasons for the application of the same rate for grain from the 
junctions of Aligarh and Cawnpore to Rowrah over the East Indian 
ltailway, which prevented the Oudh and Rohilkhs.nd Railway obtaining 
a good lead on its traffic originating on its stations near Aligarh, were 
explained by the East Indian Railway to be due to tIieir rate between 

, Rowrah' and Delhi being reo.uced to Rs. 60 per 100 maunds owing to 
competition with Bombay, after the Rajputana-Malwa Railway joined 
the .Bombay, Baroda and Central India, Railway and the rate ofRs, 60 
per 100 maunds quoted for Delhi was applied to all stations Oil the 
length Delhi to Cawnpore. After sbme correspondence with the Govern
ment a rate of Rs. 53 per 100 maunds was quotea from Cawnpore and viII 
from the Oudh and. Rohilkhand Railway to Calcutta. But this rate 
also failed to give the Oudh and 'Rohilkhand Railway sufficient in-

''flucement .to send the traffic vir! Cawnpore, as they would have had to 
~ome down. very low in their rates; in some cases they ·would get the 
.same on a shorter J.ead via Aligarb than for a longer lea9 viII Cawnpore. 

As regards competition for piece-goods traffic, the East Indian Rail
way ,at one time wanted to maintain equal rates from Delhi and Agra to 
Bombay vir! Jubbulpore, in competition with the Bombay, Baroda and 
,Central India and Rajputana-MalwlJ.'Railway routes vir! Sabarmati, but 
as the distance from Delhi to Bombay by the latter route was 888 
miles, 847 miles from Agra to Bombay, as against 1,234 miles vir! 
Jubbulpore' from Delhi and 1,118 miles from Agra, the claim of the 
East Indian Railway was not rf;lcognised in so far as equalisation of 
xates vir! Jubbulpore was concerned. • 

As to the Sambhar salt traffic from the Rajputana-Malwa Railway to 
the Oudh and Rohilkhand Railway vitt Cawnpore, the East Indian 
Railway route was shorter by 83 miles and there was a great deal of' 
force in the 'ar~ent of the East Indian Railway to hold this traffic 
to their r~ute. 

In ~885, while the rate for grain from 'Digha Ghat to Rowrah was 
Rs. 34 per 100 maunds, that from Benares ~o Rowrah was Rs.37 for 
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the same quantity; or in other worde, the East -Indian Railway. for 
cahying 100 maunds of grain for 143 miles extra: lead (Digha Ghat 
to Howrah 332 miles and Benares to Howrah 475 miles) got Rs. 3 or the 
rate per maund /,or this extra lead came to 6, pies, or an equivalent 
~f 9

1 
.. th pie per maund per mile. This was considered unfair to the 

Bengal and North-Western Railway, who pointed out that owing to 
eomparatively , very low rates from Benares to Howrah, the Oudh and 
Rohilkhand Railway were able to compete for .traffic from the Bengal 
and North-Western Railway stations north of Gogra by adjustment of 
rates from Ajudhya, Fyzabad and such other plaees in order to ~w 
traffic to their line from the North bank of the river and to forward 
it viit Benares to the total loss of such traffic to the Bengal and North- . 
Western Railway, from whose area it was drawn. 

The Scinde, Punjab and Delhi Railway was acquired by the State, 
And this line and the Indus Valley and the Punjab Northern State were 
Amalgamated into one system, now kriown as the North Wel;ltem. 
This took place on 1st January 1886 iLnd almost simultaneously a junc
tion of this system was formed with the Oudh and Rohilkhand Railway 
at Saharanpur. The Rajputana Railway had extended its line from 
Rewari to Ferozp1ll in'1885 to form a junction with the Punjab line 
(viz., the North Western Railway). 

The year 1887 saw the completion of the Benares bridge of the Oudh Developments 

And Rohilkhand Railway, and the Jubilee bridge of the East Indian 'd'n 18
10
87. • 

. .• ~ . ue openJ1Ij 
Railway over the Hughli was also opened the same year. RunnIng of the Benarfl 

Powers were granted to the Ea. sf Indian Railway for its trains over the Btheridge aM
t

.-
. connec 'on 

Eastern Bengal State Railway from Naihati to Sealdah and Chitpur on between the 

the Calcutta side of the river Hughli. It was arranged that for each ~~t7z:;::nd 
coaching, goods or mixed train run by the East Indian Railwlt.J over Railway and 
the Eastern Bengal State Railway, the East Indian Railway' would tWhe Nt arth

R 
'1 

ea ern at 
pay to the Eastern Bengal State Railway a sum of Rs. 2 per train way at 8haha 

mile on the distance travelled in either direction. The ruJ}.D.ing powers ran pur. 

have been exercised for goods traffic only; for aJ;ime the East Indian 
Railway ran passenger trains between Sealdah ap-d Howrah but as 
these trains did not prove remunerative, they were withdrawn. 

The Southern India was, however,yet free from any severe complI
cations due to rates competition, because in 1887, the Nizam's line was 
not open up to B~zwada {Lnd the Southern Mahratta line from Guntakal 
to Bezwada was also under construction and so was' the section from 
Satara Road t().Belgaum. 

In 1887 the Government· expressed the view that the time had now 
come when India was passing" beyond the first and simple stage of rail
way development wto the later and more complex" as was evident 
"from the numerous cases, of disputes between the various railway 
companies and. the complaints that were received by the Government 
of India-from time to time." The position was described as follows in 
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the Gf)~rnment of India despatch No. 4: Railway of 10th January 1888' 
to the Secretary of State :-

A general " Apart -fr6m. the rivalry between the rates to Bombay and Calcutta 
review of tke for the export of graiIifrom the Uni~ed Provinces, the peculiar situation railway 
8ituation in of the Ou!lli and Rohilkhand Railway with its three junctions at Aligarh, 
~!~/:on:::r CaWnpore and Benares have jor some time past led to competition between 
tke Govern- - that Company and the East Indian Railway, fresh elements being intro-

_:e~~t:~~Yer duced by the completion of the Saharanpur extension in 1886 and of 
of railway th~ Ganges bridge in 1887. ' , 
I:~::,nd . ,",' The opening of t~e Bengal a~~ Nor~h-We~tern Raih~'ay in .1884 
rai~waY8 in brought that com~any lllto competIt\On With the East IndIan RaIlway 
::r~:;:duc- and the transfer of the Caw:ilpore-Achnera Railway to the Bombay, 
tio,n.of' Baroda and Central India Railway placed the direct metre gauge route 
:e:n::':rder frOm Sambhar lake to CaWDpore in antagonism with the broad gauge 
to limit tke route tlirJ the East Indian and the Oudh and Rohilkhand Railway with 
rart:::y:~n. transhipment at Agra, both systems. struggling by biddin~' against eaca 

, tke matter of other by low rates to secure the Important salt and sugar traffic 
quoting betw~en Oudh and Rajputana." 
'Unrem'Unera-, .'. 
tive ratea in "The construction of the Rewan-Ferozepur RaIlway and of the 
~petition Ferozepur bridge has initiated a rivalry-between the North Western 
t~e:~eivea: and the Bombay, Baroda and Central India Railways; for the possession 

of the export trade from Karachi and Bombay respectively. 
, " In endeavouring to arrive at a solution which IIhould comprehend 

all the complicated references that have arisen from the competition 
bet~e(\n these various lines, we'have beenguided,by the view enunciated 
'by Her Majesty's Government to the effect that we should allow rates and 
fares of Railways in India to be dealt with as nearly as possible as they' 

\would be by independent companies, the intervention of the Government 
,of India.. being for the most part confined to the prevention of undue 
preference and to the establishment of-maxima rates and fares." 

"These principles enunciated by us to railways have.been embodied 
in a Resolution (No. 1446-R.T. of 12th Decem_ber 1887)." •........ 

The principles as e:qunciated by the Government of India to the 
various railways and Local Governments 'in Circular No. 1446-R.T. of 
12th December 1887, were as follows:-

Principle 1. 
"That to protect the public and, to prevent unreasonable charges 

on the part of the Railway Administration it was necessary for th& 
Government to impose restrictions as regards the maxima fares to be 
evied for the carriage of all classes of passengers, and the maximum 

rate,s for all descriptions of goods." 
It was also thought, however, that this principle although recognised 

in other' parts of the world where railways had.been opened, should ,be 
slightly modified as the circumstances in India were somewhat different ; 
it was considered DE-CeSsary to fix minima as well as certain maxima. 



EARLY HISTORY AND GOVERNMENT P(JLICY, ETC. 33 

rates and fares, because it was possibie for the railways under the 
system of guarantee to reduce the rates, in' competition with one 
another to a point when they ceased to be remunerative without the 
share-holders being affected, as they were protected by the guarantee. 

Principle II. 
" That the charges made to the public are admissible o£ division into 

two heads." (a) Mileage rates and fares, which necessarily vary to 
some extent with the distance the passengers and goods are carried; 
and (b) terminals: this latter being a fixed charge for business,' in
cidental to the business of a carrier. 

The Government did not fix any maxima for terminals; but laid 
down that if a person made a complaint and showed cause, they reserved 
to them~lves the right of taking evidence and -fixing, what they con
sidered 80 reasonable terminal fo~ a particular station. 

Principle III.-
"That when once minima and maxima fares and rates have been 

fixed, any further interfeumce on the part of the Government in th 
matter of fares and rates is only a restraint on trade. The Railway 
Ad.ministration, who know their interests best, should be allowed to alter 
their rates within tl;te prescribed maxima and minima to suit the various 
conditions·under which commercial business is everywhere carried on." 

" In granting this freedom be~ween the maxima and minima rates, 
it was assumed that the Clearing House principle, that in the case of 
the competitive routes between two stations the Company owning the 
shorter route fixes the rat.e, is accepted." " 

Principle IV. 
" "That, although in the interests of the public,_ the Government 

should abstain from direct interference in the m"atter of rates and fares, 
yet there are certain ruling principles, which Government as the guardian 
of public interests, must see complied with by the railway administration. 
There should be no undue preference ;-in"other words, Railway Adminis
tratIon ought not to be permitted to make. preferential bargains with 

. particular persons' or companies, such as granting them scales of 
charges more or less favourable than those granted to the public gene
rally. Again, in cases, where the traffic offering is sufficient to justify 
this arrangement, Railway Administration must give reasonable facilities 
for publie-traffic between any two railway stations, each railway adminis
tration being contented to receive for its share of the through rate, le3S 
than its ordinary local rate." 

A copy of the Circular (No. 1446-RT., dated 12th December 1887) 
containing these general principles "was sent for the information of the 
Secretary of State and the Circular was also published in a supplement 
to the Gazette oj India. 

E 



84 M()N()GR.AlPH.ON INDIAN RAILWAY RATl!S. 

As an appendix to this circular, was issued the schedule of maximum 
rates !l-n~ fares wftich were subject to the followin~ conditions :-

(a) "That, the schedule of maxima and minima rates and fares 
. forming Appendix A to this Resolution shall be adopted 

by all railway worked directly by the State, and by all 
other railway administrations . whether their lines be 
already opened or not, so far as their schedule is not in
consistent with any conftacts or agreements previously 
entered into; and that it should not be departed from 
without due cause being shown." 

(b) "That in order that the public may have complete information 
as to maxima rates· and fares, which every railway is 
authorised to charge, the maxima. and minima rates and 
fares shall be published in I the goods and coaching tariffs, 
under the signature of a Consulting Engineer, if a private 
company, and of Secretary to the Government, if a State 
.line." 

(c) " That unless sufficient -reason can be brought forward against 
the adoption of this course, the general goods c1assi1ication 
now in force on -the East Indian Railway shall be accepted 
by all the railways worked directly by the State, and by 
all other administrations, with the same proviso as to 
interference with the existing contracts as under (a) above." 

The Railways that did not accept this schedule were the Great Indian 
Peninsula Railway, the br~ad gauge section of the Bombay, Baroda and 
Central India ~ailway and the Madras Railway, to which the East Indian 
Railway c1assi1icatio:n (which was the Government classi1ication) and 
the maxima and minima rates did not apply till several years afterwards, 
when their contracts expired. 

The schedule given.in Appendix A was as follows;-

.1st Class 
2nd~ ., 
Inter 
~rd .. 

lith -ciass 
4th .. 
3rd .. 
2nd " 
1st 

Passenger Fares. 

GoorU Rates. 

Maximum piejJ 
per mile. 

18 
9 
4! 
3 

Maximuri pie 
per maund per 

mile. 
1 

i 
i 
i 
i 

i\1inimum pies 
per mile. 

12 
6 
3 
Ii 

Minimum pie 
pel: maund per 

mile. 
J 

I 
, f 

i 
T\ 
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This schedule was, of course, unworkable so far as goods traffic was 
. concerned, because, except for coal, edible grains and a iew other staples, 
coming under the head of 1st class, the railway companies had no latitude 
.at all, the same mileage rate being fixed for the other classes ag 
maximum and as minimum in the schedule above referred to. The 
East InQian Railway COlllpany's legal _ a.dvisers considered that the 
<>bligations of the Contracts contemplated the prescription of a separate 
maximum rate for each of the five different classes of goods, and that 
wjthin the limits so laid down, the Company had the power to vary 
their charges without reference to Government. They further held that 
all goods should be arranged in classes and that the transfer of any 
article from one class to another could not be made without the prior 

. sanction of Government. The Government of India upon a reconsider-
ation of the matter, accepted the opinion thus advanced. In Public· 
Works Department letter No. 749 R.T. of 21st October 1890, certain 
class rates and conditions were accordingly suggested for adoption on 
the East Indian Railway and these were accepted with certain reserva
tion by the Company's Board of Directors. 

The schedule referred to WJ,S not even then finally fixed and the 
correspondence continued for some time longer and the differences were 
not disposed of until the end of 1891 (vide Public Works Depa.rt
ment Resolution No. 369 R.T. of 14th May 1891), when the following 
i!chedules were prescribed ;-

1st Class 
2nd 
Inter .. 
300 

5th Class 
4th· 
3rd 
2nd 
1st 

.. 
" Special Class 

Passenger Fares. 
Maximum pie 

per mile. 
IS 
9 

4i 
3 

Goods Farea-. 
,;Maximum pie 
per maund per 

mile. 

.~ 

i 
1 
i 
i 

Minimum pie 
per mile. 

12 . 
6 
;, 

Ii 

Minimumpio 
per m!tund p~r 

mile. 

1 
1 
! 
1 
! 

i'o 

The above schedule has remained in force even up to date, with this 
-exception that in July 1910 an important difference was made by with
drawing the" Special Class" and by amalgamating-this class with the first 
-class, the effect of which was that goods, for. which 1st class rates were 
-charged previously, came under the category of the ~th pie minimum 

E2 

Reviaion.oJ 
the 8chedule oj 
tnIIII:imum 
and minimum 
rales and 
fares_ 
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instead of the Ith pie. But it may however be maintained that between 
.1889-91, when the matter was being discussed,' the Government of 

. - I 

India was of opinion (in fact issued orders) that the maximum for 
agricultural productions and minerals, which came under the head of 
" Special Class," when conveyed for distances of not less than 30(} 
miles, should not De more t.han Ith pie per maund per mile •. In this 
respect, the Government were for a long time in favour of taking 
advantage of the powers conferred on them, by the provision in the 
East Indian Railway contract, that they could order the reduction of 
such rates up to . ,the limit of Ith pie; and the Government also held 
the view that such low rates as may be obtainable on the East Indian 
Railway 'Company's' system should, in through b~oking with foreign 
lines, be calculated as if the goods were carried over the East Indian 
Railway locally. 

The East Indian Railway observed, in the beginning of 1891, that the 
reduction of the maximum for agricultural.and mineral-class goods from 
lrd to Ith pie carried for distances of 300 miles and over, would involve 
a heavy- loss of revenue. With regard to application of lo~ rates on 
through distances, it was accepted that there was justification for the con
cession to the public of lower rates over great distances and for large 
quantities and it was found that in the aggregate they were sufficiently 
remunerative, but it was held that in cases, where one railway. sent large 
quantities of traffic to a foreign line, and for' a long lead over th& 
latter, it was certamly a loss to the Railway, on which the traffic origi
nated, to accept low rates- per rile for sho!fi distances. The Government 
of India eventually withdrew the maximum of Ith pie for special class 
goods carried for ditltances of over 300 miles, and observed that" for 
the present, they had no desire to press for the acceptance of the 
principle, which required that such lower rates, as may determine over 
Company's system for long distance' traffic, should; in through book
ing with foreign lines, be calculated as if goods were carried over one 
system for the whole distance." 

/ It may be pointed out_ that the law of undue preference was not 
passed when the Gpvernment of India Circular No.1446-R.T~ of December 
1881 was issued enunciating principles regarding undue preference and 
levy of terminals. But since then, the Indian Railways Act of 1890 has 
been issued and it provides that there should be no undue preference and 
that a railway.caulery reasonable terminals, but in both cases the remedy 
in a case of a complaint against a railway for, creating undue preferenc& 
and eharging unreasonable terminals lies in.a specially constituted 
court of Railway Commissioners, which has to be created, at· the expense 
of the parties, to try each individual case and no such case has yet been 
tried since the Act was passed. - In some of the contracts with the 
Railway Companies iit has been provided that the Secretary of State 
has the absolute power. to decide whether.a charge constitutes undue 
preference or not. 
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As to the reasons why lth pie was fixed as the minimum for class 
goods and :'~th pie for the special class goods, it would, for the present, 
suffice to say that in 1887 the average cost of carrying goods on State 
fiues was about 'f'~th pie per maund per mile and therefore, 110th pie was 
considered to be about the absolute limit up to which reductions in rates 
-could be allowed in regard to cheap articles, and lth pie was the average 
.earning of State lines for carrying goods one mile and thus Ith pie was 
taken as the lowest charge at which the higher_class goods could-be 
.carried. 

The Government of India had issued another Resolution in 1888 
(Public Works Department letter No. HOI-R.T. of 17th October 18~8) 
in which they notified as follows :-(This Circular was superseded by 
Public Works Department Resolution No. 369 R. T. of May 1891 pre
viously referred to ; but the following may prove useful to show the 
views held by the Government at the time)-

(a) "That in local booking of goods, every Railway Administra
tion shall be free to fix its own rates fo_r all staples, subject 
to the maximum rate and the minimum rate of 110th pie 
prescribed by Government. 

(b) "That the Eastern Bengal State Railway and the Oudh and 
Rohilkhand Railway on its transfer to the State shall, as 
soon as is practicable arid convenient, adopt for through 
booking purposes, the' five and special classes of goods 
generally obtaining throughout the Indian Railway system. 
It is understood that the South Indian Railway Company 
also agrees toadopt this classification f,or through booking. 
If this be so (these three having been hitherto the only 
important exceptions) the uniformity of'the division of 
goods for through booking into five and special classes 
will be practically secured throughout India. 

(0) "Thatinallcasesin which the East Indian Railway and the 
Great Indian Peninsula Railway have come to an agree-' 
milnt as to the inclusion into one of the five c1af\Ses of any 
articles, the State Railways, and those Railways * over 
which the Government has reserved authority with regard 
to the regulation of rates, shall accept the same Classi
fication, provid~d that the receipts from such article are 
not of importance as ,a source of revenue to the railway 
concerned." 

(d) "That in the event of the receipts of any such article being of 
importance as a source of revenue, the Governor General 
in Council will be prepared to consider an application from 
the Railway Administration interested, for the inclusion 
of the article into a. different .c~ss or to its being carried 

, at a differential (or sliding scale) rate. 

* Indian Midland Railway, Bengal Nagpur Railway, Southern MahIatta Railway. 
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(e) "'That where an article is carned on the Great Indian Peninsula.. 
and the East Indian Railways, at special rates, or, where 
an article is not included on both these railways in the same 
class, 'every railway will be free to classify the article in 
through booking from time to time as thought desirable. 
But in such cases where the receipts from such articles are 
unimportant, the classification adqpted by the East Indian 
Railway should be followed by the State Railways, and the 

. three railways indicated in the margin of clause (e) ante. 
(I) "So long as, in article is under clauses (e), (d) or (e) included 

. in any of the five classes it will, on the State Railways and 
on the Railways indicated in clause (e) in respect of through 
booking, be carried at the rates per maund per mile pre
scribed in the schedule that accompanied Resolution No. 
1446 R.T., dated the +2th, December 1887. 

(q) "It will be convenient, whenever the following special (not 
differential) rates are used on State Railways, that the 
following nomenclature should be adopted in order t~ 
distinguish them-

Class. 

A • 
B 
C 
D 
E • 
F • 
G 

Pie pe~ mal1nd per mile, 

1 

" 

'. 

"Further orders will be passed regarding the Resolution of the" 
Conference prescribing uniform charges in through booking for certain 
descriptions of coaching tariff, as soon as it is known how far these pro
.posals are accepted by the BoaI;ds of Directors in England, ......'" 

~ .. In giving these enlarged powers in regard to rates, His Excellency 
the Governor Ge'fteral in Council trusts that'Railway Administratiorut 
will realise the necessity of acting on the general principles which are 
accepted by.the Legislature in England, and which the Railway Com
missioners in that country are empowered to enforce and will recognise 
that, in through booking, the various Railway Administrations should 
serve the country as though they 'were under one management; and 
thllt when there are two alternative routes, the shorter should fix the-
JI'lin,imum rate for both routes." , 



CHAPTER II. 

COMPETITION AND COMBINATION AND TRAFFIC AGREEMENTS BETWEEN 

RAILWAYS. 

In this chapter, we are entering into the'third period in the history 
of Indian Railways. New routes and railways encouraged com
petition between themselves, and the tendency on the part of the 
railways, which was once to proceed very cautiously in the matter 
of reductions of railway rates and fares, changed; and in their endea
vours to secure or to retain as much business as possible, low rates 
were quoted both by the old and the new lines. But in each case 
it ~d not take very long for both the existing and the newly con
structed lines to discover that unlimited and-prolonged competition did 
not profit the parties concerned, as reductions of rates between competi
tive points, when carried on to extremes, affected the rates and traffi(} 
at non-competitive points also . 

. Therefore, every competition found its limit, and agreements or 
understandings were come to blltween railways, by which equal 
rates by alternative routes, or division of traffic or of traffic earnings 
or allotments of territories to each route, were settled. 

Although generally when competition ends and an agreement is 
being considered, the desire on the part of the parties concerned is t() 
level up the rates; yet in this connection there are many phases to be 
considered before enhancements can be made. For instance, when a 
new route is shorter and the rates in force before its advent were 
ordinary maximum rates by the older and longer routes, the rates 
by the shortest route have to be accepted. When, however, a ne,!ly 
introduced route has a longer ·distance than a former route, the rates 
on the new route ha;e got to be reduced between -the competitive 
points. -And such a reduction has also the tendency to affect the rates 
between intermediate non-competitive stations. It is not in all 
cases that the rates of intermediate stations are lowered to the -level 
of those applying between competitive points; nevertheless, in several 
such cases, rates are rendered cheaper than the maximum rates 
sometimes to avoid the disparity in rates being very marked, and t() 
prevent re-booking of traffic from competitive areas to intermediate 
stations; in such latter cases the through rates are made up of 
a combination of special rates between competitive poinLe and of 

. maximum rates from such points to intermediate stations. 
Further, when it js found that low rates during competition have 

developed traffic, it is seldom the policy of railways to raise rates "even 
when the competition has terminated. . 
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, There is, however, one phase in Indian Railway competition, which 
has the tendency to raise rates in the direction in which the traffic 

• would flow but for (sometimes does flow in spite of) high rates: when 
a railway finds that it has to give up traffic, originating on its system, 
to another railway for carriage to a., port Dr to a destination, which 
gives the former a short but the latter a'long lead, th~ line, • on which 
the traffic originates, charges its maximum rates and highest possible 
terminals on such traffic either in order to preveut the traffic leaving 
the railway, after but a short haul, or to make as much out of such 
traffic as possible. ' 

Now to continue tQ deal with the developments of e~ch year chrono
logic~ny. 

. The total mileage. of open lines in India in the beginning of the year 
1888 was 4,383 miles. 

N. 

, 

Bl"OtHI ~r.: ...... _ 
Mtll"'$ •• ~".""""""" 

Jundi01& The Southern Mahratta Railway and the West· of India Portuguese 
between • , C I h s. M. and' Railway formed a JunctIOn at ast e Rock and the line of throug com-
W. I. P. Bys. munication was now open from the Deccan to the Portuguese port of 

A8sam·Beka,. 
'Section 0/ the 
E.B.S.By) 

Mormugao. In 1888 the Southern Mahratta also took over the working 
of the Guntakul Bezwada line, which was construcfled by the State; 
this included the recently converted section (from broad to metre gange) 
from Guntakul to Bellary. 

The Assam Behar line from the direction of Ptrbatipur to Katihar 
was nearing completion, and the portion partly ~pened was added to the 
m«:tre gauge section of the Eastern Bengal State Railway, and it was 
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on the opening of this line that the Bengal and North-Western Railway, 
which subsequently formed junction with it at Katihar, first thought of 
an outlet for their traffic viti the Katihar route instead of via the 
Mokameh route; the former now offers through communication viti 
Sara, i.e., this line of eommunication is not broken by an onbridged 
river alt'hough there is a break of gauge. 

8"DtltI 9I1uge .. .•. __ 
M~tr~ 9tIt19~-- __ • __ 

SAR4 GHAT 

This desire on the part of the Bengal and North-Western became 
strong after the sanction for the opening of the Katihar-Godagari and 
Ranaghat-Lalgola lines, and the Sara Bridge commission became neces
sary in 1907 mainly to decide whether there should be a bridge over the 
Ganges at Rampur Boalia or at the present site, the former position being 
favoured by the Railway Board in order to give the metre gauge entrance 
into Calcutta, but the commission decided against it. This commis
sion will be referred to later on when we come to the events of 
1907. 

~he Easten>: Bengal R.a~lway ~ad, for so~e time past, been ~jng f=~~ili01l 
theIr steamers, ill competItIOn With the India General Steam NaVlga- E. B. 8. By 

tion Company between Goalundo and Narainganj and Goalundo and S~~I. : 
~achar. The steamer companies made a representation to the Govern- 'r~ffic ;;n.! 
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:ipally in -ment against railways competing not only for through traffio but for 
~::r:::e;:z lo~al traffio between steamer stations as welL;· ·Finally an agreement 
/jTarai1l{Ja1l(j - was oome to dlviding the traffio between the railway and the steamer :: ~o,::~o company; it wa~ arran~ed that the railway was to retain aU' the 
lut. traffio (goods and coachmg) between Goalundo and Narainganj. 

V.B.S.Ry. 
/teamer 
lerviee 
'etween 

N~ 3 • 
• ,.otld gtluge.. __ ..:. __ _ 

""et,.lIgtl"911.----._ 

- N •. 

.As regards traffio to and from the intermediate riverside stations it 
was agreed that, in oonsideration of the st~amer oompany not :com
peting for traffio between Calcutta and Goalundo and Caloutta and 
Narainganj, and also between Goalundo and Narainganj, which was to be 

- retained by the railway, the earnings by passenger and freight from 
Goalundo, _ Cachar ghat (known as Megna Junction) and intermediate 
stations and vice vers,J should be pooled and divided equally between 

• the railway and the steamer company, and that the same arrangement 
was also to apply t.o t~affio of intermediate stations bet'Ween Goalundo 
and N!trainganj .• These agreements were revised from time to time. 

The Eastern Bengal State Railway was also at this time running 
steamers from Diamond Harbour to Tumlook in Midnapur District over 
the .Hug~ and Rupnarafu. rivers. This traffic now comes within the 
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sphere of the Calcutta .Steam Navigation Company and of the Bengal DHiamoM
b • a~ O1.Iroll< 

Nagpur RaIlway. Tumlool:. 

N. 

OIllIDNAPORE 

The Bengal Central Railway from Dum Dum Junction (Calcutta) B. O. B.y: 
to Khulna was worked by the Eastern B.engal Railway, and there was ::~~t;.', 

By. in 
OhaMp'II' 
traffic. 

N~ b. 

B,.oad 9tJuge .• _. __ _ 
Me Ire 9"11911- _______ _ 
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competition for Narainganj and Chandpur traffic between the Bengal 
Central Railway route virJ Khulna and the Eastern Bengal Railway 
route viti, Goalundo., This was one of the reaSOIl8 why the Bengal 
Central Railway Company was afterwards taken over by that Company 
and worked by itself for a few years before being acquired by the Stat,e 
and amalgamated with ~he Eastern Bengal State Railway. 

" . 

B,.otltl ~tllI9"" .-_ 
Metro ~(/"9o.-.-.,-
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It was however accepted between the Eastern Bengal State Railway 
and the Bengal Central Railway Company for some time that the latter 
would be allowed to carry the Calcutta-Chandpur traffic v£t1 Khulna 
in conjunction with the Steainer Company on the condition that the 
jute traffic from Narainganj to Calcutta would follow the Goalundo 
route. 

The year 1888-89 was memorable for rates competition, and in s.ome 1889. 

cases the position became so acute that through booking vit1 a new junc- ~~::act;.ee 
tion was not established although the new line had been opened. This and Bomba: 

was the case in connection with the ReWiui-Ferozepore Railway. The~;:z~:l 
Government of India and the North Western Railway held that 
Kurrachee being the natural port for export traffic from the Punjab, the 
rates to Kurrachee from stations nearer that port than Bombay should 
be cheaper; from equidistant points' equal; and at places, from .which 
Kurrachee was at a disadvantage in the matter of distance, equal mileage 
rates should prevail to both the ports. This .position was not accepted 
by the Bombay, Baroda and Central India Railway for some time, 
but eventually equal rates for equal distances were accepted. Although 
the line was opened through, as soon·as it was comple1!ed, for coaching 
traffic, the through booking of goods traffic was delayed pending 
settlement of the dispute. 

The opening of the Indian Midland Railway from Agra to Jhansi, Opening 

Jhansi to Itarsi and Cawnpore to Jhansi opened out an alternative j{;.'7h~;;:;' 
route for traffic between Northern India and Bombay on broad to Agra, 

gauge. The distances from Cawnpore; Agra and Delhi to' Boml?ay ~::;rn~k. 
were practically the same. By the Indian Midland and Great Indian pur, and . 

Peninsula routes (vit1 Itarsi) the distances frolD both Cawnpote and ~::,~t:: 
Agra to Bombay wl1re 840 miles, and 88~ miles'was the distance fromB.,B.and 

Delhi to Bombay by the Bombay, Baroda and Central India metre gauge f fj.a::a'h< 
route, and 847 miles was the distance, by this latter route, from G. I. P. Rys 
Bombay to Agra. for Bombay 

• traffU; and 

It was anticipated that the opening of the Indian Midland Railway ~:t~~: fie.l 
would afford relief to the Ajmere-Ahmedabad section of the Rajputana- c!:Jcut/IJ por 

Malwa Railway, the traffic on which, it was said, had outgrown its 
capacity. When the Bombay, Baroda and Central India Railway origi-

Inally asked for an extension of the broad gauge from Godhra to Rutlam 
on the Rajputana-Malwa Line, some ~ime before the opening of the 
Indian Midl/l.nd Railway, in order that part of the traffic of" the 
Ajmere-Ahinedabad section may be diverted south, from Ajmere to 
their Neemuch branch and taken over by the broad gauge at Rutlam, the 
Government decided to . defer action in the matter, because it was 
anticipated that the Indian Midland Railway would take off some of 
the traffic from the Rajputana-Malwa Rail~ay. 

Competition was at once started, on the completion of the Indian 
Midland Railway, between the Bombay, Baroda and Central India 
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Railway (including the Rajputana-Malwa Railway) on the one side and 

, I . : ! !2 ' , 
if; 01: 

,,' .; 

z tt ...... 
1:.' 
0" .... .... 

: • Ji 
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the Indian Midland and Great Indian Peninsula Railways on the otlier 
for traffic between ;- . 

Bombay.and .A:gra. 
Bombay and Cawnpore. 
Bombay and vid Agra (for traffic from the Oudh and Rohilkhand 

Railway, and East Indian Railway). 

Co mpetition also began between the Indian Midland and the East Indian 
Railways for trafficfromthe.East Indian Railway stations, on the length 
Eta wah to Khaga (including Cawnpore and via Cawnpore, Oudh and _ 
Rohilkhand Railway traffic), to the·Great Indian'Peninsula Railway. -
In respect of these stations, the East Indian Railway not only wanted 
to retain most of the traffic to the Calcutta Port, but also claimed 
that, when the traffic went to Bombay it should continue to follow the 

, Jub bulpore route, a~d with this object in view, put up the rates from 
their stations adjacent to Ca-wnpore, -in booking via Cawnpore,' for the 
Indian Midland Railway. 

The reductions that followed the competition -for port traffic were 
heavy, as will be shewn by one or two illustrations regarding the wheat 
rates. The rate for wheat from Cawnpore to Calcutta was reduced 
from Re. 0-9-9 per maund to Re. 0-7-8 per maund, in response to the 
reductions made by the Indian Midland and Great Indian Peninsula 
Railwa"ys in the rate from Cawnpore to Bombay from Re. 0-12-8 to 
Re. 0-lil-9 per maund. It will be seen that the Calcutta Port wanted t~ . 
maintain 3'difierence of 3 annas 'per maund, in order to .counterbalanpe 

I!road 90uyl', ___ _ 
M(llr, 9tTU9'-. __ _ 
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the difference between the ocean freights from Calcutta and Bombay to 
. Europe: This competition continued for some time. 
~he acguisi. In 1889, the Oudh and Rohilkhand Railway was acquired by the 
~: o~.th~ ~. State. The ordinary classification of goods rates then in force on State 
by the Btat: Railways was introduced on the Oudh and RohiIkhand Railway, in place 
~~!::~tttle. of "Hig~" . ~nd ," Low " 'classific~ti?n, adopted by th? late Company. 
disputes The clasSIficatIOn of goods was asslIlulated generally WIth that of the 

. ~~ewO~nand B. East Indian Rail~ay, and a terminal charge of 3 pies per maund was 
By. and the introduced 'on traffic carried for distances up to 75 miles, and a rate. 
~~ 11.!~ and of l-th pie per maund per mile ~or grain from Oudh and RohiIkhand 
N.-W. Bys • . Railway stations, north and west of Bareilly, to via Moghalserai for 

Calcutta. . 
Simultaneously with the acquisition of the Oudh and Rohilkhand 

Rail~ay by the State, negotiations were started in order to settle the 
disputes between the East Indian, the Oudh and Rohilkhand'and the 
Bengal and North-Western Railways and also between the Bengal and 
North-Western and Oudh and Rohilkhand Railways. 

A meeting was consequently held by the representatives of the 
three railways, and another by the Agents and Traffic Managers 

. of the Oudh and Robilkhand and East Indian Railways in March 1889 
at .Moghalserai. 

The points in dispute were the following :-
• -The attempt. of the East Indian Railway hitherto was to draw traffic 
;from the Oudh and 'RohiIkhand Railway at the junctibns of Aligarh 
and Cawnpore,the object being to secure a long lead fbr their line. But 
this was directly opposed to the interests of the Oudh and Rohilkhand 
Railway. The Oudh' and Rohilkhand Railway claimed that for traffic 
originating on their line, and also on traffic to their line, they should 
be allowed .the longei\t lead. But hitherto the East Indian Railway 
had not fully recognised this claim although the route via Moghalserai 
was the shortest. 

Taking the traffic of Cbandausi, an important station on the Oudh 
and Ro"hilkhand Railway, the distances via !1igarh and via the Oudh 

, and Rohilkhand Railway direct to- Moghalserai then compared as 
follows :-

Vid Oudh and Rohilkhand Railway 
and the East Indian Railway •• 

Oudh and Rohilkhand 
Railway-'Chandausi t9 
Aligarh • .' • 61 miles. 

East Indian Railway-
Aligarh to Moghals\lrai • 407 .. 

468 
East Indian Railway

Moghalserai to Cacutta 469 

. TOTAL 937 

.. 

By t4e Oudh and Rohilkhand 
Railway direct. 

Oudh and Rohilkhand 
Railway-Chandausi to 
Mogha1ser!oi • 387 miles. 

East· Indian Railway
Mogha1serai to Calcutta .469 

TOTAL 856 

The Oudh and Rohilkhand Railway objected to give up the traffic 
~Q the East Indian- Railway at Aligarh, after carrying it for 61 miles o~y. 
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It may be argued that it was also reasonable for the East Indian 
Railway to .claim that although the down traffic in grain might take 
the Moghalserai route, in order to give the line on which the traffic 
originated the longest lead, the up traffic, say from Howrah and the 
East Indian Railway stations, should take the route that gave the East 
Indian Railway the longest lead. There would be a good deal of force 
in this argument. But in the agreements between the East Indian and 
the Oudh and R9hilkhand Railways, between the East Indian and the 
Bengal and North-Western Railways, and betwee!l the Great Indian 
Peninsula and Southern Mahratta Railways, the route accepted for the 
export. traffic has been adopted for the import traffic as well.* 

The next point at issue between the East Indian and the Oudh 
and'Rohilkhand ·Railway!! was that, for traffic between the North 
Western Railway stations north of SaharaJlpur and the East Indian 
Railway"stations east ,of Moghalserai, the Oudh and Rohilkhand Railway 
offered an alternative shorter route as fOllows :-

. Oudh and Rohiikhand Railway, direot route' from 
Saharanpur to Moghalserai . • 519 miles. 

North Western Railway, Saharanpur to 
Ghaziabad • . . • . • 99 miles, -

East Indian Railway, Ghaziabad to Moghal-
serai . 472 

571 " 

The Oudh and RohilkhandRailway claimed that the traffic between 
the North Western Railway north of Saharanpur and the East Indian 
Railway stations east of .Moghalserai -should be divided between the 
Ghaziabad and the Saharanpur routes, but the East Indian Railway 
did net accept the proposal for a division of the traffic. 

While those pomts were under consideration, the Indian Midland 
route had been opened from Itarsi to Jharuii, and from Jhansi to .Agra 
and_Cawnpore. In competition between this railway and the Bombay, 
Baroda and Central India Railway, the rates to Bombay for Oudh and 
Rohilkhand Railway traffic (viz., those of the Bombay, Baroda and 
Central India Railway from via Hathras ,to Bombay; of the Indian 
Midland and Great Indian Peninsula Railways from via .Agra to Bombay 
for -the Oudh and Rohilkhand Railway traffic in· Rohilkhand reached. 
'Via Aligarh; and the Indian Midland and the Great Indian Peninsula 
rates fr9m m'll Cawnpore to Bombay for the Oudh traffic), had been 
lowered. This perhaps brought home to .the East Indian Railway the 
fact that the important traffic of the Oudh and Rohilkhand Railway 
could only be retained by the East Indian Railway and the Calcutta 
Port with the co-operation of the Ol,Idh and Rohilkhand Railway. 
The following illustration will explain this statement more clearly :-

If, for instance, traffic ~om Chandausi t~ both Bombay and 
Calcutta took the Aligarh route, and thlEast Illdian Railway insi~ted 

• It is generally believed that it is eoonomio to coU:centrate tra~c in, both directions 
vi6 the same junction as it helps to give loads to wagons In both dlI'ectlOUB. 

F 
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on the traffic being 'handed over to t~em at Aligarh Cor Calcutta, 
the Oudh and Rohilkhand Railway rate on the distance, Chandausi 
to AJi.garh, would be the same, whether the traffic went to Calcutta 
or to Bombay. Further, the East Indian Railway lead from Aligarh 
to Hath-ras being but 19 miles, and the traffic being cross traffic to 
the East Indian Railway, they could not levy a higher rate than 
9 pies (t pie per maund per mile plus 3 pies cross traffic charge), and 
the distance from Hathras to Bombay and from Aliga!h to Calcutta being 
nearly the same, the difference of rates in favour of Calcutta, as 
compared with the rates to Bombay,. would not have been more than 
Re. 0-0-9 per maund; whereas if the' Oudh and Rohilkhand and East, 
lndian Railways both reduced the rates via Moghalserai they could 
jointlymaint8.in a much bigger differeJlce in favour of Calcutta. 

For Bombay. 

Oudh and Rohilkband Railway-Chandausi to 
Aligarh, 61 miles • 

East Indian Railway-Aligarh to Hatbras, 19 
'miles • 

Bombay, Baroda and Central India -Railway
Hatbras to Bombay, 883 miles 
. - I 

.1 
Pie~. 

23 (1 pie per maund 
per mile pllU 3 
pies termina.1.) 

9 (1 'pie per maund 
per mile pl1l8 3 
pies oroaa traffio 
charge.) 

88 (nth pie per 
maund per mile.) 

TOTAL 120 

For Oalcutta. 
Pies. 

Oudb and Rohilkband Railway-Chandausi to 
. Aligarh, 61 miles. • • • • • 23 

East Indian Railway-Aligarh to Ca.1outta, 876 
miles, the minimum rate • • • • 88 

TOTAL 111 
'Difference in favour of Calcutta • 9 

But if the traffic from Chandausi to Calcutta was routed "via Moghal
serai and both the East Iridian and the Oudh and Rohilkhand Railways 
quo~ed ~ rate of loth pie per maund per mite, the through rate to Calcutta 
would be 86 pies (.'oth pie for 856 miles) and the difference in favour 
of-Calcutta would then be 34 pies per maund or Re. 0-2-10 per maund. 

120 pies to Bombay. 
, 86'" to Calcutta. 

34 pies or Re. 0-2-10 per maund . 
• 

It will thus be seen that it was as much to the interests of the East 
Inilian Railway as of the Oudh and Rohilkhand Railway, that the . . 
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traffic from the Oudh and Rohilkhand Railway to the Calcutta Port 
should take the Moghalserai route. It was, therefore, accepted that 
traffic between the East Indian Railway stations east of Moghalserai 
and the Oudh and Rohilkhand Railway should not take any other than 
the Moghalserai route, it however being agreed ttl that Cawnpore and 
Aligarh should be treated as East Indian Railway stations, thus imply
ing that the Oudh and Rohilkhand Railway WQuid have no claim on the 
traffic booked to and from these two junctions; this traffic was to be 
treated as purely· East Indian Railway traffic when intended for any 
East Indian Railway station east of Moghalserai. 

In order to provide against the contingency of such rates being 
quoted hy the East Indian Railway via Aligarh or via Cawnpore as 
would attract tlie traffic away from the Moghalserai route, it was alsQ 
concedea by the East Indian Railway that if circumstances required 
quotation of special rates to Cawnpore or to Aligarh, such rates would 
not be applied to via those junctions for traffic to and from the Oudh and 
Rohilkhand Railway stations., This made the throug4 rates via Aligarh 
.and via Cawnpore higher than'the local rates, and this was opposed to 
.all recognised practice. But it never had, however,· any detrimental 
effect on the interests of the public, because the endeavour of the two 
railways has always been to keep the via Moghalserai route the cheapest, 

, i.e., even though the special rates quoted to Cawnpore and w Aligarh 
locally do not apply to via these junctions, the rates _ maintained via 
Moghalserai have always been such as w make the rates by this route 
cheaper than what the rates via Aligarh and via Cawnpore would be 
if the local rates had been applied in through booking via these 
junctions. 

The arrangements agreed tQ in connection with Aligarh and Cawn
pore were applied w Saharanpur, i.e., the Oudh and Rohilkhand Railway 
~ould not claim " Saharanpur " as their local station. 

The next point for settlement was the Punjab traffic, i.e.,. traffic 
hetween the North Western Railway stations north of Saharanpur and 
t,he East Indian Railway stations east of Moghalserai. It was accepted 
that the rates via Moghalserai and via Ghaziabad should be the same, 
and. the matter Test~d there. The Oudh and Rohilkhand Railway asked 
for the pooling of the traffic, but· the East Indian Railway said that 
with equal rates, no pooling was necessary. The Oudh and Rohilkhand 
Railway simply. recorded, that they regretted the view taken by the 
East Indian Railway, but it was nowhere recorded that the Oudh and 
Rohilkhand Railway agreed in 1889 to this traffic being carried entirely 
by the E{tst Indian Railway. ' , 

.AI!. to all other traffiq between the East· Indian and the Oudh and 
Rohilkhand RaHways it was agreed that the shortest route would carry 
the traffic. 

At the time that the dispute between the Oudh and Rohilkhand 
and East Indian Railways was settled, it was also settled bet,,:een the 

F2 
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~ast Indian, the Bengal and North-Western and the Oudh and Rohil-
k~and Railways:- . 

'1. That rates to Calcutta from stations on the Bengal and North
Western Railway, corresponding to those on the Oudh and Rohilkhand 
Railway, should be the same, the Bengal and North-Western Railway 
traffic of course being interchanged between the Ea.st Indian and the 
Beng~l and North-Western Railways at Dighaghat. -

2. In regard to the rates for Salt, it \Vas accepted that between the 
three railways, the rates for Sambhar and Kharagoda Sa.lt should be l"In 
the following basis :- - . 

Below 288 miles-Hh pie per maund per mile, 
Over 288 miles-lth pie per maund per mile, 

plus a. terminal of Rs. 1-8-0 per 100 maunds t9 the railway which got 
a lead of less than 75 miles, the through rates arrived at on the above 
scale (without the terminal) being divisible .on mileage. 

3. Ip was also provided that in the event of any reduction in the
rate to be made' by the East Indian . Railway between Patna. and 
Calcutta, in competition with the steamers, 14 days' notice would have· 
to be given to the Bengal and North-Western Railway. . 

4. An arrangement was also made between the Oudh and Rohilkhand.' 
Railway, the East Indian Railway and the Bengal and North-Western 
Railway, as to Tiihoot traffic for Cawnpore and west thereof. (The 
Tirhoot State Railway had not up to this time been amalgamated 
with the Bengal a.n.d North~Western Railway.) The understanding 
was that the East Indian. Railway was to equalise rates for the Tirhoot 
traffic for Cawnpore and the west, so that the rates via Digha and the· 
East Indian Railway would be equal to those by the Bengal an~ North-

. Western Railway and the Oudh and Rohilkhand Railway viti· 
Ajodhyaghat. 

Thus the long standing disputes between tbp, East Indian and tru. 
Bengal and North-Western Railways were amIcably settled. 
. The East Indian Railway had started competition for Bombay 
traffic from stations on the length Khaga to Etawah. Taking 
Etawah, Fatehpur and Khaga, the distances to Bombay via Itarsi 
.and 'I.>ia Jubbulpur compare as follows :-

Etawah . 
VieS Agra and !tarsi. 

911 miles. 

VieS Cawnpore and !tarsi. 

VieS Jubbulpur. 
1,050 miles. 

Fatehpur • 47+840=887 mileR. 917 miles. 
Khaga. 69+840=909 " 896 " 

This competition continued for more than a year. 
UMUCCeB8ju! The East Indian Railway also made an efiort to draw the wheat 
~<;/oiei:e traffic from their Jubbulpur bra~ch-nne stations to Calcutta, as this. 
E. I. By. to. ~raffic was seeking its outlet by the port of Bombay, the principal des-
draw traJJic In hi t' b' S'h • Ce I . 25 mil fr ~hell' from pate ng s atlon emg lora, In the ntra Provmces,_ es om 
the Cent~ Jubbulpur, 759 from Howrah~ and 641 fro~' Bombay. The railway-
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charges from this place were al)()Ut 5 shillings per ton in favour of PromMU ~ 
Calcutta, which were again reduced by 28. 3d. per ton, or the difference J~ut~ 
in favour of Calcutta was 78. 3d. per ton (or the difference per maund to /J 

was nearly Re. 0-2-9); but even this failed to secure the traffic to 
Calcutta. For many years the difference that was required to divert the 
traffic from the Bombay tu the Calcutta port was more than Re. 0-3-0 
per maund, but not greater than Re. 0-3-6 to 4 annas per maund. 

A new difficulty had to be faced by the Eastern Bengal State Railway DiJ!icuUie8 
in connection with the traffic in jute for consumption in the· mills t.h~~J:rriagl 

, •• • • • JU ... rom 
near Calcutta. The mabihty of the raIlway to deal Wlth the traffic EalJI 

adequately induced the. Mill Directors to consider the advisability of ~el!~ to 

constructing their own fleet of river fiats, but an arrangement was made. a . 

between the River Steamer Companies and the. Mill DirectQrs, by 
which jute for the :Mills was secured tQ the former, from the riverside 
stations where there were no railways; and also as to traffic carried by 
the Railway vi4 Goalundo, so far as the river carriage was concerned, 
such traffic was to be carried in the steamers of the Steamer Companies, 
(and not of ,the Eastern Bengal State Railway), and the earnings 
were to go to the Steamer Companies so far as the steamer charges 
were concerned, except for Narainganj traffic. 

N!H2. 

N • 

• 
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d.greeme;" The Southern Mahratta Railway was now open 'for traffic and 
~'A;~:!t tAB junctions had been formed with the Great Indian Peninsula. Railway 
'l.I. P. RYB. at Hotgi and, at Poona. The route to Murmagao was also open. 
~::!8. Jf.' In August 1889, an, agreement was come. to between tb Great Indian 
fly. stations ,Peninsula. and the Southern Mahratta RaIlways, 80 far as these two 
ImiBombay. railways were concerned,without taking the West of India Portuguese 

Railway into account, in the matter of'Oivision of traffic, although the
Southern Mahratta Railway applied their scale of rates viti Castle 
Rock; the junction with the West of In,.dia Portuguese Railway. The 
terms of the agreement were as follows :-

(a) All goods traffic between the Bombay stations of the Gre,at 
India Peninsula Railway and stations on the Southern 
Mahratta Railway, was to be interchanged as between 
the two railways either viti Hotgi or viti Poona only (i.e., 
the route viti Raichur and Guntakul was not to be taken 
into account for traffic be~ween Bombay and internal 
stations of-the Southern Mahratta Railway), although it 
maybe noted that the Raichur-Guntakul route was the 

, shortest for stations on the Guntakul Bellary secti<!n. 
(b) As between the Hotgi and the Poona routes, it was agreed 

that goods carried between Bombay and any Southern 
Mahratta Railway station west and south of Halkoti, and 
also stations on the Poona branch waa to be interchanged 
at Poona ; and t4e traffic to and from an1station of the 
Southern Mahratta Railway east of and including Halkoti, 
and statio~ on the Hotgi branch (known as the Bijapur 
branch) was to be routed viti Hotgi. 

This aJotment was on the basis of the shortest route. Halkoti was 
the equidistant and 'also tIle dividing point; the distances from 
Halkoti to Bombay viti Poo~a and viti Hotgi are as follows:-

Great India.n Peninsula Ra.ilway .' 
Southern Mahra.tta. Ra.ilway • 

TOTAL 

Vid P09Pa. V i4 Hotgi. 

miles. 

119 
·362 

481 

miles. 
292 

1118 

480 

(e) The Southern Mahratta Railway also accepted that the rates 
between Bon;tbay and Guntakul were to be so adjusted viti 
Hotgi that the goods booked' between Bombay ani the 
Madras Railway stations were not to be diverted from 
the direct broad gauge route vid Raichur to the Southern 
Mahratta Railway route viti Poona or viti Hotgi. 

(d) Another important featUi'e of the arrangement was, that the 
rates for all the clasSes were to be fixed on a sliding scale 

. of rates, applicable on through distances between Bombay 
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and the Southern Mahratta Railway statioIlB. The rates 
for each station, arrived at according to this scale, were 
divisible on mileage proportion between the two railways, 
and a terminal of 3 pies per maund for each railway was 
to be added to the rates. 

(e) In the matter of fixing of rates in special cases, from time to 
time, the railway having the largest share Df the shortest 
route wall to fix the through rates. 

(f) In regard to traffic between the Southern Mahrattaand 
the Great Indian Peninsula Railway statioIlB (other than 
traffic. to and from Bombay), the shorter route was to be 
adopted, which was also to be made the cheapest, if not 
so already. 

Among the principal events which occurred in 1890·91, was the pur- l81l0. 

chase by the State, on 1st January 1891, of the South Indian Guaranteed 
Railway; but the working was made over to a new company, known as 
the South Indian Railway Company. 

The working of the Tirho-ot State Railway was traIlBferred to the 
Bengal and North-Western Railway Company from 1st July 1890, anll 
from 1st January 1891, the working of the Lucknow-Sitapur-Bareilly 
Railway, also a .State Railway, on metre gauge, was traIlBferred from 
the Oudh and Rohilkhand Railway to the Rohilkund and KumaOD 
Railway Company. ' 

It is now to the interest of the Bengal and North-Western Railway 
to make over t~eir traffic to the East Indian Railway for Calcutta at 
Mokamehghat, instead of at Dighaghat, so as to secure a better lead on 
the system of the Bengal and ~orth-Western and the Tirhoot State Rail
ways, and, similarly, in the case of the Rohilkund and Kumaon Railway 
Company, now . working the Lucknow-Sitapur-Bareilly Railway, it 
was to their interest that the traffic of their Bareilly-Kathgodam 
section, for statioIlB east of Lucknow and vice versa, was made over to 
the Oudh and Rohilkhand Railway at Lucknow instead of at Bareilly, 
thus involving a loss of lead to the East Indian Railway and the Oudh· 

. and Rohilkhand Railway respectively. 

The competition between the East Indian and the Indian Midland Competitioft 

Railways continued, involving re«!,uctioIlB in the rates to Calcutta and ';;.tI.~~":he 
Boml;lay from Cawnpore and Agra and from places served via these I M. Rys .• 

junctiOIlB on the East Indian and Oudh and Rohilkhand Railways. :;en~ll'::l til 
The East Indian Railway put up their rates to junctiOIlB with the 1. M. By .. 

Bombay lines .. The high rates over the East Indian Railway were :~. 
however subsequently withdrawn, in ~o far as they applied to the 
particular junctiOIlB with the Bombay lines, and later on an agreement 
was made between the East Indian, the Great Indian Peninsula and 
the Indian Midland Railways. . 

It is to be remembered that at this time the Indian Midland Railway 
had not had direct access to Delhi (the Agra·Delhi Chord .Railway 
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not then being in existence), and therefore, incompetition. with the 
Bombay, Baroda and Central India and the Rajputana Malwa Railways 
on the one hand, and the Great Indian Peninsula and the Indian Midland 
Railways on the oth~r, in respect of traffic between .Delhi and viti and 
Bombay, the latter two lines required the help of the East Indian Rail
way. Therefore, an amicable settlement was come to between these 
lines in 1892, ~he terms of which, briefly summarised; were as follows :-

(a) That through rates were to be quoted between Bombay and 
.Delhi viti Agra, divisible· in mileage proportion between 
the East Indian, the Indian Midland and the Great Indian 
P~ninsula Railways, iii competition 'with the Bombay, 
Baroda and Central India Railway rates. 

(b) That the traffic between Cawnpore and Bombay was to be 
. divided between the Jubbulpur and th& Itarsi routes, 

and that equal rates were to be maintained. The Itarsi 
route was to get fis ths and the Ju!>bulpur route hths. 

(c) . That for traffic between Stations Khaga to Et.awah on the East 
Indian Railway and Bombay, equal rates were also to be 
charged, and the traffic was to be divided in equal propor
tions between t.he Jubbulpur and the Itarsi routes. 

(d) Equal rates were also agreed to for traffic between (',awnpore 
and viti and stations on the Great Indian Peninsula Railway 

. beyond Itarsi (i.e., west and south of Itarsi) by the East 
Indian Railway route viti Jubbulpur with those. in force 
viti the Indian Midland route vitlltarsi. . 

Tha~ the East Indian Railw.ay had quoted certain rates in excess 
of the maximum, for "special class" rates were admitted, vitk the follow
ing remarks in their report, reproduced in the Govemment of India 
Administration Report for Railways for 1890-91 (page 122, Part I) :-

" Certain rates in excess had been imposed on special class traffic, 
in order to minimise the effects of competition !n diverting traffic, which 
were withdrawn with effect from 1st January 1891." 

Oombination As a result of the combination between the East Indian, the Indian 
:;t~.ee;!;J" Midland and the Great Indian Peninsula Railways, competition was 
I. M •. Ry~. . renewed with the Bombay, Baroda and Central India Railway for traffic 
=~~~i: betw~en Cawnporeand Bombay, and Delhi and viti and Bombay, and also 
with the B., . between Hathras and via and Bombay and via Agra and Bombay. The :;tuZ 0.1. traffic between Agraand Bombay was already divided equally between 

the Grell.t Indian Pfilninsula and the I~dian Midland Railways on the one 
side controlling the broad gauge route, and the Rajputana-Malwa 
Railway and Bom'Qay, Baroda and Central India Railway on the other. 

1891.92. . The year 1891-92 was marked by the opening of the Bengal-Nagpur 
Railway for traffic from Nagpur to Bilaspur ann Bilaspur to Asansol; 
and· the Delhi~Umbala-Kalka Railway was also opened at the same 
time. It connected Delhi with Kalka, at the foot of the Himalayas, 
')id Umbala. 
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The working of the Delhi-Umballa-Kalka Railway was made over 1891·92. 

to the Secretary of State by the Delhi-UmbaUa-Kalka Railway Company, 
and the Secretary of State in his turn gave its working to the East 
Indian Railway; but it was specially provid.ld that the Delhi-Umballa-
Kalka Railway would not give undue preference to any railway route. 
This clause was inserted in the contract at the request of the Bombay, 
Baroda and Central India Railway, by whom it was held that in the 
absence of a provision of this nature, the East Indian Railway, the 
working company of the Delhi-Umballa-Kalka Railway, might quote 
rates over the Delhi-Umballa-Kalka Railway between stations on that-
line and Delhi, cheaper for' the East Indian Railway (particularly for 
Calcutta traffic) than for the Bombay, Baroda and Central India Rail-
way (for instance for Bombay traffic). . 

The maxima and minima rates referred to in the concluding portion Introd~io71 
of Chapter I, as well ls the Standard Classification for goods traffic, ~ndma.:.~':a 
based on the classification of the East Indian Railway, were now in ral~ O"et 

force on the East Indian Railway, on aU the State lines, the Bengal !:::ZI:Ys, 
Nagpur, the Bengal,and North-Western and the. Rohilkund and Kumaon 
Railways. The same maxima and minima rates were also adopted for 
the South Indian and the Southern Mahratta Railways with-this 
difference, that the former line was allowed to adopt the classification 
-of the Madras Railway for purposes of simplificatioll and uniformity of 
classification in Southern India. The Southern Mahratta line was 
also permitted to retain the classification that was then in force on 
that line, which was practically the Great Indian Peninsula Railway 
classification with certain, modifications. It will thus be seen that 
while all the Northern lines (including the Rajputana-Malwa and 
the Indian Midland Railways) accepted. the East Indian Railway 
classification, the Southern and Western lines (including the broad 
gauge portion of the Bombay, Baroda and Central India Rail~ay) 
had a different classification. 

The maxima and minima rates referred to are reproduced here for 
.ready reference :-

Maximum pie Minimum pie 
per mile. per mile. 

Special Class I-h 
1st Class i 1 
2nd Class 1 1 
3rd ejass t 1 
4th Class t 1 
5th Class 1 1 

In the year 1891-92 the lowest class fares on the important lines were Pa88enger 

ll
. fares for 1M. 

fIB fo ows:- lotoesl cla88e 
Pies per mile. 

On the East Indian Railway 2i 
, On the Bengal N agpur Railway 2 
On the Bombay, Baroda and Central J 2i by maiL 

India -Railway i~cluding the Raj- Ii by ordinary train. 
pu'ana.Malwa Railway •• . 



1891-92. 
Opening of 
theB.N.Ry. 
through to 
A8a1l80Z from 
Nagpura1Ul 
quotation of 
low rateB to 
Oalcutta. 
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Pies per mile. 

-

On the Bengal and North·Western 
Railway proper . 

On the Tirhoot Railway 
Rohilkund and Kumaon Railway 
Southern Mahratta Railway 
South Indian Railway 

North Western Railway 

Oudh and Rohilkhand Rail~ay 

Eastern Bengal State Railway 

Great Indian Peninsula Railway .' 

Madras Railway 

2 

It 
2 

2 
2 

f
21 
21 
2 
21 (The fare charged by tw.

line when worked by th.· 
- Company was 2 pies.) 

21 

{ 
3 by mail train. 
21 by passenger. 

t 2i by mail train. 
Ii by passenger. 

The o.pening of the Bengal Nagpur Railway to Asansol placed the-
productions of the Central Provinces within the reach of the Calcutta. 
buyers. It was to the interest of the Bengal Nagpur Railway to estab
lish the traffic to the Calcutta PQIfi, but as they had not yet obtained 
direct entrance into Calcutta, they had to seek the co-operation of the' 
East Indian Railway on the length Asansol to Calcutta, and it must 
be said that the East )ndian Railway gave the Bengal Nagpur Railway 
very substantial assistance. 

The distances from some of the important grain despatching stations. 
on the Bengal Nagpur Railway (in the Central Provinces) to Calcutta 
and B~mbay compared as follows:-

To CALOUTTA vi4 ASANSOL. To BOMBAY "id NAOPUB. 

-
B.N.R. E.1. R. TOTAL. B.N.R. G. I. P. R. I TOTAL. 

I 
---

Nagpur 632 132 764 .. 520 
I 

520 

Drug 
I 

467 132 599 165 520 

I 
685 

Jtajnandgaon ~ . 486 132 618 146 - 620 666 

Raipur 444 132 676 188 520 I· 708 I 
Bilaspur .' 376 132 508 257 620 I 777 

J 
Aka.ltara. 359 t32 

I 
491 273 520 

I 
793 

Raigarh • 293 132 425 339 620 859 

( 

It will be seen that the Bengal Nagpur R~ilway was interested in 
carrying the traffio to Caloutta, and for long distance traffio from stations 
near Nagpur, they went so far "'s to quote nearlr the minimum rate 
(viz., ~th pie per maund per mile) to Asansol. 
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Another important competitive traffic was Jagree (Gur) and 01891-9et7tion . omp 
Sugar traffic from the Oudh and Rohilkhand and the Bengal and North- for jagru 

Western Railways. The quaz:tity of "Gur" despatched from the dis- :~~{{~:;R. 
tricts in Oudh to Rajputana, Central India, the Central Provinces and and B. and 

the Berars was large. There was no imported sugar competing with it ~-R':: !Z:~, 
in those days. For traffic to Rajputana and to Central India, there oem/I: IMia 

was competition between the Bombay, Baroda and Central India, the p,!~:~~ . 

I ! 
o , 
o • 
o 0 

01" 
U' ... .., 
'U 0'", ..... 
~~ '\ 

~ 
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.~ 
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1891.92. East Indian, the Indian Midland and the Great Indian Peninsula 
Railways, the competitive points being between (1) Cawnpore and 
Agra for Rajputana- and (2) Cawnpore. and· Khandwa for Central 
India. The East Indian Railway 'and the Bombay, Baroda and Central 
India Railway were interested in the former and the Indian Midland, 
the Great.Indian Peninsula, the Bombay, Baroda and' Central India, and 
the East Indian Railways in the latter.' The competition continued .till 
1895, when an arrangement was made between the lines concerned, 
which will he referred to later on. 

There was also competitjon between Cawnporeand Itarsi, between 
the Indian Midland and the East Indian Railwa.ys for traffic in Sugar and 
Jagree to the Nagpur branch of the Great-IndianPeninsula Railway. 

The Indian Midland and the East Indian Railways had also another 
dispute in regard to Jagree traffic,for despatches from the East Indian 
Railway stations, between Moghalserai and Mokamehghat, to the Indian 
Midland Railway stations, l>etw.een Bhopal and Hoshangabad. While 
the East Indian Railway wanted to take the traffic to Jubbulpur, to be 
carried by the Great Indian Peninsula; Railway to Itarsi, and then 
made over to the Indian Midland Railway, to be hauled for short' 
distances only, the Indian Midland Railway wanted this traffic at 
Mal!ikpur Junction; but this meant a 10s8. of over 150 miles in lead to 
the East Indian Railway. Taking Manikpur, the point of diversion 
between the Jubbulpur and the- Indian Midland routes, the distances 
to Bhopal and Hoshangabad were as follows:-

Manikpur to Bhopal • 
Manikpur to Hoshangabad' • 

East Indian 
Railway tJi8 
Jubbulpur. 

Miles. 

377 
331 

Indian Midland 
. Railway tJi4 

Jhansi. 

Miles. 

362 
. 408 

While the Jubbulpur route was longer than the shortest for Bhopal 
by 15 miles only, Jubbulpur route was the shortest fOJ: Hoshangabad; 
and as the traffic originated'on the East Indian Railway, they wanted to 
carry it to Jubbulpur, i.e., fur the longest distance possible. The Indian. 
Midland Railway in order to attract. the traffic to the Manikpur route, 
quoted a rate of Re. 0-8-9 per maund from Manikpur to Hoshangabad 
for a distance of 408 miles, whereas their rate from Manikpur to Bhopal 
was 10 annas for a distance of only 362 miles. Although these rates were 
introduced in competition, it was pointed out by the Government of 
India that the rates cODstituted undue preference. . 

The Bengal Nagpur Railway connection with the East Indian Rail
way at Katni opened up an alternative route for ·traffic between Katni 
and Calcutta, and a180 for traffic from the North Western Provinces 
and Oudh (particularly from Cawnpore and stations on the Oudh 
ana. Rohilkhand Railway reached via Cawnpore) to the Central Pro
vinces, to the routes by . the Indian Midland· and the Great Indian 
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Peninsula Railways via Itarsi, and of the East Indian and the Great 1891-92 

Indian Peninsula Railways ria Jubbulpur. The Bengal Nagpur Railway 
routevili Katni was the shortest for all Bengal Nagpur Railway 
stations up to Nagpur, and for a. few -stations beyond Nagpur on 
the Great Indian Peninsula Railway, up to say Wardha; and competi-
tion lowered down the rates for jagree, which was the principal item of 
traffic, to the level of special-rates for grain. 

The distances from Cawnpore to Nagpur by the competing routes 
were as follows :-

Miles. 
(1) Vid Jhansi and !tarsi over the Indian Midland Railway 

and the Great. Indian Peninsula Railway - 806 
(2) Vid Katni over the East Indian Railway and the Bengal 

Nagpur Railway 745 

The Bengal Nagpnr Railway route via Katni was shorter by 61 
miles. 

Competition continued for quite a number of years. The matter 
was not finally settled till 1898, when the issues became more com
plicated, by the opening of the Indian Midland Railway route 
from Bina to Katni. An agreement was then come to between 
the railways' concerned; this agreement will be referred to and dis
cussed along with the events of the year 1898. When the Itarsi
Nagpur Railway, now under construction, is open throughout, the 
question will come up again for discussion, but with the introduction of 
fo,eign sugar into this co~try the bulk of the traffic, which previously 
used to -be in dispute, has disappeared. 

Another important tra"ffic that was developed by the opening of De~'" 
~he ~en.gal Nagp~ ~ailway was the ~imber traffic, which began ~creas- %.!i':::O:: 
mg rapIdly. ThlB line placed the nch forest tracts, abundant m Sal tl.e opening 

timber, lying contiguous to the line, within easy access of markets. j{tMB. N. 

'rhe rate charged was ith pie per maund per mile over the Benga! Nagpur y. 

Railway, and later on'the rate was further reduced to kth pie per 
maund per mil.e for distances of beyond 400 miles. 

The Bengal Nagp1Jl' Railway had built a branch from their 
Damudar station, a few miles west of Asansol, to Radhanagar, to serve 
th~ Sanctoria Coal Fields, which sent its raisings to Calcutta, whereby 
the East Indian Railway was more benefited, owing to its lead of 132 
miles from Asansol to Calcutta, than the Bengal Nagpur Railway 
who only got a short haul of less than 25 miles. 

Now to refer to the circumstances which necessitated a settlement 
between the East Indian Railway, as the working age"i:tcy of Delhi
Umballa-Kalka -Railway, and the North Western Railway, after the 
opening of the Dell4-Umballa-Kalka Railway. 
, Prior to the opening of the Delhi-Umballa-Kalka Railway, the tra!lic SeUleme; I 
from the North Western Railway to stations south of Ghaziabad (viz., ~ w. ~ 
to the East Indian Railway) and to Delhi and viti Delhi (for the Bombay, By,. for il:JJic 
Baroda and Central India Rai).way) was carried by the Nbrth Western ~==aJUl 



Delkiand 
vii on. the 
opening of 
D. U.K. By. 

~. '., . 
Railway vi4 Ghaziabad. ;rher~ were only 3 lines then running into 
Delhi, viz., the East Indian and'the North Western from the east and 
north respectively and ilie Bombay, Baroda and Central India Railway 
from the west. But With the opening of the Delhi-AmballIrKalka. 
Rai!way, the distance uetween Delhi and Amballa was shortened by the 
Delhi-Amballa-Kalka Railway route as follows :~ . 

I, Amballa to Ghaziabad (by the North Western Railway IIi4 
Saharanpur anI;!. Meerut) • • • • • 

Amballa to Ghaziabad (by the J)elhi·AmbaIla-Kalka and 
East Indian Railways) . ' . 

II. Amballa to Delhi (by the old route over the North Western 
Railway !lid Ghaziabad) '. • • . 

Amballa to Delhi (by the Del4i-AmbaIla-Kalka ~ailway 
new route) ~ 

N! 14. 

N. 

" 

Miles. 

154 

136 

167 

123 

A meeting was held betw~eu the representatives of the East ludian 
. and the North Western Railways at Amballa, on 2nd May 1892, and 
after discUssion, the follo.wing ~ettlement-was amv~d at:--;- . 

(a) All traffio from stations between 'Ludhiana and Amballa 
(including both the stations) to Delhi and viti Delhi for the 

.. Bombay, Baroda and Central India Railway was to be 
carried by the Delhi~Amballa-Kalka Railway, which route 
was also to have the -cheapest rates. This' arrangement 
also applied to traffio in th~ reverse direction •. 

~ . 
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(b) All traffic between stations north of Ludhiana on the North 
Western Railway and Delhi and t~4 Delhi (for the Bombay, 
Baroda and Central IJldia Railway) was to be carried by 
the North Western Railway-the rates being equal by 
both the routes. 

(c) Tr~ffic to and from Amballa Cantonment and north of Amballa 
to and from the East Indian Railway stations and via, south 
and east of Ghaziabad-equal rates by both the routes. 

*Thie agreement remained lin force till the opening of alternative 
!foutes, by the Southern Panjab and the Ludhiana-Dhuri-Jakhal Rail-
ways,' some years later when it was revised. • 

The taking over of the Lucknow-Sitapur-Bareilly Railway by the 1892. 

Rohilkund and Kumaon Railway opened a through rout~ up to Lucknow, tefw~e;::~~ 
for traffic betwee~ the RohiJku~~ and Kumaon Railway p~oper. ~viz:, ~~ ~":' 
to and from, statIOns on the Barellly-Kathgodam and BarelllY-Pllibhit RY8.for 

'sections) and stations 'west and south of Lucknow on the Oudh and traJlU; 

Rohilkhand Railway (including the important potato ~nd rice traffic ~!~~;yand 
from the Rohilkund and Kumaon Railway to Calcutta and up traffic Luclcnow. 

in imported goods to the Kumaon hills). Hitherto, such traffic was 
interchanged between the Oudh and Rohilkhand and the Rohilkund 
.and Kumaon Railways at Bareilly junction. The question of charges 
by the alternative routes\ was amicably settled between the Oudh and 
Rohilkhand and the Rohilkund and Kuma~n Railways. An agreement 
was drawn IIp regarding the equalisation of rates via Bareilly and 'lJirt 
Lucknow, for goods to or from stations east or south of Luckn,9w ; and 
this prevented competitive rates . being quoted by either line. The 
distancl)s between the competi~g points were as follows :-

V id Rohilkund and Via the Rohilkund and 
Kumaon, Bareilly Kumaon Railway 

and Oudh and and Lucknow. 
Rohilkhand Rail",ay. Sitapur Railway. 

Miles. Miles. 
Kathgodam to Lucknow . 212 241 
Pilibhit to Lucknow 182 163 

An agreement was executed in 1892 between the East Indian and the ~. M • .,Ry. 

Indian Midland Railways, in terms of which the latter line got permis~ ~~nto 
sion 'f4i~ "run and haul their coaching trains between Agra and Tundla, Tundla. 

over the line of the East Iridian Railway, in consideration of the Indian 
Midland paying to the East Indian Railway 80 per cent. of its gross 
earnings for 14 miles between Agra and Tundla. 

The Bengal and North-Western and the Tirhoot Railways (combined) f~~~~::.. 
now ran from Khanwaghat to Naipalganj, with a branch from Gonda 8ide 8tation.! 

to Byramghat on the north ba~ of the Ganges and Gogra, parallel to ':!:..:;!~"1 
the East Indian and the .Oudh and' Rohilkhand Railways south of 80uth and 

the Ganges and Gogra, from Sahebganj to Byramghat; and the ~m- 0:.::1 1M. 

Bihar section now being open,· a junction was formed between the rupective'y • 

• For the revise!l.agreement see pa.,ae 158. 
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1892. Bengal and North-Western Railway and the Eastern Bengal State 
Ra.ilw~y by means of a ferry across the river Kosi, the Eastern Bengal 
State Railway stati~>n on the left ~nk being Anchraghat, which was. 
opposite the Bengal and North-Western Railway station Khanwaghat, 
on the right bank of the river Kosi. Compeiiition began between the 
metre gauge systems on the north of tne river and the broad gauge 
systems on ~he south, for traffic from river stations to river stations, 

Oompetition 
between the 
N. 0.8. a7'l!i 
tlleS. M. 
Ry •. 

viz' t ' between- ' 

Sahebganj and 
Mokamehghat Maniharighat 
Dighagha.t Sama.riaghat 
Ajodhyaghat, and Palezaghat 
Byra1pghat Lakarmandighat and 

on the broad gauge, Chaukaghat . 

NtiS 
S..""dg.ug. __ 
",,,,.1 '_11" __ 

on the I!letre gauge. 

N. 

The Nizam's guaranteed line (5' 6" gauge) was _now open from 
Wadi to BezWada, on the river Krishna, and the Southern Mahratta 
(metre ~auge) had reached the opposite bank and had their terminus at 
a place called by the name of the river Krishna, which was not bridged 
till the East Coast Railwa. y from Bezwa~~ to Cuttack came into existence -
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A connection between'the two lines was not formed till the East Coast 1892. 

came in. But nevertheless, competition for traffic from the eastern 
sections of the Southern Mahratta and the Nizam's lines to the Great 
Indian Peninsula Railway southern line and to Bombay, had already 
started between the Nizam's Guaranteed State and the' Southern 
Mahratta. Railways. 

N~ \SA.-

8,ood 9I1u' ........ -
IVI,I,., 9'''19.-- .... -

1i 
~ .. ..... .... 

,N. 

The Kidderpote Docks in Calcutta were completed in 1892, and Exten8ion of 

agreements were entered into between the Commissioners of the Port Z~~~~ 
of Calcutta and the East Indian Railway, and also between them andfacilitie8-

the Eastern Bengal State Railway, for the shipment traffic of both the ~:t:?ore 
lines being dealt with at these Docks. 

Before the Docks came into existence, the Secretary of State for 
India had given assent to a concession, that in order to encourage 
bookings to the Docks, the rates from all up country sta.tions on the 
East Indian, Railway (i.e., north-west of Hugli), should be the same 
as to Howrah, in spite. of the fact that the East Indian Railway had 
to pay to the Eastern Bengal State Railway for running powers bet
ween Naihati and the Docks. 

The sllrvices to be perfo~ed by the Commissioners were as follows :-
(1) The provision of necessary accommodation- for" receiving. 

standing and forwardirig East Indian Railway trains; 
and of accommodatij1g the staff required in the working 
of the same,' viz., all conveniences, buildings, machinery, 
sidings, locomotive requirements, running rooms, offices, 
furniture, fitti:ngs and other necessaries re'luired by the 
East Indian and the Eastern Bengal State Ra.ilways. 

G 
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(2) The supply of shunting power, staff (including labour), storer. 
stationery, printed forms for receiving, unloading and 
delivering to consignees inward merchandise from the 
East lndian Railway and connected lines, and receiving 
from' consignees, loading and forwarding outward goods 
fo~ the East Indian Railway and connected lines. 

\ 

tt. 

S'IIPUR 

. 
!AI 

Eo. ,l,,"VIOUNCL 

For all these and various other incidental services, the Commissioners 
were to be paid on all merchandise traf!ic received at and forwarded from 
the Docks, at ,the rate of-one pie per maund, except on coal and other 
mineral traffic. 

Oompetition The railways competing for the Delhi-Amballa-Kalka Railway traffic, 
't.u~;:i:~: betwee~ Delhi and Bombay, came to an agreement_l1Il~ which the 



COJ/PETITION AND COMBINATION, ETC. _ 67 

rates were to be equal for traffic between Amballa and via and Bombay, 
by the following routes :- - . 

(a) Via Sabarmati by the Bombay, Baroda and Central India 
and Rajputana-Malwa Railways. 

(b) Via Agra and Itarsi by the East Indian, the Indian Midland, 
~nd the Great Indian Peninsula. Railways. 

The ·teductions in rates made by the East Indian Railway and the 1893. 

Bengal Nagpur Railway, on grain, for traffic from the Central Provinces ~~~::!!a~~ 
to Calcutta via Asanso), were followed by reductions in rates by the rates to 

Great Indian Peninsula Railway from Nagpur to Bombay, for traffic ~~~~!~O; 
from the Bengal Nagpur Railway to Bombay. The Great Indian via. 
Peninsula Railway rates were reduced as follows :-

From Nagpur to Bombay. 
From viti Nagpur to Bombay • 

• per ton per mil-.4·73 pies. 
• rates varying from 4--36 to 3·375 pies 

per.tori mile. 

The rates formerly in force from Nagpur to Bombay were 5'92 pieil, 
or eay; about 6 pies per tou per mile, but it is to be remembered that 
before the opening of the Bengal Nagpllr Railway, the traffic which 
the Great Indian Peninsula Railway carried 'from Nagpur, was com
paratively small. The opening up of a vast territory by the Bengal 
Nagpur Railway gave new traffic to the-Great Indian Peninsula Railway. 

N~ 11. 

8"11111 9I1u91 .. _ .. ... -
/tIrtt't! !l1I1I~'_", __ 

N. 

a2 
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Perms 0/189SThe opening of the Rajpura-Bhatinda Railway, in the Patiala State, 
. ::r:e:'Jt.1. Jormed ~ direct chord l")l;lte from Rajpura o~ the North Western Railway 

800 N.-lf: to Bhattnda on the, RaJputana-Malwa RaIlway (or rather the Rewari
!YJiaj~;~~tl Ferozepore Railway) •. The Rajpura-Bhatinda .Railway is ~orked by 
Bhatinda line the North Western Rallway on behalf of the Patlala Durbar. The terms 
Defn~~!Jc:nd. of the traffic agreement .. settled between the East Indian and North 

Western Railwaytl, in May 1892, were extended to this newly:.opened 
section, and it was agreed that the traffic.to and from stations between 
Rajpura and Alai for Delhi and for vi~ Delhi (for the Bombay, Baroda 
and Central India Railway) should be routed over the Delhi-UmbaJIa
Kalka Railway; and ~he traffic to and from stations between Alai and 
Bhatinda should be carned over the North Western Railway route 
via Rajpura IIond Ghaziabad. ' 

1893-94 In 1893-94, one of the important events was that the junction for 
;;:;a;d{:; ~ interchange of traffic between all stations on the Bengal and North
intercha1l{Je Western Railway and stations on the East Indian Railway east of 
!:~::: I'Mokanieh, was transferred from Dighaghat to Mokamehghat, and 
a7ldN.-W, the Bengal and North-Western Railway wagon ferry, which was 
Rys./rom hitherto plying between Digha and Paleza was transferred to Mokameh-Digkaghat to _ 
Molcameh- ghat, which was already the junction for interchange of traffio between 
ghat. the East Indian and the Tirhoot State Railways. This meant a loss 

\ 

Me/hod 0/ 
division 0/ 
thrfmgh rates 
between the 
E. 1. a7ld the 
B..a1ld N.-W. 
RY8. 

of 60 miles in lead to the East Indian Railway~ but the interests of the 
public were considered paramount, and as the Bengal and North-Western 
Railway provided the ferry at Mokamehghat, it was proposed to take 
advantage of it. The East Indian Railway also gave the Bengal and 
'North-Western Railway the ooncession o~ a higher mileage rate in the 
apportionment of through rates; while the East Indian Railway 
distance was constant (viz., 284 miles) from Mokamehghat to Howrah 
and the Ea.Bt Indian Railway got the traffic in train loads, the Bengal 
.and North-Western Railway had ttr-collect. the traffic, and for a 
portion of the traffic, their lead was comparatively short. The method 
of division agreed to was as follows :...:. I . 

"(a) Where the Bengal and North-Western Railway'lead calcu
lated via Dighaghat, was 100 miles or less, 50 per cent. was 
to be added to the Bengal and North-Western Railway 
mileage before division, 

" (b) Where the Bengal and North-Western Railway lead was 
over 100 miles, but less than 150 miles, 25 per cent. was 
to be added to the distance of the Bengal and North
Western Railway before division. 

"(e) Where the'Bengal and 'North-Western Railway lead was 
150 miles or more, 10 per cent. was to be added t& the 
mileag~ of the Bengal and North-Western Railway before. 
division of the through rates." 

It may oe usdul to give a concrete example showing th~ method of 
division. 
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For instance, if a through rate of Re. 0-6-6 was granted for grain 
from Chowkaghat to Rowrah, the division and apportionment would be 
as follows :-

Bengal and North-Western Railway 
East lndian Railway • 

Actual distances 
(vid. Dighaghat). 

Miles. 
274 
344 

618 

As the distance over the Bengal and North-Western Railway was 
more than 150 miles, 10 per cent. of 274 miles (vi:!!., 27 miles) was to be 
added to the actual distance of 274 miles. Therefore the augmented 
distance over the,Bengal and North-Western Railway would be (274:+27) 
301 miles, and the total through distance 645 miles (Bengal and North
Western 301+ East Indian 344). Out of the' through rate of Re 
0-6-6, a deduction of 6 pies was made for the ferry charge and the 
balance .of Re. 0-6-0 was divided on mileage. 

645: 301: : 6 anuas: X 
:. X = 30;4~6 = Re. 0-2-10 

This left a balance of Re. 0-3-2 for the East Indian ftailway for the 
distance Dighaghat to Rowrah, and this rate for ·344 miles worked out 
to '11 pie per maund per mile. 

But as the traffic was carried via Mokamehghat (not Dighaghat) this 
mileage rate of'Il pie was worked out for 284 miles from Mokamehghat 
to Rowrah, and the East Indian Railway proportion thus came to 
Re. 0-2-7 (284 miles x'Il pie per maund per mile=31'24 pies). The're
fore the division of the through rate 'of Re. 0-6-6 from Chowkaghat to 
Rowrah (via Mokamehghat) would be-

Rs. A. P. 

Bengal and Nortk-Western Railway portion of the journey J) 3 Ii 
Bengal and 1ol.0rth-Western Railway (for the ferry) 0 0 6 
East Indian Railway 0 2 7 

o ·6 6 

If the rate were divided on actual mileage of the. two railways via 
Mokamehghat (after deduction of 6 pies on account of the ferry charge 
of the Bengal and North-Western Railway) the shares of the two lines 
would ha~e been as follows :-

• East Indian Railway-284 miles 
Bengal and North Western Railway-333 miles 

Rs. A. P. 

029 
(0 3 3t Railway 
to 0 6) rate and 

Fer r y 
o 6 6, charge~ 

Or in other words, the East Indian Railway would have got 2 pies 
more and the Bengal and North-Western Railway 2 pies less . 

• 
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1893·94. The Indian Midland Railway branch Jhansi to Manikpur afforded 
Competition an" alternati'~e route between the East Indian Railway Main Line between· 
I. M. IJ7MI stations east of Naini (including stations Naini to Manikpur on the 

JTG. It' RJ!8. East 11!dian R. ailw'ay Jubbulpur Line) and Agra, as the following 
or raJlic • f' '11 h between Naini COmpallSOn 0 distances WI s OW:- " 

and east there· 
o/and..4.gra. 

Naini to Agra (by the East Indian Railway direct) 

Naini to Manikpur, East Indian Railway ~ • 
Manikpur to Agra, rndian Midland Railwa~. 

Milca. 

281 

58 
318 

376 

The Indian Midland Railway in November 1893, started competing 
for traffic from the East Indian Railway east of Naini to Agra in order 
to obtain a share of it, on the ground that they gave the F.ast Indian 
Railway, a share of Cawnpore-Bombay traffic, via Jubbulpur. 

N~U8 
N. 

B.ofld gt1ugll._ • •. _ 
• M.t,. ~flfI~._, ... _ 

CUt" 

¢-, 
",,' . t,,. 

o~, 
(, .. ' 

VIZtANAGIlAM 

Junction In .Tanuary 1893, the Guntakul-Dhlg'IIlavaram section was transferred 
~!:oo!!4 from the South Indian to the Southern Mahratta Railway, and in Janu
the 8. M. awl aTV 1894 a connection was established between the East Coast and 
N·%:z!aft· 'th~ Southern Mahratta Railways at Bezwada by means of the metre 



fi 
gauge track being carrie.d over the Krishna Bridge, and thus Bezwada 
became the junction ,between the East Coast Rail",ay (5' 6" gauge), the 
Nizam's line (5' 6" gauge) and the Southern Mahratta Railway (3' 3JH 
gauge). ' 

The distances from Bezwada to Poona and . Hotgi compare as 
follows ;-

Bezwada to Poona 
Bezwada to Hotgi 

Via Wadi. 

Miles.-

595 
422 

Via Southern 
Mahratta. 
Railway 

Miles. 

772 
576 

Rice is grown in the country around Bezwada on the East 
Coast, and there is traffic in rice on both the Nizam's Guaranteed State 
and the Southern Mahratta Railways at this end of their lines, and the 
rates of stations on one line were adjusted, having regard to the rates 
of the corresponding stations of the other line. 

The East Coast line. as far as it was opened, had to face both water 
and road competition of a formidable nature, so that I it was thought 
cxpedient to reduce the rates, in the first instance, to the minimum of 
lth pie for class goods and to T~th pie for special class goods in all cases. 

In May 1894. a portion of the Barakar-Jheria Branch of the East 1894. 

Indian Railway, to serve the Jheria Coalfields, was opened for trafl!c, and ::°ix~:;/<' 
there was a proposal from the East Indian Railway to establish a Coal Coal Depot.' 

Export Depat of their own, on the right bank of the Hughli just below (Mt~~h 
the Botanical gardens· in Howrah (Sibpur); and to build a branch line 
from Bally to this depat. The matter, however, did not proceed ·further 
as it was thought that the Docks a~ Kidderpore had recently been built 
and opened for traffic, and that before starting another depat, it was 
necessary to gain further experience about the Kidderpore Docks as to 
(1) its capability of dealing with the export coal trafllc and (2) whether 
the trade required additionall),ccommodation, which could not be given 
at the Docks. Since then, the matter has come up for consideration 
of the railways and of the public from time to time; and in 1993, the 
whole subject, from the point of view as tQ whether any accommodation 
in addition to that at the Kidderpore Docks was required or not, formed 
the subject of an enquiry by a public commission, known as the Lufi 
Point Commission, to consider the proposaJ to build Docks for Coal 
traffic at Lufi Point. This ",ill be referre'a to Jater on. 

The Bengal Nagpur Railway, in order to encourage the introduction Redu~tionoJ 
of Berar and Centra] Provinces Cotton into Bengal, made a heavy reduc- c~~~jrom 
tion in the rate for cotton, from m·d Nagpur to via Asp.nsol, and the Ike C~ntral . 
classification of cotton, which was 2nd class,was reduce~ over the ~~~~':f:' 10 

Bengal Nagpur Railway, to special class, for leads of 600 miles and 
more, so as to allow of a lower rate than Ith pie per ma.und per mile. 
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which was and is yet the minimum authorised by the Government lor 
2nd class. This transfer of classification enabled· the Bengal Nagpur 
l~anway' to quote a rate of nearly lth pie per maund per mile. The 
Great Indian Peninsula Railway, on the other hand, fearing diversion 
of the export cotton traffic to the Calcutta Port, also,. reduced 
the rates to Bombay from Nagpur and stations west of Nagpur 
in the Central Provinces and the Berars on their Nagpur branch. 
The extent of the influence of this reduced rate on the Bengal Nagpur 
Railway on the rates to Bombay from the important cotton despatch-

. ing stations of the Great Indian Peninsula Railway, between Nagpur 
and Badnera, to Bombay can be well imagined from the comparisons 
given in the chapter on "Undue Preference, tJide page 215." 

N! 19. 

Bro,,~ '''Uf • .... _ 
Met,..""uf······_ 

N. 

In October 1894, the Bombay, Baroda and Central India Railway 
broad gauge connection between Godhra and Rutlam, in order to afford 
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relief to the metre gauge route between Ajmer and Ahmedabad, was Competilioll 

opened for traffic, and the distances be~ween Bombay and the following ~::' it ~ 
stations by'the 2 routes (viz., (1) by the Bombay, Baroda and Central B. and C.I. 

India Railway via Godhra and Anand and (2) by the Great Indian lJl~!:traJfi( 
Peninsula Railway via Khandwa compare as follows:- on the 

opening of tll, 
Route (1). Route (2). Godhra. 

Miles. Miles. 
Rutlam 433 514 
Indcl'e 507 440 
Mhow. 520 427 
Kalakhund • 529 418 
Ajanti 586 363 

The Bombay, Baroda and Central India Railway so adjusted their 
rates that the Rutlam route retained the traffic between Bombav 
and stations north of the Holkar ghats, and the Great Indian Peninsu~ 
Railway were given the traffic of all stations on the ghauts and below 
the ghauts to the Khandwa route (viz., from stations Kalakhund to 
Ajanti), but. the Great Indian Peninsula Railway did not accept this 
position and competition followed. 

Rutlam line. 

In 1895, the Southern Mahratta Railway gave six months' notice :J96~. 
of the cancellation of the agreement made between the Great Indian o/:'he 188,;n 
Peninsula and the Southern Mahratta Railways in August 1889, ~reemet 
previously referred to, and then came a period of war of rates; the :.~~;. land 

object of the 'Southern Mahratta Railway was apparently to get a s;J' Rya., 

better lead by a revised routing of traffic. The 1889 agreement was ~petition 
practically based on the. shortest distance betw~en the Hotgi and f:::iti::e~ ~ 
the Poona routes, but this had the effect of reducmg the lead of the ment. 

Southern Ma1!ratta Railway on the great bulk of the traffic originating 
on their line, and on which they would generally get a better lead vid 
Poona than via Hotgi. ..:. 

The matter was under discussion between the two railways for a 
long time, and the West of India Portuguese Railway's interests were 
also concerned. The West of India Portuguese Railway was built out 
of British capital on the guarantee of the Portuguese Government, the 
understanding being that the West of India Portuguese Railway would 
get the same treatment as a railway in the British territory would. 
It would appear that for some time it was held that it would be quite 
sufficient if a sliding scale of ;ates were applied via all junctions by 
the Southern Mahratta Railway, but this did not suit the West of India 
Portuguese Railway, as the distances to Poona from many stations 
being longer, this route had the advantage of a lower mileage 
rate under such a scale. However, by adjustments of rates over theix 
own line and in the steamer freight, they were able, in some cases, to 
maintain a difference in: favour of the combined rail and sea rou~, via 
the West of India Port\lguese Railway and the Murmagao Harbour 
for traffic to Bombay, as compared with the all rail routes via Poona. 
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and 1na Hotgi. Murmagao did not export direct to any other than 
Indian ports, and although it dealt with traffic to and from the 
Southern Mahratta Railway, the immediate destination of such traffio 
was Bombay, and shipment to European ports was made after the 
traffio had been received in Bombay; or in other words, the West of 
India Portuguese Railway in combination with a Steamer Company, 
offered an alte:@ative route for traffic between Bombay and the Southern 
Mahratta Railway, for which there were in existence the all rail routes. 

N~ 20. 

B"··"I·~ .... ~ Met ... ,.", ••••••• _ 

N. 

An agreement was however concluded between the Agents of the 
Great Indian Peninsul8. and the Southern Mahratta Railways in 1895, 
but ·carned into effect in 1896, Under which the routing of the traffic 
was mainly '1;ia the Poona route, except that the ,;io. Hotgi route 
retained certain stations on the Bijapur branch, from Hotgi to Gadag,
and a few other stations. The effect of this agreement was that the 
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difference in rates in favour of the Murmagao route, as compared with 
the rates by the all rail routes, was reduced and in some cases the rates, 
which were hitherto cheaper via Murmagao, became higher than those 
by the Poona and Hotgi routes as illustrated below. 

Prior to March 1896,_ the rates from the following atations to Bombay 
by the all rail and the combined rail and sea routes were as under :-

-
I Rates via Rates via Difference 

Stations. Poona or via in favour of Mormugao. Hotgi. Mormugao. 

Rs. a. p. Ra. a. p. Ra. a. p. 
Dharwar 0 6 4 0 8 9 0 2 5 

Hubli 0 G 8 0 811 0 2 3 

Annigeri - 0 7 3 0 9 3 0 2 0 

Gadag 0 7 8 ~ 9 1 0 1 5 

Hospet 0 8 9 0 911 0 1 2 

DevangiJ:i 0 8 9 010 3 0 1 6 

Bellary 0 8 9 o 10 G 0 1 9 

Arsekeri 

I 
0 0 0 011 8 0 2 8 

KUlnooi Road 0 9 0 Oll 6 0 2 6 
~ 

But on and from 1st March 1896, that is after the rates had been 
adjusted iJ? terms of the new agreement, the position was reversed, so 
that in many cases the rates via Murmagao became higher, as 
follows :-

. DifIerence 

Via Via Poona in favour of 
Stations. Mormugao. or viii Hotgi. (-)or 

againsq+) -
Mormugao. 

Ra. a. p. RB. a. p. RB. a. p. 
Dha.rwar 0 6 4 0 5 8 +0 0 8 

" 
Hubli . . 0 6 8 0 6 0 +0 0 8 

Annigeri · . 0 7 3 0 6 7 i-0 0 8 

Gadag 
, 

0 7 8 0 7 0 +0 0 8 

Hospet · · . 0 8 9 0 8 6 +0 0 3 

Devangiri . . 0 8 9 0 8 6 +0 0 3 

Bella.ry · · 0 8 9 ·0 8 10 ~ 0 1 
. 

Arsekeri · · '0 9 0 0 9 5 ~ 0 5 

Kurnool Roa.d 0 9 0 0 9 3 ~ 0 3 
--
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It would appear that the Southern Mahratta and the Great Indian 
Peninsula RailwaY's were inclined to agree to equalisation, because 
the basis of their arrangement was that the through rates should not be 
fixed between Southern Mahratta Railway and Bombay, at less than the 
through rate to Bombay via Murmagao Harbour, with Port Trust dues 
added. The Traffic Managers of the two lines held meetings;, as the 
result of which, the following scale with certain adjustments for Bombay . 
traffic via Poona was fixed. 

When carried over the Southern Mahratta Railway for distances 
o£-

175 miles or less • 
176 to 275 miles • 
276 to 500 " 
501 to 925 " 
926 miles and over 

• Perm .. und 
per mile. 

Pies. 

lrei 
Ith 
:th 
lth 
ith 

Equalisation was not what was required by the West of.India Portu
guese Railway and the Bombay Steam Navigation Company, who tele
'graphed on 23rd February, that from 15th March 1896 the rate from 
Portuguese ~rontie~ to Bombay would be reduced by one anna a maund 
(Rs. 1-11-0 per ton). 

The Bombay Steam Navigation Company took the course of issuing 
the following notice to grain merchants and their agents :-

"The Bombay Steam Navigation Company give notice that rates 
on (Grain and Seeds have been reduced one anna per maund from 
1st March 1896. Refunds will be made on such goods from and after 

, the 1st March." . 
The effect of the notice thus issued was to upset all ideas of equali

sation by the two routes, and traffic instead of going via Poona, went 
via Murmagao. This was taken up by the Great Indian Peninsula, 
and the result was that the rates via Poona were again' altered, while 
on the other hand the rates for grain tid Murmagao were raised to the 
maximum of ird pie per maund per IDl'e (9 pies per ton per mile). The 
result of this was, of course, to' stop any further reductions on the part . 
oithe West of India Portuguese Railway and the Bombay Steam Navi
gation Company and the rates became equal or cheaper by the all 
rail routes and the ttaffic went via Poona or via Hoigi. 

Anoth~r agreement was come to between the Great Indian Peninsula 
and Southern Mahratta Railways in 1896 in respect of traffic interchanged 
between the two lines other than Bombay and it was accepted that 
the shortest route should have the cheapest rates and carry the traffic. 
It was also subsequently agreed between the Madras, the Great Indian 
Peninsula and the South Indian Railways that the goods booked between 
theee 3 railways were to be carried at the rates in force, by t~e cheapest 
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route, although the traffic might be routed by a longer route to give 
the Railway bn which it originated, a longer lead; of course it was under
stood that the application of the shortest route rate by the longer did 
not involve infringemeiit"of the minimum. 

The rates for sugar and jagree had been considerably lowered .from Agreement 

Cawnpore to stations on the Great Indian Peninsula Railway in Khan-Jif diviBi~ 
desh and to Bombay, Baroda and Central India Railway stations on ja:r:~~:jJie 
their Neemuch branch. The railways came to an arrangement in 1895Jr::;~he%. 
to divide the traffic between the Great Indian Peninsula and. the :nd i: a~ 
Indian Midland Railways on the one side and the Bombay, Baroda and ~.~ at 
Central India Railway on the other. The Oudh and Rohilkhand and /0'0. P., ys. 

East Indian Railways were also parties to this agreement. The set- i' !. alnd 
tlement come to was as follows:- aJpu ana. 

.. 

(a) ';I'he total traffic in sugar and jagree from stations on the 
Oudh and. Rohilkhand, Rohilkund and Kumaon and 
Bengal and North-Western Railways to. stations on the 
Malwa section of the Bombay, Baroda and Central 
India Railway between Ajanti and Khandesh (excluding 
Khandesh) was divided between the Indian Midland 
Railway and Great Indian Peninsula Railway route via 
Cawnpore-Itarsi and Khandwa and the Bombay, Baroda 
and Central India Railway, via Cawnpore in equal' pro
portions. 

(b) Traffic from the Olfdh and Rohilkhand and the Rohilkunll 
and Kumaon Railway stations to Great Indian Peninsula 
Railway stations, Jubbulpur to Gadarvada, was allotted 

. to the Ea~ Indian Railway, route via Jubbulpur . 
(c) Traffic from Oudh and Rohilkhand Railway stations, Malipur 

to Moghalsarai on the Oudh and Rohilkhand Railway 
to stations on the Great Indian Peninsula Railway (ex
cepting Gadarvada to Jubbulpur) was divided between 
the Moghalsarai-Jubbulpur and Cawnpore-Jubbulpur routes 
in equal shares. In order to obtain this division, the 
rates for traffic from Oudh and Rohilkhand Railway 
stations Kasbi to Zaffrabad, were adjusted in favoUr of 
the Moghalsarai route and those from stations Jaunpur 
to Malipur were made the cheapest by the Cawnpore
Jubbulpur route. 

In 1895-96 sanctions were given for important eXtensions to Indi,an EztenewnB 
Railways t~Z ._ Banctione4 in 

• • • 1895-96. 
(1) For th~ construction, by the Bengal Nagpur Railway, of a 

line from Chakardharpur (Sini) to Calcutta, with a branch 
from Kharagpur (Midnapur) to Cuttack. 

(2) .lfor the construction of the Southern Punjab Railway from 
Delhi to Samasata. .. '--
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(3) For the construction of.the Bezwada Madras Railway, includ
ing the conversion of 25 miles of metre gauge (from NeUore 
to Guq.ur) into broad gauge. The latter formed part 
of the South Indian Railway, but as it feU within the ' 
alignment of the Bezwada Madras broad gauge line, it 
was absorbed into this line. 

(4) For the construction of a -Railway from Moghalserai to Gya. 

Opening oJ The construction of the Assam Bengal Railway was also in progress 
'~;~~":rf..~ngal and sections Chittagong to Laksham ,and LaKsham to Comilla, .including 

eompet{tion the Laksham-Chandpur branch, wefe opened for traffic. ThiS opened 
Git~'t~Ia up competition between the India General Steam Navigatio~ Company 

. . . o. and th.e Assam Bengal Railway for traffic to Chittagong port and places 
served by that port. The Assam Bengal Railway was interested 
.in the traffic from Calcutta.-' and the East Bengal being 
carried from Chandpur to Chittagong by the Assam Bengal Rail
way, but the bdia General Steam Navigation Company, which 
had hitherto carried this traffic by steamers to Chittagong direct, 
did not want to give up this traffic at Chandpur and hence competition 
followed. 

Through booking was established between stations on the Assam 
Bengal Railway via Chandpur and the Eastern Bengal State Railway 
and all stations on Indian Railways. The Assam Bengal Railway had 
to quote low rates from the very start for traffic between Chandpur and 
via and Chittagong. Apart from this a rate of ith pie per maund per 
mile was quoted on the Assam Bengal Railway for special class 
goods; i,p. some cases, even in 1895, e.g., the rates for coal, were 
at the minimum of +o-th pie per maund per mile. 

• It may be interesting to note here that the East Indian Railway 
at one time (1895) accepted a rate 'of -(oth pie per maund per 
mile on grain and seeds traffic, from the Bengal Nagpur Railway to 

grainona Calcp.tta for a'distance of 132 miles, from Asansol to Calcutta, 
:it:! 132 in conjunction with the Bengal Nagpur Railway, in order lo c~mpete 

with the Great Indian Peninsula Railway, which had reduced rates 
with a view to attract this traffic to Bombay.' This instance is men
tioned here to demonstrate that r~ilways have, in the past, accepted a 
rate of /oth pie on grain for a lead of 132 nu1es, although it involved 
hauling of Bengal Nagpur Railway wagons empty from Calcutta to 
Asansol. But it is also to be pointed out that the ~ast Indian Railway 
had not had to use their wagons to carry this traffic, which they practi
caUygot'in train loads from the Bengal Nagpur Railway. The East 
Indian Railway knew at the time that the'traffic was only temporary, 
and would be lost to them as soon as the Bengal Nagpur Railway got 

E.'!. By. 
accepting 
1 . Iif"plB on 

. 
direct entrance into Calcutta. 

Agreement ' In the Indenture made in August 1895, between the Secretary of State 
~~i:;~~1ie for lndi~ in COlPlcil and the, SQ-qthem Punjab Railwar Comran1.' thl' 
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following was provided in the matter of railway utes over tliis line sec.of,Stale 

and between the North Western Railway (which works the line) and ~~1f:~ng 
the Southern Punjab Railway ;- tra1fic inter, 

"(1) That the maximum rates and fares and classification of goods ~':::::t1..e 
-and passenger should be the same on'the Southern Punjab! ~ BWand _-

Railway as on the North Western Railway. R;S,' . 
(2) That the rates and fares for the carriage of goods and passen

gers will be on the mileage of I!he shortest route, and will 
be proportionately shared on the respective mileages 
making up the mileage of the shortest route. 

(3) That the Patiala State Railway will be deemed a part of the 
North Western Railway in determining the shortest route, 
and that all traffic originating and t~minating on the 
Patiala State Railway and passing to and from that line, 
will be booked by the shortest route. 

(4) That the North Western Railway may work all goods 'traffic 
by any route at their discretion, but this shall not affect 
the· distribution of earnings between the North Western 
Railway and the Southern Punjab Railway." 

Later on, there was dispute as to the distribution of earnings between 
the Southern Punjab and the North Western Railways under condi
tion (4-), and the watter was settled by arbitration in 1901. 

The Bengal Nagpur Railway had been f~r some time claiming a 
share of the traffic from KaJ;ni to Asansol and to stations Asansol to 
Calcutta by their route. 

The distances between Katni and Asansol by the two routes 
co~pared as under :-

Mileif.' 
Katni to Asansol by the East Indian Ra.ilway /i44-

Katni to Asansol by the Bengal Nagpur Railway 573 

The East Indian Railway urged that so far as up traffic from their DitJi8ion of 

stations (Calcutta to Asansol) to Katni was concerned, they were not t;,a1ficl;:n 

prepared to consider the claim of the Bengal Nagpur Railway to this s~/i~ 011 

traffic, because of the fact that the Bengal Nagpur Railway had no ~e!:,;I'thto 
control over this traffic, both the forwarding and receiving stations A~a1!8oi 011 

being on the East India'n Railwav, but in regard to traffic from Katni tbhete E. I·/hRy. • •• ween e 
to these statIOns, the followmg arrangement was made on 1st Nov- B. N. and 
ember 1896 :_ the E. 1. Rys • 

.. All downward local goods traffic of every description from Katni
to stations (Asansol to Rowrah inclusive) on the East Indian Railway, 
shall be divided equally between via East Indian Railway, and the 
Bengal Nagpur Railway. -

" To carry out this arrangement the Station Master, Katni, shall 
despatch one-half of the total weight of goods traffic by the EaSt 
Indian Railway' in East lndian Railway wagons, and the other half of 
the total weight by the Bengal Nagpur Eailway ro~te in wagons belong-
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ing to that line, complete consignments..,.lieing kept together and 
forwarded by one of the two routes, the sender's request as to routing 
being carried out when expressly st~ted on the forwarding note. 

"The railway that has forwarded an excess' quantity during one 
week over and above the proportion ol one-half of the total as agreed 
u,pon, must consign by the other route, during the following week in 
order to make up t~e difference necessary to adjust the balance due to 
the other week." , 

The Bina-Goona..and the Bhopal-Ujjain (Native State Railways) 
were taken over for working by t~ Indian Midland Railway. The 
former Was_opened in 1895 and the latter in 1896. 

BOM8AY 

N~ 21. 

Bl"OlJd #,u9(! •••••• -
Metre !/'u!le .••••• ..::0-

" . 
, 

/ 

The opening of the Bhopal-Ujjain line formed a junction between 
t,he Indian Midland and Bombay .. Baroda and Central India Railways 
at Ujjain. The broad gauge connectwn had not then been formed between 
Rutlam and Ujjain, and, therefore, for traffic from the Indian ~1idland 
Railway to Bombay, Baroaa and Central India Railway (e.g., from Jbansi 
to Ahmed,abad) there were two transhipments (viz., one at Ujjain and the 
Qther at Rutlam). But nevertheless, this opened an alternative rolii"e 
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fro~ the Northern India, say Agra, Cawnpore and Delhi, to Bombay, suh8equent 
Baroda and Central India Railway stations on the length Rutlam to seulemem., 

Godhra and Godhra to Bombay, by the way of the Indian Midland Rail-
way, and also for stations on the metre gauge north and south of Rutlam. 
The following comparison of distances Will show that the newly opened 
route had some influence on the traffic between the points referred to :-

Via Indian By Bombay, 
Midland B~rodaand 
Railway Cl'ntral India 

and Ujjain. _Railway. 

Miles. Miles. 

Agra to Ujjain 42iJ 531 
Cawnpore to Ujjain 433 754 
Rutlamto Cawnpore 493 690 
Rutlam to Agra 489 381 
Ahmedabad to Agra 694 537 
Ahmedabad to CaWnpo.re 698 762 

The Bhopal-Ujjain Railway opened the door for Kharagoda Salt 
for stations on the Indian Midland Railway vii! Ujjain. 

The Indian Midland Railway entered into competition for traffic 
between Northern India and the Bombay, Baroda and Central India 

- Railway via Ujjain and although the former could not retain the traffic, it 
could pull down the rates. The two railways settled their disputes by 
an agreement in 1896, in which the following division of traffic was. 
agreed to:-

(1) Traffic iroQl Agra, Cawnpore, To UjjaiIl and llice versd 
vid Agra, from AUgarh, 
Ghaziabad, llid Delhi (but not 
Delhi itself). up to Amritsar, 
('id CawnDore (from E. I. " 
and Oudh and Rohil-
khand Railwass but not Ca.wn
pore-Achnera). 

(II) Tra.ffio from ·.Rutlam and 
metre gauge stations south 
thereof a.nd broa.d ga.uge 
stations north of Saphala up 

I 

to Ahmeda.ba.d and llice verstt .. 

To D. U. K Railway, CawnpOlb 
and !lid (except or Ca.wnpore 
Achnera. Railway) and· for 
Oudh and Rohilkha.nd Rail-

.. ~-~~ .. ~~. wa.y stations north of Tillor 
and Shahgarh. • • 

" . 

AlIo~ted to the 
Indian Midland 
Railway route 
via Jhansi and 
Bhopal 

atlotted to the 
Indian Midland 
Railway route 
llid Bhopal and 
Ujjain . 

Competitive railway rates to Calcutta and Bombay for _wheat and 1896-97. 

oil seeds "from the North-West Provinces and the Punjab attracted a °Balcubtta-.. ~. 
great deal of attentIon on the part of both the Calcutta and the Bombay m;airy in the 

Chambers of Commerce. The latter also apprehended competi~ion 'fr.!er,:! ratelt 

from the Karachi Port on the opening of the Southern Punjab Railway NortAern. 

which was nearing completion. India. 

Each Chamber and railway serving it were anxious to 
shorten the distance nom their port to the producing centres' of 

H 
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Northern India. The Bombay, Baroda and Central India were looking 
forward to the sanction for a 5'-6" line from Aligarh to Nagda, via Muttra, 
and for a metre gauge chord, from Rew.ari to PhuJera, while the East 
Indian Railway were equally anxious for the construction of t,he Grand 
Chord Line from Sitarampur to Moghalsarai vi4 Gya. 

The Bombay Chamber took the initiative in the matter of railway 
rates and urged, for the appointment of a Railway Commission to inves
tigate the whole case from the point of view as to whether or not the 
East· Indian Raiiway high mileage rates from its stations, adjacent to 
junctions with the Bombay lines, as well as on the lengths Aligarh to 
Hathras, Aligarh to Agra, Delhi to Aligarh, for Bombay traffic, as 
compared with the rates fllt charge on traffic to Calcutta, constituted 
undue preference in preventing traffic for Europe taking its natural 
route via Bombay. On the other hand, the Calcutta Chamber and the 
Calcutta Port Commissioners agitated for reductions in rates towards 
the Calcutta port, principally for export traffic, on the ground that the 
Calcutta port ,was not getting the advantage of its cheap railway 
working and that it was not Jair to have same mileage rates for 
Calcutta as for Bombay, because the railways leading to the Bombay 
port were more costly to work, on account of high gradients and 
the absence of heavy local traffic, whereas the 'cheap cost of coal and 
other natural conditions on the East Indian Railway and its feeders, 
gave these lines special advantages in the matter of their ability to 
grant cheaper rates than the Bombay railways. 

The difference in the sea freights-to Liverpool between Calcutta and 
Bombay was 58. per ton in the case of wheat and Sa. per ton for oil 
seeds in iavour of Bombay at the time. 

The Bombay Chamber while admitting the advantages of the O'alcuUa 
Port in the matter of low cost of operation on the East Indian Railway 
drew attt:ntion to the fact that the bulk of the traffic from the Northern 
India.. and the Punjab to Bombay was carried by the Bombay, Baroda 
and Central India Railway (including Rajputana-Malwa Railway) route 
which was shorter than that of the Great Indian Peninsula, and that,. 
therefore, the argument of the· Calcutta Chamber about the cost of 
operation on the Bombay lines being high on account of steep gradientli 
and that the Great Indian Peninsula railway waibeing worked ata loss 
to -Government to the extent of over Rs. 40 lakhs' a year, owing 
to its inability to earn the guaranteed interest -of 5 per cent., did not 
apply in the case of the traffic in question, for which the shortest route 
was via the Bombay, Baro~ and Central India Railway and which 
railway was not handicapped by such conditions as tended to increase 
the expenditure on the Great Indian Peninsula. Railway. 

To bring out clearly the position in the matter of advantages and 
disadvantage~ . of the two ports in connection with the p~wer of the 
l'ailways to quote low rates at the time it may be useful to give percent.
ages of net earnings on capital outlay, as well as the per~entage of wb,tk .. 
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ing expenses to gross earnings on the East Indian, Rajputana-Malwa, 
and Bombay, Baroda and Central India Railways. They were as follows 
during 1892-97 :-

-

PERCENTAGE OF NET EARNINGS TO PEROENTAGE OF WORKING EX-
CAPITAL OUTLAY. PENSES TO GROSS EARNINGS. 

Bombay, I Bombay, 
East Raj- Baroda East Raj- Baroda 

-- Indian putana- and Indiaft putana- and 

Railway l-lalwa Central Railway. Malwa Central 
Railway. India Railway. India 

Railway. Railway . . 
Per cent. Per cent. Per cent. Per cent. Per cent. Per cent. 

1892 9·51 10·47 8·67 29·34 41-12 42·9~ 
~ 

1893 9·40 10·50 10'12 _30'15 43·20 36·55 -
1894 9'70 12·06 10'50 31'39 41·79 36·85 

1895 9·82 10·96 11·17 31·61 42·45 37·69 , 
1896 9·60 8·55 8·84 32·46 43·97 45·07 

1897 9·56 8·26 I 8·63 29·47 96'60 54-63 
I 

.Further, the week mile earnings of the railways during 1897 were:

Per week 

East Indian Railway 
Rajputana.Malwa Railway 
Bombay, Baroda and Central India Railway 

per mile. 

Rs. 
649·19 
212'24 
595'04 

:and the average sum received for carrying one ton one mile and the average 
.cost of hauling and the profit per ton miie were as given below:-

Earning. Cost in Profit per 
Pies per pies per ton mile 
ton mile. ton mile. in pies. 

East Indian Railway' • 4·87 1-48 3·39 

Bombay, Baroda and Central India 
Railway. 8·18 4·26 3·92 

Rajputana.-Malwa Railwa.y 7·47 3·57 3·90 

The capital cost per mile on the East Indian Railway in 1897 was 
Rs.2,19,819 against Rs. 76,736 and Rs. '2,18,404, the capital costs per 
mile of the Rajputana-Malwa and Bombay, Baroda and Central India. 
Railways respectively. It is true th~t the Bombay, Baroda and Central 
!'pdia and Rajputana-Malwa 'Railways paid a. return on their respective 
capital as good as the East' Indian Railway, but this was mainly due . , 

B 2 
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to the high average rate charged by these lines. The Bombay, Baroda 
and Central India Railway got a rate of more than 8 pies per ton mile 
and the Rajputana-Malwa Railway nearly 71 pies per ton mile, while 

, the East Indian Railway rate was 4·87 pies, but in spite of this low 
average rate of the East Indian Railway, it is seen that the East 
Indian Railway, owing to its exceptional low cost of operation, earned 
3·39 pies per ton mile against 3·90 pies of the Bombay, Baroda and 
Central India and RajputalUl.-Malwa Railways. . 

Again, the volum~ of traffic being...much greater on the East I~dian 
Railway their aggregate revenue, even at a low profit per unit, was 
larger. Therefore in spite of heavy capital cost and low earnings per unit, 
the EastA'n.dian Railway, owing to its cheaper cost of working and heavy 
traffic and better wagon ioads, was in a position to offer cheaper rates 
per unit per mile at a good profit than either the Bombay, Baroda. 
and Central India or Rajputana-Malwa. Railways. If the' .Bombay, 
Baroda and Oentral India and the Rajputana-Malwa Railways hact 
brought down their average rates to the level of those on the East 
lndian, their profits would have' been very small; in the case of the 
Rajputana-Malwa Railway it would have come ,down from 3'90 to 
1·30 pies per-ton mile, but even this would not have secured them the 
traffic, for the East Indian "Railway would have at once gone down 
further. The result would have been that the traffic would have continued 
to take its former route but the Railways would have Buffered heavily. It 
was true that the proportion of wheat traffic from the United Provinces 
was larger to Calcutta than to Bombay, and so also was the traffic in 
rape and mustard seeds; but the great bulk of the traffic to Calcutta 
was for local consumpt!on, for a large quantity of wheat was consumed 
throughout Bengal, especially in Calcutta, and. within a range of' 150 
to 200 miles from Calcutta and nfustard oil was extensively used in 
Bengal and East Bengal both for culinary purposes and for anointing 
the body before bath . 

• Oompetition Both the Calcutta and the Bombay Chambers of Commerce, however, 
-.~~u; tloe went on agitating and towards the end of 1896, the Calcutta Chamb~r. 
a~i,M,RY8. of Commerce asked for the m~imum rate over the East Indian Railway~ 
on the one to be reduced to about T'oth pie per maund per mile, but the East 
8lde and I' R 'I ' h' . t t thi at d f II . Ihe E. I. ndian a1 way aut ontIes were nQ a sage. prepare to a ln 

By. on the with the views of the Bengal Chamber about lowering the minimum, 
other. apparently on the ground that the time had not yet come for reduction in 

the minimum rate to a figure lower th.an ,loth pie per maund per mile. 
and the Bombay, Baroda and Central India and the Rajputana-Malwa 
Railways ,.also told the Bombay Ch~ber of Commerce that they were 

. not prepared to reduce their rates. The Great Indian Peninsula and 
Indian Midland Railways, however, decided in 1897 to take action to 
effect reductions in the rates from the East Indi~n Railway to Bombay, 
and the first action which they took was the cancellation of the agree
men~-come to in 1892 b'etween East Indian on the one side and the Grea~ 

. > 
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Indian Peninsula and Indian Midland Railwavs on the other. The Eallt 
Indian Railway were, under this agreement, . allowed a lien, via Jubbul
pur, on Cawnpore-Bombay traffic. and also on traffic from stations. on 
their length Khaga to Etawah and from the Oudh and Rohilkhand 
Railway to Great Indian Peninsula Railway stations west and south 
of !tarsi, for which the Indian Midland Railway via Cawnpore offered 
the shortest route. . 

The Indian Midland and the Great Indian Peninsula Railways were 
then separate undertakings and there was no serious talk" yet about their 
amalgamation. At fir~t sight, therefore, it will be difficult to understand 
why the Great Indian Peninsula gave notice to the cancellation of the 
1892 agreement because their lead on traffic viti Jubbulpur was 152 
miles.longer than via !tarsi, but the Great Indian Peninsula Railway had 
other objects in view. The cancellation of the agreement was followed 
by competition. 'The East Indian Railway, however, held that they 
were entitled to maintain equal rates viti Jubbulpur and in spite 
of the Great lndian Peninsula Railway declining to accept their pro
portions of the through rates quoted ~ Jubbulpur by the East Indian 
Railway, in effecting equalisation by the !tarsi route, the East Indian 
Railway continued tobook traffic at these rates resulting in over charges 
being realised by the Great Indian Peninsula Railway in Bombay, which 
the East Indian Railway promised to refund to the merchants. The 
position assumed by the East Indian Railway was held by the Bombay 
lines to be contrary to law as -under section 42 (4) (a), (b), (e), (d) of the 
Indian Railways Act: if one railway objects to its share of the through 
rate apportioned by another line, the remedy lies in the case being referred 
to a Court of Railway Commissioners and that the through rates with 
such apportionments cannot come into force without the sanction of 
the Commissioners. 

Any how this position could :not be maintained for any length of Settlement 
time and the parties concerned considered the advisability of settling between tiIa 

their dispute amicably. The settlement come to was practically atIi.~~ 
renewal of the 1892 Agreement, with the difference that "the East Indian E. I. RYB. 

o Railway, in order to be able to retain the share of the traffic they in 189'1. 

llitherto got via Jubbulpur, agreed to the following further concessions 
to the Great Indian Peninsula and the Indian Midland Railways :-

(a) That the E¥t Indian Railway were to recognise the right of 
the Great Indian Peninsula Railway to quote same mileage 
rates to Bombay from the East Indian Railway stations, 
as the East Indian Railway quoted for such stations to 
Howrah by effecting reduction in their own (Great Indian 
Peninsula) proportion. The East Indian Eailway were not 
to reduce their rates to Howrah after the Great Indian 
Peninsula had once quoted same mileage rates to Bombay. 

(b) The East Indian Railway' were to recognise the right of the 
Indian Midland Railway to a shar~ of the traffic from the 
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East Indian Railway stations bet~een Allahabad and 
Howrah to Agra and vice 1Jersd vid the Manikpur route; 
this traffic was to be divided in shares of i.ths to the 
vid Manikpur route and i'.ths to the East Indian Railway 
local route. This inclu~ed a share of the traffic in Bengaf 
Coal to Agra and beyond Agra and also a portion of the 
traffic in grain, cotton, etc., from Agra to Howrah. 

(c) Further, the East Indian Railway were 'to join the Great 
Indian PeniIisula and Indian Midland Railways in main
taining equalisation of 'rates with those in force' by the 
Bombay, Baroda and Central India and Rajputana-Malwa 
Railways route vid Sabarmati in respect of traffic between 
Delhi and Bombay; Ghaziabad and Bomb'ay, vid Ghaziabad 
and Bombay and vid Delhi and Bombay ~ the rates were to 
be divided on mileage between the three railways although 
the E~st Indian Railway lea<is were ·short. 

(d) Similarly, in the case of traffic originating on the East Indian 
Railway stations. on the length Agra to Delhi and -also 
for the-Oudh and Rohilkhand Railway t~affic vid Aligarh, 
the East Indian Railway were required to join the Indian 
Midland Railway and the Great Indian Peninsula Railway 
in mailltaining equalisation of rates to Bombay with the 
Bombay, Baroda and Central India Railway vid Hathras. 
The _ East Indian Railway were to accept mileage division 
of rates, subject to a minimum of Re. 0-1-0 per maund, 
which would. give them on the distance say Khurja to 
Agra 89 miles, a mileage rate equivalent to ·26 pie per 
maund per mile. 

I'his agreement was regaJded by the Bombay Chamber of Commerce 
~ -aa a satisfactory one in the interests of their port. 

Competition SOOn after the conclusion of this agreement, the Great Indian Penin-
between the BUla, Indian Midland and East Indian Railways combined to get. a ll)rger 
~L~ . 
I. M. 'and share of the traffic from the United Provinces and the Punjab to Bombay 
:~ ~eR!n~ .and vi~ ver'sa. The competition lasted for about 3 or 4 m9nths between 
Bide and the these railways and the Bombay, Baroda and Central India Railway, and 
B. M. Ry. in view of the unnecessary loss of revenue, tlte Consulting Engineer for andB.,B 
and C. I. Railways in Bombay thought it fit to mediate bet'Yeen the cOID:peting 
~t,. j;"he lines and eventually a settlement was come to between the Great Indian 
~a.ffic between Peninsula, the Indian Midland and the Bombay, Baroda and Central 
~~heay and India Railways at- a meeting, at which, besides the Agents and General 
I:ia. rn "'Traffic Managers of th~ 3 lines, there were present the Consulting Engi-

I neer and .the. Government Examiner of Accounts:-

From 1st May 189B, a settlemeht was arrived at between the Great 
. Indian Peninlmla, Bombay,' Baroda and Central India, and the Indian 
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Midland Railways, under ~hich it was agreed that the traffic should be Agreement 
pooled on the following basis :_ between t,,:e 

Bombay lnlee 

To Bombay, 
Baroda and 

Central India 

Delhi 
VidDelhi-

Southern Punjab Railway 
D.-U.-K. 'Railway 
East Indian-Railway • 
North-Western State Railway vid Ghaziabll-d 
Ea9t Indian Railway, and Oudh and Rohil-

khand State Railway stations oomprised in 
the territorial arrangement 

Hathras City 

... 

Railway. 

i 

i 
i 

60 % 
00 % 

60 % 
60 % 

To Great Indian 
Peninsula, Indian 
Midland, and East 

Indian Railways' 
route. 

1 

! 
! 

40 % 
40 % 

40 % 
40% 

But equal rates were not maintained by the two routes. The actual 
allotment of stations, based on statistics of traffic of previous years, 
to attain the above division, were as under :---.; 

• 

To broad gauge route vid Itarsi To Bombay, Baroda and Central India· 
Railway vid Sabarmati. 

(1) Delhi (Local). 
(2) Hathras City (Local). 

in 1898. 

(1) Stations on the North-Western Rail
way vid' Ghaziabad, including vid 
Saharanpur. 

(2) Stations oomprised in territorial 
arrangement, viz., stations Hathras 
to Khurja on the East Indian Rail. 
way, including vid Alighar. 

(3) East Indian Railway stations from . 

_ (3) Stations on the D.-U.-K. Railway· 

Chola(Bulandshahr) to Delhi-Shah
dara. 

(4) Stations on the Southern Punjab 
Railway vid Delhi. 

It will be seen that although alternative routes . existed in respect VieW8 oj the 
of traffic b)tween any two points, there was only one route open, so far ~elect itt 
as the public were concerned. The Select Committee ofI88I on Rail- on~':''lw:8" 
ways in England held the view that "the agreement so far as it in En~nd 
neutralised the benefits Qf competition should be construed strictly,'; :!:~ntB 
but it was held in the case of Hare verSltS London and North Western beti/ween 

R iI C h h ," I fbi' li . ra ways to a way ompany" t at.t ere was no prInClp e 0 pu IC po cy whICh terminate 
rendered void the traffic agreements between two lines of rlrilways for competition. 

the purpose of avoiding competition and tha't the Court would not 
interfere with a ttaffic agreement between the lines of railways to 
divide the net earnings in ce"rtain proportions." But in this latter case 
it would appear, the intention was that equal rates would be main-
tained by the alternative routes and the earnings of all the routes would 
be divided in certain fixed proportions, or in other words, so far as the 

. public were concerned, there would be equal rates by the alternative 
routes and all the routes would be open to them. 
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The Select Committee of 1853 pointed out that the tendency of the 
railway companies in England was to "union and' ex.tension and that 
competition usually ended in combination and amalgamation." 

In the report of 'the Select Committee of 1883, the following para
graph appears:-
. "There has on different occ!L;ions been effectual competition 
between railway companies and it~is probable that the charges now 
made will bear the trace of that competition. But it may be taken 
as a general rule that there is now no active competition between 
.different railways in the matter of rates and fares, Whenever different 
companies run between the same' places, they arrange their prices. They 
not only do make the same rates but bind themselves by agreement not 
to make lower rates so that one cannot lower its rates without the 
consent of the other." The same report goes on further to say that 
"the simplest and least, complicated form of combinatipn is the agre~
ment for equal rates .. and" that competition must fail to do for railways 
that it does for trade." It is true that iii the case of a great !nany agree
ments between Indian railways for division. of traffic, equal rates aTe 
not maintained· by the alternative routes, which appear to be contrary 
to the practice in England. As has been pointed out, the tendency of a 
traffic agreement in England is to arrange prices and to combine in 
order not to reduce rates without the consent of all the parties_ 
concerned. Therefore, it will be seen, that although equal rates by 
alternative routes are obtainable on English Railways, 'it is not possible 

. for one route to quote lower rates unless the other routes agree, so that 
the ,public are not benefited so far as reductions in rates are concerned, by 
having more than one route open to them. In traffic agreements between 
Indian railways, when the' pooling of traffic is carried out by allotments 
of certain traffic or certain stations to certain routes, the cheapest rate 
applies by the allotted route. When, however, there is congestion of 
traffic on one route, the excess is diverted to the other route and tem
porarily the rates of the allotted route are applied to the alternative 
route. If there be no division of traffic or pooling of earnmgs and the 

, arrangement be only as to equal rates by all routes, it will be to the 
'advantage of the traders and of the public to have all the routes open 
to them, for this will mean that although there might be no com
petition so far as railway rates are concerned, there will be 
competition in facilities. 

IIi. July 1898,the S&uthern Mahratta Railway Board in London 
gave I!-otice to the Gr£:at Indian Peninsula Board of the canceUation of 
the 1896 agreement relating to traffic between Southern Mahratta Rail
way statiolls and Bombay_ The necessity for the notice being that on 
the representation of the West of India Portuguese Railway to the 
Secretary !>f State for India through the Foreign Office in London, the 
India Office directed the Southern Mahratta Board to quote rates. 
from stationd on their system to Murmugao, similar to those in force • 
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between Great Indian Peninsula and Southern Mahratta Railways. 
The object apparently was to treat the all rail and the combined rail 
~lId Bea routes on a footing of equality, orin other word., to apply the 
same telescopic or sliding scales of rates up to junctions with the Great 
Indian Peninsula Railway and on the combined distance overthe Southern 
Mahratta and West of India Portuguese Railways to Murm~gao, leaving 
the Steamer Company and the Great Indian Peninsula Railway to quote 
.such rates as they liked. It may be mentioned that the Great Indian 
Peninsula had no minimum at the tiIQe and the Steamer Company was 
{)f course free to quote any rate it thought fit to charge. The Southern 
Mahratta authorities in India, however, addressed the' Great Indian 
Peninsula Railway with a view to coming to an agreement on the basis 
of the shortest route agreement of 1896, which had, previous to the can
cellation of the- agreement regarding Bombay traffic, appli.ed to other 
traffic Interchanged between the .Great Indian Peninsula and Southern 
Mamatta. Railways,. except on traffic to and from Bombay. The 
Bombay agreement being now cancelled, it was suggested on behalf of 
Southern Mahratta Railway, that the short~st route agreement should 
now apply to Bombay traffic as well, but this was qualified by the 
combined proposal of the West of India Portuguese and Southern 
Mahratta Railways that the actual distance by land between Murmagao 
Harbour and Bombay should be reduced from 253 miles to 88 miles in 
the case of sea route, which had the effect of considerably r!lducing the 
distance by the sea route, as the following example will show :-

I.-Ra£bag to Bombay. 

Raibag to Poona 
.Poona to Bombay 

Raibag to Portuguese Frontier • 
Portuguese Frontier to Murmagao 
Murmagao to Bombay 

Miles in favour of railway route • 

TOTAL 

TOTAL 

Actual 
distance 

191 
119 

316 

106 
51 

253 (by 
land). 

410 

100 

1I.-As proposed by Southern Mahratta and West 0/ Ind-ia Portugue~e 
Railways. 

Raibag to Bombay by Railway,. • - 310 

Ra.ibag to Portuguese Frontier • 
Portuguese Frontier to Murmagao 
Murmaga.o to Bombay 

. Miles in favour of the sea. route 

TOTAL 

106 
51 
88 (by sea) 

245 

65 miles . 
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The Great Indian Peninsula Railway were not prepared to accept this

position, and, therefore, competition was resorted to by both parties. 
The Great Indian P~ninsula Railway joined hands with the Madras and 
the Nizam's Railways and startfd competition for the Southern Mahratta 
traffic for Bombay via Raichur at;!d Guntakul and via Wadi and BezwlI.da 
and for Bangalore traffic via Arkonam and Raichur. The Southern 
Mahratta Railway retaliated by quoting block rates against junctions 
with the Madras lines, "Which not only affected Bombay traffic from 
the I Southern Mahratta Railway but traffic to Madras as well. It 
will be observed that the course of action which was once directed against 
"the Murmagao route by the Southern Mahratta Railway was now 
directed against the all rail route. The position was unsatisfactory from 
all points of view; The Government of India,' through the Consulting 
Engineer for Railways to the Bombay Gov~rnment, represented. to the 
railways that as there was some doubt as to the inte~tion of the Secr~tary 
of State in the matter, his distinct orders should he carefully enquired 
into at once with a view to the preparation of a schedule of through. 
rates such as he had ordered and that· until a settlement of the dispute
was arrived at, the railways concerned should combine to prevent quoting. 
of competitive rates, either harassing to the traders, or involving rates
that did not pay. The Consulting Engineer, however, could do no
further than record his views. Meanwhile, reference was made 
by the respective railways to their Boards in London for con:ect inter
pretation ?f the orders oi the Secretary of State. The London Boards 
took' action in December 1898 and laid down that the conditions and 
special scales of rates for Bombay traffic existing under the 1896 agree
ment recently ca~celled, ehould be accepted and kept in· force until 
questions between companie~ had been carefully considered and settled 
and that the same scales of rates were to apply via Murmagao. The 
matter rested here till the London Boards came to a settlement in 1899. . . , 

While this was the state of affairs i.q regard t9 competition for traffic 
between the Southern Mahratta country and Bombay, the Madras aill! 
South Indian Railw/!.ys' came to the following agreement :-

"~1) That all traffic from South Indian Railway stations to
Madras Railway stations and vice versa, i.e., traffic arising 
and terminating on th~ said railways, to be sent by the 
shortest route for direct interchange between the two
companies, rates by other junctions for such traffic in 
through booking being cancelled. For the purpose of this 
clause, via Guntalrul-Dharamvaram shall be considered 
an available South Indian Railway route as regards 
booking from stations on the .section between Pakala and 
Dharamvaram. . 

(2) That any local rates of either railwaY'Which interfere with 
the interchange of traffic in the manner provided in clause 
(I) to be cancelled, the Claims Arbitration Committee to 
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decide in the event of difference of opinion arising under 
this clause. 

(3) That traffic between South Indian and the Southern Mahratta 
stations only (not beyond) to be competitive. 

(4) That the So~th Indian Railway agree to cancel all via Dharam
varam rates other than class rates if it is shown that 
such rates are being used to attract traffic for Bombay or 
any stations on the Great Indian Peninsula Railway via 
Murmagao. or any other Southern Mahratta Railway 
route, either by retooking o~ by any other method; any 
difference of opinion under the clause to be referred to the 
uninterested members of the Claims Arbitration Committee 
for settlement. 

(5) That traffic between stations north of Ra-ichur, and South 
Indian Railway stations to be carried by the following 
routes :-

To and from stations between Pakala (exclusive) and Dharam
varam via Guntakul and Raichur. To and from Villa
puram (exclusive) and Tiraputi, via Renigunta. 

To and from stations east of Renigunta, via Renigunta. 
To and from stations between Trichinopoly Fort excluSive 

and Erode, via Erode and Arkonam. 
To and from all other stations of the South Indian Railway 

and lines worked by that railway, via Arkonam. 
(6)·That the cheapest rate via any competing route to be 

applied to the joint routes laid down in the preceding paJ;.a
graph, and when such reduced rates are applied, the gross 
receipts excluding terminals to be divided according to 
the mileage worked over by the companies interestesl. 

(7) All other traffic to be apportioned, according to the rate lists 
of each railway interested, by the route laid down in 
paragraph 5. 

In any case traffic is to be divided by the joint route laid down, , 
whether it travels by that route or not." 

In 1898, there was a moaillcation in one of the clauses of the agree- ~~'ion. 
• ment between the East Indian Railway and the Port Commissioners, for ::ent bdw':;'" 

-the performance by the latter of terminal services on traffic to and from fh:lJ· By. 

the Kidderpore Docks in Calcutta. The East Indian Railway had ~alc!tta Por' 
• asked for the provision of additional accommodation for their Loco c.0mmiB• 

staff at Dock junction and for improved water supply for their Locomo- Bwner8. 

tives and for the sorting and marshalling of empty wagons before the 
trains were made over to the East Indian Railway. The Port Commis-
sioners who worked the Docks asked for payment of one pie per maund 
on coal traffic for the additional facilities asked for. The East Indian 
Railway objected to this payment, particularly on the ground that the 
payment of one pie per maund to the Port Commissioners would mean, 
that the East·Indian Railway's power to give reduction in the freight 
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to the public would be .lessened ~ this extent. But the Port Com
missionerS pressed for this .payment which was !Iolready made on an 
other traffic but coal on the following grounds :-

"(1) The servi~es rendered by them to coal other than handling, . 
and of which the East Indian Railway are relieved, cost 
the Commissioners 1'2 pie per maund, and that if the 
demand for the sorting of wagons be ~onceded, this rate' 
will be increased' and a further expansion of the traffic 
will not reduce it, as further capital and other expenditure 
will be necessary to meet it. 

(2) The contention that, owing to such demands as are made, the 
. concession of equal rates to Kidderpore and Rowrah must 

be' reconsidered, is met by showing that this concession 
is not a term of the agreement, and that it was an essential 
one without which the Docks would not have been sanc
tioned by the Secretary of State. 

(3) It has been shown that were it not for the existence of the 
Docks,the present coal export trade could never have 
been founded unless the East Indian Railway had incurred 
a capital expenditure, the incidence of which, on an export 
of one million tons, would have exceeded -the ext'ra cost 
to the East Indian Railway of running to Kidderpore." 

The East Indian Railway eventually agreed to ano,! the Port Com
missioners on~ pie·per maund on coal booked to Kidderpore 1}ocks, the 
same as they paid on all other traffic already. 

The metre gauge 'link between Burhwal (the junction between the 
Bengal and North-Western Railway and the Oudh and Rohilkband Rail
way, at a point where the Bengal and North-Western Railway crOBBeS 
the river Gogra by abridge,. at a distance of 37 miles from Lucknow 
and 83 miles from Cawnpore) and Cawnpore was provided in order to 
facilitate.communication between metre gauge systeius north of the 
Oudh and Rohilkhand Railway and south of the Ganges. This link 
connected the Bengal and North-Western "Railway, on the metre gauge, 
with\ the Rohilkund and Kumaon Railway at Lucknow and with the 
Rajputana-Malwa Railway at Cawnpore and was built by the State 
~nd included in the administration of the Oudh and Rohilkhand Rail
way. The specific object of the procedure- was· to keep a control by 
the Oudh and 'Rohilkhand F.ailway on the local traffic on this length 
M.d on purely broad gauge traffic legitimately belonging to the- Oudh 
and Rohilkhand Railway. The Bengal and North-Western Railway 
were given running powers for the purpose of through traffic from the 
Bengal and North-Western Railway to Rohilkund and Kumaon Rail
way, and from the Bengal and North-Western Railway to Rajputana
Malwa Railway and "'Vice versa, for instance, the Bengal and North
Western Railway would have no right to carry traffic over this link 
origin!Lting at say Lucknow and.terminating at Cawnpore, or the traffic 
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from any station on the Oudh and Rohilkhand Railway beyond Luc1.""D.oW 
to say any station on the East Indian Railway beyondCawnpore. It 
was to provide against such traffic being competed for by the metre 
gauge that the link was built by the Government and not allowed to be 
made by the Bengal and North-Western Railway. Purely metre_gauge 
traffic was intended to be carried over this link, but the Bengal and 
North-Western Railway did not accept this view and claimed that the 
traffic from Bengal and North-Western Railway to stations on the link 
should belong to them and also that they should .be allowed to carry 
the traffic from the Bengal and North-Western Railway to the Great 
Indian Peninsula Railway up to Cawnpore in their own trains. The 
Oudh and Rohilkhand Railway were not prepared to accept this position. 
and there was a slispute between the two lines, but in order that the 
exercise of the running powers may not be delayed a provisional agree
ment was entered into, subject to se~tlement of the dispute later on . 

• The following was provided, in regard to control of rates, and pay:" 
ment for running powers in respect of the traffic for which the running 
powers were allowed, in the provisional agreement:-

"I. The Bengal and North-Western Railway Company shall run and 
haul its trains and traffic over the Oudh and Rohilkhalld metre gauge 
link; the Oudh and Rohilkhand Railway arranging to provide the 
staff necessary to deal with the trains and traffic at all stations between. 
Burhwal and Badsanagar, and between Amausi and Cawnpore inclusive 
on the railway aforesaid, allowing the Bengal and North-Western 
Railway the use of its accommodation at these stations . 

. "II. The Bengal and North-Western Railway shall have power to 
quote through rates from and to via any station on its system and 
connected railways to and from ma any station on railways reached via 
Cawnpore, subject to the following minima tolls.to be credited to the 
metre gauge link between Burhwal and Cawnpore and the following 
provisions :--, 

"(a) AM traffic to stations Rewari to Ferozepore a toll of 
R 9 d " .. -e. 0-2- per maun . . 

.. (b) For grain and seeds, salt and timber, and articles coming 
under the Oudh and Rohilkhand 125 miles sliding scale, 
toll to be paid between Burhwal and Cawnpore, to be 
Re. 0-1-4 per maund, and for rice and sugar, jagree and 
Aal root, and articles corping under the Oudh and Rohil
khand Railway 166 miles sliding scale, the toll to ~e. 
Re. 0-1-8, provided the distance carried on the Bengal 
'and North-Western Railway did not exceed 81 miles." 

cc (c) For all special traffic carried a greater distance. on the 
Bengal and North-Western Railway than 81 miles, the toll 
shall be Re. 0-1-8 per maund." 

.. (d) For ordinary class goods the classified rates charged on. 
the Oudh and Rohilkhand to be paid as a toll. 
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" (e) The Bengal and North-Western Railway, not to com
pete with the Oudh and Rohilkhand Railway for publio 
traffic to or from any station on the standard gauge 
railways east of Moghalsarai, or endeavour to carry 
such traffic to. the detriment of the interests of the 
Oudh and Rohilllliand Railway. 

"In consideration of these running powers, the Bengal and North
Western Railway to pay to the Oudh and Rohilkhand Ra,ilway 80 
per ·cent. of the gross traffic earnings of the Bengal and North
Western Railway trains running between Burhwal and Daliganj, and 
Aishbagh and the point of junction with the Bombay, 'Baroda and 
Central In4ia Railway at Cawnpore excepting in the case of the tolls 
provided for above, the whole of which was to be. credited to the 
Oudh and Rohilkhand Railway after deduction of the amount due to 
the Rohilkund and Kumaon Railway, which was to be calculated on 
mileage or any such basis as was agreed upon." 

Subsequently a provisional agreement was mada in connection wifh 
Rohilkund and Kumaon Railway traffic to be treated the same as the' 
Bengal and North-Western Railway traffic. These agreements were 
sanctioned by the Government of India provisionally. 

,1898:09 The competition between the Southern Mahratta Railway and 

bSetltlemer:,t M the Great Indian' Peninsula Railway was, as previously stated, tem-
e ween",. '. . 

G. 1. P. and porarily stopped by reversion to the rates under the 1896 agreement 
;:',{; ~:;/. pe.nding settlement of the whole question between t~e Boar.ds of the 

.o/rautingo/ raIlways concerned. In February and March 1899, SIX meetIngs were 
~~ten held between the Dirl)ctors of the Southern Mahratta, Great Indian : 
Bombayand Peninsula and the West of India Portuguese Railways and the Govern-
:iat!· By. ment Director of the Indian Railway companies, deputed from the 
,WlI8. India Office to repre$Efut the Government, was also present and' he took 

part in the proceedings of each day. It was felt from the beginning 
that any fair and equitable solution of the problems could only be attained 
by reasonable admissions on the part of the contending railways. The 
wishes of the Secretary of State wel,'e very Clearly stated and they were 
to the effect that in any scales of rates adopted by the Southern Mahratta 
Railway Company, the same facilities were to be given to the ports of 
Mlirmagao and Bombay. Hitherto, the Scales were on a sliding basis 

, which frequently overlapped and· rates on cumulative or telescopic 
~asis· were suggested. , 

It may be necessary to explain what the two scales mean. The 
difference between sliding and telescopic rates is that under the 
former the lowest rate chargeable on the longer distances applies on the 
whole distance, thereby necessitating the application of the differential 
rule (such as it would be necessary if a rate of 1th )lie per' maund per 
mile' were charged for up to 100 miles and say 1th pie for the entire 
distance for traffic carried for more than 100 miles; or in other words, if 
say the rate charged at -1-th pie for 100 miles was 20 pies and for 110 miles 
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.at ith pie is pie&, the rate-for all distances from 110 to 100 and even 
less would have to be made 18 pies untler ~he differential rule). 

In the case of telescopic scale, the charge for varying distances are 
the same both for short and long lead traffic in the beginning, or in other 
words, the reduction is for additional distanct:s (for instance, the rate 
for no miles under telescopic scale wculd be ith pie for 100 miles 
and &t ith pie for the additional distance of 10 miles). Although at 
-one time in India, sliding scales were very much in favour and considered 
most useful in developing long distance traffic, telescopic rates have 
since been found more practical as they tend to minimise the loss on 
(lomparatively short hauls, while introducing a general scale for both 
long and short hauls. 

The follo~ing telescopic seal" of rates fot special class traffic was adop-
ted in through booking betwQ<!n 80uthern Mahratta Railway stat.ions and 

(a) 'Murmagao. 
(b) Bombay via Poona. 
(c) Bombay via Hotgi. 

1 to 100 miles 
101 to 200 
201 to 300 
301 to 400 

.. .. 
401 miles and over 

Pie p~r 
maundper 

mile. 

·~3 
·20 
·16 
·12 
-OS 

These scales were applied on the through ilistances to Bombay via Poona 
and via Hotgi over the Great Indian Peninsula and Southern Mahratta 
Railways, and in the case of Murmagao on the through distance over the 
Southern Mahratta and West of India Portuguese Railways. In addition 
to these rates the following terminals were to be allowed to each rail
way:-

6 pies to the Great Indian Peninsula, 
3 pies to the Southern Mahratta, and 
6 pies to the West of India Portuguese R8.ilway. 

The routing of the traffic was to depend on the rates fixed at this scale, 
plus the steamer freight from Murmugao to Bombay in, the case of the 
sea route, that is, whichever route was rendered cheaper by the 
application of this scale for special class goods, that route was also_ 
adopted in the case of other goods. The Southern Mahratta Railway 
further agreed to quote the same scale of rates in through booking, 
between their stations and the Madras Railway via Guntakal, Bangalore 
and Renigunta and South Indian Railway via Dharmavaram and 
Katpadi as for Bombay traffic. For traffic to Bombay from junctions 
of Guntakal and Bang~ore, equal "rates were quoted by all routes (viz., 
by broad, metre and the sea route) and the same arrangement was also 
agreed to for Bezwada for traffic to Bombay. 
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Another agreement '\'Vas come to betweeb the Great Indian Peninsula. 
Madras, South Indian, and Southern Mahratta RailwayS to the effect 
that all other traffic than that to and from Bombay was to be carried by 
the shortest route, lIubject to the condition' that where the distance on 
the longer route was not more thal\ 20 per cent. greater than the distance 
by the shortest route, the traffic 'could be sent by- the longer route at. 
the rates in force by th~ shorter, provided that thereby a break of gauge 
was avoided. The rates were in all cases, both in the case of traffict 
between Bomb~y and Southern Mahratta -Railway stationa and in the 
case of all other traffic where the shortest route rate was applied by thlt 
longer .route, were to be diVided on mileage after deduction of terminals. 
This Bombay agreement was, however, to be in force for one year as 
an eXperimental measure. , 

Agreement Another important agreement concluded in 1899, was the settlement. 
between of the dispute between the railways concerned _ for traffio between r.·li.:i I. Cawnpore and stations north of Cawnpore and Nagpur and adjacent. 
and B. N. lltations .on the Great Indian Peninsula and Bengal Nagpur Railways 
Rys. re 
tralJit from and betweeIL Agra and places reached from and vid Agra and 
Agra and vii Nagpur. 
and Gaumpore -
and vii to The following were the routes open between Nagpnr and Cawnporfi 
-Nagput' and A 
..adjacenl and gra and Cawnpore :-

~u:,e:::.:r (l)' Via Itarm over the Indian Midland and Great Indian.Peninsule.. 
Railways. 

(2) Via Allahabad and Jubbulpar ove~ East Indian and Greab 
-Indian ·Peninsula Railways. 

(3) Via Katni, Allahabad and. Bilaspur over the East Indian 
and Bengal Nagpur Railways. 

(4) Via Katni, Bina, Jhanm and Bilaspur over Indian Midland 
and Bengal Nagpur Railways. 

Route No. (3) had the, shortest distance between Cawnpore and'. 
Nagpur and route No. (I) between Agra and Nagpur. The first principle 
adopted in this agreement was that when the excess distance by a longer 
route, over and above that by the shortest route, was more than 33 per 
ceni., such longer route must retire from competition. The distanceS: 
were as follows :-

Route No. I via ltarsi over the Indian Midland and Great Indian Peninsula. 

Cawnpore to Nagpur • 
Agra to Nagpur 

Miles 
806 
803 

Route No. II via Allahabad and JubbulpUT over East Indian and Great; 
Indian Peni~RailwaY8 •. 

Cawnpore to Nagpur • 
Agra to Nagpur . 

932 
• 1,089 
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Route No. 111 via. Katni, .A11ahabad arul B£laspur over the East lrulian arul 
Bengal N agpur Railways. 

, 

Cawnpore to Nagpur • 
Agra to Nagpur 

Miles.--
745 
902 

Route No. IV via. Katni, Bina, Jhansi arul Bilaspur tJUe1 lrulian Midlana 
arul Bengal N agpur Ra~1way8. 

Cawnpore to Nagpur • 
Agra to Nagpur 

Miles. 
849 
846 

After a great deal of discussion it was agreed to divide the traffic 
equally between these routes, so far as Agra to Nagpur and CaWIipore 
to Nagpur traffic :were -'concerned. This arrangement was also to apply 
in the case of traffic in jagree from the Oudh and Rohilkhand Railway 
2tations via Cawnpore to Nagpur as well as to traffic from via Agra (from 
the Bombay, Baroda and Central India Railway) to Nagpur. 

As to traffic on the Bengal Nagpur Railway stations ea,st of Nagpur, 
the only routes to be taken into account were those via Katni and Allaha
bad and via Katm, Bina and Jhansi. Similarly, for ~tations west of 
Nagpur on the Great Indian Peninsula Railway, the routes via Jubbulpur 
a.nd via Itarsi were only to count. To carry out this agreement the fot. 
lowing allotments were made :- ' 

From 

N agpur and vice lIer8d 

To 

Agra and lIid and (1) Vid llarri.-All traffic to Agra and 
Cawnpore and tlid. !lid. Oranges to Cawnpore, Indigo 

from Caw!\pore and vid, ! potato 
traffio from lIid Cawnpore. 

" 

(2) Vid JlIbb1l1por&-All class goods, 
grain -and seeds. wheat, spirits and 
rum from Cawnpore and !lid: All 
potato traffic from Ca~pore itself 
and I from vid Cawnpore. Jagree 
and sugar from vid Cawnpore (other 
than from and vid Oudh and RoMI. 
khand Railway); 

(3) Vid Katni-Martoara.-All traffic 
from Agra nnclvjd and aU traffio to 
Cawnpore and !lid. I piece goods 
traffio to Cawnpore and !lid. Pieoo 
goods, groceries and soojee from 
Cawnpore and !lid. 

(4) ViIS Katni, EtU' IwliAnRailtDl1y.
All sugar and jagree u()m Cawnpore ; 
printed books from ri4 Cawnpore i 
~re goods traffi~ Cawnpore anel 

I 
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Frow. To 

(b) Bengal Nagpur Agra and 
Railway stations, Cawnpore 
l\Iehdibagh to vid and 
Bilaspur. versd. 

(c) Bengu Nagpur 
Railway stations, 
Pamghat to 
Asansol and Gbu· 
£Uk to Rupound. 

Ditto 

vid, 
and 

'vice 

(d) Great Indian 
Peninsula stations 
on the N agpur 
Branoh (except 
Nagpur). 

Cawnpore and vid 
and vice verBd. 

Allotment. 

Allotted to vid 
Katni, I vid Indian 
Midland Railway 
vid Jhansi and. i 
vid East Indian " 
Railway route. 

Allottea Iiths -to 
the East Indian 
Railway and 
l'ifths to Indian 
Midland Railway 
routes. 

Allotted ,\ths to 
the vid ltam and 
hths to the !lid 
Jubbulpore and 
East Indian Rail· 
way routes •. 

RIIMARIS. 

Thll rates by the 
allotted route to be 
8 pie& lower than by 
the alternative route. . . 

The traffio between 
Ca;wnpore vid Ca;wn· 
pore and beyond 
and between TUDdla 
and atationa above 
was allotted to the 
East Indian Rail. 
way l all traffio be· 
tween Agra and tJid 
Agra for Rajputaoa. 

. Malwa Railway and 
beyond allotted 
to the Indian 
Midland Railway 
route. 

Rates to be fqual by 
both the routes, viz., 
vid ltarai and !lid 
Jubbulpore" and 
lower than vid 
Katni. 

(e) Ditto • Agra and vid aJld Allotted to vid Rates to be lower tJid 
Itarsi than by any 
other alternative 
route. 

vice versd. Itam route. 

(f) Katni, East Agra and tJid and 1 to East Indian The rates by the 
-Indian-··Railwa.y Cawnpore" and Railway andtto ·allotted route to be 
and Katni· tiid and vice Great Indian Penin· lower by one anna. 
Marwara. verBd aula. route. 

At a vice!egal conference which assembled at Simla on 15th August 
1899 it was determined to constitute a small travelling commission to 
enquire into local interests affecting railway schemes. The following 
remarks '-ppear in the Government of India Administ~:'~lon Report 
on Railways for 1899-1900:-

Railway .. The travelling. commission is to sit and take evidence ·in publio 
commiBsUm 
to COfI8idu and will be open to interested parties. H the results of the investigations 
1fop~la carried out by the" commission appointed for this year should prove 
regar .. ang t' ft' .... 'bI h h . . b f dit.'iBUm 0/ sa IS ae ory. It IS POSSI ,8 L at sue a COmmISSIOn may ecome part 0 

~~B~fz::: the ~egular machin~ry for the administ.ration of ra~w:ays in.the fu~ure, 
btlwun th& and.lt may develop roto a permanent railway COmmISSIon as IS descnbed 
B. N':a,nd in chapter V of the Indian RailwbYs Act IX of 1890." 
'J::it;'IIJY~ior . Ce The 1hst sitting of the commission took place in the Council Hall 
~mi7lislra. in: Bombay- on 13th November1899 to receive statements and evidence 
'Itle ;PUf'ZJ08eR. relative to a. pr~po~1 for tte constructioiI of the Bombay.Port Trust 

Railway. 'rhe Government of India agreed with the report of the com-
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mission that the necessity for the prcposed railway Wag established, and 
that the new line, including the comlection with the Bombay, Baroda 
and Central India Railway, should be constructed and worked by the 
Great Indian Peninsula Railway Company." . 

"Subsequently, the railway commission assembled in Madras in 
December 1899 to consider the point at which the new through line 
between Calcutta and Madras is to be divided for purposes of manage
ment and control; and it has been settled to fix Vizagapatam as the 
point of division with the reservation that power Will be retained to 
resume at any time, on six months' notice, the working of the whole or 
any part of the length from Vizianagram to Vizagapatam, giving running 
powers instead. An agreement has also been arrived at between Madras 
and Bengal Nagpur Railway Companies to prevent aitifical diversion 
of traffic by unequal rates, which will secure the interests of the dis
tricts through which the line passes." 

This commission also referred to the rates to be charged between 
the Bengal Nagpur Railway anei the Madras Railway in respect of 
traffio between stations on the East Coast ~ailway, after this railway 
ceased to be worked independently and was divided between Bengal 
Nagpur and Madras Railways. When the Ea8t Coast Railway was pro
posed to be divided between the Madras and Bengal Nagpur RailwayE', 
the Madras Government advocated the Madras Railway taking ovel the 
line as far as Cuttack but it was considered advisable that Vizaga
patam should be the junction point of the two railways. To meet 
Madras Government views as far as possible it was agreed that the 
Madras Railway. should have the right to quote rates from and to 
stations on its own system to and fr~m stations on the .Vizagapatam
Cuttack section which was handed over to the Bengal Nagpur 
Railway. In return for this concession the Bengal Nagpur Rail
way were given the same right to quote rates to and from stations 
on the Bezwada-Vizagapatam section which .was handed over to 
the Madras Railway. It was thought that this arrangement would 
prevent artificial diversion of traffic by unequal rates and that the 
local interests of the districts, through which the East Coast Line 
p~ssed, would also be secured by such an arrangement. 

One of the important events which took place in 1900 was the appoint- 1900. 

ment of a commission to receive statements and evidence and to consider 
the point of junction between the North Western Railway (5'-6' gauge) 
and the Jodhpur-Bikaner Railway (3'-3r gauge). The report of the 
commission was published for the information of the public. The final 
recommendations of the conimissionwere as foll~ws :-

" The con6.icting local interests are for the present narrowed to a Railu:ay Coo 

consideration of the importance and natural direction of the flow of ~o~ 10 

the trade (If the Nara Valley, not very large at present, but likely to pot;:~j 
increase by the opening of the irri~tion works of tlte Jharmo and other JuftcliOlt ' 

, 2 
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canals, 'aided by the colonisation scheme. The evidence regarding 
the direction this traffic is likely to take is conflicting, but we think 
that in normal· years the larger proportion will be westward, to the 
port, and that if there were. ~nly this local. traffic to be considered, 
the Karachi merchants would be quite justified in endeavouring to 
carry it to their port without 'any, break of bulk. But the through 
traffic, which is certain to develop by the advent of metre gauge, which 
that system. claiml'to carry in its wagons as far as possible both 
towards and from the sea port with the hope no doubt of ultimately 
carryingit all the way, appears to us to be still more important, and 
inasmuch as we regard their ability to so carry the traffio as a.' deter
mini:D.g factor in inHuencingthe flow of the trade from the North
West of India and Rajputana, and as likely to pave the way for the 
ultimate advance of the metre ~uge system when the necessity 
arises, we are of opinion that the memorialists of Karachi have failed 
to show that the proposed conversion would be detrimental to the 
interests of. the public generally, or even to the real' interests of the 
Karachi merchants, and we ,therefore recommend that the metre gauge 

.terminus be removed. from ShadipaUi to Hyderabad." .. 
The commission also recorded the opinion that looking to the estab-

lished metre gauge system in the country the evils of the broken gauge 
could only be finally eliminated by the admission of that system to the 
sea port wh~n the traffic justified it. The reasons for reference .to 
this commi!lsion are that. several important points in connection .\V1th 
the railway rates in force iB India generally were brought forth in the 
evidence before the commission. 

For instance, the Bombay,Baroda and Central India Railway repre
sentative pointed out that although the rates were in favour of Karachi 
from Bhatinda itself and from all stations North of Bhatinda,the bulk 
,of plte seeds traffic continued to find its way to Bombay j while on the 
other hand Karachi secured the bulk of the wheat. traffic. 

, Reference was also made to the possibility of the Bombay, Baroda 
'and Central India Railway quoting block rates against Karachi in the 
case of traffic from Rajputana-Malwa Railway via Marwar and ShadipaUi 
junctions. The Bombay, Baroda and Central India Railway representa
tive pointed out that an arrangement had already been come to with 
the Jodhpur-Bikaner Railway whereby the rates to Karachi and 
Bombay'respectively from stations north of Marwar junction as also 
from stations o~ the Rajputana-Malwa Railway south thereof as far as 

. Nana, would be equal to both ports, viz., to Bombay and to Karachi. 

One of the difficulties of the broken gauge pointed out by the Bombay, 
Baroda arid Central India Railway was that the merchants in Bombay 

'in' respect of arrivals via Bombay, Baroda and Central India 
route would not remove plrt of the consignment but would wait till 

, eQ.ch consigp.ment Was complete. It was also obl!erv~ th/lt," consi~ 



WMPETITiON AND COMBiNATiON, ETC. 101 

ment of 50 tons of wheat might be transferred into 4 broad gauge wagons 
and as 4 wagons did not always arrive at destination together the Rail~ 
way had to keep the goods until the whole cODsignment had arrived. 

A very important admission was made by the President of this-com
mission, Sir Frederick R. Upcott (then Mr. Upcot~ Secretary to the 
Government of India, Public Works Department), in his observation 
to the Deputy Manager, North Western Railway, who had, in his 
written statement to the commission, observed that it 'was notto the 
interest of the Government that it should be in the power of a guar~nteed 
line to divert traffic from a State line. The President of the Commis
sion said as follows :-

" I wish to give public expression to my opinion - which, I think, it 
is right should be given-that the Government of India do not as a 
matter of fact consider the interests of either State railways or guaranteed 
railways when they conflict with the interests of the country generally; 
their view is that if there is a monopoly in any part of India and if 
the interests of the country are against that monopoly, the Govern
ment of India are right in helping to abolish the monopoly." 

.Another important point disclosed in the. evidence was that it ~as 
the experience of railway routes with a break of gauge that when rates 
were equal traffic would keep to the unbroken gauge, but that if rates 
were favourable to the broken gauge traffic would go to the broken gauge. 
This statement was based on the experience of the ,Bombay, Baroda and 
Central India and the Southern Mahratta Railways. 

The Great Indian Periinsula Jtailway was purchased by the State on Purcha8e 

1st July 1900 and by indentures zp.ade on 1st December 1900 between ~ '~ ~":k 
the Secretary of State for India in Council and the Great Indian Periinsulaand the ama 

and Indian Midland Railway Companies, it ~as agreed that the former "i'te77/r 1. 
company should maintain, manage and work the Great Indian Penin- and I. M. 

sula and Indian Midland Railway systems as one undertaking. . RY8. 

The Bengal Nagpur Railway on 5'-6" gauge got an entrance into B. N. By: 

Rowrah giving direct communication by the East Coast Railw-ay between ~~': .~ 
Rowrahand Madras and Southern India and between Rowrah and (Howrah). 

Bombay. 

The Ghaziabad-Moradabad Railway on 5'-6" gauge giving direct G.-M. BI/. 

access to the important trade centre of Delhi was also opened in this year. 

The entrance of the Bengal Nagpur Railway into Rowrah in 1900 
enabled them to obtain direct access for the important traffic in grain 
and seeds from the Central Provinces to the port of Calcutta and to 
reduce the distances from the Central Provinces to Calcutta by 61 
miles as compared with the distances by the former route via .!sansol 
which route now lost the traffic to Calcutta from the Bengal Nagpur 
Railway. 
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The Tapti Valley Railway and Hyderabad~'Godavari Valley Railway 
were also opened for traffic in 1900. -

ra1!" Valley . The opening of the Tapti Valley Railway provided an alternative 
~:U:~ve route, though~longer, for traffic in cotton from Khandesh to Bombay. 
'O!JI,e!or The distances. from Jalgaon, Chalisgaon and Amalner to Bombay viti :::afJic Great Indian Penirumla direct route and via Tapti Valley Railway and 
[laanduh Bombay, Daroda and Central India Railway compare as follows:-
11\11 Bombay. . 

Jalgaon 
Chalisgatln 
Amalner • 

By Great 
- Indian Penin

Bularoute. 

Miles. 
261 
204 
296 

V i4 Amalner· 
Tapti Valley 
Railway and 

Bombay, 
Baroda and 

Central India 
Railway. 

Miles. 
353 
411 
318 

Ordinarily, a newly opened longer route cannot force down the rates of an 
existing shorter route-ltavmg entire command of the distance from the 

. statio~ of 'origin to destination, b~t the prevalence of high rates for 
cotton on th~ Great Indian Peninsula Railway, specially manipulated 
and sanctioned to prevent unnecessary redut!tiion in rates to the sacrifice 
of revenue of the railway, made the position of the shorter Great Indian 
Peninsula route r~ther weak ~n the opening of the alternative longer 
route, The classification for goods adopted by the Tapti Valley Railway 
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was the Bombay, B~roda and Central India Railway classification. 
This olaacllication ,was second class for cotton and as there was a special 
low rate for cotton from Burat to Bombay by the Bombay, Baroda 
and Central India Railway, in competition with the sea route, the com
bination of the second class rate and ofJhis special rate from Burat to 
Bombay tended to make the through rate by this route cheaper than 
that by the direct Great Indian Peninsula route, The Great Indian 
Peninsula Railway made a representation and a meeting was held between 
the representatives of the Great Indian Peninsula, and Bombay, Baroda 
and Cel'tral India Railways and Messrs,' Killick, Nixon and Company, 
Managing Agents of the Tapti Valley Railway, and the Consulting Engi
Deer for Railways to Government of Bombay, in February 1900. The 
Great Indian Peninsula Railway asked that the classification of cotton 
on the Tapti Valley Railway should be third class instead of second 
class. While this was accepted as a reasonable solution of tp.e problem 
to keep up rates by the Great Indian Peninsula Railway it was pointed 
out on behalf of the Tapti Valley Railway that the higher classi
fication would not be fair to the mills in Burat, Broach, Ahmedabad, etc . 
. It was, therefore, agreed that while the third class rate for cotton full 
pressed would apply on the Tapti Valley Railway generally an excep
tion would be made in the case of cotton when booked for bona fide 
use of the mills at Burat, Broach, Baroda, Nadiad, Ahmedabad, Asarva, 
Wadhwan, etc. 

It was also agreed that the traffic between Bombay and Amalner ..4.gree_'" 

(the junction between the Great Indian Peninsula and the Tapti Valley ';.~!t' y~. :~ 
Railways) would be divided in ratio 100-192 to the Great Indian Penin- B.: B. and 
sula and 92-192 to the Bombay, Baroda and Central India and Tapti C. I. By •• 

Valley Railways. In regard to traffic between Bombay and stations 
on the Tapti Valley Railway, it was accepted that the Great Indian 
Peninsula Railway had no right to such traffic vit! Amaln.er even for 
such statioDs for which the Great Indian Peninsula offered· the shortest 
route-the traffic originated on the Tapti Valley Railway and their 
righ .. t to carry it for the longest distance possible was recognised. 
A very important concession to the Great Indian Peninsula was the 
charging of the third class rate for cotton on the Tapti Valley Railway 
which enabled them to maintain the high rates without any diversion 
of traffic to the alternative route. .. 

The opening of the Hyderabad .. Godavari Railway afforded railway 
communication to the important cotton growing district-a through which 

.. it runs and. the qu~stion of rates for cotton from this area to Bombay 
was the subject matter of discussion between the Great Indian Penirumla 
and the Hyderabad-Godavari Valley Railways which was settled by 
an agreement in 1901. .. 

A 'general reduction was made in the Great Indian Peninsula Railway 1900. 

goods rates in 1898, the results of which were seen in 1900. It may not be -= :!a_ 
-out of place to mention here that .. prior to 1898 the policy of the ~iOII in raIU 
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Great Indian Peninsula Railway was to charge high rates, which not only 
had the effect of making that railway lose traffio at competitive points, 
but retarded the development of its local traffio as well. . The high rates 
of the Great Indian' Peninsula Railway were subjeot of comment by 
the publio. In 1898, general reductions were made in the rates for' all 
classes of merchandise, exoept cotton and piece goods, and low scales 
of rates were introduced, both in regardt!> maund rates, which were 
applicable, alike to goods carried in wagon loads as well as in small 

. lots, al1d wagon rates. especially for long distance despatches over 
300 miles. . 

It was h~ld that the lowest maund rates for grain, etc., should appl~ 
on actual weight seeing that the trade of India was principally in the 
hands of Elmall dealers. and that if they were to be enoouraged, they 
should get the benefit of the lowest rates in order especially to' develop 
traffio even at road side stations,whioh constitute the largest number 
of Railway Stations in India. and where there is scope for petty dealers 
only. 

That the results justified these reduotions will be seen from the 
following oomparative figures. The figures.- of general merchandise 
have been given, excluding ooal, as the coal rates were separately treated. 
for which Government scales were applied • 

... 
Average coat Average pro 

Year. Net earn· 
TODl. 

Rate per of carrying fit for carry 
ings. ton mile. one ton onll ing one ton 

mile. one mile. 

Re. Pies. PillS. Pies. 

1896 · · ~ 1,54,05,060 1,856,000 9·21 4·05 3·92 

1897 .. · · 93,83,684 1,1151,000 9·39 4044 3·25 

1898 · · · 1,41,02,053 2,056,000 8'05' 3·57 3-48 

1899 · · · 1,56,57,520 2,279,000 7·70 3·42 3-52 

1900 · · · 1,65,67,213 2,322,000 7-50 3·28 3·64 

It will be seen that the reduction in the lI10teswas at once followed 
by an expansion in the traffio, although the average profit of carrying 
one ton one mile was greater in 1896 than in either 1899 or 1900; this 
loss was nQ doubt due to the heavy reduotions, bue at the same time 
it is to be observed that with the increase in traffio the average cost of 
haulage came down from 4·05 pies per ton mile in 1896 and 4·44, pies 
in 1897 to 3'42 pies in 1899 ahd 3:28 pies. per ton mile in 1900. 

Another most important feature to be brought to notice is that the 
avowed object of, introducing low scale of rates by the Great Indian 
Peninsula Railway was to give an impetus to the development of long 
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distance traffic, and that this object was attained is evident from the 
, fact that while the average lead of goods carried on the Great Indian 

Peninsula Railway was 220 to 221 miles in 1896 and 1897, it was 249 
miles in 1899 and 238 in 1900. 

The corr~ct comparison is between the figures of ,1896 and 1897 with 
those' of 1899 and 1900, because-

(I) The reductions did not apply to the whole length of the year 
1898. They were introduced with effect from October 
1898. The year 1898 was, ther~fore, a year of both high 
and low rates. The average rate of that year was how
ever also low as there was almost immediate expansion 
of traffic within 'a short time of the low rates being intro
duced, which were well advertised beforehand. 

(2) The reduced_ rates were in full operation during 1899 and 
1900. 

(3) The ac~ual amalgamation of the Indian Midland and Great 
'Indian Peninsula Railways did not take place till December 
1900, and, furtl1erj the adjustment of rates due to the 
amalgamation were not made till 1901. 

So the results of 1899 and 1900 were not the result of the amalgama
_ tion but purely of the reductions. 

lt may be said that Jl.lthough the traffic in 1900 was greater than that 
of 1896 by 25 per cent., the net earnings were only more by 8 per cent. 
This is correct, but it is to be seen what the results of the net earnings 
were on the capital outlay and on the working expenses. 

The percentage of -net earnings on capital outlay was as follows :-

Per cent. 
1896 _. 5,52 
1897 • 5·36 
1898 • 5·00 
1899 • 5-48 
1900 • 1-55 

So far as these results are concerned, .only the year 1899 _ should be 
taken into consideration in comparison with the results of the previous 
years, because in 1900 the capital jumped up at once from £285,549,756 
in 1899 to £427,773,327 in 1900, owing to the inclusion of £122,441,611 
for premium paid for the purchase of the line by the Government. Thus 
in comparing 1899 with 1896 it is seen that in 1896 on a capital 
outlay of £279,029,173, the high rates, but with 25 per cent. less traffic. 
yielded a return of 5~52 per cent., whereas in 1899 the net' earnings on a 
capital outlay of £285,549,756 gave a return of 5·48 per cent., in spite 
of low rates but on a bigger traffic. 

As has already been shown. the working expenses came down with 
an expansion in the tratIic~ 



The results of the reductions may, therefore, be briefly summarised 
as' follows:-

(1) There was, a distinct advance in the traffic. 
(2) The 'reductions helped to, develop long distance traflfo in 

additi.on to increasing the traffio generally ; within 2 years 
the increase in w~ight was 25 per cent., and the average 
lead went up from 221 to 240 miles. 

(3) With the increase in traffic the cost of hauling one ton one 
mile went down. 

(4) The net earnings, even -in 1899 (i.e., in the first year of the 
reduced rates), were higher t~an those of 1896 (which had 
·an average rate of 9·2~ pies per ton mile against 7·50 piea 
per ton mile in 18.99). 

(5) In 1899 the increased traffic at a low rate paid a dividend' 
on a larger capital (which had risen from £279,029,173 
in 1896 to £285,549,756 in 1899) almost as good as earned 
in 1896 on a lower capitllol and with high rates (viz., 5·48 
per cent. in 1899 against 5·52 per cent. in 1896-0r the 
difIerence against 1899 was ·04 per ~eDt., practically 
insignificant). -

~!!~nce 0/ ~e question of the. entrance. of the Ben:gal Nagpur Railway into the 
Ike Bengal Jhena coal fields by a branch line from Midnapur to Jherria, and of aD 
~::~~~ ~h;l. 'independent route from -Calcutta to- Northern India, had been engaging 
lherria coal: the attention of the Governrnent and of the Calcutta merchanta for a 
~~~~~ long time, especially in view of the congestions that were taking place 
lC. 1. Ry. on the East Indian Railway. A committee was appointed to investigate 

the following points :- -

(1) The entrance of the Bengal Nagpul Railway into Jherria. 
(2) The relief of the congestion of traffic on the East Indian 

Railway. 
(3) lfhe provision of an independent access to Calcutta from the 

United Provinces of Agra. and Oudh. 

It was accepted as the result of the enquiry by the committee, and 
after~ hearing the evidence of the mercantile bodies and of the railways 
interested in. the question, that lihe Bengal Nagpur Railway should 
ha~~ free and independent access i,nto the Jherria coal fields, on equal 
terms with the East Indian Railway, by the construction of a branch 
from MidnapU! to Jherria. 

It was proposed that the East Indian Railway should have their 
Grand Chord line from the north-east to the north-west, running north of 
the field, and that the Bengal Nagpur Railway line from Midnapur to 
connect with the" Grand Chord, should run from the south-east to the 
south-west, rwining 5~)Uth of the field, and th&t no line should run 
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through the centre of the field, as was proposed by the East Indian Rail· 
way. 

Nl! 23. 
N. 

Nole.-A more detailed map will be found at the end of Chapter XII. 

'rhe East Indian Railway were to construct, own and work a loop 
line (to be known as the outer loop) from"Pathardihi to Khanodih, includ .. 
ing the Dh:a.nbaid-Jhema Chord, and the Bengal Nagpur Railway were to 
build the linQ from Bhoojodih junction to Mohuda, and tow-ork and own 
it, a.nd this was to be known as the inner loop. 

Subsequently connections were formed between these two loops by 
short links, so that every colliery in the field, whether situated on the 
Bengal Nagpur Railway or on the EasHndian Railway; could call for and 
be supplied with wagons of whichever Railway Company (Bengal Nagpur 
Railway or East Indian Railway) it .desired to send coal by, i.e., a 

·colliery on the Bengal Nagpur Railway desiring to send traffic by the 
East Indian Railway could indent for, and obtain for loading, wagons 
of the East Indian Railway, and ,,-ice versa. 

This arrangement was aliight, but at the time it was not anticipated 
that after the Bengal ~agpur Railway got entrance into the field they 
would for some time be debarred from carrying the export coal traffic 
to Calcutta because of then. rate on the longe..: distance 1Yi,j Midnapur, 
falling below the minimum when effecting equalization with the rate bV 
the shorter route of the ,East Indian Railway. 

In connection with the congestion on the East Indian Railway, it 
was thought that the additional lines asked for by them were not neces
sary .. as the congestion was found to be due to ~ther causes, one of w!llch 
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was the very liberal terms in respect of wharfage~and demUrrage at the 
Howrah terminus. The line, which the East Indian Railway asked for 
in 1901 (that is a chord from Burdwan to Howrah) was considered 
necessary some years later, and has recently been -made and opened for 
traffic. ' 

In connection with an independent line from the United Province'l 
to Calc~tta, it was considered that a line should be constructed from Gya, 
in combination of the Moghalsarai-Gya line, to meet the Bengal Nagpur 
Railway in the south-west of the Jherria coal field (this point is now 
known as Gomoh, the junction between the Bengal Nagpur Railway 
and Grand Chord line of the East Indian Railway from MoghaIsarai to 
Sitarampur). Both the Bengal Nagpur Railway and Oudh and Rohil
khand Railway were to be allowed running powers over tl1is Grand Chord 
between Moghalsarai and the point of junction with the Bengal Nagpur 
Railway. This line has been -made, but neither the Bengal :&agpur 
Railway nor the Oudh and Rohilkhand Railway have exercised running 
powers over it, although in times of pressure equal rates have been 
allowed from the United Provinces of Agra and Oudh to the Bengal 
Nagpur Railway Calcutta terminus at Shalimar, vid Gomoh, to those in 
force from the United Provinces by the East Indian Railway to Howrah. 
The Bengal Nagpur Railway Jine to their present goods terminus at 
Shalimar was opened fOIl traffic on 15th March 1901. 

E,ul Coa,' In terms of the recommendations of the Railway commission held 
By. at ,Madras in 1900, the working of the Northern ~ection of the East 

Coast Railway from Waltair (Vizagapatam) to Barang was made over to 
the Bengal Nagpur Railway, and of the Southern section from Vizagapatam 
to Madras to the Madras Railway, and the suggestion to give each Railway 
the right to quote rates froD;l the section worked by the other was given 
effect to: 

BelJiBed term8 The proviAional agreement come to between the Bengal and North
'::.'::ti~BY. Western Railway and the Oudh and Rohilkhand Railway in 1899 re
aM tM B. garding running powers oV;er the Burhwal-Cawnpore metre gauge link 
R1. ~·;!pecC of the .~udh and Rohilkhand Railway did p.ot giv~ satisfaction. to the 
ofnpming authontles of the Bengal and North-Western Railway. The matter 
::~~ed by was referred by their Board of Directors in London to the Secretary of 
the latter over State for Indi.a, and it was the ilubject of discussion for a lorig time, until 
~~e,;e~~~k at last Ii. meeting waS held between the representatives of the two lines in 
from Cawn- December 1901 at which the Director of Traffic, the Accountant-General 

_ :;,~ to Burn- (Public Works Department), andthe Under Secretary to the Gov~ent 
of India, Public Works Department (Railway Traffic Branch) werepresellt. 
Broadly speak;llg, the settlement arrived at was on this basis: the 
traffic arising on the metre gauge system (i.e., either on the Bep,gal and 
North-Western Railway or the Rohilkund and Kumaon Railway), 
whlQh could be carried todelltination in metre gauge vehicles was to be 
treated as wholly_ metre gauge traffic: -, 
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In . detail, the terma were as follows :-

(1) Traffic from and to the Bengal and North·Western Railway, 
to and from stations on the link was to be carried by the 
Bengal and North-Western Railway. 

(2) Traffic from the Bengal and North-Western Railway to the 
Rajputana-Malwa, Rohilkund and Kumaon, 'Jodhpur
Bikanir and. Kathiawar Railways (all on metre gauge), or 
traffic via ,the metre gauge and vice versa, was allowed to be 
carried in the Bengal and North-Western Railway wagons 
over the 'link. 

(3) Traffi(} from the Bengal and North-Western Railway to the 
Oudh and Rohilkhand Railway, to the North-Western 
Railway, to the East Indian RailwAy west of Cawnpore; to 
the Great Indian Peninsula Railway booked via Cawnporc 
broad gauge, was to be made over by the Bengal and North
Western Railway to the oUdh and Rohilkhand Railway, 
either at Barabanki or at Llicknow, as the Oudh and 
Rohilkhand Railway might notify. 

(4) ln respect of traffic from via Cawnpore to the East Indian 
Railway stations east of Moghalsarai, the Bengal and 
IS' orth-Western Railway could carry such traffic by their 
toute, if they could secure such traffic. 

(5) The Bengal and North-Western Railway were not to compete 
for traffic from the junctions of Benares, Shahganj, Ajodhya, 
Lucknow, Bareilly and Cawnpore and stations on the link 
to broad gauge stations west of Moghalsarai and vice ve1'88, 
but the Bengal and North-Western Railway were free to 
carry. traffic from these stations, and also from stations 
on the link to metre gauge railways beyond Cawnpore, in 
their own wagoJis, and to treat such traffic as their traffic. 

Payment 'for running p0W-els were originally agreed to be made to the 
Oudh and Rohilkhand Railway by the Bengal and North-Western Rail
way in the way of 80 per cent. of the receipts due to the link, in mileage 
division of the through rates with the Bengarand North-Western Rail
way. This payment was subsequently reduced in 1907 to 75 per cent. 

BattS. a/~, the • The Great Indian Peninsula Railway was taken over by the State 
. '~A!G~1~p. oJ in 19~0, but the working of this line as well as of the Indian Midland 

By. by the Railway, was made over to the Great Indian Peninsula' Railw~y 
State. Company. The standard classification adopted on State Railways (which 

WaS practically the East India!! Railway Classification) was introduced 
on the Great Indian Peninsula Railway, as well as the same maxima 
and minima rates. Hitherto, the Great Indian Peninsula Railway was 
not bound by minil:Da rates, and its maxiIDa rates were higher th3u 
those of the State Railways. The only exceptions made were in the case 
of the cotton and piece-goods rates, which .were retained at a higher 
figure than' t pie ver maund per mile A special revresentation wae 
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ma.de by the Great Indian Peninsula Railway in this respect in 1902, Agreement. 
which will be referred to later on. between G. I. 

P.andN.G. 
The opening of the Hyderabad-Godavari Railway from Secunderabad S. By,. on the 

to Manmad necessitated consideratio~ of the rate for cotton fro!ll Manmad b.e'/J.rr,.o~~e 
to Bombay for traffic from this RaIlway. A glance at the sketch map to Manmad. 

below will show that the section, Manmad to Hotgi, on th6 Great Indian 
PenIDsula Ra.ilway, runs parallel to the Hyderabad-Godavari Valley 
Railway. (The Barsi Light Railway was then only built from Barsi 
Road station, now known as Kurduwadi junction, to Barsi town. If 
had not been exte.nded to Latur, the present north-eastern terminus 
of the line.) 

N?:25 

.... 

Before the advent of the Hyderabad-Godavari Valley Railway, a good 
deal of the traffic in cotton· from the area lying between the Great 
Indian Peninsula Railway south-east line and the Hyderabad-Godavari 
Valley Railway, used to be carted to, Barai, Sholapur a~ Gulbarga on 
the Great Indian Peninsula Railway, and ginned and pressed there for 
despatch to Bombay. Pressing and ginning factories were started at 
the newly opened stations on the Hyderabad-Godavari Valley Rail
w~y, but the difficulty was the rate, from Manmad. to Bombay as 
compared with the rates from Barai, Sholapur and Gulbarga (parti-
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cularlY from Barsi, -especially as "Bam Cotton" had a name of ita 
own and fetched a higher price in the pmrket). Of course in time it 
was hoped that cotton ginned and pressed at the newly opened statioDs 
would gain reputation, the quality being in most cases the same j but 
owing to the rate from Barsi to Bombay being cheaper. it enabled 
the merchants there tooHer a better price, and helped carting· of 
cotton to that place in preference to places on the Hyderabad-Godavari 
Valley Railway. 

The distance from Barsi (Kurduwadi) to Bombay was 234 miles. and 
that from Manmad (the junction between the Great Indian Peninsula 
and the Hyderabad-Godavari Valley Railways) to Bombay was 162 miles; 
but while.the rate from via BarBi was Re. 0-10-8 peqnaund, that from 
via ~anmad was the ordinary rate of '80 pie (viz., Re. 0-15-8 per maund). 
The Nizam's Guaranteed State Railway (the Railway working the 
Hyderabad-Godavari Valley Railway) represented that this position 
aHected their interests adversely: .Although in resp~t of all other traffic, 
where rates were quoted.on mileage basis, the Manma<ljunction had its 

-advantage in the matter of rates to Bombay, owing to its shorter lead 
of 72 miles, as compared with the rates from Barsi (Kurudwadi), it had 
great disadvantage in the matter of co~tOD rates, 'and the Nizam's Guaran
teed State Railway claimed, similar treatment in the matter of cotton 
rates as in the case of class goods; bu~ the Great Indian Peninsula Railway 
did not allow this position and agreed only to grant the same rate tIid 
Manmad 'he via Barsi (viz., Re. 0-10.8 per maund).* The local rate from 
Maumad to Bombay" however, continued to be Re. 0-15-8 for 162 
villes against a rate of Re.0-11-3 per maund from Kurduwadi locally to 

. ·Bombayfor 234 miles. .- ' 

An agreemen:t was also come to between the Nizam's Guaranteed 
State and Great Indian Peninsula Railways on the following points,:-

(a) For all traffic from the Hyderabad-Godavari Valley Railway 
to broad gauge stations the traffic was to be carned by the 
shortest route, if the Nizam's Guaranteed State Railway 
so desired, and rates could be ~djusted accordingly. 

(b) In respect, however, of traffic flom the broad gauge to the 
broad gauge (viz., from~'the Nizam's Guaranteed State 
Railway broad gauge stations on both sides of Secunderabad 
to Great Indian Peninsula Railway stations on both sides 
of Manmad) it was accepted that a.lthough the Hyderabad. 
Godavari Valley Railway oHered the shortest route for 
traffic from the Nizam's Guaranteed State Railway stations 
~ast of Secunderabad to Great Indian Peninsula Railway 
stations east of Manmad, such traffic should continue to be 
routed by the broad gauge route vid Wadi, the object 
principally being to avoid the double transhipment. 

, . 

- ;Lately, however, the Great Indian Penins!lla Ra.iIway made tIieir rate via 
lIAJ!l!lad clleaper than from B~ and frQm tJi8 Kurdllwa4i. 
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It may be noted herE( that the Madras Railway, in their shortest 
route agreement With the South Indian Railway previously referred to 
and the Great Indian Peninsula Railway, in the agreement, just mention
ed, wit},l the Nizam's Guaranteed State Railway, seemed to hold the view 
that where double break of gauge was avoided, the unbroken gauge 
route, €lven if it be longer, should carry the traffic; but it will be noticed 
later on that in the case of traffic from the East Coast Railway stations, 
in the vicinity of Bezwada, to Great Indian Peninsula Railway staHons, 
the Madras and Southern Mahratta Railway claim the traffic, at equal 
rates via Bezwada and Hotgi and via Bezwada, Guntakul and Raichur, 
to those in force via Bezwada and Wadi, although the former two routes 
are longer and involve double breaks of gauge wherea~ the Wadi route 
in addition to being shorter,-is an unbroken broad gauge route. The main 
grounds of the Madras and Southern Mahratta Railway claim appear 
to be that, as the Southern Mahratta Railway and the Madras Railway 
have been amalgamated, and since the East Coast Railway also forms part 
of the Madras Railway system, they have the right to carry the traffic by 
the route that gives them the longest'lead, although such a course might 
.!nyolve two transhipments. It is not clear whether such a contingency 
was contemplated when the amalgamations were arranged. This ques
tion will, however, be discussed in detail in connection with an agree
ment that was come to between the Great Indian Peninsula, Nizam's 
Guaranteed State and Madras and Southern Mahratta Railways in 1911. 

The amalgamation of the Indian Midland and the Great Indian 
Peninsula Railways in 1900 led to adjustments of rates on t~e part of 
the new, Great Indian Peninsula Railway system in order to attract 
traffic to the Bombay port and to tlie . routes which gave the Great 
Indian Peninsula and Indian Midlan~ Railways, as a combined system, 
the longest lead. 

There was large traffic in grain and seeds from-East Indian Railway Oompetition 

stations on thefr main fu).e, Fatehpur to Bharwari, which portion of between G. I. 

h" lin II 1 f h . h Jh . M nikp- P. and E. 1. t elI e runs para e to some 0 t e statIOns on t e ansl- a ur Rys. for traffic 

branch of the G~eat In~an Peninsula Railway. . The impo~ant stations fr~a~. P. 
on the East lndian Railway were Khaga and SlIathu, while the corre- carried vii 
sponding stations on th,e Great Indian Peninsula RaUway were Bahil- Jub~p'Ur, 
purwa, Chittrakot, and A~rra. The river Jumna runs between these r;:~O;:"::ion 
two lines. At one time, owing to the rates from the Indian Midland °1JlI'R 
Railway stations on the Jhansi-Manikpur branch to Bombay being high, /I • • ys. 

traffic used to be attracted south of the Jumna to stations on the East 
Indian Railway and book~d to Calcutta or sent to Bombay via Jubbul-
pore. There was also traffic from the East Indian Railway stations OD. 

their Jubbulporeline t~ Bombay, which was particularly heavy from 
places like Sutna and Maihar. Such traffic always followed the Jubbul-
pore route as it was the shortest, but this had the effect of making the 
rates to Bombay higher than what it would be if the traffic was given 
up by the East indian Railway to the Great Indian PeniI!RUla Railway 
at the nearest junctioll$. W .. at Ma.nikpur or at Katni. 

• . x 
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The Great Indian Peninsula Railway, a year after the amalgamation, 
started taking measures by low rates to secure the traffic to the routes 
that gave them the longest lead and cheapest rates to their port of 
Bombay. Therefore', while minimum rates were quoted by this Railway 
from Manikpur. and Katni to Bombay, higher~ileage rates were 
ill force via Jubbulpore. Low rates were also quoted from stations on 
the Jhansi-Manikpur branch to Bombay. 

The rates quoted for grain by the Great Indian' Peninsula Railway 
were as follows {rom the undermentioned junctions :..-

From Jubbulpore and t>id to Bombay 
From Katni and t>id to Bombay • 
From :M:anikpur Itnd t>id to Bombay 

Miles. 

616 
771 

883 

Rate per 
maund. 

Re •• ,P. 

0 6 0 
0 6 II 
0 7 4, 

Pie per maund 
per mile. 
... ·116 

= ·10 

- ·10 

Reductions were also made in the rates for piece goods, sugar, kerosine 
oil,'saIt, iron and other goods, in which there was traffic to ~nd from 
the ports to and from the East Indian Railway ~tions ,and stations 
adiBcent to Katni and Manikpur on the Great Indian Peninsula Railway. 
The result was t~ th~ Great Indian Peninsula Railway Jhansi-Manikpur 
branqh retained the traffic originating south of the Jumna, and the traffic 
from Sutna, Sirathu, Khaga, Maihar, etc., to Bombay began finditig 
its way via Katni or via Manikpur instead of via Jubbulpore, the shortest 
route. The object aimed at by -the Great Indian Peninsula Railway 
was not so much to get a long lead on East Indian Railway Jiraffic 
as to get the ,rates for Bombay lowered in competition with Calcutta. 
If the traffic went via the shortest route via Jubbulpore, it meant. that 
the 'East Indian Railway would control the traffic over a -longer lead 
than if the .traffic went via Manikpur or via Katni; and, further, as it 
was to the interests of the East Inwan Railway to draw such traffic to 
Calcutta and the Bembay traffic did not get low rates over the East Indian 
Railway, so it was thought best by the Great Indian Peninsula Railway 
to compete for the traffic for Bombay by quoting the lowest rates from 
the nearest junctions in order to reduce the effect of '" blocking rates .. 
over the East Indian Railway. It will be useful to illustrate the 
position by an example. " 

Mi1ee. 
Sutna to Katni-East Indian Railway 61 
Katni to Bomb~y-vi4 Indian Midland Rail~a, and Great Indian 

Peninsula Railway ., • 771 

Sutna-to:Jubbulpore 
Jubbulpore to Bombal 

• 

832 -

• 118 
• 616 

7M 
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The Jubbulpore route is 100 miles shorter, but the Great Indian Penin
sula Railway can obtain the cheapeb1i rate to Bombay by the. Katni 
route. 

Piea 
Eut Indian Railway (maximum rate at ird pie plus 9 pi811 tilrmi. 

nal) from Sutna to Katni. • • • • • • 29 
Great Indian Peninsula Railway (minimum rate from Katni to 

Bombay). • • • • • . • • • 77 

106 

But via Jubbulpore the East Indian Railway rate would be, at their 
scale, 35 pies (if they did not levy the spec~l terminals via that junctionJ. 
which, combined with the rate of Re. 0-6-0 from Jubbulpore to Bombay 
over the Great lndian Peninsula Railway, made the through route to 
Bombay 107 pies. So that if the East Indian Railway wanted to retain 
the traffic to the Jubbulpore route they could neither charge the high 
terminal nor the maximum rate of 45 pies. from say Sutna to Jubbulpore. 
They would have to apply their scale rates and even go below. The 
Great Indian Peninsula Railway object was to obtain cheap rates to 
Bombay, and this they gained in the agreement that was come to in 1903. 

I While the grain rates were lowered down to their minimum, the rates. 
for other commodities were yet maintained at higher figures than the . 
minimum; but if the competition continued the rates would have come 
down. The competition did continue for more than a year. The dis
turbance of rates was great. For instance, it became. possible for traffic 
from Calcutta to Cawnpore to be booked to-Manikpur in the first in
stance and then rebooked from there, because the Calcutta-Manikpur 
rate had been reduced in competition with the Bombay to Manikpur 
rate. Similarly, in the case of piece goods· and sugar it became possible 
for traffic to be booked from Calcutta to Katni and then rebooked from 
Katni to Nagpur, for. it was cheaper to book traffic in this manner 
than to book direct from Calcutta to Nagpur, in cOJ:!S6quence of low 
rates being in operation between Oalcutta and Katni, in response to the 
competitive quotations between Bombay and Katni. 

The agreement concluded between the London Boards of the Great Agrummf 

Indian Peninsula, Southern Mahratta and West of India Portuguese ~7Pt~e 
Railways in 1899 was not considered suitable by the Southern Mahratta a~ iM· . 
Railway Company, and they gave notice of its cancellation after th~ 8. M. R. 

experimental stage of one year was over, and the competition that 
followed was even more serious than that after the cancellation of the 
1896 agreement. Change& in rates were frequent, and it was argued 
by the Great Indian Peninsula Railway that if the West of India Portu-
guese Railway Company ahd the Steamer Company, not being parties to 
the Indian Railway Conference Association, could vary their rates at any 
time, the Great Indian Peninsula Rllilway could also do the same in 
response to any quotations of these Con;tpanies. The result was that the 

• l1S)nilea x ird pie_ =_39 pies + 6 pies terminal = 45 pies 

·x2 



116 MONOGR.A.PH ON INDI.A.N R.A.1LW.A.Y R.A.TE8. 

merchants got tired of this position and the competition between Railways 
resulted in competition between merchants. The Bhayndar Salt merchants 
were placed at a disadvantage for Bhayndar, though close to Bombay, 
was a station on th~ Bombay, Baroda andCentralIndiaRailway. While 
the rates for salt hom Bombay, Dadar and other Great Indian Peninsula 
stations between Bombay and Kalyan were reduced on short notice, the 
Bhayndar rates would remain high for the time b~ing as,the reduction / 
via, Dadar junction with the Bombay, Baroda and Central India Railway 
coulc! only be made ilnder notice require~ by Conference rules. 

_ The competition was carried to extremes in the matters of rates 
all round,' but,the several routes cazpe to discover which traffic they 
could -command, and the railways also began to realise that the 
reduction iD. rates bet:ween the competitive points was affecting non-com
petitive areas as well, and, therefore, at a meeting held at Poona between 
the4}eneral Traffic Mlnagers of the Great Indian Peninsula and Southern 
Mahratta Railways in November 1901, a reasonable comprQmise was 
made and a territorial division of traffic was effected as follows:- -

1. Certain stations on the Southern MahrattaRailway were allotted 
to the rail and certain stations to the sea routes. A difference in rates 
of 12 pies per maund in special class, 18 pies per maund in first class 
and 24 pies per maund in other classes in favour of the sea route was 
maintained when that was the allotted route, and vice verslS. 

2. The Southern Mahratta Railway" stations were divided according 
to the following allotment and the division and routing agreed to was 
as folfows :-

AU rail route--(l) vi8 PoOna. 

fa) Traffic between stations, on the Poon~ branch of the Southern 
Mahratta Railway, Poona to Dhupdhal inclusive, and 

\ Bombay.· 

(b) Traffic between stations on the Southern lfuhratta Railway, 
Kengeri to Nanjangud both inclusive, and Bombay. 

(2) Viti Hotgi. 

(a) 'fraffic between Bombay and stations on the Southern Mah· 
ratta Railway, Hotgi to Badami inclusive • 

. (1)) Traffic between Bombay and the IDstna Canal Siding (Bez
wada). ' 

,Sea Route. 

_ 'fraffic between Bombay statio~ and Southern Mahratta Railway 
stations on the sections. noted below :-

• 
(a) Pa<:hhapur to Gunji (inclusive) on the Poona branch. 
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(b) Portuguese Frontier to Mangalagiri on the main line. 

(c) Kundgol southwards to Yesvantpur,' including Shimoga 
branch. 

(d) Alur to Hombal (both inclusive) on the Hotgi section. 

(e) Gulapalamu to Yelahanka inclusive on the chord line. 

3. The Great Indian Peninsula Railway agreed to, abstain from 
competing for traffic to and from the Southern Mahratta Railway stations 
by way of the Guntakal-Raichur route, and also to abstain from· COD:

peting for traffic to ~nd from Southern Mahratta Railway stations on 
the Bellary-Kistna Railway via Wadi, which had been allotted to the sea 
route. 

Junction Traffic. 

4. Bangalore (City and Cantonment)-All traffic excluding salt, 
which is dealt with hereafter, between the following Bombay stations I 
namely, Wadi'Bandar, Victoria Terminus, Colaba and Dadar, and Banga
lore (City and Cantonment) was divided between the following 
routes in the proportions noted below. The division was to be on 
freight value representing the through freight between Bombay and 
Bangalore-

V id Mormagao 
Vid Guntakai and Raichur 

- Vid Poona " ''' ... 

' .. One-fourth. 
One-fourth_ 

One-half. 

All goods traffic, excluding salt, between Guntakal and Bombay 
(Wadi Bandar, Victoria Terminus, Colaba, Dadar via Dadar, and Konkan 
stations) was divided by the routes shown below on the same principle 
in the following proportions, namely :-

Vi8 Raiohur 
Vid Hotgi , 

" One-half. 
One-half. 

The traffic between Bezwada and Bombay (Wadi Bandar, Victoria 
Terminus, Colaba.. Dadar via Dadar, and Kollkan stations) was divided on 
the same, principle in the following proportions :-

Vid Wadi 
Vid Hotgi 

One-half. 
One-half. 

The Dharamavaram Junct ion traffic was allotted to the fI,a Mormagao 
route with the fixed margin of diffe(e~ce in rates in favour of the sea 
route, 
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Salt Traffic. 

5. Salt traffic from all Konkan stations of the Great Indian Peninsula 
Railway, including Bombay and via Dadar, to all stations on the Southern 
Mahratta Railway, incl1Jding the junction stations, Bangalore (City and 
Cantonment), Dharmavaram and Guntakal, but not including traffic 
via t.he junctions, was allotted to the all rail route8 via PoontJ and via 
Hotg1', the otfer routes not being_ recognized for this particular 
traffic. 

The rates between the Great Indian Peninsula and the Southern. 
Mahratta . Railways for salt traffic was applied by the shortest route, as 
between vid. Poona or via Hotgi, as the case may be, and was divided 
in mileage proporhion, subject only to the one proviso that the Southern 
Mahratta Railway would be allowed 3 pies per maund as a short distance 
charge when their lead did not exceed 75 miles. -

.All other rates were also to be divided on mileag~, and scales were to 
apply on the through distance over the Great Indian Peninsula and 
Southern Mahratta Railways; the Southern Mahratta Railway were to be 
allowed 8. terminaJ. of 3 -pies per maund when their lead Watl less thau 
75 miles. 

These arrangements apply even to the present day. 

Bunni"" The opening of the broad gauge line between Bhatinda and Ferozepore 
f;:;~~~tti~ ~ntonment necessitated an agreement between the Bombay, Baroda and 
da ana Feroze-CentralIndia Railway,.the owners of this broad gauge link, and the North 
~;:eiv~gR~~'_ Western Railway to allow of the latter running its trains over the broad 
wag. gauge line between Bhatinda and Ferozepore. The following were the 

clauses reiating to rates and fares and payment for running powers in- the 
agreement. which was -come to in. -1901 :-

" .All the traffic carried in North Western Railway trains between 
Bhittinda and Ferozepore Cantonm~nt,- and consigned to or from or ~ 
its system and connected railways, from or to or via any station on the 
broad gaUge line and copnected railways, shall be considered BombaYJ 
Baroda and Central India (R~jputan~Malwa) Railway traffic, and ac
counted for as such in the usual manner." 

"The classification of goods, and rates and fares to be'charged for 
traffic carried in North Western Railway trains over the Ferozepore· 
Bhatinda section (1) in local booking between stations on the broad 
gauge line, (2) in thro1Jgh b~oking between such stations and stations 
on the North Western Railway reached via Ferozepore' Cantonment 
or via Bhatinda; and (3) in through booking between vid. Ferozepore 
Cantonment and via Bhatinda (i.e., cross traffic), shall be the same as in 
force on the Bombay, Baroda and Central India (Rajputan~Malwa) 
Railway. As a remuneration for such servjces, the Bombay, Baroda 
and Central India (Rajputana-Malwa) Railway shall pay to the North 
Western Itailway 20 per cent. of the gross traffic earnings on the 
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traffic carried in the North Western Railway trains running between 
Ferozepore Cantonment and Bhatinda." 

A dispute aJ:ose between the North Western nai1way and. the Southern Diapule be
Punjab Railway as regards apportionment of through rates and as to the !:'ndil" I~' 
rights of the Southern Punjab Railway for freight on cross traffic. The Ry~. 
points of dispute were /let forth in the schedules to the memorandum 
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of the appointment of an arbitrator. The ,schedules are reproduced 
below:-

Schedule to the Memorandum 0/ appointment, dated 28th June 1900. 

Claims of the Company. 

1. That the Company are 
- entitled to have credited 

in account with the Secre. 
tary of State as part of the 
gross earnings of the Com. 
pany's Railway, under the 
said indenture of 13th Au· 
gust 1895, its mileage pro
portion of the rates on all 
traffic interchanged. be· 
tween the North Western 
State Railway system for 
the time being (including 
the Company's Railway 
and the Patiala State Rail· 
way) . and foreign _MeS, 
wherever the Company's 
Railway f(!rms part of the 
shortest route for such 
traffic, on the assumption 

- that the same has gone by I 

such shortest route by 
whichever route the same 
may in fact be sent. 

2. That the Company are en· 
titled to have credited in 
account with the Secretary 
of State as part of the 
year's earnings, of the 
Company's Railway, under 
the said Indenture, freight 
on maintenance and reve· 
nue stores for use on sec· 
tions of the North Western 
State Railway system 
other than the Company's 
railway, where suoh stores 
pltSS or might pass over 
the Company's railways 
in circumstances, Wihich, 
unde! Clauses 1 and 18 of 
the said Indenture, would 
entitle the Company to 
credit in respect to ordi· 
nary traffio. 

3. That the Company having 
by direction of the GOTern

. ment of India paid to the 
Bombay, Baroda and Cen· 
tral India Railway Com. 

THE FIRST PART. 

Refusal by the Secretary 
of State. 

The Seoretary of State's 
letter of. 13th July 1899 
stated that the Contract 
to be oonstrued related t. 
the construction of the 
Southern Punjab Rail
way and to its working 
and management, in oon
junotion with the North 
Western Railway and 
that the shortest route 
contemplated is the short

. est route from any point 
to any other point by the 
lines of the associated 
railways, not any route 
made up in part of a 
'foreign line, over which 
the associated railways 
have no control as to 
rafl'fls and fares in through 
booking, and in particu. 
lar refused to admit the 
Company's claim ia re
spectof-

(a) "Traffic to stations 
north of Raewind which is 
booked for' interchange 
with the East Indian 
Railway at Gh~b~ 
and with the Bombay, 
Baroda and Central India 
Railway at Delhi, as the 
shortest route from Delhi, 
at Ghaziabad to suoh 
stations involved the use 
of the metre gauge sec· 
tion of the Bombay, 
Baroda and Central India 
'Railway between Bha
tinda and Fcrozepore; 
and further declared that 

(6) " The • shortest route ' 
rule applies only in the 
ease of goods received by 
interchange from the 
point at which they were 
80 received and that no 
responsibility attaches to 
the North Western RaiJ' 

Mattel'B in difference. 

Whether the Company 
were ~ and are entitled 
to have oredited in 
acoount with the Secre. 
tary of State as part of 
the gross earnings of 
the Company's railway, ' 
under the said Inden· 
ture of- 13th AugU8~ 
1895, its mileage pro. 

. portion of the rates on 
all traffio interchanged 
between the North 
Western State Railway 
system for the time 
being (inoluding the 
Company's Railway 
and the Patiala State 
Railway) and foreign 
lines wherever the Com. 
pany's Railway. forma 
part of the shorte&$ 
route between the 
point of despatch and 
the point of destina
tion for such traffic, 
on the assumption tha$ 
the same has gone by 
such shortes~ route by 
'whiohever route the 

. same may in fac~ be 
aen~ in all cases, and 
whether such shorten 
route is or is n~ made 
up in part of • foreign 
line and in particular-. 

(a) Where a -metre gauge 
railway is part.of the 
-8hortes~ route; and 
(6) When the consignor 
or a foreign railway 
decides tho poin~. of 
interchange a~ • poin~ 
other than the poin' of 
interchange on the 
sho~ route. _ 

Whether the Company 
are entitled to have 
oredited in aoooun' 
with-the Secretary of 
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Schedule to the Memorandum 0/ appointment, dated 28th June 1.900-
continued. 

Claims of the Company. 

pany for the construction 
of their authorised line, a 
distance of '79 of a mile to 
the station of the North 
Western Railway at Delhi, 
and the completion of such 
line having been prevent
ed by the Government of 
India in breach of the 
provisions of the said In. 
denture, the Company are 
entitled to oredit for the 
full mileage of their au tho· 
rised line, and the Secre· 
tary of State is not entitled 
under the said Indenture 
to deduct from the gross 
earnings of the Company's 
railway the -Company's 
earnings as for t\'110 miles 
in respect of the use of a 
·79 of a mile of another 
Company's line used. in 
oonveying the traffic from 
the Company's line into or 
from the said station. 

-I 

I 

Refusal by the Secretary , 
of State. 

way if the consignor or a 
foreign railway decides 
the point of interchange 
in a IIlanner disadvan
tageous to the interests of 
the SoutheJ;ll Punjab 
Company." 

The Secretary of State by 
letter of 13th July 1899, 
concurred with the Gov
ernment of India in the 
interpretation placed by 
them upon the Southern 
Punjab Railwa.y Compa
ny's contract, lIiz., " that 
nothing in respect of 
such stores comes within 
the definition of gross 
earnings in clause I, nor 
is there any other clause 
whioh can support the 
Company's contention." 

The Government of India 
on the 9th December 
1899, informed the Com
pany that the Secretary 
of State had confirmed 
their decision that a de
duction as for two miles 
should be made. 

THE SECOND PART. 

The Decision of the Governme~t of India on behalf of 
the Seoretary of State. 

Matters in difference. 

State a! part of the 
gross earnings of the 
Company's railway un
der the said Indenture, 
freight on maintenance 
and revenue stores for 
use on sections of the 
North Western State 
Railway system other 
than the Company's 
railway, where such 
stores pass or might 
pass over the Company's 
railway in circumstan. 
ceij which, under clauses 
1 and 18 of the said In· 
denture, would entitle 
the Company to credit 
in .respect to ordinary 
traffic. Whether the 
Company are entitled 
to credit for the full 
mileage of their autho
rised line into the sta
tion of the 'North 
Western Railway at 
Delhi or whether the 
Secretary of State is 
entitled to make any 

- and what deduotion in 
respect of the use of 
another Company's line 
in ilonveying the traffio 
from or to the Com
pany's line into or from 
t4e said station. 

Matter in differenoe. 

The Government of India in a letter, dated 15th Septem. 
ber 1899, to the Manager of the North Western Rail
way,said:-

.. In oonneotion with the approaohing re'/ision of the 
existing Agreement with the Bombay, Baroda and 
Central India Railway Company for working the 
Rajputana.Malwa Railway system, right has been re
served for the resumption by the State of the Bha· 
tinda-Ferozepore section or anv part thereof at any 
time between the 30th June 1900, and 31st Deoember 
1904. Meanwhile, however, the Bhatinda-Feroze
pore line should from the ,date of its ope~g on the 
standard gauge be treated as forming an integral 
part; of the North Western State Railway for the pur
poses of the Southern Punjab Railway Contraot." 

Whether the Seoretarr of State 
is entitled, under the said 
Indenture, of 13th August 
1895, to treat the Bhatinda. 
Ferozepore section' of the 
Rajputana.Malwa system 
from the d~te of its o?ening 
on the standaragauge, or at 
all, as part of the North 
Western State Railway for 
the purposes of that inden. 
ture. ' 



~he award of Mr. , Cripps, K.C., of 1, Essex Court, Temple, given in 
March 190.1 on the points in dispute is n'!ted below :-

" AB to the firs~ matter in difierence set out in the first part of the 
said schedule, 1 award and adjudge that the Company were and are 
entitled to have credited in account with the Secretary of State as part 
of the gross earnings of the Company's Railway, under the Indenture 
of 13t]! August 1895, a mileage proportion of the share of the rates 
recE)ivedby. the North Western State Railway System for the time 
being (including the Company's Railway and the Patiala State Railway) 
on all traffic interchanged between the said North Western State 
Railway system for the time being (including the Company's Railway 
and the Patia.la State Railway) and foreign lines, wherever the Com
pany's railway forms part of the .shortest route between the point of 
despatch and the point of destination of such traffic, on the 8BBump
tion ,that the same has gone by such shortest route by whichever route 
the same may in fact be sent in all cases,-. and whether such shortest 
route is or is not made up in part of a foreign line and in particular -

"A. Where a metre gauge railway' is part of the shortest route; 
and . 

"B. When the consignor or a foreign railway decides the point 
01 interchange at a point other than the point of inter
change OD the shortest route." 

"Such mileage proportion to be calculated on the respective 
distances for which the traffic has been carried, or would have been 
carried,it sent by such shortest route over the COIl!pany's Railway and 
the rest of the North Western State Railway system for the time 
being." 

"'"AS to the second matter in difierence set .out in the first part 
of the said s.chedule, 1 award and adjudge that the Company are n.ot 
entitled to· have credited in account Witli the Secretary of State, as part 
of the gross earnings of the Company's Railway, under the said Indenture, 
freight-On mamtenance and revenue stores for use on sections of the 
North Western State Railway system other than the Company's Railway, 
where such stores pass or might pass over the Company's Railway in 

-"circumstances which under clauses 1 and 18 of the indenture would 
entitle the Company to credit .in respect of ordinary traffic." 

flAB to' the third matter in difference set out in the first part of 
the said schedule, 1 award and adjudge that the Company are entitled 
to credit for the full mileage of their authorised line into the station 
of. the North Western Railway at Delhi~ a~d that the Secretary of 
State is not entitled to make any deduction in respect of the use of 
another Company's line in conveying the traffic from or to the Com
pany's line into or from the said station." 

" AB to the matter in difference set out in the second part of the 
lIaid schedule, .1 award and adjudge t;Jlat it was within the competence 
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of the Government of India to issue the letter,dated 15th September 
1899, and that the Secretary 6f State is entitled to treat the Bha
tinda-Ferozepore section of the Rajputana-Malwa system, from ~ 
date of its opening on the standard gauge, as part of the North Western. 
Railway for the purposes of the said Indenture of 13th August 1895." 

The East Indian Railway with a view to the development of the cOalJleduelioll 1"Il 
industry in Jndia introduced the following reduced rate for- coal at coal ,ala. 
owner's risk in full wagon loads subject to a minimum charge of 11lith 
piepe.r maund per mile on through distance, and this scale was adopted 
simultaneously by the Eastern Bengal, Bengal Nagpur, Oudh and Rohil-
khand and North Western Railways. 

Per maund per mile. 

For all distances up to 75 miles inclusive • • 0·14 
Plus for any distance in excess of 75 miles and up to 200 miles, 

inclusive • • 0·12 
Plus for any distance in exoess of 200 miles and up to 450 miles, 

inclusive. • • • • • • • • • 0·10 
Plus for any distanoe in excess of 450 miles and up to 1,000 miles, 

inclusive. • • • • • • • • • 0·09 
In the same year, in accordance with the recommendation of the Sanction/Of 

committee which in 1900 investigated the question of the entry of the ~:::~ 
Bengal Nagpur Railway into the Jherria Coal Field, and of the provision, coalfield. t 

.of an independent access into Calcutta from -the United Provinces of 
Agra and Oudh, the following lines were sanctioned for construction :-

(a) by the East Indian Railway Company-
Manpur (Gya) to H&eriharpur. 
Katrasgar~to Khanoodih. 
Jherria to Dhanbaid. 
Northern half of the Mulkera-Katrasgarh cross connection, 

and 
Tasra.siding ; and 

(b) by the Bengal Nagpur Railway-Company
Bhojudih to Hariharpur. 
Bhojudih to Pathardihi. 
Bhojudih to jl,Iohuda. 
Bhaga connection. 
Southern half of the M~kera-Katrasgarh cross connection, 

and 
Bhowra siding. 

The~osi bridge near Katihar on the Tirhoot section of the Bengal COlll,e.clioll 

and North-Western Railway was completed in July 1902,and the perma-~8.:~~· 
nent bridge over the river Gogra at Tnrtipur was also opened for traffic aM N.- W . . ' 

in the same year. The Bengal and North-Western Railway were now:!:;!!:: 
able to run their trains through from Cawnpore to Katihar. The Agent 
of the Bengal and North-Western Railway took up' the question of a 
reasonable agreement with the East Indian Railway in respect of traffic 
between the points bf junction with the two lines and the districts to 
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the west and north to which both railways had access either over 
their own system throughout orin conjunction with another line. 

The Bengal and N~rth-Western Railway' l\lIlS from Katihar to Benares 
on the north bank of the Ganges parallel to the East Indian Railway 
on the south bank· thereof from Sahebganj to Mog~alserai, and on this 
length the two railways form junctio~ at Bhagalpur, Monghyr, 
Mokamehghat, Digha Ghat and Tarighat. The Bengal ,and North
Western Railway had by then access to Cawnpore over the metre gauge 
link of the Oudh and Rohilkhand .Railway, and therefore, they were 
also in competition with the East Indian Railway for traffio from the 
Eastern Bengal Railway and from their own line, and also from juno. 
tion stations named· above to Cawnpore and west thereof. The claim of 
the Bengal and North-Western Railway to traffio from their own line .to 
Cawnpore ahd west thereof was~reoognised. As a matter of fact, this 
traffic was already being routed via the B'Emgal and North-Western 
Railway and the Oudh and Rohilkhand Railway link. The East Indian 
Railway, however, so adjusted its rates from its own stations south of 
the Ganges Jor its local traffio, and for traffio to stations on foreign rail
ways beyond Cawnpore, as to retain aJl traffio originating south of the 
Ganges to their own route. The statement on next page shows 
the distances between junctions of the Bengal. and North-Western 
Railway and the East Indian Railway. 
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After a great deal of discussion the followinq was agreed to in June 
1902:- - . 

I~ For tiaf!ic between the Bengal and No~h-Western Railway 
proper and Ca"!'Dpore and above, the Touting was to be as follows :

(a) Cawnpore, including mill sidings, by the Bengal and North
Western Railway and Oudh and Rohilkhand Railway route. 

(11) Section Panki to Pali (excluding Agra and Hathras City), 
via Cawnpore, as in (a). 

(c) Aligarh, by' the Bongal and North-Western Railway anrl 
Oudh and Rohilkhand Railway rout.e,. 

(d) Section Kalwa to Dadrl, vUi Ali~arh~ . 
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(e) Ghaziabali, by,the Bengal and North-Western Railway and 
Oudh and Rohilkhand Railway route. 

(/) Delhi Shahdara, via Ghaziabad. 
(g) Delhi, by the Bengal and North-Western and Oudh and Rohil

khand Railway routes.-
(h) Section Badli to Kharindwa, via Ghaziabad, as in (e). 
(i) Amballa, by the Bengal and North-Western Raitway and 

Oudh and Rohilkhand Railway via Saharanpur. 
II. For'traffic from the Eastern-Bengal State .Railway to Cawnpore Revi8ed a{J1'ee. 

and above, and vice rer8a:- mentbdwee71 
E.l.anc' _ 

(1) traffic to or from purely East Indian Railway stations was the B. ~n4 N.-
agreed to be routed and rated via ~anihari. W. Railways. 

(2) for traffic to and via junctions, viz., Cawnpore, Aligarh, Ghazi
abad, Delhi and AmbaIla, the rate was to be equal by the 
East Indian Railway via Manihari and the Bengal and 
North-Western Railway via Barabanki. 

(3) For traffic to ",nd from Bengal and North-Western Railway 
to Oudh and Rohilkhand Railway' stations, rates were to 
be in favour of the Beng-at- and North-Western Railway 
route via Barabanki and via Katihar. 

III. For traffic between Bengal and North-Western Railway stations 
proper and East Indian Railway stations, Sakrigali to Chakeri, including 
Jubbulporeline :-

The sending line -was to retam the traffic up to the junction giving 
it the longest possible lead, provided that the traffic was'not thereby 
carried beyond the point of delivery, e.g., traffic from Gorakhpur for Barh 
may not be routed via Mokameh but must be routed via Digha. The 
receiving-1ine would charge full tariff rates from the junction to destina
tion, provided the proportion of the despatching railway be not unduly 
lowered. . 

For traffic to and from Benares and via to and from stations on 
the Bengal and North-Western Railway, the East Indian Railway 
would not compete via Moghalserai, e.g., yhe traffic from Jaunpore to 
Mozafferpore should be carried by the Oudh and Rohilkhand Railway 
and the Bengal and North-Western Railway combined route via 
Benares cantonment and must not be competed for by the East Indian 
Railway m'a Moghalserai and Digha Ghat. - ' 

IV. Traffic between' Eastern Bengal Railway and the East Indian 
Railway stations from Sakri to Chakeri, including the Bengal and North
Western Railway junCftions with the East Indian. Railway, was.to be 
interchanged at Manihari, and not through the Bengal aM North
Western Railway, and the rates to be adjusted accordingly. 

V .. All traffic from the Bengal and North-Western Railway stations 
west of Mokameh to Calcutta waS to be routed via Mokameh. The 
apportionment of special through rates between the Bengal and North
We steIn Railway station!!! itnd Howrah, in resJlect oistp.tions for which 

\ 
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special through rate~ were quoted prior to 1902, .would continue to be 
adjusted on the following basis:-

"F9r tl1e Bengal and North-Western Railway stations proper, where 
the Bengal and North-Western Railway lead calculated t'ia Digha Ghat 
is 100 miles or less, 50 per cent. shall be added to the Bengal and North
Western Railway mileage before divisi!>n. I 

Where the Bengal and North-Western Railway lead via Digha Ghat 
is over 100 miles and less than 150 miles, 25 per cent. shall be added to the 
Bengal and North-Western Railway mileage before division. Where the 
Bengal and North-Western Railway lead via Digha Ghat is -150 miles or 
over, 10 per cent. shall be added to the Bengal and North-Western Railway 
mileage before division." 

It was further agreed that 6 pies crossing charge should be deducted 
frol!l the through rate, and that t.he balance should be apportioned in 
mileage between the East Indian and Bengal and North-Western Rail
ways, and that the mileage proportion of the East Indian Railway 
rate from Digha Ghat to Rowrah, should be applied on mileage from 
Moka~eh Ghat to Rowrah, the balance being given to the ,.Bengal 
and North-Western Railway, plus the crossing charge. . 

But no additional percentage of distance to the Bengal and North
Western Railway was to be added in re!lpect of sta~ions f<!r which special 

- rates were not arranged for before 1902. 
VI. Traffic .from Calcutta for Bengal and North-West!lrn Railway 

stations west of Mokameh was to be also made· <wer to the Bengal 
and Nortb,'Western Railway at Mokameh. 

VII. Actual distance over the East Indian Railway via Mokameh to 
Rowrah and vice versa to be charged ,for. . 

Running In June 1902, as <l result of the amalgamation of the Great Indian 
p!:tr/'). Peninsula and Indian Midland Railways, the new Great Indian 
~y. ~;. 'h~ Peninsula Railway Company applied for running powers from their 
~. and B. By. north-eastern terminUs of Cawnpore to Lucknow over the Oudh and 
-;::~awn. Rohilkhand Railway, and this was allowed in respect of passenger 
~k1Iow. trains of the Great Indian Peninsula Railway. 
Special class.. As already stated, the Great Indian Peninsula Railway adopted in 
-!::':o!o:he 1901 the Government standard classification for all goods traffic except 
G.I •. P. By. cotton and piece goods. The Government called for a report on the 

reasons which necessitated & higher classification for cotton on the 
Great Indian Peninsula Railway than on any other line. The following 
points were put forward in defence of the higher classification (·SO pie 
per maund per mile, for cotton on the Great Indian Peninsula Railway)-

U(a) The rates have been in force for many years without. demur 
from the trade. 

U(b) The maximum rate is only applied at points where the traffic 
can bear it. 

"(e) The r!lduced Railway freights will not extend the area 
'under cultivation. 
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"(d) The trade does not ask for any reduction and that the 
general consensus of opinion among those doing business in 
cotton is that reduced freights will not increase business. 

"(e) The large capital on which int~est has to be earned and the 
heavy working expenses on this railway owing to steep 
gradients, the Ghauts, and the nature of the country 
traversed. 

"The sepond class rate for full-pressed, and the other classes for 
loose, cotton in force on State railways had been ~dopted from the East 
Indian Railway classification, The East Indian Railway were for years 
in competition with river transportation, and the highest rate which 
cotton could bear was second class, and that if they had attempted to 
charge a higher rate the traffic would have been carried by other 
transport. The Great Indian Peninsula Rairway have had similar 
difficulties to contend with at several localities whicli have been met 
by suitable reductions -and in some cases such reductions have been 
much below. second class; further, the cotton traffic on the East Indian 
Railway was a small item, hardly affecting their receipts; whereas with 
the Great Indian Peninsula it was one of the main staples of traffic. The 
area under cotton cultivation in the season 1900-01 showed an increase 
of 15 per cent. over 1899-1900, of 12 per· cent.· over the _average of 
the preceding five years, and of 9 per cent. over the average of the 
preceding ten years. These-figures showed that the total area under 
cotton cultivation was steadily increasing under the -high rates." 

The Great India.n Peninsula Railway also argued as follows :-
'~, Most cotton transaction~ are 'for~ard sales,' and to illustrate 

what these fluctuations may mean, the followinl:) example may be given. 
A firm, say on the 15t!t January 1900, instruct their agents to buy cotton. 
in Jalgaon when the price of Khandesh cotton was Rs. 21-3-9 per maund 
in Bombay. By the 9th February, the cotton d!Jlivery date in Bombay, 
the price h-ad _risen to Rs. 23-3-6 per maund, a difference of Re. 1-15-9 
in favour of the buyer. The present Railway freight Jalgaon to Bombay 
is Re.0-14-6 per maund. If the contemplated reduction is adopted 
it will be Re. 0-11-9 per maund, a difference of Re. 0-2-9 per maund 
would be lost to the Railway without affecting the movement of the 
traffic one way or the other, for when the purchase was made the gain 
of Re. 1-15-9 in favour of the buyer wa~ an unknown quantity; whilst 
the price of the Khandesh cotton, on the 4th of April 1901 was 
Rs. 16-3-4, by the 27th September 1901 it had risen to Rs. 18-6-6 per 
maund, a difference of Rs. 2-3-2. . Surely it may reasonably be assumed 
that under such conditions iI. reduction of Re. 0-2-9 per maund can 
have no effect on the production or movemE'!lt of cotton. The same 
l'emarks apply to cotton for other localities." 

"The estimated loss on piece-goods traffic for a year amounts to 
Rs. 1,78,647. Piece-goods is a con;lmodity for which the demand is much 

_ affected by the state of the seasons. If OIie takes into.account the high 

L 
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price of a commodity_ like piece-goods, one does not consider the 
rate to be excessive. In the report of the Director of Land Records, 
etc" for the period under notice, the price per maund of twist and 
yarn of the lowest qualitymanuiactured in India, i~ quoted at Re. 29 
and for European twist- and yarn Rs. 61. Of course manufactured 
piece-goods have a much higher value, and seeing that the reduction that 
the Great Indian Peninsula are called to make in some cases averages 
from two to four annas .,per maund, it seems obvious that it cannot 
affect the movement of the traffic one way or the other, and that being 
so, it seems to us a useless sacrifice of revenue to reduce the rates. 
Another point to be borne in mind is the different nature of the country 
through which the two lines pass. The East lndian Railway passes 
through a fertile country for practically the whole of its length, and 
reaches many towns and cities having a very large population. As 
compared with t?is, the Great Indian Peninsula line has very few towns 
or cities equal in importance to those on the East Indian Railway, whilst 
for the last 200 or 300 miles before reaching Bombay the country through 
which the-Great Indian Peninsula Railway passes is of little importance 
commercially. Again on account of the easy gradients, etc., 1he wo,rking 
and maintenance on the East Indian Railway generally is of a much less. 

, costly nature than that on the Great indian Peninsula on which not only 
heavy gradients rule, but on the North-east and South-east lines the 
Ghltuts necessitate special working arrangements which are very costly 
compared with ordinary working." 

'The higher classification for both cotton and piece-goods w~ allowed. 
4n important question arose in connection. with the lowest rates. 

the Madras Railway could charge. There was no minimum fixed for 
this line and when the Government of India resolution No. 1446-R.T., 
dated 12th December 1,887, was published, the- Madras Railway had 
'definitely de~lined to be bound by the minima therein fixed, as heing. 
in contravention of the terms of contract. The Madras Railway relied on 
the orders of the Secretary of State who approved of the principle of 
sanctioning the maxima rates, below which the Rail~y Company was.' 
free to change actual charges made to the public as circumstances might, 
in their opinion, render necessary. This position was maintained by 
the Madras Railway in connection with the question that arose regarding 
their proportion of the through rate from Bombay to Bangalore Canton
ment, 1:1'0. Arkonam and J alarpet, which, fell below the minimum of 
llith pie and worked out to something like ,16th pie per maund per milep 

which, was considerably lower than the cost of haulage on that line • 
. The matter was referred to by the Madras Government to tbe Govern
ment of India, whose decision was as follows :-

" The Government of India do :riot propose to take action in this 
matter at present. _ But if the administration of the Madras Railway at 
any time in future quotes' rates over its line for goods traffic which go. 
below the State Railways minima, a protest should be finally .lodged.. 
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against such rates and the railway requested to keep them within -the 
State railv.ays' minima; and if it declines to do so its action should 
be reported for orders of the Government of India." 

Tile rate was, however, withdrawn 1)y the Madras'Railway. 
Any such contingency has, however, now been rendered impossible 

by the introduction of the Government maxima and minima rates over 
the Madras Railway after it was acquired by the State. ' 

In 1902, i.e., at the same time that an agreement was executed be- Agru1lIent 

tween the East Indian and Bengal and North-Western Railways, another ~~~~ 
agreement was made between th~East Indian and Eastern Bengal State B. 8. Rys. 

Railways, whereby the East Indian Railway route via Sahebganj and ~::.":t,c, 
Manihari obtained a share of the important jute traffic from the Eastern Assam.Bell 

Bengal State Railw.ay stations on thei~ Kissenganj a~d Purneah branches ~~rs~~~ 
to Calcutta, both ill regard to despatches to statIOns on the Howrah to Calcutta 

side as well 8S to sta.tions on the Calcutta side, for instance Chitpur. 
This was before the opening of the Katihar-Godagati route. 

N~1S 

""'g""!J"."'-1/11"" g."9~-""- H. 
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The distances, say from Purn;ah, Kasba and Kissenganj, to Chitpur 
via Daunikdia and Sara and to Howrah and Sealdah vid Manihari Ghat 
and Sahebganj c;.ompare respectively as follows :-

Viti Sara and Viti Sahebganj... 
Damukdia. and Manihari. 

Miles. Miles 
Purneah 351 259 
Kosba 356 263 
, Kissenganj 346 301 

This agreement was however , revised on the opening of the Katihar-
Godagari route in 1909. 

pplication Before the' East Coast RailwAY was divided between the Bengal 
'.y"qth pie to Nagpur and Madras Railways, it had the permission to quote class rates 
,lmmum. • 
rdinarg claB8 down to Tllfth pIe per maund per mile on the sectlOn Samalkot to Bezwada 
~o:; o~ke instead of up to ith pie per maund per mile only, which is the recognised 
ra,h.!RY8. minimum for class goods, the T'l)"th pie being the minimum for special 
I meett.wt.ater class goods only. This differentiation was made in order to meet the 
Impe I Ion. 1 . . h M' ki h l' h d c.ana competitlOn. T e adras RaIlway, after ta ng over t e me, a 

special investigations made, and found that, in addition to the competi
tion by water tranSport between Cocanada, or say Samalkot, and Bez
wada by the Krishna and Godavari' ,delta canals, there was canal como' 
petition almost right throughout the length from Madras to Bezwada as 
well. This competition was described to be keener than the competition 
by the delta canals. Therefore an application was made by the Madras 
Railway for sanction to the special minimum of hth pie for class goods 
on the entire section of the East Coast Railway from. Waltair to Bezwade.. 
About the same time the Bengal Nagpur Railway also represented that 
on the section between Cuttackand Waltair they had to meet with 
kElen competition by sea, and asked for the sanction to the lowering of 
the minimum on their portion of the East Coast Railway also, viz., from 
Waltair ta Cuttack, to loth pie per maund per mile for all goods: the 
applications of both the Madras and the B. N. Railways were granted. 

903. In 1903, there were aoout 27,000 miles of railway open for traffic, 
lC!il~YtOom. of which 25,600 were in India and the rest in Burma. /' 
't'r8Ion 0 Th . . f ff . . b hId' nguire into e Important questlOn 0 e ecting a connectlOn etween ten Ian 
}e

b
Qu,estio1l Railway systep:t of 5'-6" gauge and the Ceylon Railways on the same 

f c::C~i::; gauge was enquired into by a Commission, which also dealt with the 
~:t:n.with best means for linking Mysore with Southern India, and the" suggeste~ 

conversion to metre gauge of everything west of Erode. The Commis-
sion made the foIiOwing recommendations :- . 

.. (i). From a co.asideration of the evidence in regard to the needs of 
the districts lying- south of Trichinopoly the Commissioners have no 
hesitation in recommending, as the southernmost section of the required 
link, an alignment from Ramesvaram vid Ramnad, more or less direct 
to TrichinoJ.>oly. . 
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.. (ii). Northwards from Trichinopoly, the information before the 
Commission points, both from the railway point of view and from that 
of the local- interests of the districts traversed, to additional railway 
communication being required for the purpose of opening up the country 
in that direction. The balance of local evidence seems to be in favour 
of an alignment from Trichinopoly in the direction of Tirukkoyilur. 
But, from a point on that alignment near Chinna Salem or Kallakurchi, 
the evidence given on behalf of the railways interested, is in favour of a 
railway westwards to join the Madras Railway at Salem, or Jalarpet, or 
somewhere south of the latter place. The information given to the 
Commission, however, establishes the fact that, as a through connection, 
the suggested diversion of the line towards Salem or J alarpet would 
cause a long detour to traffic and force it over heavy grades. The Com
missioners, therefore, do not approve of the proposed alignment from 
Chinna Salem westwards, but recommend that the alignment should take 
a north-easterly direction, roughly corresponding to that proposed by 
the Madras Government for the Trichinopoly-Tirukkoyilur Railway
a project which, since the commencement of the Azhikal-Mangalore line, . 
stands first in order of precedence on their J4;t of new railways. As 
to the exact point at which the alignment should strike the South Indian 
Railway between the limiting points of fuukkoyilur and Panruti-on the 
west and east respectively-which are referred to in the papers dealing 
with the Trichinopoly-Tiruk),!oyilur Railway proposals. as possible 
junctions with the South Indian Railway, neither the evidence given nor 
the information before the Commission affords sufficient material for a 
definite decision. 

"(iii). It seems clear however that, whatever junction is selected 
between these limiting points the proposed broad gauge link should 
extend thence n9rthwards either by a new line from Tirukkoyilur to 
Arkonam or by conversion of the metre gau~e from Villupuram to 
Madras-in the latter case a third rail being laid from Villupuram and 
the point of junction finally preferred, should it lie.to the east or 
west of that place. The northern terminus of the new broad gauge 
link, which the Commission recommend, would thus be either Arkonam 
or Madras according to which of the a)lOve alternatives is finally adop
ted as a result of the further investigations which the Co~ion 
think should now be made. .. 

"The link from Ramesvaram t>ia Ramnad and Trichinopoly to 
Arkonam or Madras on the alignment thus recommended, together 
with the projected connection from Warangal to the north-east branch 
of the Great Indian P~a Railway would complete the required 
connection between the broad gauge systems of Northern India and 
Ceylon by the most direct route practicable. And, as regards the portion 
south of Arkonam, or Madras, the route selected would offer more fa
vourable condition.s for the haulage of through traffic than anyalterna
tive route. It would, also, interfere less with existing arrangements lor the 
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-carriage 0/ traffic, open out a larger area of new country requiring railway 
co~unication either for commercial or famine protectiv~ purposes, and 

• follow an alignment more suitable for cheap railway construction, than 
any other proposal laid before the Commission. 

" A_considerable amount of evidence was offered to the Commissioners 
in regard to the strategical value of, the various proposed alignments. 
The advice of the Commission on this point has not been specially asked 
for and the Commissioners will, therefore, only remark that a line which 

· affords facilities for the,conveyance of a considerable traffic with economy 
and desp!ttch under ordinary conditions is less likely to be found wanting 
in time of emergency than lines not so favourably situated for trade. 
The location of the proposed link, on the alignment recommended by the 
Commissioners, would en!lure its carrying an important traffic from the 
outset. 

The connection between Mysore and South India. 

" It follows, from the recommendations made by the Commissioners, 
in pl,\ragraph (i) above, for the broad gauge link, that any necessity for 
_the conver~ion, back to the broad gauge, of the Trichinopoly-Erode 
section is -eliminated, and the natural connection between Mysore and 
th~ South Indian and metre gauge lines, namely, that originally pro
posed, via Erode, should, they consider, be adopted when required. 

The Palghat-Palni-DindiguZ line. 

"It being understood from the_~vidence preferred, that the lines 
within the Coimbatore and Madura districts, which go to make this 
connection, will be undertaken by the Boards of the two districts con
cerned, the Commissioners recommend that it may be left to them to 
construct these lines in the first instance; also leaving to them the deci
sion as to' whether the alignment should run from Pollachi to Podanur 
junction and on to Coimbatore, or from Pollachi to Palghat. Bearing 
in mind, however, the possibility of this line in the f11:ture -being made 
on the broad gauge and extended east of Dindigul to meet the broad 
gauge link, the Commissioners recommend that,. while it is made at 
· first on a light or narrow gauge formation, the alignment and the 
bridge masonry should be made suitable for a broad gauge line. 

T1te conversion, to 'IrU'.tre gauge, 0/ the broad gauge Zine west 0/ Poda'lltulr. 

"Such evidence as was tendered to the Commission in connection 
with the suggested conversion was opposed to it, as being uncalled for, 
and in this view the Commissioners concur." 

In the evidence before this Commission one or two important points 
in regard to l<.ailway rates came up ; such as the following :~ 

The Traffic Manager of the MadrasRailway, in advocating the conver
sion of the Bangalore-Guntakal Section from metre ga:uge to broad gauge, 
brought forward the argument that as the line from Bangalore to Gunta~al 
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was in the hands of the Southern Mahratta Railway Company, it was 
obviously to their interest and advantage to quote high rates towards 
13angalore and low rates for long lead traffic; and thus the Madras 
port suffered. 

It was pointed out by the Commission, that the Madras Railway 
were attempting to carry traffic between Bangalore and Bombay around 
Arkonam, which meant the broad gauge route carrying for 409 miles 
what a metre gauge and broad gauge route combined would carry for a 
distance of 174 miles only, viz., between Bangalore and Raichur via 
Guntakal. 

The Madras Railway Traffic Manager replied that this competition 
DO longer existed, but thatin regard to stations on the Guntakal-Banga
lore section the merchants were at a disadvantage. He summed up the 
position as follows :-

"The Bangalore merchant has 2 railways, but the man who is a 
little away from the line is blocked from getting into Bangalore. By 
being barred from all the benefits of Madras Finance, he has to do all 
his business from Bombay, which is so much further away. He loses 
the benefit of his geographical positIOn." 

In some eases it does not seem that the position has very much im
proved with the amalgamation of the Madras and Southern Mahratta 
Railways. For instance, while the 1st class rate (which includes 
.. Special class") from Hindupur to Madras for 281 miles is Re. 0-7-5, 
the Madras and Southern Mahratta Railway proportion of the through 
rate to Bombay for their IE1ngth 'of the line, 312 miles, is Re. 0-6-5 for 
U Special" class goods. 

In 1903, the -Great Indian Peninsula and the East Indian Railways Agreement 

thought it fi;t to terminate the competition which had followed the b-;:;anll" 
amalgamation of the Indian Midland and Great Indian Peninsula Rail- ~Y$" ~ ';r";i. 
ways, and an agreement was come to between the Great Indian Peninsula n:zte co~:ti
and East Indian Railways, whereby the Great Indian Peninsula Railway J~~;:;:ed'tM 
agreed to withdraw ~om competition for traffic from East Indian Railway a;;~m~' 
stations to Bombay via Katni and via Manikpur, and to let. it go via~. i: P: ~YII. 
Jubbulpore on the East Indian Railway agreeing that they would allow 
grain traffic to Bombay from their stations to via Jubbulpore, a rate not 
exceeding lth pie per maund per mile; or in other words, the East Indian 
Railway were not to quote" block rates" via Jubbulpore. Similarly~ 
they were also not to charge more than ttn pie per maund per mile on 
iron, sugar, kerosine oil and other special and 1st class goods whe!l 
booked from East Indian Railway stations to Bombay, via Jubbulpore. 
This was a very important concession OIl; traffic to Bombay, but it wa~ 
withdrawn in 1905. 

The entrance of the Bengal Nagpur Railway into· the" Jherria coal B. NjfY. " 
fields did not give the cpal trade of Calcutta that advall.tage in.respect :::nr.A:::;a 
of the export coal trade which was expected. a/W'Ded 10 
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The East Indian Railway'had already quoted their rate for export 
coal on the minimum of t'lith pie per maund per mile, which prevented 
the Bengal Nagpur Railway giving the same facilities in the matter of 
railway freight to the' Calcutta traders. 

The Bengal Nagpur RaUw,ay had equalised with the East Indian Rail
way rate by going below the minimum, but on the East Indian Rail
way b:t;inging this to the notice of the Government, the Bengal Nagp~r 
Railway, were prevented from doing so,with the result that while there 
were complaints of short supplies of wagons to collieries on the East 
Indian Railway, the Bengal Nagpur Railway new line was not doing much -
traffic. While this was 'the position, there was a proposal under con
sideration of the Bengal Government for the conStruction" of Docks at 

Luff.,oint Luff point, for which some of the Coal Companies gave a guarantee of 
~' ~:~Qt 7 lakhs of tons of coal fOl\export to be dealt with at this point in case 
b:kutta y. the Docks were built theie. The Bengal Nagpur Railway, in the mean
me~chan14, 3 while, submitted proposals, in connection with the Luff Point Scheme, 
~n .. examtne.. " 
by a Com· ' to shorten the distance by construction of 2 chords on their Midnapur-
mi8sion. Jherria line. 

The following statement gives the distances from various' points in 
the fields to Kidderpore via the East Indian Railway and the Hooghly 
Bridge, and to Luff Point via the Bengal Nagpur Railway by Khargpur 
and the proposed branch from Panchkura :-

Distance Distance In favour In favour 
Despatching station. to Kid. to Luff ofKid· of Luff 

derpore. Point. derpore. Point. 

1 2 3 I 4 5 

Jh~ia coal jields. Miles. Miles. Miles. Miles. 
Bhowra · . 192 184 .. S 

Bhaga } 
. 

· · 187 186 .. 1 
Jherria 

Mulkhera } 

· · 191 195 4 .. 
Katrasgarh 

Kusunda • · · - · · 183 . 192 9 .. 

Chowrashi 
qhawrashi jield. 

164 172 8 · · · · .. 
Sancloria jield. 

30 Sanatoria. • · · 156 186 , · · .. . , 

Baniga,njjield. 
Asansol · · . · · 144 184 40 .. . 
Sita.rampore · . · · 150 190 40 .. 
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Taking the same despatching points as above, and considering the 
construction of 2 chords, viz., the upper or Jantipahari chord and the 
lower or Garbita Pashkura chord, the distances compared as follows :-

Distance Distance In favour In favour 
Despatching station. to Kid· to Luff of Kid. of Luff 

derpore. Point. derpore. Point. 

1 2 I 3 4 5 

Miles. Miles. Miles. Miles. 
Jhmia coal jielM. 

Bhowra 192 158 .. 34 
Bhaga J 187 160 .. 27 Jherria--
Mulkhera J 
Katrasgarh 191 169 .. 22 
Kusunda • 183 166 .. 17 

Ghowra8hi jield. 

Chowrashi 164 146 .. 18 

Sanctoria jield. 

Sanctoria • 156 145 .. 11 , 
Raniganj jield8. 

Asansol 144 143 .. 1 

Sitarampore 150 149 .. 1 

Vishnupur-Howrah Line was taken into consideration, and the dis
tances worked out as follows to Kidderpore via the East Indian Railway 
and via the Bengal Nagpur Railway via Vishnupur:-

Kidderpore 
via East Kidderpore Kidderpore 

Indian via Bishen- via Bishen- Luff Point Despatching point. Railwar pur and pur and via Chords. and wagon Bally 
Hoogbly ferry. Bridge. 
Bridge. 

1 2 3 4 5 

. Miles • Miles. Miles. Miles. 
Jherria field.,. 

Bhowra 192 158 166 158 
Bhaga 

J 187 159 167 160 Jherria -Mulkhera J 191 168 176 169 Katrasgarh . 
Kusunda • 183 165 173 166 
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IKiddJrpaTe 
Ki JderpoJKidderp~rel vid East 

India:!. vi4 Bbhen.lvi4 Bisllen.lLuff Poi It 
Despatching point. R .. Uway pur and pur ani vi4 ChorJd. 

and wagon Bally 
H')oghly fdrry. Bridg}, 
Bridge. 

1 2 3 I 4 15 

--- .-

Ohowrashi field. 

Chowrashi '. · 164 145 153 un 

8anctoria field. . 
Simctoria. . · 156 159 167 US 

Ra,niga1lj field. 

A~ansol 144 157 165 143 
Sitarampore · 150 163 171 149 

While the colliery owners int~rested in the jherria field supported 
the Luff Point Scheme and the construction of the chordS propos~d by 
the Bengal Nagpur Railway to reduce the distance, those interested in 
the Raniganj and Sanctoria fields were opposed to it. Similarly, while 
the British India Steam Navigation Company were strong advocates 
of the Luff Point Scheme, the Calcutta Port Commissioners were natu
rally opposed to it. 

The conclusion ar,rived at by the members constituting the Luff Point 
Commission was as follows :-

"We consider that there is no physical impossibility in providing 
facilities at Luff Point for the accommodation and shipment of coal. 
We consider however, that it would not be prudent to incur any large 
expenditure withou~ first ascertaining by means of careful observations 
of the currents and eddies throughout the year whether vessels could at 
all times make tlSe of jetties and of other facilities. We are of opinion 
that the expenditure required to maintain .any works at, or' in the 
neighbourhood of, Luff Point would be considerable on account of the 
erosive action to which the right bank of the Hooghly in this locality is 
subject. 

"We are of opinion that it is not under existing conditions desirable 
to establish a coal depat at or near Luff Point, as this would be of little, 
if any, use to the coal industry as a whole. 

'. We are of opinion that, if, at some future time~ it should be found 
nepessary or desirable to establish such a depat, or an auxiliary port in 
any form at Luff Point, or at any other place on the Hooghly, ITI1ch dep6t 
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or port should be established and controlled by Government through the 
Commissioners of the Port of Calcutta." 

The question of equalization of freight 1;>y the existing East Indian 
Railway and Bengal Nagpur Railway routes was not taken into con
sideration by the Commission, perhaps because it did not fall within the 
scope of their enquiry. 

In the year 1903, the South Indian Railway ascertained by actual Effed oJ 
examination. of statistics that their traffic in rice for distances of re;tuc/ion in 

31';0 '1 I d h . .. h d r.ce rate8 over D IDl es was not arge, an as t err enqumes s owe that long over the B. [. 
distance traffic in this commodity could develop by low rates, they Ry. 

Uduced the rate for rice when carried for distances beyond 350 miles 
to the absolute minimum of Ttuth pie per maund per mile in November 
1903. A statement is appended below showing the weight and money 
receipts of the traffic in ric~ of the South Indian Railway from 1901 to 
1906 :-

Tons Rs. 

1901 231,380 7,12,540 
1902 205,646 6,31,256 
1903 229,255 6,61,565 
1904 219,469 7,58,421 
1905 262,08i, 9,20,562 

1906 264,376" 9,75,572 

It will be observed from the above comparison that in 1904, although 
the weight of the traffic did not increase and was ·in fact about 12,000 tons 
less than in 1901, yet the earnings were better by more than Rs. 45,000, 
thus indicating that within the first year of the reduction the traffic 
commenced moving for long distances. But this was' not all. The 
traffic began to grow, and it is observed that in 1905 and 1906 the des
patches were considerably larger. The rice traffic of 1906 was better 
than that of 1901 by no less than 33,000 tons or 891,000 maunda, which 
could n9t have taken place without a considerable expans!on of the area 
under cultivation in the districts served by the South Indian Railway. 
While this large increase in the ~eight of traffic amount to 14 per cent., 
the differences between the earnings of 1901 and 1906 was Rs. 2,63,000 
'or the improvement was 37 per cent., which would not have taken place 
but for the reduction. The Traffic Manager of the Railway not only 
reduced the rate but invited the help ofa very influential financier and 
merchant, who was granted a permanent 1st class fr~e pass to travel 
about in developing the blL'~iness. He practically did the work for which 
the Company would have had to employ several canvassers. 

A special Railway Commissioner, in the person of late Mr. Thomas Ra.lway 

Robertson, {).V.O., was deputed by the Secretary of State for India in CGmrms6Wn. 

1901, to enquire into the administration and working of Indian Railways. 
Mr. Robertson travelled widely throughout h:.dia and America, and sub-
mitted a report on the administration and working of Indian Railways 
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Enquiry by in 1903. He dealt with the question of Indian Railways and their future 
C Speci;al.Ry. devefopment, and it 'was on his report that the present Railway Board· 
erO:::;''h~:n- was formed. But this does not come within the sphere of this book 
report. which only deals with the question of Railway rates. He gave his opi-

nion in a general sort of way that taking the cost of construction and 
working of Railways in England and comparing them with the cost of 
construction and working of those in India, the fares and rates in Indie. 
should, broadly speaking, be only lth of those charged in ~ngland, and 
comparing the rates for passenger mile, for goods unit (one ton) for one 
mil~' he gave the following comparisons :-

First class • 
Second class 
Third cla,g ,(~ 

Merchandise 
Minerals 

PASSENGERS. 

Rates per passenger per mile. 
England (in

cluding season 
ticket holders). 

GOODS. 

Pies. 
19·68 
13·08 
9·84 

Rate per ton per mile. 
Pies. 

23·76 
9·34 

India (ex
cluding season 
ticket holders). 

Pies. 
Ig·75 
5049 
2·31 

Pies. 
6·72 
3'55 

He furthei rema$ed that the reduction in passenger fares should 
be from 18 to 40 per cent., in general merchandise from 30 to 60 per cent., 
and in coal from 40 to 60 per cent., and also pointed out that such low 
rates were obtainable on American Railways. He also observed that 
reductions were particularly needed for long distance traffic and that in 
this respect the application of telescopic and sliding scales of rates should 
be on -the through distance of all the railways from the place of origin to 
destiIJ,ation, instead of the traffic being charged at the local rates of each 
railway. • 

Any comparison between the conditions of traffic on Indian Railways 
with those of American Railways is not always safe, except in connection 
with the coal traffic of the Bengal lilies and perhaps also with the wheat 
traffic of the North'Western Railway. 

Even in the case of grain traffic, it is not that one place gives train 
loads or several wagon loads; the traffic has to be ,collected from station 
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to station on several railways. Empty running of wagons on Indian 
. Railway's is also very heavy owing to the ~raffic, especially to the ports 

and from the collieries, being. out of proportion to traffic from the ports 
and to the collieries. In some cases the empty running of wagons is 
very large and for considerable distances. 

So far, however, .as the rates for coal are concerned, the reductions 
in the rates for long distances have been from '40 to 50 per cent., 
since the date of late Mr. T. Robertson's report, as will be seen from 
the following comparison of rates for coal to Lahore, Bombay and 
Karachi in 1902 and 1907 :.-

1902. 1907. 

Per ton. Per ton. 

Rs. A, P. Rs. A. P. 

Lahore 16 9 0 9 13 0 

Bombay -. 21 7 0 11 4 0 , 
Karachi 25 2 0 12 10 0 

As regards the rate for general merchandise . his suggestions, about 
,through rates to develop long distance inter-provincial traffic, have 
been dealt with in the ~hapter on through rates. Another suggestion 
of his to do away with the minimum rate on Indian Railways 
has also been discussed in the chapter on maxima and minima 
rates. He also made another important suggestion to the effect 
that "slack season" and" busy season" rates should be quoted in 
order to reduce the stress on Indian Railways in busy seasons. This 
practice prevails on the Eastern Bengal State Railway in connection 
with jute traffic j but when the demand for jute is great and the market 
is varying with the tendency for the prices to go up, the traffic cannot 
wait. Slack season in India is the rainy season, and the country being 
agricultural and the great bulk of the population being of the peasant 
class, the people are all engaged in agricultural operationtl during the 
monsoons. T.heir bullocks and carts are not available for the carriage 
of produce from the interior to the railway during this period. But the 
most important polnts in connection with the distribution of traffic 
evenly throughout the year are the trade conditions, the financial 
conditions, and the agricultural conditions; The produce of India is 
available for export after the monsoons, for both the autumn and 
winter crops (cotton and corn are autumn crops j rice is both autumn 
and winter crop j and wheat, pulses, gram and seeds are winter crops) 
mu~t be disp:>sed of by the ryot the momen.t they are ready for sale 
for the reason that it is on his production that he is dependent fOl
his whole year's expenditure. He has to pay his rent to his landlord, 
and sometimes interest on advances of money he may have borrowed 
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from the money-lender and he dares not run into arrears in any of 
these. 

Then, the Indian buyer, except in rare cases when he is sure of a. 
better price due to 'a future rise in the market, purchases for immediate 
sale either to the shipper, or to mills in India, or to merchants in large 
towns. The. middleman is generally one with small capital, and he 
.cannot afford to lock up his money by holding goods. The shippers also, 
as well as the mill-owners, have to regulate their purchases according 
to demand, the former book their heights beforehand and it is risky 
not to take advantage of available freight at a fair .margin of profit by 
sale immediately; and the mill-owners, who have to pay dividend to 
their shareholders, in some cases -half-yearly, cannot increase the 
amount of their "block working capital" by storing either the raw 
produce or the manufactured articles. The important crop in India. 
which is available for despatch during the ___ monsoons is jute, and there 
are "busy season" and " slack season" rates for jute. 

Another very important factor to be borne in mind, in connection 
with Mr. Robertson's recommendation for reduction of rates, was not; 
only the loss that would have had to be faced, if such wholesale re
ductions were made, but, even admitting that the traffic advanced in 
proportion to the reduction of 30 to 60 per cent. in the case of generar 
merchandise,. and 18 to 40 per cent. in tlie case of passengers, there 
would be large sums of Ifloney required to meet the additional traffic 

. first to recoup the loss; or, in other words, a very large amount ·of 
traffic would have to be carried at the low rates in order to bring 

. up the receipts to the level of those previous to the reduction, before 
one could think of increase in receipts over and above the los8 by 
reduction. 

Therefore, the financial aspect of Indian Railways, in which the
Government is so directly concerned, should be taken into considerationp 

as the future development of Indian ;Railways depends on the prosperity 
. of the present lines and to some extent on the surplus of revenue (after 

meeting all charges in the way of interest on borrowed capital, payment 
·of annuities in redemption of capital, etc.), that may be available for ex
penditure on additional facilities on new lines and on ·the extensions of 
railway mileage. Any large wholesale 'feduction would at once teU 
on the revenues of the railways and cripple their power not only in the 
matter of additional railway mileage but also in connection with facilities 
required on open lines. 

1904. - In January 1904, the Great Indian Peninsula Railway raised the-
Dada, . 1 Rail minImum point that if the Benga Nagpur way were compet.ent under the-
rate could. authority of the Government to make the same charge to Kidderpo~e 
:'l:::t!;,ed, Docks as'to Shalimar in the matter of minimum rates they (the Grea.t 
although the Indian Peninsula Railway) would be justified in quoting minimum rate
Shalimar up to say Dadar, the nearest of the terminal station in Bombay, from 
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stations up country and to apply Dadar minimum rate to Bombay, rate was 

5 miles further. The Government of India held that the two cases- qKU?d~l' to 
I . h '1 H li . ' uerpore were not ana ogous, ill tat, Whl e owrah and Sha ·mar were termillus Docks, (U the 

stations in Calcutta on the Howrah side of the river, Kidderpore two
t 

cas-u
1 

were 'k . .. no ana ogous. 
Doc s, Chitpore, etc., were termmal stations ill Calcutta on the Calcutta 
side of the river, and that while the application of the Howrah and 
Shalimar rat€s to Kidderpore Docks were considered justilied by the 
circumstances of the situation (it being recognised as expedient that 
there should not be any difference in freight charg€s-on up country 
goods sent to and from Calcutta whether they were dealt with at Howrah 
or at Kidderpore, and that the charges for long distance traffic should 
be the same to and from all termini in Calcutta), the case of Dadar 
was considered different, for while Dadar was situated on the island of 
Bombay it was some 5! miles short of Bombay terminus and did- not 
occupy the same position to Bombay as Howrah and Shalimar did to 
Kidderpore. 

About the same time another question was raised as to whether the Howrah 

Howrah terminals should be taken into account or not in the case of :r:e:: to 
minimum rates to Howrah over the East Indian Railway. The objec- (Ucertain 

tion was that!n some cases if the Howrah terminal was deducted from ~,:!t~~:;d 
the through rate, the balance worked out to less than the minimum Wl!" ~elow the 

rate prescribed by the Government. The-East Indian Railway held the :~.mum or 
view that it was optional with the railway administration whether to 
charge the terminal or not. It was however pointed out that in the 
case of Howrah 2 pies per maund had to be paid to the Port Commis-
sioners by the East Indian Railway for the use of the Howrah bridge 
'by all traffic consigned to Howrah, and this being the position, it was 
held that the terminal charges at Howrahought to be deducted in order 
to ascertain whether the rat~ charged 10r conveyance was or was not 
below the minimum prescribed. 

In 19M, the East Indian Railway made a. representation that the Malter of 

opening ,oj Allahabad-Fyzabad Railway, m.t.h a branch from Phaphamau :f~":ies~ft 
to Jangai, would mean loss of revenue to the East Indian Railway, and and running 

that, therefore, the East Indian Railway should be allowed runnin~ r;:::u. 00;:= 
powers over the Phaphamau-JangaiRailway ; and it was also asked that ~u.Ja~ai 
the Government of India should issue a rule to the effect that the traffic RI}. :: to 

'from the Allahabad-Fyzabad section of the Oudh and Rohilkhand 1'h='E. 1. Ry. 
Railway to Bombay should take the shortest route which would be 
over the East Indian Railway via Jubbulpore for a number of stations. 
It was held by the Government that the running powers over the Pha
phamau-Jangai Railway were not needed by the East Indian Railway, 
and it was also intimated to the East Indian Railway that the matter 
of adjustment of rates must rest enti{ely with the railway administra-
tions interested, and that the Government did not consider it necessary 
to interfere. \ -
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Traffic/rom' On the opening 01 the Bengal Nagpur Railway to Howrah frou1. the 
~t~ and 'beginning of 1901, the distance between Katni and Ho~h, which was 
Oalcutta and 676 miles by the all East Indian Railway route and 705 miles hy the 
t~rsa. combined East Indian and Bengal Nagpur Railway route via Asansol, 
beW/een the was reduced to 641 miles by the all 13engal Nagpur Railway route via 
E. I. and Sini and I\haragpur. The Bengal Nagpur Railway not only now 
B. N. Rya., . f h fr Ka' L 
but not from claImed a larger share 0 t e traffic om till and p'laces adjacent to it, 
Agra and but also put forward their claim for traffic to Agra and Cawnpore via 
Oawn1'fY1"e, 
a8 the E. I. Katni and' the Indian Midland Railway, and threatened to combine 
Ry. route with the Indian Midland . Railway, who offered an afternative route . 
waa ahorter. ,. 

between Katni and Agra and Katni and Cawnpore. Between Howrah 
and Agra, the East Indian Railway direct route was shorter by 195 
miles, and similarly for Cawnpore by 352 miles. Therefore, the East 
Indian Railway declined to entertain the claim of the Bengal Nagpur 
Railway to traffi,? from places like Agra and Cawnpore, but it could not 
resist the claim of the Bengal Nagpur Railway to traffic from such Indian 
Midla:q.d stations to Calcutta for which the route via the Bengal Nagpur 
Railway and Indian Midland Railway was the shortest. Therefore, the 
traffic from Katni and via Katni (Indian Midland Railway) to Calcutta 
and vice versa was divided between the East Indian and Bengal Nagpur 
Railways in the ratio of l~ths to the East Indian Railway and T9~ths 
to the Bengal Nagpur Railway; and as for stations on the East Indian 
Railway section, from Asansol to Bally, it was accepted that the division 
should be equal, and that, ilO far as Bengal Nagpur Railway were con
cerned, they would only be allowed to'carry the traffic'up to Asansol, 
and not via Rowrah. The Bengal Nagpur Railway were not to compete 
for traffic for Agra ,and Cawnpore via Katni-Marwara in combina~ion 
with Indian Midland Railway and also not for traffic to and from stations 
on the Jha~si-Manikpur se~tion of the Indian :l\1idland Railway for 
which the route to be recognised was the Manikpur route. So far 8S 

rates from Katni and via Katni to Calcutta and also for traffic to and 
from stations on the Asansol-Bally sections were concerned, they were 
to be equal by both the East India.n Railway and the Bengal Nagpur 
Railway routes. 

Equa~ r~te8 Shortly after the Luff Point Committee closed its proceedi.D.gs, the 
to Oalcutta, on Indian Mining Association made a representation to the Government 
export coal, h h di . la'd d b h S' la . from the to the effect t at t e con tIons I own y t e. 1m Comnuttee of. 
Jherria Field. 1900 by the Government in connection with the development' of Jherria 

Coal Fields were :-

"That both railways shall share equally in the extenSion of traffic 
and have equal or reciprocal facilities fo1'" dealing with it and that coal 
owners shall be able without difficulty to despatch their coal by either 
railway as they may choose; " but that from the fact of the distance. 
from the Jherria Coal Fields to Calcutta by the Bengal Nagpur Railway 
being longer than the route via the East Indian Railway, the minimum. 
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mileage rate question Cl!ome in, and that in the case of export coal, the Repreaenta. 

Bengal Nagpur Railway route 'was shut out. It Jas also represented ~~.by the 

that in making contracts, the railway freight, less the rebate, was always Hi::;' 
taken into account in giving quotations to intending buyers, and that, Association 

f 
. .' I to the Govern· 

there ore, the collienes on the length Bhaga. to Mulkhera on the Benga ment to allow 

Nagpur Railway new Jherria extension were debarred from sending the B. N. By. 

export coal by the Bengal Nagpur Railway route. A meeting was held:'1:J: 
between members of the Mining Association and the Member of the to OalcuUa to 
Viceroy's Executive Council, in charge of the Public Works Department, :~~e 
in Calcutta on 26th January 1904 to consider the question, and at the E. I. By. 

meeting the Secretary to the Government of India, Railway Branch, 
and the Director of Railway traffic were also present. While the question 
of equalisation of rates by the Bengal Nagpur Railway in the case of 
export coal was not settled at the meeting it was pointed out by the 
Member in charge of the Pub)ic Works Department that the Bengal 
Nagpur Railway were yet able te allow some rebate (though not equal 
to that allowed by the East Indian Railway) in connection with the des-
patches from Mulkhera and Bhaga, as the rate per ton from these 
places by the Bengal Nagpur Railway were 51·75 annas whereas the
minimum rates permissible at Tlijth pie per maund per mile were 47,25 
and 45 annas respectively, and that before the Mining Association 
asked the Government to allow the Hengal Nagpur railway to infringe 
the minimum, the railway should be asked to take advantage of the 
present minimum. 

However, the East Indian Railway Board of Directors realised that ~. i ,. and 

it was much the best thing to come to a settlement with the Bengal B~,.d oj' 
Nagpur Railway and to give effect to the intentions of the proceedings Di":::;~ 
of the Simla Committee of 1900; and an agreement was concluded between :: coal ,.a:e 
the two companies in London towards the end of 1904 in which it was '''0:; t:J:'"ia 
accepted that the freight on coal by both railways from all stations ~alcutta to ~e 
in the Jherria Coal Field to Howrah, Shalimar, Kidderpore Docks, equal by both 

Bracebridge Hall and other Calcutta stations should be equalised, and ,.outes. 
that the d~tance for charge from all sidings and stations of'the two rail-
ways in the Jherria field should be taken by both routes as 170 miles 
im'espective-of actual distance. It was also accepted that in the case of 
collieries on the East.Indian Railway in the Jherria field, desiring to 
send coal to Calcutta via Bengal Nagpur Railway, _ the. East Indian 
Railway would call upon the Bengal Nagpur Eailway for supply of 
wagons, andtb.at in the case of such despatches, and while th~re would be 
no extra freight chargeable to the public, the Bengal Nagpur Railway 
would out of their proportion pay to the East Indian Railway freight 
for 20 miles; and. exactly similar arrangements were also agreed to in 
the case of despatches from collieries on the Bengal Nagpur Railway 
to Calcutta in East Indian Railway wagons and by East Indian Rail-
way route. 

M 
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Agreement The agreement ~etween th~ India General fiteam Navigation Com
between the ,pafty and the Eastern Bengal State Railway had not been considered 1. G. S. N. _ 
and R. S. N. satisfactory by the railway for some time past, and a revision of the 
~::;rten1e:' B. agreement was suggested, but taking the interests of the public (jute 
s. and A. Ii. merchants and the jute mill-owners in Calcutta) it was accepted that 
~~~e!tnof the relations between the Steamer Companies and the railway should 
through traffic be amicable. ' 
vii Goalundo' 
and vii, 
Ohandpur. 

It may be useful at this stage to state briefly the circumstances 
which led up to the point when the cancellation of the agreement between 
the Steamer Compani~s and the Eastern Bengal State Railway was 
thought of. 

Before the Eastern Bengal State Railway made over their flotilla 
tothe India General Steam Navigation Company for working the goods 
traffic between Goalundo and certain marts on the Ganges and Brah
mapu,tra (such as Serajganj, Berah, Narainganj and Dacca), the traffio 
between Calcutta and these marts was practically in the hands of the 
railway. In giving 'up their flotilla to the steamer compailles, the 
railway company made a condition that in 'respect of the carriage of 
goods traffic between Goalundo and Calcutta, the steamer company.' 
would be bound to consider the railway route as preferential. But in 
order to serve the interests of the' public best, the railway did not rigidly 
adhere to -this condition in the agreement. It was jIoccepted that the 
steamer company ·might carry direct to Calcutta, each half year, to the 
extent of one-half of the total traffic (up and down) to and from 'the 
marts in question, but that if the steamer company carried more. than 
half they would be penalised to the extent of 3 pies- per maund on the 
excess quantity over and above their half share. The penalty was kept 
at the nominal figure so that there might be no obstacle put in the 
way of the public taking advantage of the steamer route. It was also 

'agreed to by ,the railway that for the time they notified restrictions of 
traffic via Goalundo, the steamer company would be justified in carrying 
more than its half share by their direct service viti the Sunderbans. 
The Eastern Bengal.State Railway felt that the steamers were carrying 
direct to and from Calcutta more traffic than they should, and" therefore, 
it was thought that the agreement was not being worked satisfactorily 
from the point of view: of the Railway, and a cJaim was made by the 
'railway for penalty and the matter was referred to arbitration. 
Amongst other things the arbitrators held that as the steamer service 
during such period brought to the railway as much goods as. the rail-. 
way were able -to clear and despatch, the excess traffic of th~ direct ser
vice should not be penalised, and that the goods traffic carried by the 
Goalundo despatch service should not be included in the traffic of 
the direct semce. The steamer c,ompanies represented that they were 
bringing as much traffic as the railway could carry. In: the meanwhile, 
t~e Assam-Bengal Railway Company made a complaint that the stea.mer 
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companies wer.e not giving them satisfaction in respect of traffic between 
via Chandpur and Goalundo, and that in times of pressure the railway 
traffic suffered. 

Under these circumstances both from the point of view of the steamer 
companies (India General Steam Navigation and Hiver Steam Naviga
tion whioh were now working jointly) and of the railways, it was agreed 
that the agreement should be revised, and two -separate agreements 
were made in 1904. 

One was for a daily steamer service between Dhubri and Gauhati 
for aU coaching and goods tr~ffic to and from Tezpore and Dibrugarh 
and other stations in Assam, and the other was for traffic between 
Goalundo an~ Chandpur. 

It was aocepted by the railways and the steamer companies in 
regard to via Gauhati -traffic that every facility should be afforded by 
both railways (viz~, Eastern Bengal and Assam-Bengal Railways) and 
the two steamer companies (Viz., India General Steam and River Steam 
Navigation) for through booking with the Assam-Bengal Railway and 
Dibru-Sadia Railway via Dibrugarh. It was also agreed that the steamer 
companies' direct service rates shall form the basis of rates to De quoted 
for the combined railway and steamer service via Gauhati, and that 
the difference in favour of the direct service shall not be more th~n 
25 per cent. 

In the other agreement relating to Goalundo-Chandpur traffic it was 
provided that the steamer companies should make the daily clearance 
of all 'coaching traffic and of all goods traffic not less than 2,500 maunds 
each way, to and from via Ch!londpur, any surplus cargo left behind being 
carried by special arrangement next day. The rates by the combined 
railway and river routes were to be the same for the special and 1st 
class goods as those between Calcutta and ·Chandpur and via by the 
Steamer Companies direct despatch service via the Sunderbans. Simi
larly in the case of traffic between Calcutta and Chittagong it was 
accepted that in booking via Goalundo, the through rates by the com
bined railway and steamer routes via Chandpur would be the same as 
those by the steamer companies direct service via Sunderbans, except 
for hides, garlic, medicines, s~mower, and spices, for which the rates 
by the combined 'Youte would be higher. 

The East Indian Railway made a. reduction in the fares for third ~eduction 
class passengers, and the proposal was to charge 2t pies for distances ;z.!: 3rd _ 

up to 100 miles, and 2 pies to 300 miles, and Ii pies for all distances ger faf:tye1i 

beyond. It was estimated that the general result would probably be the E. /. 11. 
a loss of 12! lakhs of rupees a year, supposing that the number of 
passengers and the distances travelled remained as they were .in 1902. 
But the following progressive figures of the receipts from the coaching 
traffic of the East Indian Railway from 1902 to 190q show that the 
reductions increased the earnings in six years from Rs. 2,19,34,000 in 

\12 
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1902 to Rs. 2,51,01,000 in 1906. There was no decrease in the receipts 
even in the year folWwing the reduction :-

Rs. 
1902 2,19,34,000 
1903 2,29,28,000 
1964, . 2,33,47,000 
1905 2,39,28,000 
1906 2,51,01,000 

• :;:!llation In the beginning of the year 1905, the East Indian Railway gave 
fJ/ agreemenu notice of the cancellation of agreements come to with Great Indian 
'fs::~~t~:n Peninsula Railway in' 1898 and in 1903 relating to the equalisation of 
E. I. and G. rates between Cawnpore and Great Indian Peninsula Railway stations 
I. P. Rys. re west of I~arsi via JubbuIpore and Indian Midland Railway routes and :r::'ion to the quota~ion of equal mileage rates from the East Indian Railway 
~ween .J stations to Bombay. The East Indian Railway had, during the con-
"awnpore an.. . f h "h h G Indi P" I Ra"l (} I. P. Ry. tmuance 0 t e agreements Wit t e reat an enmsu a 1 way, 
8';iiontJ.wesl ,realised that while the advantages secured to the East,Indian Railway 
fl tarat. in the matter of sharing the traffic between the Jubbulpore and the 

Itarsi ~outes were more than counterbalanced by the East Indian Rail
way having had to quote rates to the junctions' with the Bombay linel!,.
which were below the maximum for short distance hauls, the East 
Indian Railway was rather handicapped in the II!3tter of quotation' 

,of rates to Calcutta, because under the JubbuIpore agreement of 1898~ 
once the Great Indian Peninsula Railway maintained rates to Bombay, 
by reductions in their own proportions, on the same mileage basis as, 
from East Indian Railway stations to Howrah, the East Indian 
Railway pould make no further reductions to their port. 

Just about the time the East Indian Railway were contemplating 
to cancel these agreements, they found it necessary to quote low rates 
for grain and. seeds in order to encourage shipment of wheat from India 
to Europe, particularly via the Calcutta port, from place. in the United 
Provinces north and west of Cawnpore; it was noticed that during the 
first half of 1904 the weight of grain and seeds sent from Cawnpore to 
,Calcutta was 91,000 maunds, and to Bombay, 544,000 maunds. 
~ thiS year (1905) the East Indian Railway also made an application 
to th~ Government of India for its minimum rates, in respect of despatchell' 
in the downward direction to the Calcutta port, being lowered to y)-th 
pie per maund per mile.' In support of this application it ..was pointed 
out that while the cost of operation (viz., of carrying one ton one milel 
on the Bombay lines was near to the present minimum of y1l\'th pie, 
the East Indian Railway statistical cost of haulage was far below this 
figure.. This, however, is a point which will be discussed fully in the 
Chapter on MaXimum and Minimum Rates, and we sludl for the present· . 
proceed to deal with the competition of 190~. 

The cancellation of the agreements between the Great Indian Penin
, sula and the East Indian Railwa~s was followed by an all round reduction' 
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in the rates not only to and from the ports of Calcutta and Bombay E. 1. By. 

~ut also at all competitive. poin~s betwe~n the, Calcutta and Bombay ~r~1#c~ the 
hnes, such as for traffic of JunctIOns statIOns, VlZ., between Jubbulpore Bombayjrom 

and Delhi, Agra_ and Cawnpore, Manikpur and Delhi, Agra and~ta~~,::.A~;t 
Delhi, and Katni and Delhi, etc. Also the withdrawal on the part 8tation::n 

()f the East Indian Railway of all special rates for Bombay traffic from their Jz,ubbu.
b 

Z. 

E I di R '1' h A -, d pore me 11 ast n an al way statIOns on the lengt gra to Delhi an from withdrawing 

stations on their Jubbulpore line had the effect of increasing the rates all SF::;Z 

to Bombay. At the same time that the low rates were withdrawn, the ~~;:osing a 

East Indian Railway introduced a special terminal of 6 pies per maund ~r~inaZ oj 

on special class goods via all junctions with the Bombay and Karachi m::.~e:J: aU 
lines speeiaZ class 

. A Dlhi Ch d d b hi' d h f goodsviaaZZ The gra- e or ha been opened yt s Aame, an t ere ore j'/nctions wilh 

the Great Indian Peninsula Railway was not very much handicapped ~~e Bombay 

in regard rates for the Oudh and Rohilkhund and North Western ~neB. 
Railways reached via Delhi; but they would have been somewhat at a 
disadvantage in respect of stations between Khurja and Tundla and for 
the Oudh and Rohilkhund Railway traffic on the Aligarh Branch had 
not the Bombay, Baroda and Central India Railway combined with the 
Great Indian Peninsula Railway and quoted low rates for Bombay 
traffic via Hathras, via .Delhi, via Agra, and continued to include such 
traffic in the pooling arrangement with the Great Indian Peninsula 
Railway. 

So far as grain and seeds traffic was concerned the rates were brought 
down to the absolute minimum from all the junctions with the Bombay 
lines,namelyDelhi, Agra, Hathras, Cawnpore, Manikpur, Katni, the only 
one exception was the junction at Jubbulpore. Reductions were also 
made in the rates for piece-goods, sugar, kerosine oil, and iron 
goods. 

Tlie East Indian Railway entered into an agreement with the 
Oudh and Rohilkhund Railway before competition with Bombay 
hnes . began. The Oudh and Rohilkhund Railway had for a long 
time complained that the East Indian Railway low rates quoted 
to Cawnpore, Aligarh, Ghaziabad, in competition with Bombay, though 
not applying via those junctions for the Oudh and Rohilkhund Rail
way traffic ·to Calcutta, had the effect of making lower rates obtainable 
from the Oudh and Rohilkhund Railway stations by re-booking at 
these junctions than those in force via MoghaJ.i;arai. The Oudh and-· 
Rohilkhund Railway claimed via Moghalsarai the same ~leage rates 
as were quoted by the East Indian Railway to Cawnporeand Aligarh •• 
The case of the East In~an Railway was that they would not be 
justified in quoting the same mileage rate from Moghalsarai to Calcutta, 
469 miles, as they charged for distances- 600 to 900 miles. A meeting 
was, however, held between the Oudh and Rohilkhund and the East 
Indian Railways in February 1905 (the reduced rates following th~ cancel
lation of the_ Jubbulpore agreement having effect from April 1905), and 
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the main point for. discussion at this meeting was that the Oudh and 
Rohilkhund Railway should recognise that in order to attract grain 

. and seeds traffic to Calcutta, which was to the mutual interests of the 
East Indian and Oudh and Rohilkhund Railways, the Oudh and Rohil

Agreement. khund Railway should join the East Indian Railway in reductions from 
~r.:~. their stations to Calcutta' via Mogha~rai .. This position being accepted, 
lind B. Bya. it was agreed to by the East Indian Rallway that the rate quoted by 
Io;;e;uc:ti:rm ,the East Indian Railway between Rowrah and any junction stations on 
=/NJ,;,,"':!rm that line beyond Moghalsarai (such as Allahabad, Cawnpore, Aligarh, 
';JJic :1tw:: and Ghaziabad) would be applicable, under the operation of the 
8':;'/:"8 ~ the differential rule (which recognisQS that the charge for smaller distance 
f' :,:. By. should not' be higher than for the greater distance on the same line and 
:'ogAtilsarai. in the same direction), from stations on' the Oudh and Rohilkhund Rail-

EJforl8 to 
term1tuUe 

'tAe8ewn 
competitw.. 
betwemBY8. 
0/ NorlIiem 
India 

way short of the junctions, and that the division of the rates should be 
on mileage, subject to the proviso that whenever the lead of the ,Oudh 
and Rohilkhund Railway up to Moghalsarar was less than Irds of the 
lead of the East Indian Railway ~om Moghalsarai to lIowrah. the Oudh 
and Rohilkhund Railway in apportionment of the through rate would 
get 3 to 4 pies per maund over ~nd above their share of the mileage 
division in recognition of the shorter lead. It was further provided for 
in this agreement tha~ the .routing to and from the Oudh and Rohilkhund 
Railway internal stations, in order to give that railway a long lead viti 
Moghalsarai for traffic east of Moghalsarai, was agreed to' by the East 

- Indian Railway in consideration of the East Indian Railway retaining 
the through traffic between the East Indian Railway below Moghalsarai 
8,nd the Panjal> and the other districts beyond Ghaziabad and Delhi. 
It may be noted here that in the Moghalsarai agreement of 1899 equal 
rates by both routes were accepted for such traffic, but in 1905 agree
ment the right of the East Indian Railway to the whole of the traffic 

. was not disputed- by the Oudh and Rohilkhun~ Railway. . 

A meeting was hilld between the Traffic officers of the Great Indian 
Peninsula and the East Indian Railways in March 1905 in Bombay to 
arrive at a settlement, but. it was of no avail. The competition con
tinued and it not only affected the Great India,! Peninsula and the East 
Indian Railways but also the North Western, the Bombay, Baroda 
and Central India, the Bengal and North Western, the' Oudh and 
Rohilkhand and the Bengal Nagpur Railways, because whatever rates 
were quoted from the Oudh and Rohilkhund Railway stations on the 
length Luc!mow to Fyzabad; they had also to be quoted from the cor
responding Bengal and North-Western Railway siations north of river 
Gogra; Similarly, any reduction in the rates ~de by the East Indian 
Railway from Katni and Jubbulpore had also to be responded to by 
decrease in the rates by the Bengal Nagpur· Railway. The North 

. Western Railway also could not allow their rates to Karachi to 
remain high while the rates to Bombay and Calcutta were 
lowered. 
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The Railway Board In August 1905, when the representatives of all 
the Railways 'were present in Simla in conIi.ection with the Indian 
Railway_ Conference, impressed on them the necessity for terminating 
the competition, and a special meeting was held between the representa
tives of the railways and the Railway Board. -It was accepted between 
most rail~ays that as competition had been tried to its full length the 
settlement could only be made on what was termed to be the competi
tive basis. The East- Indian Railway while agreeing that the lump 
sum rates and differences, except for grain and seeds, should be those 
as existed prior to 1st April 1905, pointed out that as the lines serving 
the Calcutta port were worked at a lower cost than those serving Bombay 
and Karachi, they should be allowed to quote lower minimum rates 
than those serving Bombay and Karachi, lind in this view they were 
supported by the Bengal and North-Western Railway; but the repre
sentative of the Oudh and Rohilkhand Railway, while agreeing that 
their interests were identical with those of the East Indian Railway, 
as the despatch of their traffic to Calcutta gave them a longer lead than 
to Bombay, said that he could not support the view that the Calcutta 
lines 'should be allowed a preferential minimum because of the low 
cost of working. His recommendation was that the readjustment of 
rates should take place on the actual competitive basis, i.e., the diff~rence
that would be reachea if railways did their best for themselves and 

. -worst for their rivals, or in other words, if they quoted the lowest rates 
to the port that gave them the longest lead and highest possible rates 
to the junctions of r~ilways serving ports which gave them short hauls. 
It was accepted, however, that the railways were losing money by com
petition, and while the Bombay, Baroda and Cent~al India and East 
Indian Railways were agreeable to the case being referred to the Railway 
Board as a Board of Conciliation and to their decision being finally 
accepted, it was thought by the Great Indian Peninsula RailwliY that 
one Ilfore endeavour should be made to settle matters mutually, be
cause a reference to the Railway Board should only, be made in such_ 
cases after every endeavour had been made and been unsuccessful in 
arriving at a settlement. 

- An agreement was arrived at.between the ~ast Indian and the Great t%w:~e!~! 
Indian Peninsula Railways soon after this meeting, and it was recog- E. I. and the 

nised.t~~t in respect of traffic from the East Indian Railway s~ations in ;';~/:~g~~ 
the VlCilllty of Cawnpore to Bombay, the_ route' to be recogmsed was routing oJ 

the Itarsi route, and that the East Indian Raifway were not to quote any tr~~o;:,. 
but their ordinary rates on such traffic to junctions with thfl Bombay baumpore to 
lines, and that the specially reduced low rates over the Eadt Indian Bomba". 

Railway on Bombay traffic agreed to in 1898 and 1903 agreements WEre 
not to be reintroduced. As regards reversion to the rates that "Vere 
in force before the competition started in April 1905, this position was 
accepted except in the case of grain and seeds, for which the rates 
lowered during competition were to continue. Sugar rates were enhanced 
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(they had been lowered in some cases from the ports to places like 
Cawnporel-. very nearly to the level of the grain rates) but not to the 
figures previous to April 1905. 
_ The difference to be maintained at the junctions between the railways 
serving the Calcutta. and Bombay ports was to be the bed rock 
difference, i.e., the difference that would exist if both railways went 
down to the minimum. - . . 

AD. arrarigement was also made as regards traffic between :-

Manikpur and Agra 
Katni and A~ra 
Jubbulpore and Agra 

Manikpur and Delhi 
Katni and Delhi 
Jubbulpore and Delhi. 

The rates were to be equal by both routes, namely by the Great Indian 
Peninsula and East Indian ~ailways, the shortest route fixing the late 
in each case. -

The. opening of the Agra-Delhi Chord Railway reduced the distance 
between Agra and Delhi from 140 miles, which is the distance by the 
East Indian Railway via Tundla, to 120 miles. But by the orders of 
the Secretar~ of State the East ,Indian Railway were allowed to recog
nise theil distance, for purposes of railway rates 'and fares between Agra
and Delhi, the same as by the Agra-Delhi Chotd Railway, and equal' 
rates between' Agra and Delhi were also accepted between the Great 
Indian Peninsula and East Indian Railways. 

Ih consideration also of the fact that whatever rate the Delhi-Umballa
Kalka Railway allowed on traffic to 'Calcutta on its length up to Delhi, 
the same rate was' applied via Delhi to and from Bombay to the Great 
Indian Peninsula and to the Bombay, Baroda and Central India Rail
ways, it was now agreed that the rates from Delhi and via to Bombay 
should be the same by the East Indian Railway route via Tundla and 
via Agra as by the Agra-Delhi Chord Railway route, the Great Indian 
FenisinIa Railway allowing the same rate to the East Indian Railway 
route at Agra as to the Agra-DelhiChord Railway route. 

Agreement Another important point in dispute settled in Simla in August 1905_ 
between the was the basis of the rates to the Bombay, Murmagao and Madras ports 
~;J::'M~' in respect of traffic to and from the Great Indian Peninsula and the 
R!!~. re r~i~# Southern Mahratta Railway -stations; intended for direct shipment by 
a" .. routtngoJ h f M ~. _:1_ • h h d traffic to t e port 0 urmagao. It IS necessary to mentIOn ere t at un er an 
~ombay!.!i agreement come to between the Southern Mahratta and West of India 
H:;i:wV:a. Portuguese Railways, with the concurrence of the Portuguese Govern
Murmagao. ment and'of the Foreign and India Offices in.London, the ","orking of 

the West of India Portuguese Railway had been taken over by the 
Southern Mahratta Railway in 1904, and through rates 'were now 
in c;>peratio-;' between Murmagao and statioJlll on the Southern Mar
hatta Railway for direct shipment traffic via that port. 
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It was agreed between the Great Indian Peninsula, Madras and 
Southern Mahratta Railways that-

(1) The Southern Mahratta Railway was to abstain from com
peting for traffic to and from the Great Indian Peninsula 
Railway stations not only in respect of traffic to and from 
Bombay via Poona, viti Hotgi or via Guntakal, but afo in 
respect of direct shipment traffic, if there be any, via 
Murmagao. 

(2) That to and from such stations on the Southern Mahratta 
Railway, .which were allotted to the aU rail routes 'Ilia 

Poona and via Hotgi, the Southern Mahratta and West 
of India Portuguese Railways were/Dot to compete for 
such traffic by low rates to Murma[,~o port in order to 
encourage direct shipment via that port, butt were to 
charge their ordinary tariff rates. 

(3) That in respect of traffic to and from such stations of the 
Southern Mahratta Railway as were allotted under the 
1901 agreement to the Murmagao route, the Great Indian 
Peninsula Railway were not to charge any other than 
their ordinary rates to Bombay over their lines. 

(4) That in respect of traffic to and from other areas the rates to 
the .respective ports of Bombay, Madrase ~nd Murmagao 
were to be quote~d on the following basis :-

(a) That the shortest route either to Bombay, Madras or 
Milrmagao to fiX ~he rate between t1.e forwarding stationS 
and the port. 

(b) That the railway or railways owning the longer route to 
the port shall be at liberty to quote a mileage rate 
equal to the rate fixed by the snorter route. . 

(c) The question of the division of such through rates to be a 
matter for arrangement between the railways forming 
the route. 

This basis of quotation of rates between the port of Bombay and 
Murmagao was held to apply to traffic to and from stations on the length 
of the Nizam's Railway between Bezwada ana Warangal, and the 
Southern Mahratta Railway were permitted to quote rates via Bezwada 
for these stations to Murmagao in competition with the port of Cocanada . 

. At the time the Madras Railway were not forming part of the Southern 
Mahratta Railway, the competition was practically between the 
Madras and Southern Mahratta Railways from Bezwada to Cocanada 
on the former and Bezwada to Murmagao on the latter, the lead of the 
Nizam's Guaranteed State Railway.being the same whether the traffio 
went to Murmagao or to Cocanada. 
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The Government of India and the East Indian Railway had been 
for some time past considering the advisability of making a further >"

and liberal reduction in the rates for coal, the object aimed at being to 
place coal at a cheaper price within the reach of the industries of the 
various provinces in India, situated at great distances from thecoal 
fieldS. -But this could not be done unless the minimum rate for coal 
traffic carried for -long distances was reduced. Therefore, with effect 
)rom the _ 1st September 1905, the following minimum rates were 
introduced subject to the undernoted con.ditions :-

Per maund 
per mile. 

_ "For distances up to 300 miles nth pie or 0·10 
Plu8 for any distance in excess of 300 miles and 

up to 50~ miles inclusive i,th pie or 0·066 
Plu8 for any distance in eXC38S of 500 miles • ';ii th pie or 0·05 

" Oortiition I.-That! the rate shall be _ calculated on the through 
distance between the station of origin and the station of destination of 
the consignment. 

" Oondition 2.--:..That when there are two or more routes to desti
nation from' the colliery where the traffic originates, the railwaY' 
or railways forming the longer route may calculate charges on the same 
mileage as the railway or railways forming the shorter route.. • 

"Oondition. 3.-The coal for the use of foreign railways is to be 
{lharged at the I!ame rates 3nd under the same conditions as coal carried 
for the public. 

"09'l2ditiO'1l. 4.-That -t:Qe rates charged are divided between the 
·,railways over which the traffic is carried in proportion to the mileage 
'0£ each, provided that if the distance t:b.e coal is carried over any railway 
is lese. than 25 miles, the mileage of that railway)n dividing the freight 
shall be reckoned as ~5 miles. 

"-Oondition 5.-That these rates shall be subject to revision at the 
end of three years from the 1st of September 1905." 

It is to be observed that these rates were minimum rates and were 
therefore permissive and not obligatory, atthoughit was felt that the 
railways could at once go down to the minimum rates. Almost simul· 
taneously with the sanction of the minimum rates above referred to 
for...coal -the East Indian Railway ~oard of Directors proposed for in· 
troduction on their line the following scale of rates for coal traffic :-

East Indian RailiwaJI proposal. 

Up to distanoos of 75 miles 
Plu8 for distances 76 to 200 miles • 

" 201 to 450 " 
o. over 450 •• o. 

Permaund 
per mile 

Piea. 
O·U 
0·12 
0·10 
0·05 
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Taking the following places (Cawnpore, Agra, Delhi, Nagpur and 
Bombay), the rates then (in 1905) in force from the Jherria coal fields 
compared as under with those proposed by the East Indian Railway 
and the ~um rate!, sanctioned by'the Government :-

--

Existing East Indian Railway 
Stations. Railway Board's rates. proposa\. proposa\. 

Rs. A. P. Rs. A. P. Rs. A. P. 

Ca~pore 7 7 3 7 5 0 5 14 6 

Agra 9 6 9 8 7 0 7 0 6 

Delhi 10 13 3 9 2 3 7 14 0 -
Nagpur 

l 
9 6 9 S 7 0 7 0 6 

Bombay. 16 5 0 12 1 6 10 1.1 0 
~ 

H!>wev~r, the reduction in rates did not actually come into operation 
generally over India till about a year later, viz., November 1906, because 
in the first place, the coal carryillg railways, viz., the Bengal Nagpur 
Railway and the East Indian Railway, which would have to supply 
wagons for this traffic, were not prepared With the extra tolling stock; 
and secondly, the East Indian. Railway Board of Directors decided that as 
the openin§'of the Grand Chord Line in 1906 would affect the distances 
between the coal districta and all places north and west of Moghalsarai 
by reduction in the mileage to the extent of 50 miles, it was thought 
advisable to bring about the reduction ·on and from the same date as the 
rates for other commodities were lowered to the extent of the reduCtion 
in ~leage, along with the lower passenger fares and other goods rates. 

In 1905, the Bengal Chamber of Commeu:e addressed the Railway Repreaenta

Board in connection with the enhancement in the rates for jute from ~on. b~ the 

Narainganj to Calcutta. While the Chamber of Commerce accepted ch~er of 

that the enhancement in the rates were not in the proportions of the CthomRmerBce k 

E I 
. e y. 0(11 

i astern Benga State Rall)vay, they deprecated the agreement between re rating an. 

the railways and the steamer companies, whereby the rate for first rou:ff!cti'1.Ofjt 
• • Ira J'om 

and speCIal class goods were the same by the combmed railway and EM! Bengal 

• steamer service as those by the steamer service, but the rate for to Calcutta. 

jute was one anna per maund higher by the combined railway. and 
steamer route as compared With the direct steamer route. Their great 
point was that the railway should not be bound by the rate charged 
by the steamers, at least in so far as the enhancement in rates were 
concerned. ~The view of the Chamber of Commerce also was that owing 
to the railway rate via Goalundo to Calcutta being cheaper in through 
booking with the steamer companies than the rate applicable in local 
booking frQm Goalundo to Calcutta, it placed the India General .Steam 

/ 



156 MONOGRAPH ON INDIAN RAILWAY RATES. 

Navigation and River Steam Navigation Companies in a strong position 
in competition with other methods of river transpo~t. The amalgama
tion of the Bengal Central with the Eastern Bengal State Railway was 
shortly expected, as the Bengal Central Ifailway was to be acquired by 
the State, and it was held that the shorter route viti. Khulna should now 
be. opened for .traffic not only from Chandpur but from Naraianganj 
as well, and that lower rates should be in force by that route. 

The Eastern Bengal State Railway authorities had already pointed 
out to the Chamber of Commerce, that their railway was dependent on 
the steamer cOJDpanies fQr traffic, and that the proposal of the Chamber 
of Commerce meant that the railway should Jncur a large expenditure 
in providing steamers- of their own for the ~iver carriage. This would 
only end in competition between the railway and the steamers, which 
must eventually terminate 'in combination, because division of traffio 
must be agreed to. Further, the combination of the two steamer com
panies with such a large fleet. at their disposal would mean loss of a 
large portion of the traffic to the railway, for, if once competition was 
started between railways' and steamers the stllamer company would 
naturally be inclined and would do their best to take the traffic direct 
to Calcutta. The matter was discussed between the Railway Board and 
the Chamber of Commerce, and the Railway Board were of opinion, 
that the railway and the steamer companies were mutually dependent 
on each other and that it would not be a wise policy for the railway to 
start keen competition with tIle steamer companies, but that-the Rail
way Board were prepared to g!ve facilities at Khulna in order to allow 
Narainganj traffic to go to Calcutta viti. Khulna 4Lstead of viti. Goalundo; 
and also to make the via Khulna. rates cheaper than those viti. Goalundo j 

and it will be observed from the statement of rates given beiow, that 
while the railway rate from Khulna to Calcutta was Re. 0-3-3 per 
maund during the busy seaso~, that via Goalundo was Rs. 0-4-0 per 
maund(for Narainganj traffic). . . 

Busy Interme. Slack Stations. diate Ronte. Season. Season . Season. . 
, 

R9. A. P. R8. A. P. R8. A. P. 

Sirajganj and Bera . 0 4 8 0 4 5 0 3 4 Viii Goalundo. 

Jagannathganj and vid 0 4 6 0 4· 3 0 3 2 Do. 

Narainganj and vid • 0 4 0 0 3 9 0 3 10 Do. 

Dhallesary and Pudda stations 0 4 0 0 3 9 0 2 10 Do. 

Chandpur and !lid Naralnganj' 
.. 

~. "' ... Po ...... _ '1 0 3 3 0 3 0 0 2 3 Vid Khulna.. 

Madaripur and Bharamgimj •. 0 3 3 0 2 10 0 2 3 Do. 
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As regards the rates on the Assam Bengal Railway from Chandpur 
to Chittagong being cheap compared with the rate from Goalundo to 
Calcutta, it was pointed out that between Narainganj and Cb,andpur, the 
Assam Bengal Railway were forced to quote specially low rates for full 
pressed jute bales in order to compete with the carriage by brigs, and 
that but for the low rates the traffic would be lost to them entirely, 
and that, therefore, the conditions of the Assam Bengal Railway should 
not be compared with those of the Eastern Ben~al State Railway. ' 

The opening of the RewaIi-Phulera Chord in May 1905 reduced the Opening 0/ 
distances between Bombay and Delhi, and Bombay and Rewari by ~eR. !'t.:R! 

40 milE'S, and the Bombay, Baroda and Central India Railway rates p't:t::~ 
between all stations south and west of Phulera and .stations north and chord. 

east of Rewari, were redriced in proportion to the shortening of the 
distance. 

In the beginni~g of the year 1906, the Karachi Chamber of Commerce 1906. 

raised the question of control, of rates over the Rajputana-Malwa 
Railway in the interests of the Karachi port, in view of the fact that 
the districts served by the northern section of the Rajput&na-Malwa 
RaI'way were nearer to the sea board at Karachi than Bombay. The 
Karachi Chamber of 'Commerce laid special stress on the fact that at 
the Conferenclt of the Karachi Chamber with late Mr. T. Robertson 
held at Karachion 22nd March 1902, the, special Railway Commissioner 
had suggested that a meeting of the interested railways, viz., North 
Western, Bombay, Baroda and Central India and Jodhpur-Bikanir 
Railways, should be held for the purposes of dividing the competitive 
field into three zones, viz., one for North Western Railway and -Karachi 
port, the other for Bombay, Baroda and Central India Railway and 
the Bombay Port, and the third the competitive zone for both; 
but this meeting was never held. 

The Government of India ho~ever gave the Karachi port an assur
.ance in 1906, that a provision would be made in the contract of the 
newly constituted Bombay, Baroda and Central India Railway for the 
protection of the interests of the Karachi port, and the following 
provision was made in the new contract :-

"The Railway Board may at any time require the company to 
quote over the railways comprised in the undertaking such rates in respect 
of the ·conveyance of passengers and goods to and from western ports 
lying between Karachi and Bombay, inclusive, as may be necessary 
in the opinion of the Board to secure the carriage of trade to and from 
such ports on equal terms, and under this power the Board may require 
the quotation of a rate from stations of consignment to destination :-

(1) Where the route is entirely over the undertaking; 
(2) Where the rout~ is only partly over the undertaking." 

This provision is still in force. 
For sometime past, the Government of .India had been considering 

the question of revising the rates for the transport of troop~ a~d their 
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Military .. baggage by railway, the object being to introduce vehicle rates instead 
traJ!ie ratu. of maund rates and to fui.: an average which would cost the military 

department no more and would at the same time ensure the railway 
against the loss. I~wasrecognised that in the case of emergency, if 
it were necessary to despatch large p]llIlber of trains from one station, 
the amount of check, under the system of charging maund rates, which 
then prevailed, requiring weighment·· of goods and- wagons, would be 
excessive, resulting either in the trains being detained or in the check 
being abandoned. Vehicle rates were therefore c~nsidered advisable. 
The railways were addressed in the matter and it was pointed out to 
them that· the primary object of the in~roduction of the vehicle rate 
\Vas to obt~in simplification, and after _a great deal of corresp'ondence 
vehicle rates were introduced two years later. 

Ltulhiana- . The opening of the Ludhiana-Dhuri-Jakhal Railway reduced the 
~!~~;J~khu distance between Ludhiana and Delhi by the Nortq. Western Railway 

. 9 route as cQmpared With the -distance\by the Ghaziabad route. There 
was not now much difference in the distances between Ludhiana and 
Delhib}T,the Amballa route via the North Western Railwayand Delhi
I!mballa~Kalka Rail~ay and those between the same points by" the
Dhuri-Jakhal Railway. The distances compare as follows:-

Ludhiana to AnibaIIa Cantonment (North Western Railway> • 71 
Ambala Cantonment to Delhi·(Delhi-Umballa-Kalka Railway} 123 

Ludhiana to Jakhal • 
J akhal to Delhi 

TOTAL 19~ 

'. 80 
124 

TOTAL 204 

Under the circumstances, the North Western Railway asked for 
. the revision of the agreement in regard to the routing of traffic from 
stations nop;h of Amballa and north of Dhuri to pelhi and via and 
viCe versa, and the following revised agreement was come to in March 
1906 between tlm East Indian and the North WeStern Railways for traffic 

-- between Umballa Cantonment and above on the North Western Railway 
and Delhi and via Delhi:-

(a) Between Sanahwal and below and DelJll and via and between 
stations on the Rajpura branch up to and including Nabha, 
and Delhi and via.· 

Rat~ to be in favour of the Delhi-Umballa-KaJka Railway route, 
and traffic to be booked accordingly. 
. (b) Between stations Ludliiana and above Chintanwala and 

beyond alid Delhi and via. . 
Rates to be equal by the two_routes, and the East Indian Railwl!-y 

shall despatch upward traffic from Delhi to stations Ludhiana and 
above and Chintanwala and beyond. by way" of the North Western 
Railway.. " 
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As already observed, the revised minimum rates on a low basis for Reduction in 
coal rates were sanctioned by the Government in August 1905, but the coal rates. 
actual rates for the carriage of coal were fixed on the following scale and 
were introduced in November 1906*:- . 

Consignments in lull wagon loads. 

For all distanoes up to 75 miles inclusive . • • • 
PIUB for any distance in excess of 75 miles and up to 200 

miles inolusive. . . • . . . • 
PIUB for any distance in exc~s of 200 miles and up to 500 

miles . • . • . . 
PlU8 for any distance in excess of 500 miles 

Permaund 
per mile. 

Pies. 
0·14 

0·12 

0·06 
0'05 

The East Indian, Bengal Nagpur, North Western, Oudh and Rohil
khand, Eastern Bengal State, Bombay, Baroda and Central India, 
and Great Indian Peninsula- Railways introduced this scale simultane
ously. ~ Under this scale the rates per ton from Jherriah were as 
follows:- • 

Cawnpore 
Agra. • 
Delhi • 

Rs. A. P. 

610 0 
730 
715 0 

The rate to Bombay was, however, a special rate. It was calculated 
on the minimum scale on the distance via Nagpur, sanctioned by the 
Government, plus 8 annas per ton extra to the Great Indian P~ninsula 
Railway on account of expenSive ghaut working. 

The Railway-Board's Circular laid down without any restriction that 
for purposes of calculating freight on c.,o~ the distances by the longer 
route or routes might be considered the same as by the shortest route, 
the intention apparently being that the question of equalization of 
freight by difierent· routes would be settled between the railways COD

-cerned. In considering any such equalisation of rates the main point 
lor consideration was how it was to be efiected, and, therefore, the 
arrangement of grouping of stations of· both railways in the Jherria 
-coal field had to be accepted, and in the matter o~ routing, special agree
ments already existing between railways. had also to be takenmto 
.account. . 

Grierson in his book cc Railway -Rates-English and Foreign" defines 
cc grouping" as the name of the arrangement by which collieries or 
works within a giveI1.area are charged equal rates and are thus enabled 
to compete on equal terms. . 

The given area in this case was the Jherria field. The reason why 
grouping was confin~d to the Jherria. field alone was that w~ereas in 
the Jherria field, the Bengal Nagpur Railway came in with an indepen
-dent and direct access irrespective of the East Indian, from the colliery 

• See also Chapter XII (pages 371 to 373). 
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to destination, and. the collieries were more or less close to on& 
another, the same conditions did not apply either in the case of the 
Raniganj, Sanctoria or the Giridih coal fields. • I 

The principle on which the equalization was effected was as 
-follows :-' .. 

- (1) The distances from the despatching collieries to desti-
nation by the shortest route were ascertained and then 
the longer route equalised with it, e.g., the rate from the 
Jherria field to Bhusaval was calculated on the actual 
distance from Bhaga to Nagpur, over the Bengal Nagpur 
Railway 3~d from Nagpur. to Bhusaval over the Great 
Indian Peninsula and the longer route over the Easi< 
Indian Railway and the Great Indian Peninsula viti 

IJubbulpore was allowed to quote the same rate from 
Jherria to Bhusaval. 

" Broadly speaking, the rates for stations for which the Bengal ~agpur 
Railway offered the shortest route were fixed on the distance from 
Bhaga, and the rates for-which the East Indian Railway offered the 
shortest ro~te were fixed for the distance from Jherria. 

The Bengal Nagpur Railway route offered the shortest distance bet-
ween the follo~g places and the Jherria field :- . 

(1) Nagpur to Bhusaval and west of Bhusaval; 
(2) all Southern Mahratta Railway stations (vid Nagpur and 

Hotgi and via Nagpur and Poona) ; 
(3) all Madras Railway stations (via Walt air and Cuttack, and 

also via Nagpur and Raichur). 
(4) South Indian Railway stations. 
(5) Nizam's Guaranteed State Railway vid Nagpur and Manmad 

for Hyderabad-Godavari Valley Section; and Wadi t~ 
Secunderabad viti Wadi.; and viti Waltair and Bezwada. 
for the length Secunderabad to Bez\fada. 

And the rates for the following stations were calculated by the East 
Indian Railway route, that being the shortest. 

For Oudh and Rohilkhund Railway~hortest route, vid East. 
Indian Railway and Moghalsarai. 

For North Western Railway, Southern Punjab Section Delhi t~ 
Samasata and beyond,~hortest route via Delhi . 

. For places Umballa and Norfh and West thereof-Rates cal
culated on the actual distance vid Moghalsarai and 
Saharanpur, but applied vid Umballa. 

For stations between Ghaziabad and Saharanpur-Rates cal
culated and fixed on the distance vid Ghaziabad. 

For Saharanpur, Meerut and stations between Amballa and 
Saharanpur-Rates calculated on distance vid Moghalsarai 
but quoted via Ghaziabad. 
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For Karachi-The rate fixed via Agta, Kuchman Road and 
Hyderabad Sind without transhipment charge, but quoted 
via Delhi and broad gauge. 

For Bengal and North-Western Railway stations-Rates quoted 
via Mokamehghat and also via Moghalsarai and. Benares 
Cantonment, the latter route being used when it was 
the c4eapest. 

(In some cases, even when the distance via Mokameh was shorter, 
the rate via Moghalsarai and Benares Cantonment became 
~heaper owing to there bein~ a transhipment charge of 
Rs. 0-6-10 only at Benares Cantonment, whereas via 
Mokameh the transhipment and ferry charge together 
amounted to Rs. 1-2-3.) . 

For Eastern Bengal State Railway stations--Rates quoted viti 
Naihati and via Maniharighat, on- the principle. of the 
shortest route fixing the rate. 

For stations on the broad gauge':""'via Naihati. 
For stations on the metre gauge north of Sara via Maniharighat 

(except that for stations Sara to Santahar)-equal rates 
were quoted via Naihati and viti Maniharighat. 

The question that, however, yet remained to_be settled was the 
fixing of the limit beyond which the longer routes should cease to 
equalise with the rates obtainable by the shortest route. A general 
understanding was, however, come to between the East Indian Railway 
and the Bengal Nagpur Railway in connection with the coal traffic to 
up country stations, that each railway would invoice traffic from the 
collieries situated on its system by the route most suitable to the railway 
on which the traffic originated. Taking Delhi, Agra and Cawnpore, 
the distances by the East Indian route and by. the....Bengal Nagpur, 
and Great Indian Peninsula Railway via Katni-Marwara and Jhansi 
compared as follows :-

-
2 

1 V i4 Bengal Nagpur Route 2. and Great Indian - V i4 East Indian Peninsula Railways. longer by-
. Railway direct. Via Katni·Marwara fer oent. 

and Jhansi. 

Miles. Miles. 
Delhi 740 1,084 46 

Agra . 626 965 54 

Cawnpore 469 966 106 

The rate to Delhi was Re. 0-4-8 per maund by the shortest route, 
and this quotation, when applied via the longer route, worked out to 
·0517 pie per maund per mile; in the case ol Agra to ·0518 pie per 
nlaund per mile, and for Cawnpore to ·0436 pie per maund per mile. 

N 



R. &: K. Iy 
Gnd exten· 
.Mona. 

162 MONOGRAPH ON I};DIAN RAILWAY RATES. 

The distances to Amr~oti were-
From Jherria, via Jubbulpore. Bhaga, vi4 Nagpur. Jubbulpore or Ea.et Indian 

. Miles. Miles. Railway route. 
1,051 743 42 per cent longer. 

If the East Indian and Great IndianPenh1sula Railways attempted 
to equafu3e via Jubbulpore with the rate via Nagpur, the rate per maund 
per mile would be ·0533 pie, but this was not done; nor did the Bengal 
Nagpur Railway and the Great Indian Peninsula Railway equalise 
the rates for Cawnpore tiel. Katni-Marwara, although it was first claimed 
by the Bengal Nagpur and Great Indian Peninsula Railways that they 
should have a share 'of the Cawnpore traffic via Katni·Marwara and 
Jhansi. 

In. Simla, where the repr.esentatives of the Railways were present, 
during the sitting of the Railway conference, the following routing of 
coal was agreed to in.,A.ugust 1906. 

1. In regard to despatches from collieries on the East Ip.dian 
Railway:-

(£t) Coal for stations on the Indian Midland Section of the Great 
Indian Peninsula Railway main line north of Bina, ",nd 
stations on the Agra-Delhi Chord to be booked t'ia 
Manikpur. 

(b) Coal for Bina and stations south, and via, including the Baran 
Branch, to be booked via Katni. 

(c) The East Indian Railway were allowed to book coal for 
stations on the Great Indian Peninsula Railway, Indian 
Midland Section, between Hamirpur to Orai inclusive, via 
Cawnpore. -

II. As regards traffic originating at collieries on the Bengal Nagpur 
Railway, it was agreed that the routing shCJuld be as 
follows :-

All coal from Bengal Nagpur Railway collieries, if consigned 
via Katni, to be booked onward by the Bengal-Nagpur 
Railway by way of the Great Indian Peninsula Railway 
.route via Katni-Marwara, irrespective oi destination 
whether on the Great Indian Peninsula Railway or beyond, 
except for East Indian Railway stations (including Manik
pur) and also stations JUbbulpore to Sohagpur inclusive, 
on the Great Indian' Peninsula Railway, which was 
booked via the East Indian Railway from Katni. 

In 1906, the Rohilkhund and Kumaon Railway was purchased by 
the Government and a fresh agreement was executed by the Secretary 
of State wi~h the ~Company for the working of the Kasganj-Soron 
Branch of the Rajputana-Malwa Railway and for the acquisition of the 
Powayan Steam Tramway Company. The Rohilkliund and Kumaon 
Railway had already extended its line from Bareilly to Soron and its 
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connection with the Kasganj-Soron Branch of the Rajputana·Malwa 
Railway, now transferred to the Rohilkhun4 and Kumaon Railway, 
gave the metre gauge a direct communication from Bareilly and north 
thereof to Rajputana and the West, and the following traffic which 
was ~itherto carried viti Aligarh and Hathras was lost to the Oudh 
.and Rohilkhund and East Indian Railways. I 

(a) Traffic in Sambhar Salt to Bareilly and to stations on the 
Rohilkhund and Kumaon Bailway and to stations on the 
Oudh and Rohilkhund Railway on the Bareilly-Chandausi; 
Bareilly-Rampur, and Bareilly-Shahjahanpur sections. 

(b) Traffic.in grain from the Rohilkhund and Kumaon Railway 
on their Bareilly-Pilibhit and Pilibhit-Kheri sections to 
Bombay, as well as traffic in sugar and jaggree from 
the Bareilly district to R. M. R., but the combined broad 
and narrow gauge via Hathras yet remains the shortest 
between the following points as compared with all through 
metre gauge route :-

I. (a) Hathras to Rewari (all metre gauge route 
Rajputana-Malwa Railway) • • 

(6) Hathras to Delhi (broad gauge route East 
Indian Railway) • • . . • 

Delhi to Rewari (metre gauge route Rajputana. 
Malwa Railway). 

2. (a) Hathras to Delhi (broad gauge route East 
Indian ~ilway) . • • .'. 

(6) Hathras to Delhi (metre gauge route Rajputana
Malwa Railway) 

.3. (a) Hathras to Agra (broad gauge route East 
Indian Railway) • . • • • 

(6) Hathras to Agra (metre gauge route Rajputana
Malwa Railway) 

.4. (a) Kasganj to Agra-
Rajputana-Malwa Railway (metre gauge) Kas-

ganj to Hathras . . • . . 
East Indian Railway (broad gauge) Hathras to 

Agra 

(6) Kasganj to Agra (all metre gauge route Raj
putana-llfalwa Railway) 

.5. (a) Kasganj to Delhi (all metre gauge route Raj-
putana-Malwa Railwayl.. . . • 

(6) Kasganj to Hathras (metre gauge Rajputana
MaIwa Railway) 

and 
Hathras to Delhi broad gauge (East Indian 

Railway) 
-6. (a) Kasganj to Rewari (all metre gauge Rajputana. 

Malwa Railway) • • . 
(6) Kasganj to Hatbras R.-M. Ry.(metre) 

Hath.as to Delhi E. I. Ry. (broad) 
Delhi to Rewari R.-M. Ry. (metre) • 

1I1i1es. l\liles. 

196 

::J 
149 

97 

248 

43 

70 

34{ 
77 

43) 

103 

282 

.34J :. 131 
97 

230 
34

3 97 18:1 
52 

An agreement was come to between the Rohilkhund and Kumaon 19'!'I. 

:and the Oudh and Rohilkhund Railways to settle the routing of t'\"affic "
N2 
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on the opening of the Bareilly Soron Brancll and the following was 
arranged:-

(1) Traffic between stations on the Bar'eilly Kasganj section 
and 

(a) stations on the Bengal and North-Western Railway and 
connected metre gauge lines beyond, and 

(b) stations on the Bombay, Baroda and Central India Railway 
and connected metre gauge lines beyond 

to be routed as the Rohilkhund and Kumaon Railway 
might elect. 

, . . 
(2) Traffic between stations on the Bareilly Kasganj section and 

(a) stations on the Oudh. and Rohilkhund Railway (except. 
Lucknow for goods consigned to or on behalf of the 
Military 1;>epartment), 

(b) stations below Moghal Sarai on the East Indian Railway 
and connected broad gauge lines beyond and 

(c) stations on the North-Western Railway and Delhi Amball& 
Kalka Railway -:. 

to be routed via Bareilly. 
(3) Traffic from 

(a) stations .on the .Oudh and Rohilkhund Railway below 
Lucknow, 

(b) stations below Moghal Sarai on the East Indian and con
nected . broad gauge lines beyond. 

(c) stations- on the broad gauge lines via Cawnpore, excluding 
all Bombay, Baroda and Central India Railway broad 
and metre gauge. stations, and 

(d) stations via Allahabad, 
to stations on the Bareilly Kathgodam section 

to be routed via Bareilly. 
(4:) Traffic from stations on the Bareilly Kathgodam section to 

stations mentioned il! clause 3 (a), (b), (c) and (d) to be 
routed via Lucknow. 

(5) The following to be consider~d local stations of the Oudh 
and Rohilkhund Railway, and all traffic between them to 
be routed by the Oudh 'and Rohilkhund Railway route :

Cawnpore Junction; Lucknow Junction; Shahjahanpur Junc
tion; and Bareilly Junction. 

Bombay-Bareilly TraffW. 

(6) Rates for traffic between Bareillyand Bombay to be equal by 
both the metre and broad gauge routes vi4 the Rohilkhund 
and Kumaon and Bombay, Baroda and Central India. 
Railways combi!led v'iti Kasganj and the Oudh and RohiI
khund and Great Indian Peninsula Railways via Cawnpore. 
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The Oudh and Rohilkhund Railway authorities were required to Modiflcalion 

provide at their own expense a separate goods shed for the Bengal and i!o:!~l:'~l 
North-Western Railway at Cawnpore, and in return for this the Oudh ~etre ga~e 
and Rohilkhund Railway asked for some modification in the terms Zpomk "',nmng , war 
that were granted to the Bengal and North-Western Railway, but they agreeme1ll. 

were'in the first instance not agreeable to allow_any modification. 
One of the modifications asked for by the Oudh and Rohilkhund 

Railway was that the Junction of Jaunpore between Oudh and Rohil
khund Railway and Bengal and North-Western Railway should be 
treated as a broad gauge station for purposes of t~affic between Jaunpore 
and the East Indian Railway stations west of Moghal Sarai and that the 
Bengal and North-Western Railw:ay should not carry this traffic. The 
Oudh and Rohilkhund Railway also claimed that the traffic on the Ben
gal and North-Western Railway to and from their Doab lines (bounded 
on the north-east and west by a line to be drawn from Shahganj to 
Mau and Mau to Ghazipurghat) from and to all broad gauge stations 
west of Barabanki was to be carried by such routes as the Oudh and 
Rohilkhund Railway might desire. The authorities in India failing to ' 
obtain the consent of the Bengal and North-Western Railway to these 
terms referred the matter to the Secretary of State who arranged with 
the Board of Directors of the Bengal and North-Western Railway for 
the acceptance of these terms. 

In 1907, the Great Indjan Peninsula Railway pointed out that they Rate80ver 

were unable tQ carry the traffic from Delhi to Bomoay, to which they ~ir,;!y P. 

mre entitled under their agreement with the Bombay, Baroda and for Del1I .. 

Centra.l India Railway owing to their distance' between Bombay ~:t~y 
and Delhi being greater than by the Bombay, Baroda and Central India 
and Rajputana-Malwa Railway routes. 

The division of traffic between the two Railways was as follows 
since May 1905 :-

Between Bombay and Delhi • 
Between Bombay and via Hathras • _ 
Between territorial stations (Hathras to Delhi 

Shahdara) and Bombay . 

The point at issue was as under :-

Bombay, 
Baroda 

a.nd Central 
In:dia Rail

way. 

Per cent. 
53 
60 

50 

Great Indian 
Peninsula 
Railway.· 

Per cent. 
47 
40 

50 

The East Indian Railway, on the opening· of the Grand Chord Line 
in 1907. reduced the rates for grain and seeds from Delhi to Howrah 
from Re.0-7-11 to Re. 0-7-6 per maund in order to give Delhi the full 
advantage of the minimum rate of 'r'lIth pie per maund per mile on 
the reduced distance from 954 to 903 miles. While the Bombay, Baroda 
and Central India and Rajputana-Malwa Railways could mamt.J.iil a 
lower rate of Re. 0-7-1 per maund on their distance of 848 miles (via 
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Rewari-Phu1era Chord and Sabarmati) from Delhi to Bombay the Great 
Indian Peninsula Railway could only quote a rate of Re. 0-8·0 per 
maund from Delhi to Bombay on their length of 957 miles via Agra 
Delhi Chord, Agra and Itarsi. It was also pointed out by the Great 
Indian Peninsula that the distance from Hathras to Howrah was -806 
miles against the distance to Bombay via broall gauge over the East 
Indian Railway, Indian Midland Railway and Great Indian Peninsula 
t'id Agra and Tt!Lrsi of 882 miles and 883 miles from Hatltras to 
Bombay by the metre gauge route. The Great Indian Peninsllla Rail· 
way grievance was that while the Bombay, Baroda and C.entral India 
Railway were, on the local di!\tance of 883 miks by a route involving 
transhipment owing to break of gauge, able to quote rate of 
Re. 0-7-4 because of the whole distance being under their control, the 
Great IJldian Peninsula, with practically the same distance, in fact 
with a shorter distance of one mile, and by an unbroken gauge route 
were unable to quote less than Re. 0-8-11 owing to the charge over 
the East Indian Railway from Hathras to Agra a distance of 43 miles 
being Re. 0-1-11 per maund (trd pie per maund per mile plu8 3 pies 
short distance charge and 6 pies special terminal). The Great Indian 
Peninsula Railway asked to be allowed to recognise their distance the 
same as by the Bombay, Baroda and Central India Railway between 
Delhi and Bombay to secure equalisation of rates with the Bombay, 
Baroda and Central India Railway so as to be able to carry their 
allotted share of traffic from Delhi and vw to Bombay. Neither the 
Bombay Chamber of Commerce nor the Bombay Government recom· 
mended this proposal of the Great Indian Peninsula and the Govern· 
ment of India also did not sanction this. 

It has been recognised for a number of years that except where there 
is, a break of gauge a railway is not properly entitled to charge any
thing in -the way of terminals on cross traffic (i.e., traffic which passes 
over a rail~y without either originating or terminating on it). In 
the case, however, of ClOSS traffic passing a junction involving tranship
ment owing to break of gauge a charge equal to the mileage rate for 
three miles was considered reasonable. But the East Indian Railway 
had for a number of years maintained a ch~rge of 3 pi'es pel maund on 
cross traffic from say vidAligarh to tia Hathras, viz., on traffic 
fr9m the Oudh and Rohilkhand Railway to the Rajputana.Malwa Rail
way (metre gauge). In 1906, the.East Indian Railway imposed a cross 
traffic charge of 3 pies per maund between, the following junctions:
Letween via Hathras and via Aligarh; vid Hathras and vid Agra ; vid 
Agra, Bombay, Baroda and Central India and vidAligarh; via Ghaziabad 
and vid Delhi, for the Bombay, Baroda and Central India metre gauge 
line. 

The Oudh and Rohilkhand Railway had previons to 1906 also levied 
a similar charge on cross traffic passing the junctions of. the Oudh and 
Rohilkhund Railway involving a break of gauge. Therefore the right 
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of East Indian Railway to levy this cross traffic charge m 3 pies was 
recognised; but it appears from the East Indian Railway via Delhi
Shahdara junction rate list that their rates for traffic from via Delhi
Shahdara (the junct.ion between the East Indian Railway and Shahdara 
Saharanpur light railway on 2'-6" gauge) and via Delhi, Southern 
Punjab (5'-6" gauge) Railway include a higher cross traffic charge 
than 3 pies. For instance, the 1st class rate between via Delhi-Shahdara 
and via Delhi, Southern Punjab Railway is 9 pies; the actual distance 
between Delhi-Shahdara and via Delhi is 4 miles but the chargeable 
distance on goods traffic is 10 miles and at trd pie per maund per mile 
plus 3 pies cross traffic charge the total would be 6 pies and not 9 pies. 
If the East Indian Railway have t~ supply wagons for this traffic the 
charge would not be very unreasonable, considering the very short lead 
for which 'the traffic was carried, but the arrangement was that the 
Southern Punjab Railway were to supply wagons for this traffic over 
the length Shahdara to Delhi. 

In July 1907, an agreement was come 'to between the late Bhavna~r- Agreemem 

Gondal-Junagad-Porbandar State Railway and the Morvi Railway, ~:t;:e;~~~~ 
whereby (1) all traffic to and from Jetalsar Junction and stations J.·P. RaiZw. 

north of Jetalsar to and from Wadhwan and via was allotted to the a;:;/::'y1::: 
Jetalsar Rajkot Branch and the Morvi Railway and (2) all tra.ffic traffic betwee 

south of Jetalsar namely to and from Jetalsar-Porbandar and Jetalsar -:;~~:-a:~ 
Veraval branches to Wadhwan and via was made over to the Bhav
nagar-Gondal-Junagad-Porbandar Railway via the Dhola route. 

The distances between Jetalsar and Wadhwan co~pared as follows ;-

1. Wadhwan to Dhola 
Dhola to J etaIsar 

TOTAL 

73 by the late Bhavnagar-Gondal.Jun-
80 agad-Porbandar Railway. 

153 

Miles. 
2. Wadhwan to Rajkot over Morvi Railway. • • . 74 

Rajkot to JetaJsar (branch of late Bhavnagar-Gondal.Jun-
agad-Porballdar Railway) 46 

TOTAL 120 

This agreement was come to after a period- of severe competltlOn 
between the Bhavnagar-Gondal-Junagad-Porbandar system_ and the 
Morvi Railway, lasting for a very long period, and it will be useful and 
interesting to give a brief resume of the circumstances that led to the 
competition. 

The old Bhavnagar-Gondal-Porbandar State Railway was owned 
by the several Kathiawar States, but was worked as one system under a 
Coalition :poard till August 1911, whereas .the ~Iorvi Railway Wd.i>, 

worked as an independent undertaking from its start. 

The late Bhavnagar-Gondal-Junaga,l-Porbandar Railway conill~ted 

of the following lines and branches ;-
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Main lines. 
MiIeOI. 

t. Bhavnagar to DhoIa and Dhola to Wadhwan in the 120 Opened for traffic in 1880-
north, and Dhola to Dhasa in the south (owned, 
by the Bhavnagar State). . 

2. Dhaea to Porbandar.,owned by Gonda! and Por. 
bandar States). 

3. Jetalsar to Veraval (owned by the Junagad Stater 

Branches. 

- 140 Opened for tra.ffio in 1881 
and in 1889. 

69 Opened for tra.ffio in 1890. 

4. JetaIsar to Rajkot (owned by Gondal, Junagad, 49 Opened for tra.ffio in 1893. 
Jetpur and Rajkot States). . 

5. Rajkot to Jamnagar (owned by the Jamnagar 54 Opened for tra.ffio in 1897. 
State). . 

6. Wadhwan junotion to Dhangadra. (owned by 20 Opened in 1898. 
Dhangadra. State). 

All these lines are metre gauge lines and so is the Morvi Railway 
from Wadhwan to ,Rajkot 74 miles, but originally this latter line was a 
2' 6" gauge line built in 1887. It may be noted that except for its jW1C
tion with the Bh~vnagar Railway and the Bombay, Baroda and Central 
Iooa Railway at Wadhwan; the Morvi Railway, till 1897, did not 
"connect with the Kathiawar Railways at any other junction. But 
the construction of the Jetalsar Rajkot Railway in 1897 and the con

, version of the Morvi Railway from 2' 6" gauge into metre gauge in 1905 
'gave this line the opportunity to compete for traffic between Wadhwan 
and via and Rajkot and south and south-west thereof. 

The Morvi Railway and the late Bhavnagar-Gondal-Junagad-Por
bandar Railway system carned on competition till 1907 when the.! came 
to an agreement. But while during the greater part of the period of 
competition, all the members of the Coalition Board (which conSisted 
of the representatives of each State,the Manager of the Railway and the 
Agent to the· Go.vernor in Kathiawar) supported the policy of competi
tion, ill 1907, the new member for Junagad (as an interested party 
in the JEitalsar Rajkot'Railway) challenged the policy of competition 
carned out by the Coalition Board and put in a claim for loss caused 
by the competition. This and various other reasons led to the abo
lition of Coalition Board and to the Railways being worked. as separate 
and independent lines by staff employed by each Native State with 
effect from August 1911. 

In 1908, as an outcome of the negotiationa which followed the termin
ation of the contracts of the Madras and Southern Maharatta Railways, 
the following arrangements were decided on in respect of the railway 
systems of· the S011-thern India. The Southern Maharatta Railway 
absorbed the whole of the Madras Railway system with the excep
tion of the Jalarpet-Mangalore section and branches thereof and also 
the Katpadi-Dharmavaram and Pakala-Gudur sections were taken 
over from the South Indian Railway, and made ove,r to the Southern 
Yaharatta Railway, and·· the newly formed system was known as 
Madras and Southern Maharatta Railway. The South Indian Railway 
acquired the Jalarpct-Mangalore section of the original Madras Railway 
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and were also given running powers over the Jalarpet-Bangalore section 
and the powers of the South Indian Railway In the matter of quotation 
of rates between their broad gauge system (viz., from Jalarpet to 
Mangalore) and the Madras Bangalore section of the new Madras and 
Southern Maharatta Railways were defined as follows :-

"The South Indian Railway Company, Limited, shall have power 
to quote through rates and fares for goods and passenger traffic from 
any station on the Jalarpet-Mangalore section to any station of the 
Madras Bangalore section, but not in the reverse direction. Such rates 
and fares, so quoted shall be divided between the Company and the 
South Indian Railway Company, Limited, in mileage proportion without 
any deduction for terminals and other special charges, except that in the 
case of traffic to and from the Nilgiri line the mileage over that railway 
shall be reckoned at twice its actual mileage in the mileage division of. 
such rates and fares." 

The Madras Chamber of Commerce apprehended that the South 
Indian Railway might divert traffic from the Jalarpet-Podanut section 
to other ports than Madras to the detriment of the interests M the Madras 
port and had asked that some measures be adopted for the protection 
of the Madras trade, which perhaps was supposed to be met by the 
provision of the following clause which appears in the South Indian 
Railway contract of 1910 :-

" No undue or unreasonable preference or advantage t·o or in favour 
of any particular person, company, or railway administration, or any 
particular description of traffic in any respect whatsoever, shall be made 
or given by the company, nor shall any particular person, company or 
railway administration be subjected by the company to any undue or 
unreasonable prejudice or disadvalltage in any respect whatsoever. 
The Secretary of State shall have absolute power for the purposes of 
this section to decide whether any preference, advantage,. prejudice or 
disadvantage is undue or unreasonable." -

In the beginning of 1908, the Railway Board.received and sanctioned Entrance 0/ 
the agreement relating to the Touting, rating and division of traffic to ~iL-; info 

and from Hapur as the result of the entrance of the East Indian Rail- Hapur and _ 

way into Hapui by a branch line from Khurja. The circumstances lead- ~fe=" 
ing up to the terms of the aO"reement were as under :~ E. I. and ,he 

When the Khurja Hapur
o 

extension was about to be completed, the ~~~i':!:S: 
()udh and Rohilkhund Railway claimed that all traffic between. Hapur 
and Calcutta should be routed t'ici Moghal Sarai. The contention of the 
()udh and Rohilkhund Railway was that Hapur had been an Oudh 
and Rohilkhund Railway station long before the East Indian Railway 
had gained admittan.ce there, and in the same way as even after the 
()udh and Rohilkhund Railway was allowed an entrance into the East 
Indian Railway statiqnR of Allahabad, Cawnpore, Aligarh and Delhi the 
traffic between these stations and the East Indian Railway stations 
~ast of Moghal Sarai was continued to be treated as local traffic to 
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the East Indian Railway. Moreover, the Oudh and Rohilkhund Rail
way contended that via Moghal Sarai was the shortest rout.e for Hapur 
in respect of Calcutta traffic. 

The contentions, of the East Indian Railway were that Hapur 
was as IJ?uch an Oudh and Rohilkhund Railway station as it became a 
station of the East Indian Railway, that the Conference Rules provided 
that any railway having direct command of the route from the sending 
station to the receiving station should carry the traffic and that the 
Oudh and Rohilkhund Railway could have objected to the embodiment 
of this rule had they wished to act contrary to it. The traffic between 
Moghal Sarai and HapUr could only be treated as both the Oudh and 
Rohilkhund Railway and the East Indian Railway local traffic. Simi
larly this was applicable to other junctions. In order to form an 
amicable settlement the following arrangements and division were 
arrived at between the two railways:-

m Half and half of all traffic between Hapur and Calcutta t<.. 
,each railway. 

(2) 75 per cent. of the traffic was allotted to the East Indian 
Railway, and 25 per cent. to the Oudh and Rohilkhund 
between stations Cawnpore and Hapur and between 
Allahabad and Hapur. This division was agreed to 88 

the distances over the East Indian Railway between 
the above 'points were much in their favour. 

(3) As to the routing of traffic between Hapur and Delhi, Hapur 
and Ghaziabad, Hapur and Aligarh it was agreed that 
the shortest route should carry the traffic, viz., the Oudh 
and Rohilkhund Railway. . 

(4) As regards the internal.stations between Hapur and Oudh 
and Rohilkhun<l Railway stations other than the junctions 
with the East Indian Railway and between Hapur and the 
East Indian Railway stations other than the junctions 
with Oudh and Rohilkhund Railway stations each railway 
to carry its own local traffic:. 

Any railway carrying in excess of its allotted share between Hapur 
and Calcutta and between Hapur and Allahabad and between Hapu.r 
and Cawnpore was to retain 50 per Cf'nt. of the excess receipts on 
account of working' expenses and make over the remaining 50 per 
cent. to the railway carrying less than its proper share. 

Sara or The Committee appointed to consider the site of the Sara Bridge 
~e GanglJ8 was also asked'to report on the following points :-
Committee'8 (1) The erection of a bridge at Sara to link up the metre· and 
reporl. broad gauge sections of the Eastern Bengal State RailwliJ. 

(2) The provision of a bridge at Godagari to more 'distinctly 
serve the interests of the Bengal and N orth-Western 
Railway. 
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(3) A scheme suggested by the Railway Board for the construc
tion of a bridge at Rampur Boalia, connected by'Bhort 
links with the Ranaghat-Katiltar and Eastern Bengal 
State Railways and with Calcutta by a new metre gauge 
line tid Meherpur and Ranaghat. 

(4) The project which the Committee recommended as offering 
the best settlement of the complex question of the location 
of a bridge over the lower Ganges. 

The conclusions arrived at by the Committee were as follows :-

The metre gauge ought not to be extended south of the Ganges 
and the bridge should be built near Sara. 

The only reason for introduction of and a reference to the report 
of the Ganges Bridge Committee in this Monograph is with a view to 
state briefly the deliberations and recommendations of the Committee 
in connection with the facilities that were considered, in their opinion, 
reasonable and which they recommended should be given in the matter 
of rating and routing of traffic from the Bengal and North-Western 
Railway to Calcutta; they were as follows in the words of the Com
mittee :-

"The true cause would seeDl to. be a natural and not altogether 
unreasonable attempt to secure as long a lead as possible over the home 
line for its Calcutta traffic. This object will be obviously best attained 
by the exchanging station with the foreign railway being at an end, 
and not near the centrl!. of the system. If this explanation be correct, 
the insistance of the Bengal and North-Western Railway on the Katihar 
instead of the Mokameh route'-. and the value placed oD. the shortening 
of their former connection, is not difficult to understand. 4. similar 
policy is adopted by practically every railway in India, specially in 
connection with its outward traffic, and unless carried to extremes cannot; 
be considered unreasonable. Unfortunately, in their endeavours to 
secure longer leads, the administration of the Bengal and North-Western 
Railway do not err on the side of moderation; and though we have 
every sympathy with efforts directed to a fair distribution of the Calcutta. 
traffic between the two r.outes, we cannot view as reasonable the attempt 
made to secure the whole at a heavy loss to Government and a sub
stantial sacrifice of public interests. This opinion would seem also to be 
shared by the Railway Board, as during the course of our investigations, 
they authoritatively stated that the whole of the railway giving access 
to Calcutta from the Bengal and North-Western Railway 'Via Katihar 
is to be owned and worked as a State Railway. -As this decision win 
doubtless lead to a considerable modification of the concessions indicated 
by the Board of Directors and the Agent of the Bengal and North
Western Railway, no useful object is served by discussing them, and our 
remarks will, there~re, be confined to a consideration of the conditions 
necessary to give that system reasonable access to Calcutta. The dis
tances for charge between Barauni and Mokameh and betwe.en Barauni 
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and Katihar are 27 and 112 miles respectively, so that the vi4 Katihar 
route gives the Bengal and North-Western Railway an extra lead of 
85 miles. Assuming an annual traffic of 600,000 tons carried at an 
average rate of tth pie per maund pei:' mile, and a fair charge for 
haulage the profit to be obtained .by carriage under competitive con
ditions at -loth pie per maund per mile over this additional distance 
may be placed at 31 lakhs of rupees per annum, an amount which would 

- he realised by the gross receipts of the same volume of traffic carried 
19 miles at a profit of tth pie per maund per mile. In other words, 
the Bengal and North-Western Railway would lose nothing byabstain
ing from competition in return for the gross receipts of 19 miles of the 
East Indian Railway portion of the Mokameh route. Under actual con
ditions, many cases would arise where the Bengal and North-Western 
Railway would not have to go down tb ,'oth pie per maund per mile 
on the Katihar route, and also considering the loss they,can cause the 
East Indian Railway, it is questional whether they would be satisfied 
with the bare compensation. Under these circumstances, an allow
ance of the receipts of 19 miles would be insufficient, but if the length 
be increased to 30 miles, the Bengal and North-Western Railway would 
receive liberal compensation for the routing of their traffic via Mokameh. 
The Manager, Eastern Bengal State Railway, estimated in 1906 that, 
neglecting the set off of the Government share of the profits of the 
Bengal and North-Western Railway, the loss to the State by diversion 
of that Railway's traffic via Katihar would be Rs.3-1-2 per ton, if an 
average rate of jth pie per maundper mile were "assumed. On the 
basis of 600,000 tons of traffic this loss would approximately amount 
to Rs. 18,50,000 per annum, so that even if the State absorbed the , 
whole profits of "Rs. 3,50,000 for which~he Bengal and North-Western 
Railway are struggling, a loss of Rs. 15,00,000 would be incurred by 1he 
"divelSion of traffic in question from the shortest route via Mokameh. 
It is, therefore, utterly opposed to. the interests of the Government that 
the Katihar route should be encouraged to compete with the shorter 
one via Mokameh. With this fact in view, and also to avoid inter
ference with the existing rights of the latter route to reduce rates and 
fares to the sanctioned limits, we are of opinion that the total charges 
by the longer should exceed th~se of the shorter route" by at least the 
"competitive difference." Subject to these r~trictions the Bengal and 
North-Western Railway might be allowed running powers between 
Katihar and the transhipment station near Nattore with the right to 
quote such rates and fares over the Nattore Calcutta section as wquld 
not affect the local rates and fares of the State line. and unprejudiced 
treatment at the transhipment station. As regards" the question of 
rates and fares, the restriction of this power to traffic passing between 
"Bengal and North-Western Railway stations and stations on the Eastern 
~engal State Railway between Naihati and Southern termini would 
appear to meet requirements. Independent control Cif the transhipping 
station is not absolutely necessary, but if it can be arranged without' 
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compromising State interests, might be introduced in deference to the 
known views of the Bengal and North-Western Railway. One method 
of affecting th~oncession consists in controlling the goods tranship
ment station by a joint committee, composed of representatives of the 
two railways concerned and of the Port Trust railway, the discipline 
and appointment of staff being vested in the last named authority. The 
foregoing proposals may be summarised as under :-

(1) Both routes to be available to the public. 
(2) On all traffic from the Bengal and North-Western Railway 

stations via Mokameh to Calcutta, that railway to be 
credited with 30 miles of the East Indian Railway portion 
of the route in. addition to its own lead. 

(3) Rat~s and fares via Mokameh and via Katihar to Calcutta 
termini to differ by the cO!llpetitive difference. 

(4) Subject to above~strictions, the Bengal and North-Western 
Railway to be allowed to quote through rates between 
stations on its system, and Naihati to Budge Budge, 
Diamond Harbour, and Mutla stations on the Eastern 
Bengal State R~ilway. 

(5) The imposition of blocking charges of every <).escription, 
designed to upset these proposals, to be generally pro
hibited. 

(6) The Bengal and North-Western Railway to be granted run
--Xung powers between Katihar and the transhipment 
station near Nattore. 

(7) The goods transhipment station to be worked under impartial 
management." 

• The opening of the Grand Chord Line reduced the distance between 190~-~909. 
Katni and Howrah by the East Indian Railway route and this necessitated ~~u. 
a revision of the agreement of 1901 between the East Indian and ment between 

Bengal-Nagpur :Railways regarding traffic from Katni, Jubbulpore and ~~: ~ and 

stations on the Indian Midland Railway section of the Great Indian Penin- Railways 

sula Railway to Calcutta and vice vers4. The Bengal-Nagpur Railway{~:~ 
agreed to waive their claim for traffic between the following points:- Calctt~ and 

Katn •• 
(a) All traffic between Calcutta and stations on the Jhansi . 

.Agra, Jhansi Cawnpore, and Jhansi Manikpur sections 
of the Indian Midland Railway. Such traffic was in 
future to be carried by the Great Indian ~eninsula via 
Agra, Cawnpore and Manikpur as the case may be. 

(.b) Traffic between Katni and via and stations on the East Indian 
Railway between Bally and Asansol (excluding Asansol); 
the East Indian Railway. were to carry this traffic by the 
local route. 

(c) Traffic between stations Niwar to Jubbulpore and Asansol to 
Bally, this traffic being East Indian Railway local traffic the 
Bengal-Nagpur Railway were not to carry any share of it. 
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Therefore, the traffic. that now came in. division between the two ' 
railways, for which equal rates were to be quoted by both the East 
Indian and Bengal-Nagpur Railways was as follows and the und.er
-mentioned division of traffic was a.ccepted :-

Bengal. 
• Nagpur 

Railway. 
Katni and Calcutta and Ilia Katni and via and 

East Indian 
Railway. 

Asansol . . . . • • I and I 
Via Jubbulpore to Calcutta and to Asansol. I i 

The traffic to and from Jubbulpore was not to be divided but equal 
rates were to be maintained-

(1) by the East Indi.an Railway direct route to Howrah; 
(2) via East Indian Railway Katni and tlle Bengal-Nagpur Rail

way'to Shalimar; 
(3) via Gondia to and from Howbagh Jubbulpore station 011 the 

Bengal-Nagpur Railway to Shalimar. 
The :terms relative to the construction by the Bengal and North~ 

Western Railway of a metre gauge chord from Burhwal to Sitapur 
running parallel to . Lucknow-Sitapur (State) Railway (worked by the 
Rohilkhund ancfKumaon Railway) were subject of correspondence and 
controversy between the Oudh and Rohilkhund and Bengal and North
We&tern Railways. The GovernIItent of India had not only to protect. 
the interests of the Oudh and Rohilkhund Railway but of the Lucknow
Sitapur Railway as well. In the first place, there was a fear of the 
Bengal and North:Western Railway attracting all the traffic from the 
Rohilkhund and Kum~on Railway north of Sitapur to the East Indian 
Railway stations east of Moghal Sarai to_ their metre gauge route either 
via Benares, via Digha or via Mokameh to the detriment of the 
interests of.the Oudh an~ Rohilkhund Railway who were carrying this 
traffic from Lucknow to Mogha1sarai. The Beng.;l and North-Wesliem 
Railway could also compete for traffic from their own railway to the 
Bombay, Baroda and Central India Railway, by combination with the 
Rohilkhund and Kumaon Railway via Sitapur, Bareillyand Kasganj, to 
the detriment of the interests of the Oudh and RohilkhUnd Railway, as 
proprietors of the metre gauge .link from Burh;wal to Cawnpore and in· 
terested tQ the extent of 75 per cent. of the gross earnings of this link 
and also of the Cawnpore Achnera Railway to a certain extent. 

Tiit Lucknow-Sitapur Railway was also to lose a portion of its 
through traffic from the Oudh and Rohilkhund Railway east of 
Barabanki to stations north of Sitapur. 

Therefore, the Bengal and North-Western Railway were asked to 
accept the following terms :::- . 

"For the protection of the interests of the Oudh and Rohilkhund 
State Railway and of the Lucknow :8areilly State Railway, now worked 
by the Rohilkhund and Kumaon Railway Company:-

(a) The Oudh and Rohilkhund Railway shall be credited with 
half the share of the through rates and fares for 197* 

• The distance from Lucknow to MoghaIsarai. 
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miles, received by the Company in respect of all traffic 
carned via the Burhwal Sitapur Chord from, to, and via 
any station or stations on the Rohilkhund and Kumaon 
Railway (including Sitapur) to, from, and via any station 
or stations on the East Indian Railway east of Moghal 
Sarai. 

(b) All traffic between stations on the Bengal and North-Western 
Railway Company's system and the Bombay, Baroda 
and Central India Railway shall be routed, or shall be 
deemed to have been routed, via Cawnpore. 

(c) The net earnings of the Burhwal Sitapur Chord from through 
or cross traffic from any source to any destination shall 
be credited to the Lucknow Bareilly State Railway." 

These ·terms we~e eventually accepted on the intervention of the 
Secr~tary of State. 

In 1908, the Railway Board approved of the following basis of divi- Rates bdwU1 

sion in the matter of rates to and from the river stations on the Pudda the rjver side 
. .• Kh In f ffi d fr C I· 8ta/rona on tl flver vta u a or tra c to an om a cutta statIOns :- PuMa river 

"It was agreed that the basis of division via Khulna, viz., 120 ~'tu;: 
miles to the Steamer Companies and 100 miles to the Railway, should (E .. B. S. 

apply to all upward traffic as well as to jute and other downward traffic RaIlway). 

via Khulna, and further for all upward and downward traffic booked 
via Goalundo to and from Narainganj and via Pudda stations and 
Chandpur and via, but diverted via Khulna, the rates via Goalundo to 
be charged, and the division of the through rates shall be on the 
basis of 120 miles to the Steamer Companies and 106 miles to the 
railway (for Calcutta stations). It was also agreed that the route for 
upward traffic should follow or be governed by the· route of the down-
ward traffic." 

The rates for the carriage of military traffic were revised for reasons 1910. 

already stated on the representation of the Military Department with M'jfi·litaryat . . tra cr _ 
effect from 1st January 1908 as a tentatIve measure for a perIOd of one revi8ion. 

year; they were as follows:-

(These experimental rates were in operation during 1908 and 1909 and 
were slightly enhanced in 1910.) 

:Metre and 
Coaching. Standard. smaller 

gauges. 
Rs. A. P. Rs. A. P. 

Per 4 wheeled vehicle per mile 0 4 6 0 3 0 

Per bogie vehicle per mile 0 9 0 0 6 0 

Per 6 wheeled vehicle per mile 0 6 9 0 4 0 

Goods. 
Per 4 wheeled vehicle per mile () 4 6 0 3 0 

Per bogie vehicle per mile . 0 9 0 0 6 0 

per 6 wheeled vehicle per mile 0 6 9 0 4 0 
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Previous to the introduction of the above scale the rate for small 
parties and for. troops carried by troop trains were practically the same. 
Broadly speaking they were as follows;-

British Officers 
Warrant Officers • 
Native Officers and Nori-~m'mU;sioned 

Officers and men. 

Native troops and followers 

1st class aocommodation, at~nd olass fal'68 
2nd class accommodation at the lowest 

farea with the exception that Native 
Non-Commissioned Officers and men OD 
duty singly or in a small parties not ex
ceeding 4 in number to travel 3rd olasa. 

_ 3rd class at the lowest fares. 

Baggage (Government baggage and personal baggage in excess of 
that provided for in the warrant) was charged at ·8 pie per'maund per 
mile. 

Supply and transport sto~es at ! pie per maund per mile but the 
railways allowed to charge a minimum of ith pie per maund per mile 
-generally the ! pie rate was charged. 

Ordinance Stores.--£ th pie per maund per mile but railways were 
allowed to reduce to Hh pie at their option. . Gener~lly tth pie per 
maund per mile was charged. 

These rates are now.in operation when a full carriage or wagon is 
not required; 

Under the contract with the Secretary of State, the State lines worked 
by companies, are required to carry military traffic on the same conditions 
as may for the time being be in force on State worked State lines of 
same gauge. . . 

Both Benares and Allahabad are important places of Hindu pil
grimage and during melas and fairs there is a large traffic in pilgrims 
between these two places .. Duririg Kumbh Mela which occurs every 
twelve years (the last' big Mela held at Allahabad was during January 
and February 1906) the number of passengers booked from Allahabad 
to Benares and vice ve;rsa is enormou,s. 

Prior to the construction of Allahabad Fyzabad Railway the East 
Indian Railway enjoyed. the monopoly of this traffic. But during the 
Kumbh Mela of 1906 the alternative rout'e via Fyzabad was opened. 
The Oudh and Rohilkhund Railway Phaphamu-Jangai line was op"tlned 
in 1907 and the distance by the Oudh and Rohilkhund Railway Jangai 
route and by the East Indian Railway route compared as follows ;-

Miles. 
- By the Oudh and Rohilkhund Railway route. 84 

By the East Indian Railway route .' 105 

The East ·b.dian Railway obtained running powers between Moghal 
Sarai and Benares for'tlieir passenger trains and constructed a chord 
line· (called Bechupur Chord) so· that the East Indian Railway trains 
from Benares to Allahabad and vice ve;rsa could run in and out of Bimares 
without there being the necessity for such trains to enter the junction 
of Moghal Ss.rai. • 
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For a time although the fares were practically equal there was com
petition for traffic by canvassing on the part of both the East Indian 
and Oudh and Rohilkhund Railways. The following arrangement was 
subsequently come to between the two railway administrations :-

" (1) Passenger fares from Allahabad, Prayag and Naini to 
Benares Cantonment and Kashi and vice versa shall· be 
equal by both the routes, viz., by the Oudh and Rohil
khund and East Indian Railway routes. 

(2) The East Indian Railway shall have running powers between 
Moghal Sarai and Benares Cantonment for passenger 
trains to and from Allahabad. 

(3) The coaching traffic shall be carried, as far as possible, in 
equal proportions by the two routes; but the railway 
which carries the larger amount shall retain 75 per cent. 
of the excess receipts, making over 25 per cent. to the 
other railway. 

(4) The East Indian Railway shaH pay to the Oudh and Rohil-
, khund Railway 75 per cent. of the total gross receipts 

attributable to the mil~age proportion between Moghal 
Sarai and Benares Cantonment on coaching traffic carried 
in East Indian Railway trains under running powers. 

This clause shall remain in force even though the Chord to Bechu
pur is constructed. 

(5) It is noticed that this agreement contravenes the terms of 
the Moghal Sarai agreement of March 1889, in the matter 
of routing of traffic between stations referred to in para
graph 1 above. It must be clearly understood that this 
contravention of the a.greemen"t is only applicable to 
coaching traffic between those stations." 

At a meeting held between the East Indian and Bengal-Nagpur Coal rales. 

Railways, aftaI the introduction of the revised scale of rates for coal and 
also subsequent to the routing agreement come to in 1907, the Bengal: 
Nagpur Railway consented to the withdrawal of equal quotations by 
their longer alternative routes tia Katni Marwaraand Great Indian 
Peninsula to stations on the Delhi-Ambala-Kalka Railway and to the 
junction stations between Delhi and Agra such as Hathras, as 
it was accepted that the equalisation of rates by the longer alternative 
routes could not be effected without the consent of all the lines 
concerned and that because the East Indian Railway did not a.gree 
to, the . longer route being followed to its stations (including 
the Delhi~Ambala-Kalka) the ~engal-Nagpur Railway withdrew the 
quotations by -.their longer rout" from collieries on the Bengal-Nagpur 
ltailway in the Jherria Field. 

o 
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In 1909, an agree~ent was concluded between the East Indian Rail
way and the Bombay, Baroda and Central India Railway relating to 
traffic between the ~ollowing junction points.:-

Cawnpore and Delhi. Farrukhabad and Delhi. 
Delhi and Hathras. Cawnpore and Farrukhabad. 
Farrukhabad and Agra. Hathras and Farrukhabad. . 

The entrance of the East Indian Railway into Farrukhabad in 1906 
opened the door for competition between the two railways for traffic 
tietween t1?-e points naqled above. The distances between these points 
are as follows:- . . 

Bombay, 
Baroda and East Indian 
Central India 

Railway. 
Railway. 

Cawnpore and Delhi 436 271 
Delhi and Hathra8 248 97 
Farrukhabad and Agra 171 102 
Farrnkhabad and Delhi . 350 216 
Farrnkhabadand Cawnpore 86 )87 
Farrnkhabad and Hathras 102 U9 

It will be observed that the East Indian Railway all broad gauge 
is shorter'than the Bombay, Baroda and Central India direct all metre 
gauge routes in the first four eases. It was pointed out by the East 
Indian Railway ~~ the Bombay, Baroda and Central India Railway that 
they (the Bombay, Baro~a and Central India Railway) should refrain 
from competition between these points seeing that the East Indian 
Railway did not compete with them for traffic between Farrukhabl&d 
,and Cawnpore and Hathras and Farrukhabad for the reason that the 
DJ.etre gauge route was shprter. 

The Bombay, Baroda and Central India Railway agreed to accept 
tills position provided that. in the ease of Delhi-Farrukhabad traffic 
they were allowed to carry it by the combined broad and metre g81lge 
routes via Hathras, which was the shortest, but the East Indian Railway 
9bserved that the ease of Farrukhabad-Delhi traffic wasClimilar to the 
.ease of salt traffic from Sambhar to Cawnpore. The East Indian Railway 
offered the shortest route, (or traffic in Sambhar salt to Cawnpore 
via Agra" but the Bombay, Baroda II:nd Central India Railway retained 

, . the traffic to their route (in the ground that they offered an unbroken 
\ gauge route 'from starting station to destmation under command of one 

railway, and following the same argument, the ~ast Indian Railway 
claimed the traffic between Delhi and FarrUkhabad for they offered a' 
much 'shorter unbroken broad gauge rout~ between these two-' points 
as, compared with the Bombay,' BMMa and Central India Railway 
unbroken metre gauge route. The broken gauge route via Hathras 
was •. therefore, ignored for this traffic, specially on the ground that the 
distance by that route was shorter than. the East Indian Railway direCt 
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route by 8 per I}ent. only and thus the advantage of the shorter 
distance was more than counterbalanced by the break of gauge especial
lyas the East Indian Railway coUld hold their own by the direct broad 
gauge as compared with either the direct metre gauge or the combined 
broad and ~etre gauge route tia Hathras. Ultimately the following 
agreement was come to between the two lines in February 1909 :---

" It is agreed that the rates between the following points should be 
ill favour of the'" East Indian Railway direct route:- -

(a) Cawnpore and Delhi. I (c) Farrukhabad and Agra. 
(b) Delhi and Hathras. (d) Farrukhabad and Delhi. 

The rates via the Bombay, Baroda and Central India Railway to be one 
anna per maund higher than those over the East Indian Railway dirert 
route. 

The arrangement also to apply to traffic via these junctions except 
for traffic to and from Bombay, Baroda and Central India Railway 
local stations. The traffic between the following junctions to be carried 
by the-Bombay, Baroda and Central India Railway route, the East 
Indian Railway undertaking not to compete for it. 

(a) Cawnpore and Farrukhabad. 
(b) Hathras and Farrukhabad. " 

The opening of the Krisbnagar-Lalgolabroad gauge line of the 0 ." of 
•• • 0 _. pen,ng OJ 

Eastern Bengal RaIlway ill 1907 and of theIr Katihar-Godagan metre the Ranagh, 

gauge exteilsion necessitated a chang!\ in the agreement of 1902 relating ~~i&:;n.ag(A), 
to the routing and rating of traffic from lltations on their Assam Behar ao!au:ri
Section to Calcutta.. The distances b'etween Katihar and Calcutta by Ka;'ha~ 
the East Indian Railway route via Manihari and the Eastern Bengal State ::~e:.::ent 
Railway new route compared as follows :_ . between the 

-E. I. and 

By Eastern Bengal RllJIway routG 
via Godagiri 

Via Manihari East Indian Railway. 
Eastern Bengal Railway 
East Indian Railway • 

Miles. . Miles. 

249 249 

23 

219 

TOTAL 242 
242 

It was, therefore, accepted that the traffic from all stations, north, 
south and east of Katihar, for which rates ~ere hitherto equal via 
Manihari, should now-be routed via the Eastern Bengal Railway route 
via Godagiri and Lalgola so far as trafllc to the Calcutta side of the river 
was concerned, viz., to the following stations :- -

Belil1ghatta. _ 
Sealdah. 
Chitpore. 
Port Trust"Railway Stations. 
Ultadanga and Kidderpore Docks. 

But in respect of traffic to Homah and to jute mills situated between 
·Naihati and Homah on the East Indian Railway, the traffic from the 

02 

the E. B. S 
Rys. in con 
sequence 
thereof· 
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followin~ sta1;ioru! on the Eastern-Beng~.l Railway continued to take 
the Ma.nihari route :-

Manihari G;hat. Rautara. 
Manihari. Katihar. 
Manshahi. Sonaili: 
Forbesganj. Salmari. 
Simraha. Barsoi. 
Arariya. Sudhani. 
Kusiargaon. Dalkolha. 
Jalalgarh. Kanki. 
Kasba. Kissengunge 
Purneah. Kachna. 

Revision of The decision of the Government to treat the NagdacMuttra Railw~ 
~;::~:1~ as an integral part of the Bombay, Baroda. and Central India Railway 
G. I. P. and invited the attention of the Great Indian Peninsula. Railway and keen 
the B., B. and t't' uld h f II .1 h . f h' Ii· h d . t b . O. I. Rys. compe 1 IOn wo ave 0 oweu t e openmg 0 t IS ne a It no een 
for traffic for the agreement that was concluded before the Nagda line was included 
~!~e:y and in the Bombay, Baroda a~d Central India system. It was thought 
Northern advisable to come to a settlement with'a view to avoid any competition 
India on the ~ b . h I' . h . 'fi' th ppening of ("·1 rates etween t ese two mes, WIt out m any way saCrI cmg e 
the N.M. By. interests of the public so far as facilities in the matter of the shorter 

. distance via the new route were concerned. The question was 'discussed at 
gt~at length between \he Boards of Directors of the two ~ways during 
1909 and 1910, and it was finally agreed that the goods traffic between 
Bombay and Delhi, Muttra, Agra and Cawnpore 'Was to be divided 
equaily between the routes of the two companies. It may be mentioned 
that the Cawtlpore traffic was never hitherto, since the opening of the 
Indian Midland Railway, shared with the Bombay, Baroda and Central 
India Railway; but in view ot a satisfactory agreement being !l~ces
sart as to what would be reasonable to both the parties it was eventually 
accepted that Cawnpore and t'ia Cawnpore traffic should be included in 
the pool. The distances by the Bombay, Baroda and Central India 
Railway route via Sabarmati, Br)mbay, Baroda and Central India. 
l<ailway broad gauge route via Nagda-Muttra, and the Great Indian 
Peninsula;Railway route t'ia Itarsi compare as follows between/Bombay 
and the following points :-. , 

, Via Bomloay, 
Baroda and Via Nagda,. Via Great Indian - Central India Muttra Peninsula Railway vid Suljarmati Railway. 

Railway. 
, 

Bombayt()- MiI£B. Miles. Miles. 
Delhi · 848 864 957 
Mut,.tro. 855 775 869 
Hathras , 884 804 883 
agra . · . 847- ·786 836 
Cawnpore · 1,072 993 839 
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It will be observed that while the Great Indian Peninsula route offered 
the shorte:lt distance from Cawnpore to Bombay, the Bombay, Baroda 
and Central India Railway had the advantage of shorter distances in the 
case of the other stations by the Nagda-Muttra route, except that 
in the case of Delhi, the Bombay, 13aroda and Central India Railway 
route via Sabar~ati yet remained the shortest by 16 miles. 

It may be pointed out here that the Nagda-Muttra Railway (rather 
the Bombay, Baroda and Central India Railway) for purposes of dired 
entrance \uto Delhi obtained running powers over the Agra-Delhi Chord 
between Muttra and Delhi, and in respect of this distance the Bombay, 
Baroda and Central India Railway were required to pay 50 per cent. 
of the earnings of the Delhi-Bombay goods traffic to the Agra-Delhi. 
Chord Railway which included payment for haulage and for running 
powers.· 

In 1910, on the opening of the Balamau-Sitapur Branch ofthe Oudh 0'(Jening oj 

and Rohilkhund Railway, the question of the quotation of rates between 1l;'t!:~u 
Sitapur and Lucknow and Sitapur and BareilIy and of the protection of Railway. 

the interests of the Lucknow-Sitapur-BareiIIy metre gauge State Rail-
way, forrning part of the Rohilkhund and ltumaon Railway, came up 
for consideration. The distance between Sitapur and Lucknow by the 
new broad gauge route was "longer, viz.; 82 miles against 55 miles, 
the distance by the metre gauge route of the Rohilkhund and 
Kumaon Railway over .the Lucknow-Sitapur-BareilIy liiJ,e ; hut between 
Sitapur and BareiIIy the Oudh and Rohilkhund Railway route became 
the shortest. One of the new features of the arrangement come 
to in this connection' was that in order to prevent competition 
and to protect the interests of the Rohilkhund and Kumaon Railway, 
the Oudh and Rohilkhund Railway as offering the shortest distance 
between Sitapur and BareilIyof 100 miles, were told to charge maxi-
mum rates of the longer distance of the Rohilkhund and KUmaon Rail-
way of 144 miles. . 

In regard to traffic between Lucknow and Sita pur. the Rohilkhund 
and Kumaon Railway route was the shortest and it was recognised 
that 50 per cent. of the gross receipts of the Oudh and Rohilkhund 
Railway on the distance Sitapur to Lucknow in respect of such traffic, 
which should be carried by the shorter route to and from the metre 
gauge stations, was ~o be credited to the Rohilkhund and Kumaon 
Railway on account of the Lucknow-Sitapur Railway when such traffic 
was carried by the Oudh and Rohilkhund Railway. 

In 1910, the Madras Railway so arfJLng~d the rates from their East Co:npetitirm 

Coast section, for instance from Coconada to stations of the Great Indian 'JJ.w;;en~he 
Peninsula Railway, as to carry the traffic over the Madras Railway and the N. ( 
system via Bezwada, Guntakal and Raichur involving two tra.nship- ~~;:fr!.,; 
ments, one at Bezwada and another at Guntakal, although the shortest EfJdt COO8! 

route for sueh traffic W!lS via Bf'z wada and Wadi direct broad ?auge route. ~a~i:;'/' , 
• Also see page 193. 
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The distances compare as .follows to and from Sholapur the point. 
where all the routeli meet :......: 

1. Coconada to Bezwada (Madras and Southern Mahratta broad 
gauge) .' 

Bezwada to Wadi (Nizam's Guaranteed State Railway broad 
gauge) -

Wadi to Sholapur (Great Indian Peninsula Railway broad 
gauge) 

Miles. 

134 

338 

93 

665 

2. Cocanada to Raichur~Madras and Southern Mahratta Rail. 
way (via Bezwada and GuntakaI) broad gauge and metre 
gauge involving two transhipment-. one at Bezwada and 
the other at Guntakal) . . • • • • 488 

Raichur to Sholapur (Great Indian Peninsula Railway broad 
gauge) 160 

648 

3. Coconada to Bezwada-Madras and Southern Mahratta 
(broad gauge) . 134 

_Bezwada to Hotgi-Madras'and Southern Mahratta (metre 
gauge) involving two transhipments one at Bezwada and 
the other at Hotgi 676 

Hotgi to Sholapur-Great Indi8:n Peninsula Railway (broad 
gauge). .....,.. 10 

720 

The Nizam's Guaranteed State Railway, interested in shortest route 
via Wadi, tqok exception to this position and retaliated by the 
quotation of high rates from their stations in .the direction of Bezwada • 

. the junction with the Madras Railway, as compared with the rates from 
the same stations on the Nizam's Railway to via Wadi for the Great. 
Indian Peninsula Railway. For instance, full pressed cotton from 
Secunderabad to via Wadi was charged Re. ()"5-2 per maund for the 
distance of 12~ miles, equal to ·512 of a pie. per maund per mile. 
'whereas if sent via Bezwada the rate was Re. ()"1()"1 per maund; 
although the Nizam',s Railway obtained a much longer )ead in this 
case, viz., of 218 miles, the charge was at a slightly higher rate, namely, 
'555 pie per maund per mile. . 

At first sight, the proper route for traffic between say Coconada and 
the Great Indian Penmsula Railway stations would appear to be that 
ria Bezwada and Wadi, which is not only the shortest route but ofIers 
an unbroken broad gauge route. But it has tQ be considered that the 
Madras Railway has the entire command of the distance from 
Coconada to Bezwada and of the distance from Bezwada to RaichUl 
and also from Coconada to Bezwada and Bezwada to Hotgi. It 

- is the recognised practice throughout the Railway world to 
alIow the railwfty, on which the traffic originates, the longest possible 
lead so long as it is Dot to the detriment of the interests of 
the public. As already stated, the Madras Railway route via Beiwada, 
Guntakal and Raichur invo!ves double transhipment, but in the matter 
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of railway rates the Madras Railway, having the command of the entire 
distance from ~conada to Raichur, and as the Great Indian Peninsula 
Railway get a longer lead from Raichur than from Wadi, cheap rates 
are possible by the Bezwada-Guntakal-Raichur route, especially as· 
in the case of the shorter route vid Bezwada and Wadi both the 
Madras and the Great Indian Peninsula Railways are interested in only 
short lengths, namely from Coconada to Bezwada and from Wadi to 
Great Indian Peninsula Railway stations respectively; and they 
cannot ordinarily cbrge the same low rates per mile as the Nizam'a 
Railway can from Bezwada to Wadi, which forms the greater part of the 
shortest route, or the Madras Railway can from Coconada to Raichur on 
the longer route. The matt~r was referred to by the Madras Chamber 
of Oommerce to the Government of India and the latter, while holding 
the action of the Nizam's Railway contrary to section 42 of the Indian 
Railways Act in charging from Secunderabad higher mileage rates to 
Bezwada than to Wadi, £onsidered that the Madras Railway were not 
entirely wrong in routing the traffic of their East Coast stations to the 
Great Indian Peninsula stations by the route that gave them the longest 
lead. Whether this vie~ in so far as it related to the routing of the 
East coast traffic to the Great Indian Peninsula Railway was entirely 
correct or not is difficult to determine because it is questionable whether 
a longer route like this, involving two transhipments, should be allowed 
to route the traffic in this manner unless it is to the interest.s of the 
public to dC? so. 'Any how, the matter was settled by an agteem.llnt 
between the Railways concerned later on, under which equal rates 
were quoted via Bezwada and via Hotgi over the Madras Railway to 
those in force via Wadi, but subsequently the Great Indian Peninsula 
Railway withdrew from this agreement sa far as it related to traffic 
between East Coast stations and stations "beyond Great Indian Peninsula 
Railway, for instance, the Bombay; Baroda and Central India Railway. 
In such cases, the Great Indian Peninsula Railw.ay agreed that they 
would accept mileage division' of through rates oy any of the routes, 
ll!fmely tid Wadi, tid Hotgi and via Raichur~ It mays however: be stated 
that with equal rates the broad gauge route tid Bezwada and Wadi was 
open tit- the public along with· the alternative routes via Beiwada 
and via Hotgi, so that although the arrangement might not have been 
a satisfactory one to the Nizam's Guaranteed State Railway it was to 
the advantage of the public, w7 got three routt's open to them at 
equal rates. " . 

We have already referred to the dispute between the late Bhavnagar- 1910-11-12-

Gondal-Junagad-Porbandar State Railway and the Morvi Railway. RaIetJ ents 

It seemed that the working of the Native State Railways in Kathia"'ar ~= lAe 

as one system under Coalition Board was not considered sa tsfactory ~~~:S::;le 
by all concerned, and at the request of the Bombay Government the Railwaya to 

then President of the Railway Board was in7ited to go into the whole a""'!,'j' 
com"..._' loti. 

question with a view to arrive at a satisfactory settlement and eventually 
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independent and sep/tl'ate ~anagement of the several railways was 
arranged. The idea was that each State should manage its own railways, 
the same as the Morvi State was doing, and this is 'what was practically 
arranged except tha~ in the case of very short lengths owned by a State, 
such as Dhrangadra Railway,o.r in the case of joint ownership of & small 
length,/the State having a comparatively big system of its own and 
running as a contiguous railway was given such short lengths to work. 

The Bhavnagar GondaL Junagad and Porllandar Railway was split 
up into four syst~ms namely :-

(1) Bhavnagar State Railway. 
(2) Gondal-Porbandar State Railway. 
(3) Junagll<l State Railway. 
(4) Jamnagar St~te Railway. 

The Bhavnagar Railway comprised the length from Wadhwan to 
Dhas'a. including Dhrangadra Railway and the branches to the Bhav
nagar Railway main line from W adhwan to Dhasa. 

The Gondal Porbandar State Railway was given the working of 
the length from Dhasa to Porbandar including Jetalsar-Rajkot Railway. 

The Jamnagar Railway works its own railway from Rajkot to Jam
nagar and the Junagad State Railway took over the working of its, 
system from Jetalsar to Veraval including its branches. 

Before independent working was actually ~tartedthe :6.ailway 
Board was invited to decide questions relating to rating, 0 routing and 
division of competitive traffic with a view to avoid wasteful competi
tion and the decision of the Railway .Board on the question in dispute 
was as follows, which had effect from 1st October 1911. 

Goods Traffic. 

" 1. Competitive traffic Irom and to Wadhwalt ana via to and Irortt the 
ports 01 Porbandar, Veraval and Bhavnagar. 

" Traffic governed ·by the agreements· with the Bombay, Baroda al}d 
Central India Railway to be routed direct to and from Bhavnagar by 
the Bhavnagar Railway. 

" Traffic to and from the port of Vel'aval to be routed via Jetalsar 
and Rajkot. Total charge made to be divided by all the lines concerned . 
in mileage proportion. Rates via the Dhola route to be maximum 
class rates, and the -rates V1.a the Rajkot route to be a.djusted so as to 
be lower than the via Dhola route. 

" Traffic to and from the port of Porbandar to be routed via Dhola. 
Total charge made to be divide~ by all the lines concerned in mileage 
proportion. i Rates via the Rajkot route to:o be maximum c1asS rates 
~nd the rates via the Dhola route to be adjusted so as to be I6wer 
than the via Rajkot route. 
_ (2) Traffic Irom and to Wadhwan and via. to analrom stations Olt Jam-
naga! Railway and Rajkot. . 
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" This traffic to be all routed via the ?rIorvio Railway and other lines 
are not to compete for it. -

"(3) Traffic Irom and to Wadhwan and via and stations to and Irom 
Raikot artd Jetalsar line excluding Jetalsar station. 

,/ This traffic to be all routed via the Morvi Railway, other Jines are 
tlot to compete for it. ~ / 

" (4) Traffic Irom and to Wadhwan and via to and Irom Jetalsar and 
.stations o!, the Porbaridar-Gortdal and Junagad Railway. • 

" To and fwm stations on the Junagad Railway to be routed m'a 
Rajkot. _ 

" To and from stations on the Porbandar-Gondal Railway including 
Jetalsar to be routed tid Dhola. 

" Rates in both cases to be dealt with as in (1). 
"(5) Inter local Traffic. 
" Excluding traffic to and from the ports traffic from and to stations 

()n one system of the Kathiawar Railways' to and from stations on 
another system of the Kathiawar Railways to be routed according 
to the shortest route and rates adjusted accordingly. 

"'(6) Traffic to and from /fhe ports from and to stations on the 
Kathiawar Railways. 

" For traffic to, from and »ia the ports from and to any statiollS on 
the Kathiawar Railways except Wadhwan alid via each railway system 
to make any charges it chooses within the maxima and minima autho
rised subject to the following provision .. 

" The agency, working the Rajkot-Jetalsar railway shall quote the 
same charges from and to stations on that railway including Raj~ot 
and via to and from via Jetalsar for all consignments irrespective of 
stations of destination or despatch." 

This decision was accepted by the Railways concerned. It is to be 
noted that the Native State!. Railways belonging to the Native States 
agreed to accept the decision of the Railway Board as final in the matter 
()f dispute between them as to railway rates. 

It will be remembered that with the termination of the Jubbulpur Dit,iaion oj 
agreements of 1898 and 1903, the Great Indian Peninsula Railway Beilc"}, coal 
lost all interest in traffic between Agra and East Indian Railway stations ~~ I. ;;n 
east of Allahabad as the provisions of 1898 agreement were that if the r;Uierie8 10 

agreement was ever cancelled it would be cancelled as a whole and not berw~en the 

in part. But in 1911, the East Indian Railway agreed to pool the dE: I',By. 
. .• .rec route 

Bengal coal traffic for Agra between the East Indian Rs:ilway direct and the G. I. 

route and the East Indian and Great Indian Peninsula Railways' joint ;;;"'Rai~;:ay 
route via Manikpur in ratio of ~ths to the former, the shorter route, Ma~i~pur. 
iths to the latter, the longer route. This arrangement was perhaps in 
the interests of the Agra mill owners who found it convenient to order 
their coal to Belanganj goods depat of the Great Indian Peninsula. The 
East Indian Railway would not ordinarily get such traffic, which would 
be carried from the colli~ries On the Bengal-Nagpur Railway to Agra-
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Belanganj goods depBt tIia the Great Indian Peninsula Railway, because 
this goods dep8t belongs to the Great Indian Penmsula Railway, and 
under agreement between the East Indian, Bengal-Nagpur and the Great 
Indian Peninsula Railways, the Bengal-Nagpur Railway, with equal rates 
to those in force by the East Indian Railway route, would carry coal 
from their collieries to Agra-Belangailj goods depBt of the Great Indian 
Peninsula Railway by the longer route over the Bengal-Nagpur and 

, Great Indian Peninsula Railways via Katru-Marwara, because the East 
Indian Railway have not got access to Great Indian Peninsula Rail .. 
way Belanganj.goods depot, except via Katni~ or via Cawnpore or via 
Manikpur. T!t~refore, 'the East Indian Railway thought it best to 
divid~ coal for _ Agra-Belanganj with the Manikpur route as when 
booked via Manikpur coal can be booked by the East Indian Railway 
from their col~eriesbut it cannot go via Agra-Jumna Bridge~ 

Agreement The satisfactory settlement between the Great Indian Peninsula 
~~~: ao,j: and Bombay, Baroda and Central India Railways, following the opening 

- the B., R. of the Nagda-Muttra' Railway, in regard tQ traffic between Bombay 
;on:tr~ic':l~nd Northern India helped amicable and equitable settlements on 
than that broad lines between the two railways in respect of all other competitive 
between ffi h . d' th B b Bombay ana tra c.t at was not comprIse m e OlD ay agreement. 
~n:a1fao:themThe following principles were agreed to be adopted in the matter of 

louting all other traffic than between Bombay and Northern India . 
.. 1. For traffic between purely internal stations, i.e., where both 

the , despatching and receiving stations belong to the same railway; 
and the other, railway is not reptesented at either, there shall be no ' 
competition, i.e., the railway o~g the entire route shall -retain the 
traffic by adjustment of rates if such'will,allow of it. 

"2. For traffic lietween junction!! where both railways are jointly 
interested, or where each railway has a separate station, the shortest 
route shall retain the traffic when the difference in distance between 
the two routes exceeds 33 per cent. When-the difference does not 
exceed 33 per cent., the rates, shall be equalised and' tr,affic divided 
equally, the railway carrying any traffic in excess of its share to retain 
50 per cent. of the excess the balance being credited to the other route. 
When three or more routes are concerned, the two shortest !,outes only 
shall be considered, and the case dealt with as.if the other route or 
routes did not exist. 

"3. For traffic between points (a) where the two Railways have a 
common junction or each has a separate station, and (b) a purely internal 
station of one of the'Railways concerned, the latter having also what 
might be called '4"'an entirely owned route," as for instance, Cawnpore
where both the Great Indian Peninsula and Bombay, Baroda and 
Central India Railways have a separa'te station, and Ruttam, which 
is purely a Bombay, Baroda and Central. India Railway-station, the
Bombay, Baroda and Central India Railway having as well an entirel,. 
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owned route between Cawnpore and Rutlam the following principle 
will be observed" :- . 

" (1) The Railway owning the entirely owned route shall be per
mitted to retain the whole of the traffic in all cases where it would be 
possible for it to do so by adjustment of its rates within the authorised 
minimum, by the route it entirely owns, as compared with the charge 
by the alternative route reckoned as under :-

" Maximum rates including terminal and short distance charge 
for that part of the alternative route belonging to the 
Railway which has also the entirely owned route, plus 
the minimum rates of the other Railway that shares the 
partially owned route." 

For example :-
Cawnpore to Rutlam 

Cawnpore to RutIam tid Ujjain 

Entirely owned route (Bombay, Baroda 
and Central India Railway). 

Partially owned route' (Great Indian 
Peninsula and Bombay, Baroda and 

, Central India Railways). -

"(a) The entirely owned route (Bombay, Baroda and Central 
• India) to calculate charges at its minimum rate between 

Cawnpore and Rutlam. 
" (brOn the partially owned route, the Great Indian Peninsula 

Railway will base its cha~ges on its ,minimum rate between 
Cawnpore and Ujjain, and the Bombay, Baroda and 
Central India Railway between Ujjain and Rutlam will 
quote its maximum rate plus short distance and terminal 
charges. 

" (e) If, calculated on this basis, the charge under (a) is less than 
that under (b), the entirely owned route (Bombay, Baroda 
and Central India Railway) carries the traffic the partially 
owned route (Great~ndian Peninsula and Bombay, Baroda 
and Central India Railways} retiring or vice versa. 

" (ii) If three or more routes are concerned, the entirely owned'route , 
and the cheapest alternative route (if rates are calculated on the bed 
rock principle) only, shall be considered and t.he case dealt with as if the 
other route or ,routes did not exist. 

" (iii) In calculating the bed rock rates under this paragraph r'lfth 
pie per maund per mile shall be considered the minimum for 1st class, 
one-si~1;h pie per Ipaund per mile for other classes, six pies per maund 
as the terminal cllarge, and 3 pies per maund as the short distance 
charge; the latter to be included only when the distance over one of the 
railways is 75 miles or less. 

"(iv) This arrangement shall apply both to local traffic and to 
through traffic to and from Foreign Rai1ways." 

The Bombay, Baroda and Central India Railway have to face com- BlOClcdraif: e8 
• . to aft rom 

petItIOn between Bombay and Broach with the sea route. The traffic Broad 
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between Bombay and the Bombay, Baroda "and Central India Railway 
stations in the vicinity' of Broach and north thereof is affected by this 
competition. The combination of the cheap sea freight between Bombay 
and Broach, com,bined with the usual class, telescopic scale and Jlpecial 
rates to and from. Broach, would make the rail-cum sea route cheaper 
necessitating large reduction in rates on the part of the Bombay, Baroda 
and 'Central India RailWay to and from Bombay. Therefore, in res
pect of such traffic, which does not actually originate at Broach or 
is riot required for local consumption but is exported ~ or imported 
from Bombay (such as grain, kerosine ()il, piece goods, sugar, iron, etc., to 
and fr6m stations other than Broach), the Bombay, Baroda and Central 
India Railway were permitted, in order to avoid unnecessary reduction 
in rates, to levy on such goods 4th and 5th class rates in booking to and 
from Broach sanctioned by the, Railway Board in August HHO. The 
object of this exceptional procedure was to avoid the importationa of 
Bombay traffic to Broach by sea to be railed from there .to placea of 
ultimate destination. The railway rates between Bombay and atationa 
of original despatch or' of ultimate dest'lnation quoted by the Bombay, 
Barod.a and Central Iildia Railway were such as the through traffic and 
lts development"required having regard to rates \].uoted by the Bombay, 
Baroda and Central India Railway for similar traffic for similar:leads 
a~d same weight. There were complaints- against the quotation of 
these block rates to and from Broach. Broach, being a aea port, waa 
a great distributing centre before the opening of the railway, but it ia 
an admitted fact that throughout India, specially m the Gangetic 
plains, many big towns .and trade centres were fOlJ.Ilerly on the river aide 
but with the improved method of land communication and tranaporta
tion places close to the railway began to grow and the old 'distributing 
centres ceased to command large areas. For instance Patna used at 
one time to receive and -despatch traffic to and from placea which 
are now 1:Ierved by the Bengal and Nolth-Western Railway. 

Before the opening of this metre gauge system the pvera Gundak 
and Gogra were the means of· communication and the centre for auch' 

/ . traffic was Patna from where it used to be carried over the Gangea east
wards. When the East'Indian Railway was opened the carriage of 
traffic froJ)l Patna eastwards was taken over by them although there 
is still some competition with the steamer companies, and then when' 
the Bengal and North-Western Railway opened their line the trade, for 
which Patna was the centre a.nd which used to be carried over the 
rivers Gundak and Gogra, was lost to Patna entirely and the Bengal 
and North-Western Railway captured the trade at places of origin. 
Therefore, 'even if Broach was once a big distributing centre the change • 

• in the conditions that has taken place is not confined to Broach alone. 
A case like that of Broach is that of Marmagao Harbour where 

the traffic ia divided between rail-cum ses route and all rail route. 
Although at first sight the two cases would appear alike it is well known 
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that Marmagao Harbour has conditions of its own, which do not apply 
at Broach namely, viz., the existence of the West of India Portuguese 
Railway. It is not in order to encourage bookings to Bombay by the 
combined rail and sea route via M'Iumagao that through rates are quoted 
by that route but to give a share of the Bombay-Southern Mahratta 
traffic to the West of India Portuguese Railway as the British Govern
ment guaranteed to give this railway similar treatment in the matter 
of rates as to the Great Indian Peninsula Railway in respect of traffi\ 
to and from the Southern Mahratta Railway." 

But the point in connection with block rates to and from Broach 
is that the maximum rates permitted to. safeguard the interests 
of the Bombay, Baroda and Central India Railway are higher than 
the maximum for such goods booked to and. from anywhere else in 
India. For instance, the maximum for grain booked to and from 
Broach is 5th class, namely l,pie per maund per mile, against the 
ordinary maximum of 1st class rate of trd pie per maund per mile. 

As already observed, the object of the block rates to and from Broach 
was to obviate the reductions in railway rates on tlul part of the Bombay, 
Baroda and Central India Railway to and from Bombay, which must 
otherwise be made to enable the Bombay, Baroda and Central India 
Railway to retain the traffic over the longest lead possible unless they 

• are prepared to give up the traffic in grain ,at Broach and to receive the 
imported goods from the steamer for onward rail carriage at Broach. 
The whole thing is, therefore, narrowed down to long haul versus short 
haul, and in such. cases the railways quote the lowest poSsible rates over 
the· longest lead and the highest possible rates are charged over the 
shorter lengths. The highest rates are generally made up of the maxi
mum rates of the class plus the maximum terminals, but in no case 
the classification is specially allowed to be raised in order to minimise 
the effects of the competition in lowering of rates, (except that in the 
case of cotton, over the Tapti Valley Railway the classification was 
raised, from 2nd class to 3rd class so as to enable the Great Indian 
Peninsula Railway to retain its rates for cotton from Khandesh to 
Bombay). The main point for consideration by anyone .deciding the 
case would be what the' said railway charges in similar cases of short 
hauls in order to retain the traffic over a longer lead. The next con
sideration would be whether the loss to the railway in the case of diver
sion of traffic via Broach or the loss that will be causea. by lowering of 
rates, would be such as will eventually affect the interests .of the public 
as well as of the railway. The withdrawal of the block ratlS would 
benefit such persons who are able to take advantage of the Broach 
route, but if the railway has.to suffer a loss in order to retain the traffic 
to the all rail route they'might try to make it up by enhancement in 
other directions where there is no competition. If this be so, and, if iJ!l 
addition, the reduction in the rates to and from the competitive zone 
makes a differentiation between sUGh rates and the rates to and from 
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stations jnst outside but near the competitive zone then the public in
terest affected by the withdrawal of the block rates will be greater than 
the public interest affected by the block rate at present. The benefit 
to Broach itself cannot be very large, -because the traffic involved does 
not either originate or terminate at Broach. What Broach hopes 
to earn is middleman's profit, and it is to be considered whether in the 
interests of the public it is advisable that the profits of a great public 
concern like that of a State-owned railway, though worked by a Com
pany,should be transferred and allowed to be divided largely between a 
private steamer company and a few middlemen. It is true that the 
producer (l.nd the consumer will also gain but their gains will be small 
compared with the gains of the steamer company and of the middlemen 
at Broach. Admitt.ing, however, that after the withdrawal of. block 
rates the railway is- allowed to quote as Iowa rate as it can afford to 
charge to retain the traffic to the -all rail route and is permitted to 
infririge--its p:llnimum, as the East Coast Railway (or rather the Madras 
and Southern Mahratta and the Bengal Nagpur Railways) has heen 
allowed in competition with the sea route, it will then not benefit 
Broach, but will mean that the railway will lose without an 
increase in its business, and although there will be eome gain . to 
a few individual producers. and coIisumere in the competitive area the 
loss to the railway (i.e., in the public revenue) and the differentiation 
that such reduced rates will create between the rates in the competitive 
area and those jnst outside that area will affect the public interests 
more largely 'than the interests at present affected by the block r11tes., 
But there is another side to be considered. If Broacli route is allowed 
to be .blocked by the Bombay, Baroda and Central India Railway by 
unprecedentedly high rates, the Government will be asked for such rates 
by other railways. The legality of the. present procedure is also 
doubtful. The Government are allowed to fiz certain maxima and 
certain minima rates lor each class of traffiC, under agreement between 
each raillwaycompany and tM Govern'f!l£nt, but it -is nowhere laid down 

_that a_special high maximum will be perm"itted for traffiC to anil/rom a 
particular station. -

There is however one important point in this connection. Steamers 
do not now run between Broach and Bombay, and if the competition 
with country crafts between Surat

l and~ombay or between Navsari 
and Bombay or Bulsar and Bombay on the Bombay, Baroda and Cen-

"'tral India Railway have not requited block rates on the basis of Broach 
rates it. seems questionable whether very high rates are needed at 

Broach.* 
The question whether the wagon rates introduced for military traffic 

in 1908 were profitable to th(l railways or not was taken up towards the 

• NOTE.-8ince writing the above the higher classification on Broach traffic has 
been removed. 



COMPETITION AND-COMBINATIQN, ETC. 191 

end of 1910 for it will be remembered the rates ~ere introduced tenta
tively. The Railways claimed large losses and the Army Department 
admitted substantial savings and as it was not the intention that the 
rates were to inflict losses to the railways a slight increase in the rates 
were allowed from 1911. The- revised rates were :-

Coaching. 

Per wheeled vehicle per mile 
Per bogie vehicle per mile 
Per 6 wheeled vehicle per mile • 

Per 4 wheeled vehicle per mile • 
Per bogie vehicle per mile 
Per 6 wheeled vehicle per mile 

Stltndard 
gauge. 

Rs. A.. P. 

•• 0 5 0 
.- 0 10 0 
. 076 

Goods. 
Rs. A.. P. 

0 4 9 
0 9 6 
0 7 3 

These rates are in force at the present date. 

metre or smaller 
gauge. 

Rs. A.. p. 

036 
070 
053 

Rs. A.. P. 

0 3 3 
0 6 6 
0 4 9 

The t"erms of the agreement between the Rohilkhimd and Kumaon 
and the Oudh and Rohilkhund Railways for traffic between Sitapur and 
via and stations on the Oudh and Rohilkhund and the Rohilkhund and 
Kumaon Railways, approved and recorded -by the Railway Board 

. in 1912 were as follows :-

"1. For traffic of all kinds booked to, from, and via Sitapur from, Terms oJ 
to, and via Bareilly (including local or through Oudh and Rohilkhund revi8ed I 

Railway traffic beyond Bareilly), the Rohilkhund and Kumaon Railway ~~~eo;he 
shall fix, within the maximum permissible, the charges for Railway R;.;nte ~. 
fares anq. freight between Sitapur and Bareilly, and the Qudh and Rohil- :nd ~. RY8. 
khund Railway shall not quote lower charges. . . ~t{larding 

"2. For traffic of all kinds bo~ked to, from and via, Sitapur from, Ir~j,r;: 
to, and via, Bareilly (including local or through Oudh.and Rohilkhu.c.d 
Railway traffic beyond Bareilly) which is carried by the Oudh and 
Rohilkhund Railway route, 'that Railway shall pay 50 per cent. of the 
gross receipts ilJ;tributable to the line between Sitapur and BareiIly 
to the Rohilkbund and KumllOn Railway. 

"3. The 50 per cent. of the gross receipts received by the Rohilkhund 
and Kumaon Railway under clause 2 shall be treated as earnings of the 
Lucknow-Bareilly RailwaYI 

"4. Thus 50 per cent. of all traffic from ~y source to any destination, 
passing over the Chord between Sitapur and Bareilly, will be credited 
to the Rohilkhund and Kumaon Railway as earnings of the Lucknow
Bareilly RailwaY"at rates OJ;, fares per mile which-are not lowe~ than 
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hose from time to time fixed or agreed to by the Rohilkhund and 
Kumaon Railway. 

"5. Similarly for traffic of all kinds booked to, from and'via, Sitapur 
fr~m, to, and via, Lucknow (including local or through Oudh and Rohil
khund Railway traffic beyond Lucknow), the Rohilkhund and K umaon 
Railway shall fix, within the maximum permissible, the charges for 
Ra~way fares and freight between .sitapur and Lucknow, and the Oudh 
and Rohilkhund Railway shall not quote lower cha~ges. . 

"6. For traffic of all killds book~d to, from, and via, Sitapur from', 
to, and via, Lucknow .(including local or through Oudh and Rohilkhund 
Railway traffic beyond Lucknow), which is carried by the Oudh and 
Rohilkhund Railway route, the Oudh and Rohilkhund Railway shall 
pay 50 percent. of the Gross Rec.eipts attributable to the line between 
Sitapur and Lucknow. • . 

"7. And the 50 per cent. of the Gross Receipts received by th& 
Rohilkhund and Kumaon Railway under clause 6 shall be treated as. 
earnings of the Lucknow-Bareilly Railway. 

_ "8. The Oudh and Rohilkhund Railway agrees to do all in its power 
to plevent re-booking hi. cases where, under the terms of this agreement, 
the through ra~es-are higher than the sum of the local rates, and under-. 
takes to report in writing-lio the Agent, Rohilkhund and Kumaon Rail
way, all such cases as may come to its l1Otice. 

"9. Sitapur is to be reckoned as any station in or aroun! Sitapur, 
however it may be called, within a reasonable distance of the town, 
and is not limited to the Lucknow-Bareilly existing station of that 
name." . 

There were, betwee!J. 1911 and the time the present war broke out, 
difficUlties in the way of the export traffic in manganese ore of th& 
Central Provinces, from the mines in the vicinity of Nagpur, 
finding its way to Bonibay, owing to blocks on the Great Indian Penin
sula Railway. Therefore, as the Bengal-Nagpur Railway had always 
empty wagons . running in the direction of Calcutta from Nagpur
'particularly, wagons' returning from the Great Indian Peninsula Railway 
after discharging the up load of Bepgal coal-it was represented by 
the proprietors of the mines, for the first time in 1911, that instead 
of the traffic being allowed to be detained it should be carried via tb 
Calcutta port, and that as this could not be done witlhout the Railway 
freight from Nagpur to Calcutta being made the same.as the Railway 
freight from Nagpur to Bombay, it was asked that the Railway 
freight to Calcutta should be made the same as that to... Bombay. This,. 
however, could not be done because thelreights from Nagpur to Bombay 
and Nagpur to Calcutta were already at the .unimum of futh pie per 
maund per mile, and the distance flom Nagpur to Bombay being 520, 
miles against '703 miles, the distance from Nagpur to Calcutta, the appli
cation of the BQmbay rate to Calcutta would have meant iniringement, 
on the minimum. Perhaps, owing to the .cheap cost of operation on. 
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the Bengal Nagpur Railway as compared with that on the Great Indian 
Peninsula Railway, and also in view of empty wagons being lIVailable 
in the direction of Calcutta, which have to be hauled up to the coal dis
tricts in any case, a lower rate than ~he minimum of ~ th pie, viz., 1~ th 
per maund per mile, would have been a paying rate, but this would 
have created a precedent and would have led to similar applications 
being made in other directions. It may, howllver, be pointed out 
that if this low rate was to be allowed only when the Bombay 
route was blocked, it would not have bee~ without a precedent, beca:use 
the Bengal Nagpur Railway are allowed to go below the minimum of 
1~ th pie for grain and seeds traffic from the Oudh and Rollllkhand 
Railway to Shalimar, when they have to carry such traffic Via Gomoh 
to Shalimar, in the event of the East Indian Railway having to restrict 
bookings to Howrah owing to their terminus being blocked. The two 
cases are not enctly parallel, and it is cartain that in the event 
of such a procedure being more generally accepted one cannot say where 
it would end, for each Railway can perhaps point out some cases of 
this nature. In the case of traffic from Oudh and Rohilkhand Railway to 
Calcutta (Shalimar) the circumstances are, however, somewhat different 
for before the route from Moghalserai to Gomoh was built the idea was 
that thIs should form a part of an indepeI;ldent route from the. Northern 
India_to Calcutta: and as in the case of minimum rates charged over the 
shorter distance to Calcutta via the East Indian Railway, equalisation 
is only possible by infringement of the minimum by the longer route via 
Gomoh ; this is allowed in order to take advantage of the alternative 
route which would otherwise be impossible. 

In the agreement concluded in 1910. between the Great Indian Penin- Agreement 

sula and the Bombay, Baroda and Central India Railways in respect ~tie~ 1M 

of rqual division of traffic. between Bombay and t~ B.. ;'~~a. 

Delhi 
Agra. 

Hathras 

Cawnpore 
Muttra 

no provision was made as to what a railway would be entitled to get 
and what it would be required to refund, if it carried during'" a fixed 
period a quantity in excess of its equal share. In previous agreement.s 
50 per cent. of the earnings of such traffic, carried by a railway OVtlr 
and above it.s allotted share, used to be made over to the railway which 
carried less than its proper share, but it was thought that if a railway 
was allowed 50 per cent. in respect of any traffic carried in excess, the 
element of competition would remain, and as the object was not to 
encourage any railway to carry more than its half share it was decided 
to reduce the payment from 50 per cent. to 25 per cent., and this per-
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centage' w~ accepted in the agreement referred to between the Great 
Indian Peninsula and the Bombay, Baroda and Central India Railways. 

The extension north of the Mymensmgh-Jagannathganj Railway to 
Bahadurabad Road on the left bank of the river Bramhaputr", 
opposite Fulchari the terminus' of an extension from Bonarpara on the 
Easte.rn Bengal State Railway, Santahar-Kaunia loop, drew the attention 
of the Eastern Benga\ State Railway and of the Steamer Company in 
1912, and it was pointed out by the Eastern Bengal State Railway that 
the opening of this extensiqp, combined with a wagon ferry plying 
between Bahadurabad Road and Fulchari, would obviate the necessity 
for the carriage of Dacca and Narainganj traffic to and from Calcutta 
by the c,ombined rail and steamer. service ,,-ia Goalundo. The River 
Steam Navigation Companies claimed that the entire traffic hitberto 
earried by the steamers direct, as well as traffic carried by the com
bined railway and steamer service, should be included in the pool. 
After discussion it was allowed to let matters stand as they were, but the 
Steamers Companies agreed to route Narainganj jute traffic via Khulna. 

The railways now aflord direct communication but the ~ilway 
rates are controlled more or less by the steamer rates. 

The Great Indian Peninsula Railway constructed a Harbour branch 
from Kurla to Warli, parallel to their own line, the branch running along 
the sea side 'lia Cotwada, Sewri and Tank Bunder to Serve the Bombay 
Port Trust Railway which runs from Wadi Bunder, the Great Indian 
Peninsula Railway Bombay terminus, to Carnac Bunder, Bombay, 
Baroda and Central India Railway terminus, in continuation of the GJ:eat 
Indian ~eninsula Railway Harbour Branch, and serves Princes Docks 
and Victoria Docks and has several stations of its own. 

The important concession agreed to by the railways to the Bombay 
Port Trust Railway were as follows :-

(1) The Great Indian Peninsula and the Bombay, Baroda and 
Central India Railways were to quote for inward goods 
to Bombay the same charges for Railway 'freight, exclud
ing terminal, to the point of junction with the Bombay 
Port Trust Railway as to their own Goods Depots. 

(2) Similarly for outward goods intended for direct shipment 
from the Docks and other Port Trust Railway stations 
the Great Indian Peninsula Railway and the Bombay, 
Baroda and Central India Railway were to quote the 
same freight charges from via the Port Trust junction 
8.1 those from Wadi Bunder and Carnac Bunder respect
ively excluding terminal. 

(3) It was generally accepted that the railways would not extend 
their accommodation at their' Bombay terminus in order 
to encourage warehousing of goods, such point of the 
Ilervice being considered as coming within the scope of 
the Bombay Port Trust. _ . 
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In September 1914, the Native State lines in Kathiawnr came to 19H: 

an arrangement between themselves ",-hereby the routing "f export 
traffic to Bombay from the various stations were settled. 'l'he Bhav- Traffic 

nagar Railway have their port at Bhavnagar Docks on the Gulf of ~e::~~ 
Cambay and that railway was allowed to retain the traffic to that Kathiawar 

port from stations on its system ana from Lathi, Khijadiah, and Chital :;;~~~~!~ 
.stations on the Gondal-Porbandar Railway as well as from Khijadiah ratin;g and 

to Dhari branch of the Gondal-Porbandar Railway. I ;~r::ai. 
Rajkot is the junction between Jetalsar-Rajbt Railway (worked 

by the Gondal-Porbandar Railway), the Morvi Railway and the Jam
nagar Railway. The nearest port for this station is Bidi Bunder, the 
terminus of the Jamnagar Railway on the Gulf of Cutch. It was 
arranged that the railway rates were to be in favour of Bidi Bunder 
port but that the traffic would be allowed to take either route it pre
ferred, tnz., Bidi Bunder, Porbandar port or the Veraval port. The 
Porbandar port is the western terminus of the Gondal-Porbandar 
Railway and the Veraval port is the southern terminus of the Junagad 
State Railway. 

In respect of traffic from Gondal on the Jetalsar-Rajkot Railway 
it was agreed that this railway would quote same mileage rate from 
Gondal to Rajkot junction and to Jetalsar junction. The Junagad 
Railway, running south from Jetalsar to Veraval, and the Jamnagar 
Railway, running west from Rajkot to Bidi Bunder, were to quote maxi
mum rates for this traffic ov()r their lines to their ports. The rates 
being thus fixed, the traffic was allowed to take either the Vera val, 
Porbandar or the Bidi Bunde:r; port. For traffic from all stations on 
the Gondal-Porbandar State Railway west of Lunidhar it was agreed 
that it should take the Porbandar Railway route and the Junagad 
Railway was not to 'compete for this traffic nor to attract it to their 
railway and the Veraval port. In this consideration it was accepted 
that in respect of traffic from the Jetalsar-Rajkot Railway (except for 
Gondal which had already been provided for) the Junagad Railway 
was to carry this traffic to Bombay over its line up to Veraval port. 
A dispute, however, arose between the Bombay, Baroda and Central Agreemenl 

India Railway and the Bhavnagar Railway in regard to the between the 

rates for cotton from Dhangadra and Wadhwan, and via W adhwan g:'l~::a~he 
to Bombay. Under an agreement concluded in 1911 this traffic was Bhavnagar 

divided between ~ll rail route via Wadhwan and the Bombay, ~:;!':t~ t'iii 
Baroda and Central Ihdia Railway and the combined Railway Wadhwan 

and sea route tia Bhavnagar port in ratio of 75 per cent. to the tra1fic. 

all rail route and 25 per cent. to the combined rail and sea route. 
The dispute arose owing to the Bombay, Baroda and Central India 
railway rate via Wa~wan to Bombay for certain stations (viz., Dhan-
gadra, Limbdi, Ranpur, Betad) bcing fixed at Re. 0-7-1 whereas the rate 
from Wadhwan itself was Re. 0-7-10 to Bombay via Bhavnagar Docks, 
Re. 0-8-10 being the rate by the Bombay, Baroda and Central India 

p2 
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Railway, viz., the all rail route. The matter was referred to the ltailway 
Board because -the _Bhavnagar Railway were quotmg from via Dhan
-gadrato via Wadhwan, 21 miles, Re. 0-1-10 pel maund when the traffic
took the all rail route, against Re. O-O-'{ per maund over the same dis
tance when traffic 'was routed via Bhavnagar port. The distance of 21 
miles '(Dhangadra State Railway) ltas not owned by the Bhavnagar 
Railway but was worked by them. This constituted undue preference 
in the opinion of the Bombay, Baroda and Central India Railway. The· 
ma'tter was; however, settled amicably between the Bombay, Baroda. 
and Central India Railway and the Bhavnagar Railway, whereby the 
through rate for cottpn from Dhangadra to Bombay tid Wadhwan and. 
the Bombay, Baroda and Central India was made,one anna higher than 
the combiood rail and sea route tYia Bhavnagar Docks. _ 

Indo.O'ylon The IndocCeylon connection was 'completed in 1914 but the questiou 
COfInecti~ of c9mpetition betw~n the South Indian Railway Company and the-
ana tke aM' B" h I di St N" C h' f thO pute between ntIS n a _ eam aVlgatlon ompany oJ,l t e openmg 0 IS con-
tke 8. I. Rail· nection had been UDder discussion for sometime past. 
way and tke 'I di 
Oeylon In 1912, a~ agreement was concluded between the South 11 &1\. 

G~ernment Railway Company ap.d the British India Steam Navigation Company' 
!;::,.~~ ilJ. connection with the routing of traffic between India 'and Ceylon on. 
thr(lllgk rates. the opening of the Indo-Ceylon Railway. 

The main featUres of the agreement were, (i) th~t all traffic from 
stations south of Madura to Colombo and vice versa would be continued 
to be routed via Tuticorin. The new route via Danashkhodi and Talai
Manar was to get the traffic from all other stations of the South Indian. 

\ 

Railway to Colombo and vice versa. . 
This arrangem~nt of routing was not intended to apply to any other

station in -Ceylon than Colombo. The transhipment of goods traffic· 
at Danashkhodi and Talai-Manar was.to be done by the Madura Com
pany, who was also a party to the said agreement at a rate of Re. 0-4-() 
per ton. 

The routing was to be followed in booking in the opposite dire('.
tion, viz., from Colombo to India to the respective groups of stations' 
above mentioned. 

" . {iii~ Through rates and fares shall be quoted from all stations by 
"both routes, a difference being made, if found necessary, in favour of the' 
'prescribed route of such amount as may induce traffic to follow that 
tOute, both companies doing all in their power to,encourage book,ing' 
by the prescribed route and through booking of traffic to Colombo as· 
opposed to local booking to Tuticorin or elsewhere, and re-book ing. 
therefrom to destination. 

"NOTB.-The British India Steam Navigation Company do not now qnote or allow 
8ny rebate in local booking between Tutioorin and Colombo and they charge the sam It
freight for locally booked goods as for goods booked thr<.ngh, but locally booked good s 
do not rass through the hands of the- Madura Company; the merchants' own Agent s 
(to whom the goods are consigned at Tuticorin) pay the pier, harbour and othe ~ 
charges incidental to transrorting the goods to the ship's side. 
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(iv) When traffic was booked at· the request of the public by other 
-than the prescribed route it shall be carried by such route at the fares 
.or rates (as the case may be) in force by the booked route, and in such 
.cases the receipts shall be divided as under :-

50 per cent.· between the lines forming the carrying rl)ute in 
proportion to the freight or fares by that route, to cover 
working expenses 50 per cent. between the lines forming 
the prescribed route in proportion to the freight or fares 
by that route, as compensation. 

(v) As the closing of the TataparaiCooly Dep6t was to be pleju
-dicial to the interests of the British India Steam Navigation Company, 
under the territori~l division agreed to, the South Indian Railway Com
;pany would take no measures to bring about the. closing of this dep6t
.and shall observll a neutral attitude should the question be referred 
to them by the Ceylon Government. 

The intentions of the important clauses above referred: to were said 
'by the South Indi~n Railway to be as follows :-

" The intention of "paragraph (iii) of the agreement arrived at be
tween this railway and the British India Steam Navigation Company, 
was to provide against either Company encouraging traders to book 
to Tuticorin or Mandspam and rebuoking from there with the object 
()f evading the through booking arrangements, and giving rise, to SUI

Jreptitious competition. It is not the desire to force consignors to book 
through in preference to booking locaIIy. Such local and rebooking 
.as is done now is generally due to traders desiring to make their own 
arrangements for lighterage from pier to shipside, as an incident of 
the disadvantages of the Tuticorin route. This disadvantage in bcoking 
to Colombo will disappear with the opening of the new route and it is 
.expected that there will be little occasion for any local booking for the 
purpose of rebooking . 

• " As regards paragraph (iv) of the agreement as to th question of 
hoth Companies paying 50 per cent. of any receipts from the traffic 
booked at the request of the public by other than the prescribed route, 
the cla.use provides that the 50 per cent. is divisible between the lines 
forming the prescribed route .in proportion to the freight or fares by 
that route as compensation for the traffic not being carried by the pre
scribed route. The Shipping Company would not in any case get 50 
}ler cent. of the freight. They would only share this percentage with 
the South Indian Railway who would in every case rpceive the major 
part of the amount. 

" The agreement was considered from the standpoint of how th£ 
receipts of the South Indian Railway would be affected if there were no 
'3greement whatever between the Railway and the Shipping C()mpany. 
The view taken is that without a compromise, there would be compe
tition between the two Companies with loss of revenue in conse

quence."-
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It may be useful to mention here that the British India Steam 
Navigation Company had for a long time been in competition with the 
South Indian Railway for goods traffic from the coast to Ceylon and 
this factor was considered when coming to a settlement with them in 
connection with the traffic to take the ~do-Ceylon route. The British 
India Steam Navigation Company can tap the traffic of the South 
Indian Railway at the following places on the Coromandal and Malabar 
Coasts :-

Madras. 
Pondicherry. 
Cuddalore, (Old Town). 
Porto Novo. 
Tirunialavasal. 
Karaikkal. 
Negapatam. 

Adirampatnam. 
Quilon. 
Cochin. 
Calicut. 
Tellicherry • 
Mangalore. 
Tuticorin. 

Previous to the agreement in question there had already been an 
.arrangement in respect of traffic between Coromandel Coast and Ceylon; 
while the British Indil\ Steam Navigation Company were to call at the 
coast ports between Madras and Cuddalore, the South Indian Railway 
were to retain the traffic from all stations on that coast south of Cud
-dalore . . 

It· may be interesting to note here that Tirumalavasal port near 
Porto Novo had been closed by the civil authorities in order to let the 
South Indian Railway carry the rice traffic. for which they had quoted 
:0 th pie rate for long distances. 

Now to refer again to the Indo-Ceylon rates-In the matter of 
division of rates, the Ceylon Government agreed, in the first instance, 
to the division of the rates on actual mileage basis, the millage of 
the sea route being reckoned on its actual mileage of 22 miles instead of 
44 miles (au'gmented distance proposed by the South Indian Railway). 

The question of rates between Southern India and Ceylon has been 
~he subject_ of dispute' between the Ceylon Government Railway and 
tht< SI)~thIndian Railway for some time past. 

The I.ondon agreement previously referred to had been in operation 
for a year or so, but the Ceylon Government considered that tble ~s 
of it so far as it related to the financial success of the extension of 60 
mileS of their broad gauge route to form the Indo-Ceylon Railway con
nection were not favourable to the Ceylon Railway and, therefore, they 
did not accept the general principle that the through rates should be 
divided on actual mileage should continue. . 

The South Indian' Railway, on the other hand, maintained that the 
division of rates should .beon mileage basis and that for the portion 
of the d!stance by sea, N., from Dhanaskudi to Talai-Manar, the dis
tru;ce Ehoula. be -augmented in view of expensive steamer worfing and 
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high capital cost of steamers and the cost of other incidental charges 
due to transhipment, etc. 

The case of the Ceylon Government Railway may be briefly put as 
follows :-

The Indo-Ceylon connection was made on the initiation of the South 
Indian Railway who had information as to the prospects of traffic as 
the traffic mostly originate~ in India. 

The Ceylon Government Railway do not find that the mileage divi
sion of rates pay them and they seem to hold the view that as their 
broad gauge extension .called the Manar Railway, has no local traffic 
of its own and is entirely dependent on the traffic from India and since 
the extension was made to meet the South Indian Railway Indo-Ceylon 
extension it is but reasonable that the rates over the Manar Railway 
should be such as the Railway can afford to charge. 

Therefore, they propose that each railway should fix its rates.up to 
Talai-Manar and that the sum of such rates should form the through 
rates, instead of the through rates being first fixed by the Tuticorin 
route and then qivided by the Talai-Manar route on mileage as required 
by the South Indian Railway. 

The South Indian Railway on the other hand hold the view that the 
through rate should not be more than the rate available by the Tuti
corin route, viz., the South Indian Railway rate up to Tuticorin and 
the rates of the British India Steam Navigation Company from Tuti
corin to Colombo. 

But the Ceylon Government Railway, who ask for higher proportions 
for their- Railway, apparently consider that the facilities of transport 
m't! the Talai-Manar route being greater than those vit! Tuti«orin the 
traffic m't! Talai-Manar can bear a higher rate. Their great objection 
to the mileage division is that their ha,ul from Talai-Manar to Colombo 
is a fixed mileage and, that, therefore they are entitled ·to a fixed rate 
on all trafic from. stations on South Indian Railway irrespective of the,.. 
hauls of the'South Indian Railway. This procedure of making up the
through rates is not new to India and is in operation on many Indian 
Railways. It would appear the whole idea of the Indo-Ceylon connection 
was to find a convenient port for the traffic of the Southern India 
and for the transport facilities of labourers, their foodstuffs and for 
cattle from India to Ceylon for the Ceylon plantations. It seems, 
however, to be the opinion of the South IndiaJ1oo'Railway that as Ceylon 
gets its labour, cattle and foodstuffs from' India the country most 
benefitted by the Indo-Ceylon connection is Ceylon and that the Ceylon 
Government Railway shou~d not get anythIng more than the mileage 
division' of the rates, to be fixed on the basis of the rates obtainable 
by the old Tuticorin route. 

-Apart from the question of one or the' other country being benefitted, 
on which subject there can always be more than one opinio:n, the 
question is one which requires settlement on a commercial basis. 
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The first question is, was the Tuticorin route sufficient to meet the 
demands of traffic and to allow of its unrestricted development. 

Apparently the South Indian Railway authorities did not consider 
the Tuticorin route sufficient at least to allow. of development or else. 
they would not have advocated the connection 1li4..lTaW-Manar. . 

Having made the connection and the Ceylon Uovernment Railway 
having been brought into it on the belief that there would be sufficient 
traffic to pay for the money spent on the portion of the railway they 
provided it is now the question of making the railways pay· having 
regard to the interests of .the public at the same time. 
. The two Railways are interested in the development of traffic, and 
this being so their interests are allied with the interests of the public. 

One railway holds that the rates are capable of being enhanced whereas 
the other thinks-that this is not so. 

The whole question therefore hinges on- the issue "what .,rates the 
traffiC' will bear." 

·It is true that the public had the advantage of low rates t;id Tuti
corin route for a number of years and naturally they would clamour 
against an enhancement. 

The British India Steam Navigation Company have since enhanced 
their rates from Tllticorin to Colombo and this would show that the 
rates are capable of enhancement unlp.ss of course the position is 
that the British India Steam Navigation Company do not think it worth 
while to continue this service. A. Steamer Company when it finds that 
a certain service does not pay it it can ~ake its fleet elsewhere 
where it will pay, but the railways~re not in the same position,. 

There are ~ountry boats, ·besides the British India Steam Navigation 
Compa~y's Steame~s, hut the inconvenience and risks attendant on 
transport by such means are great, and generally a more convenient, ex
peditious and safer r~)Ute providing regular service can afford to charge a 
higher rate. 

Unless the intention is to shut the Talai-Manar route ~e of the means 
of settling the point in dispute would appear to be as follows :-

Let the Tuticorin route remain open at the present rates. 
Let the Talai-Manar route rates (except for traffic from the coasts, 

for which there is competition and for which low rates must be charged) 
be fixed on the basis 'of sum of local rates of the two railways up to 
Talai-Manar. . 

If it be found, after experience, that this procedure means steady 
diversion of traffic to the Tuticorin route with a falling off in the traffic 
via Talai-~nar then it can be claimed that the rates by the latter route 
are such as the traffic cannot bear and then '0. reduction in the ralieto 
must foll~w, although it is certain that the advantages of the Talai-Manar 
route would command a higher rate than the Tuticorin route, but how 
.much higher only experiment or local enquiries on the spot can prove. 

So long as the. Tuticorin route remains open at the present rcltes there 
ca.nnot be any ground for complaint from the public, except in the. 
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mltter·of rates from stations that are allotted to the Talai-Manar route. 
In fairness to the public if the rates by the Talai-Manar route are to 
be enhanced the rates by the Tuticorinroute in respect of such stations, 
80 fl!>r as the Railway portion of the journey is concerned, should be 
the same as they were before the opening of the Talaimanar route. 

There have been enhancements in railway fares and rates since Enkanu. 
1916. While the increase in the passenger fares was more with the menu in rate. 
. t' . lli' 'Im f' . and laru Oller In entlOn to restrICt trave ng oWIng to curtal ent 0 tram servIce IndJan . 
temporarily, the increase in the goods rates were' contemplated for Railways. 

a long time. It may perhaps bEl necessary to reconsider the passenger . 
fares when it iR found possible to run more trains on more rolling 
stock and railway materials being ,available, but in regard to the 
goods rates as the enhancements have been chiefly confined to traffic 
to and from ports, great bulk of which represents foreign trade, while 
the policy of granting favourable _rates to India's industries hOd b~en 
extended, it may not be necessary to reconsider the rates to and from 
the ports unless it is found that the productions' of India, the surplus 
of which has to find a market overseers in the interests of the Indian 
agriculturist, arc placed at a disadvantage in the markets of consump-
tion in competition with other country's products.-

The reason for the intr<lduction of this subject in a chapter on "com
petition and combination and traffic agreements" is that the enhance
ments in the goods rates are the results of combination, after competi
tion had settled the territories for each railway and each port, and 
defined the shares of traffic for various lines and routes. 

The proposal to increase the goods rates was considered for the first 
time in 1909. at a meeting between all the Railways in Simla during the 
Indian Railway Conference session of 1:,909. ' 

It was proposed to enhance the rates to and from ports for all com
modities by 10 per cent. except for grain, for which the enhancements 
proposed were slight. 

A statement is appended below showing what the rates were then from 
a few competitive centres and what the increases proposed in 1909 _meant. 

Rate tor Kerosine Oil. 

CALCUTTA, BOMBAY, :!FARACBI. 

-
I 

Proposed I Proposed Proposed Rate. In enhance- Rates in enhance- Rates ,in enhance-1909. mont. 1909 .• ment. 1909. ment. 

Ro. A. P. R •• A. P. r Rs. A. p. Ro. A. P. R. •• A. P. Ro. A. P. 
D,lhl o 11 2 012 S 011 II o 12 3 011 2 012 3 

Agra, • 010 9 01110 o 10 9 Nil 010 9 Nil. 

Cnwupore . 0 8 5 0 9 3 0'10 II 011 2 .. .. 
Hathra. 011 II 012 8 011 II 012 3 .. .. 
UmbnJIa 012 8 o 13 11 012 8 .. 012 8 01311 
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Delbi • 

Agra 
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wnpore 

athraa 

mbaila 

Delhi. 

Agra 

\:awnpore 

Elathraa 

UmbaUa 

Rates lor iron. 

C.!.LOU1"U. :ROB BU'. 

-_ .. _----
Rates In Proposed R.tesln Propooed 

1909. enhance- 1909. enballQ&o 
ment. ment. 

! 

RS. A. P. Rs. A. P. Rs. A. P. RP. A. P. 
011 7 012 9 011 7 01310 

011 7 012 9.,. 011 7 012 II 

08 6 0 9 4 010 8 011 8 

011 7 012 9 011 7 

I 
012 9 , 

012 9 014 0 012 9 014 0 

Rates lor 81l{Jar~ 
013 5 014 9 013 5 . 01& 9 

01210 014 1 01210 014 1 

01010 013 1 013 6 

1> 13 0 014 4 013 0 014 , 
015 4 I 1 010 _1 0 0 

Jl.UL&OBl. 

Bates In I ProJM»ed 
1909. .oh&~ 

m.nt.J 

Ra. A. P. RI. &::P. 
011 7 o 12 • 
011 7 012 • .. .. 

.. 
012 II 01& 0-

013 Ii 01& 9' 

01:110 01& 1-

01' 0 o 15 II 

There was a meeting between t~e representatives of the principal 
railways at Delhi in March UHO, to consider the whole question, and 
while it was generally accepted that enhancements could take place
the matter did not proceed further. 

In 1915 in a note on State versus Company Management of Indian, 
Railways, which I published, the following observations were made: 

"Sir James Wilson, late Financial Secretary to the Punjab Gov
ernment, in his Memorandum on Wheat for the British markets, remarks, 
that \vith the railway ·freight from Amritsar to. Karachi at Re. 0-10-6-
per maund: it should pay to export wheat from the Panjab to London. 
In fact even a higher rate' would enable Panjab wheat being placed 
in the British market where ~he price of wheat is determined not by' 
the cost of Indian wheat but by the prices of .wheat imported inf;() 
England from varioliS other countries. This being the position, and 
looking at the fact that with rates between Re. 0-9-0 and Re. 0-10-6 
per maund to Karachi from places in the Panjab there has been in the 
past, under normal conditions, a very big trade done in Wheat via the 
Karachi Port, there is absolutely no reason: whatever for the rate from 
Delhi to Karachi to be fixed at a lower figure than Re. 0-10-0. This. 
enhancement in the rate from Delhi will enable the raising of rates from 
places like Agra, Hathras and. Umballa to Karachi and Bombay, and 
also to Calcutta, and would further assist the East Indian Railway 
and the Great Indian Peninsula Railway to enhance the Cawnpore 
rate in the case of Calcutta, to say, Re. 0-7-0 or 0-7-6 per maund, and 
in the case of Bombay to Re. 0-8-9 or Re. 0-9-3 per maund. This will 
again help the East Indian Railway, the Great Indian Pen.insula and 
the Bombay, Baroda and Central India Railways to maintain higher 
rates at their stations near Cawnpore, Agra, Hathras and l>elhi. Thtis 
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the complaint of undue preference, so much talked of, will be removed, 
at least so far as the rates for grain and seeds to and from ports are 
concerned; it may be particularly pointed out that by enhancing the 
rates from Cawnpore to Calcutta and Bombay from Rs. 0-5-3 to 
Re. 0-7-0 and from Re. 0-7-0 to Re. 0-8-9 respectively, the present 
margin of difference in favour of, or against a port will not be disturbed, 
in' that the present bed rock difference of Re. 0-1-9 per maund will be 
maintained. So far as the diversion of traffic to any port is concerned 
it is really the margin of difference in favour of or against a port in 
freight that actually controls the flow of traffic and not the mileage rate, 
and it is seen that the suggested enhancement will not disturb the present. 
margin of difference. It will also be possible to readjust rates at all ()ther 
stations on the whole length from Allahabad to Umballa, where rates. 
have been reduced in most cases to &th pie per maund per mile. 
It was purely because of competition between railways that the. l~ th pie 
rates were quoted at these competitive centres. In the Panjab, where
higher rates than the -toth pie rates prevail, there is more wheat traffic 
than at _other stations where the rat,es are lo:wer, thus proving that 
rates between one-eighth and one-seventh, pie (or even higher) move 
the grain traffic over long dis~ances freely. Seeing, therefore, that 
the ~ th pie rates at competitive points are not needed, they might be' 
enhanced as suggested, whereby complaints of anoma\ous rates would 
be removed and a great deal of controversy ended. There would, 
however, be objections to enhancements from the interested parties, and 
reply to them is, that as low rates are unnecessary it is a waste of money . 
to maintain these rates, which not only mean sacrifice of Government. 
revenue, but invite applications for further unnecessary' reductions in 
rates. at stations nearer the,ports." 

The whole thing was considered by Railway Managers in 1916, 
and increases in rates had effect generally from 1st October in that year. 

As grain is the principal item of traffic to the port it may be useful 
to quote a few examples of what the enhancements were :-

I. The grain rates from the following stations to Calcutta have
been enhanced as under :-

Previous to Since October 
October 1916. 1916. 

Rs. A. P. Re. A. P. 
Delhi 0 7 6 0 9 4 
Hathras ." 0 6 9 0 8 '9 
Aligarh. 0 611 0 811 
Agra 0 6 7 0 8 7 
Etawah 0 6 0 0 8 0 
Cawnpore 0 5 3 0 6 10 
Allahabad 0 5 3 0 G 8 
Katni . 0 511 0 7 4 
Jubbulpur 0 6 5 0 8 0 
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• II. The rates to Bombay from some places have been increased 
as follows :-

• Before From 
October 1916. October 19HJ. 

Re. A. P. Re. A. P. 

Delhi 0 7 1 0 811 
. Agra 0 7 0 '0 8 'i 
~awnpore · 0 7 0 0 8 , 
Jubbulpur · 0 6 IS o '7 II 
Nagpur · 0 IS IS 0 7 0 

III. The rise in the rates to Karachi 'have been as under in the 
following few instances :-

Previous to Present rate .. October 1916, 

RI. A: P. Re. A. P. 

Delhi · 0 7 7 0 9 IS 
'Muzaffamagar · 0 '7 10 ,- 010 0 
,Bhatinda · 0 711 0 8 6 
Ludhiana 0 9 8 o 10 10 
Rissar . 0 9 0 o 10 2 
Ferozepnr 0 9 0 . 0 10 3 
Lya\lpur 0 9 3 010 4 

The low rates at the junctions and at stations in the_ vicinity thereof 
l1ad led to complaints of undue preference and the readjustment of 
junction rates, which were lowered during competition between -rail
ways, enabled the railways to considerably increase the rates to and 
,from the internal stations. - . 

For ,instance, the increase in the rate of grain from Agra to Rowrah 
from Re. 0-6-7 to Re. 0-8-7 enabled the East Indian Railway to also 
increase the rate from Etawah to Rowrah from Re. 0-6-0 to Re. 0-8-0. 

The Delhi-Karachi rate having been increased from Re .. 0-7-7 to 
'Re.'O-9-5 the North Western Railway was in a position to increase the 

, .l'ate from say Muzaffamagar tQ Karachi h6m Re. 0-7-10 to Re. 0-10-0. 
In the report of 1915 on, "Enquiry into Rise of Prices in India" 

the follo~g remarks appear :-
"As the growth of communications within India has tended to 

'equalise prices throughout the country, so the parallel development of 
communications with foreign countries has tended more and more to 
bring Indian, pric«ts into line with those of the world in general. The 

:prices of Indian exports are governed by those prevailing, in the world's 
markets, ,and through the growing influence of foreign trade, Indian 
prices, apart from temporary fluctuations resulting from the character 

.,()f the seasons, tend to follow the same course as world prices." 
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II. The rates to Bombay from some places have been increased 
as follows :-

t 
Before From 

October 1916. October 1916 . 

Rs. A.. p. Rs. A.. p. 

Delhi 0 7 1 0 811 
. Agra 0 7 0 0 8 
'Cawnpore 0 7 0 0 8 'I' 
Jubbulpur 0 6 5 0 '7 5 
Nagpur 0 5 5 0 7 0 

111. The rise in the rates to Karachi have been as under in the 
following few instances :-

Previous to Present rates. October 1916. 

Rs. A.; P. Rs. A.. P. 

Delhi 0 7 7 0 9 5 
M uzafJarnagar . o -7 10 '~O 10 0 
:Bhatinda . ,0 711 0 8 6 
Ludhiana . ' 0 9 8 01010 
Bissar, • 0 9 0 010 2 
Ferozeplll' '0 9 0 - 010 3 
Lyallpur 0 9 3 010 4 

The low rates at the junctions and at stations in the_ vicinity thereof 
llad. led to complaints of undue preference and the readjustment of 
junction rates; which were lowered during competition between 'rail
. ways, enabled the railways to considerably increase the rates to and 
-from the internal stations. . 

For instance, the increase in the rate of grain from Agra to Howrah 
from Re. 0-6-7 to Re. 0-8-7 enabled the East Indian Railway to. also 
'increase the rate from Etawah to Howrah from Re. 0-6-0 to Re. 0-8-0. 

The Delhi-Karachi rate having been increased from Re., 0-7-7 to 
'Re"0-9-5 the North Western Railway was in a position to increase the 

. .xate from sar MuzafIarnagar tQ Karachi f:wm Re. 0-7-10 to Re. 0-10-0. 
- In the report of 1915 on, "Enquiry into Rise of Prices in India" 

the follo~g remarks appear ;-
"As the growth of communications within India has tended to 

:equalise price$ throughout the country, so the parallel development of 
communications with foreign countries has tended more and more to 
bring Indian pric~s into line with those of the world in generaL The 
prices of Indian exports are governed by those prevai1iD.g, in the world's 
markets, ·and through the growing influence of foreign trade, Indian 
prices,·apartfrom temporary fluctuati<>ns resulting from the character 
.of the seasons, tend to follow the same course as world prices." 
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'1£ any 'Of the enhanced goods rates will require reconsideration, 
.. \fter the war, they will be the wheat and oilseeds rates but it is ,prema-

: ture to say anything 'on this poinl at present. If it is found that the· 
price' of Indian wheat is so enhanced by the present rates that when. 
normal conditions return India is not able to place its surplus in the 
markets overseas in competition with the produotions of Canada, 
Russia, America or Argentine Republic then it will be time to reconsider 

, Jihe matter. .,. 
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If any of the enhanced goods rates will require reconsideration, 
after the war, they will be the wheat and oilseeds rates but it is prema
ture to say anything 'on this poin"t at present. If it is found that the· 
price of Inilian wheat is so enhanced by the present rates that when. 
normal conditions return India is not able to place its surplus in the 
markets overseas in competition with the productions of Canada, 
Russia, America or Argentine Republic then it will he time to reconsider 
the matter. 



CHAPTER Ill. 

UNDUE PREFERENCE. 

Indian and The Indian Railways Act IX of 1890 deals with" undue preference" 
::~::::w in Section 42 (2), which reads as follows :- • 
preference and " A railway administration shall not make· or give any undue or 
;:::onable unreasonable preference or advantage to or in favour of any particular 

person or railway administration, or any particular description of traffic, 
in any respect whatsoever, or subject any particular person or rail
way administration or any particular description of traffic to any undue 
or unreasonable prejudice or disadvantage in any respect whatsoever." 

Section 43, sub-sections (1) and (2) of the same Act quoted below 
deals ~th undue preference in case of unequal rates for like traffic or 
like services. 

"Whenever it is shewn that a. railway administration charges 'one 
trader or class of traders or the traders in any local area lower rates for 
the same or similar animal or goods, or lower rates for the same or similar 
services, than it charges to other traders or class of traders or to the 
traders in another local area, the burden of proving that such lower 
charge does not amount to an undue preference shall lie on the railway 
administration. " 

" In deciding whether a lower charge does or does not amount to an 
undue preference, the Commissiont'rs may, so far as they think reasonable; 
in addition to any other consideration affecting the case, take into con
sideration whet.her such lower charge is necessary for the purpose of 
securing, in the interests of the public, the traffic in respect of which it. 
is made." • 

Section 42 (2) is practically a reproduction of the English Law (Rail
way and Canal Traffic Act, 1888, ~hapter 25, Clause 25), an extract 
from which is given below fo£ reference. 

"Andthat no such company shall make or give~any undue or un
reasonable preference or advantage to or in favour of any particular 
person or company, or any particular description of traffic, in any respect 
whatsoever, or shall subject any particular person or company, or any 
particular description of 'traffic, to any undue or unreasonable prejudice 
or disadvantage in any respect whatsoever." 

In the same way; sections 43 (1) and (2) are based on sections 27 (1) 
and (2) of the English Act which reads as under. 

"27(1). Whenever it is shewn that any railway co~any charge 
one trader or class of traders, or the traders in any districr, lower tolls, 
rates or charges for the same or similar merchandise, or lower tolls, rates 
or charges for the same or similar services, than they charge to other 
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traders or class of traders or to the traders in another district, 0' make 
.any difference in treatment in respect of any such trader or trader,9 the 
burden of proving that such lower charge or difference in treatment 
~oes not amount to an undue preference shall lie on the railway. 

"27 (2). In deciding whether a lower charge or difference in treatment 
~oes or does not amount to undue preference, the court having jurisdic
tion in the matter or the commissioners, as the case may be, may, so 
far as they think reasonable, in addition to a11Y other consideration, 
:affecting the case, take into consideration whether any such lower charge 
-or difference in treatment is necessary for the purpose of securing in the 
interests of the public the traffic in respect of which it is made and 
whether the irregularities cannot be removed without unduly reducing 
the rates charged to the complainant; provided that no railway 
~ompany shall make, nor shall the Court of Commissioners sanction any 
illfference in the tolls, rates or charges made for or any difference in the 
treatment. of home or foreign merchandise, in respect of the same 
-or similar services." 

Although sections 43 (2) of the Indian Act and section 27 (2) 
-of the English Act have the same object in view, it will be seen that 
there is a difference betwoon the two, in that the English Act provides 
that there shall be no difference between the rates charged for home 
-or foreign merchandise in respect of the same or similar services. The 
Indian Act makes no such provision. 

Both the English and Indian Acts, however, provide that in deciding 
whether a lower charge constitutes undue preference or not thecommis
.sioners may take into account whether such charge has been made for 
the purpose of securing, in the interests of the public, the traffic in 
respect of which such lower charge is made. It may be noted that this 
provision is not imperative but simply permissive; but at the same 
time it is also to be observed that if a lower charge is considered 
necessary for securing traffic to the railway it must also be in the 
interests of the publ~ ; or in other words, the securing of the traffic to 
the railway is not a ground for a lower charge unless it is also in the 
interests of the public. 

Further, nothing corresponding to the following clause, which forms 
.section 27 (3) of the English Act is found in the Indian Act :-

" The ~ Court Qf the Commissioner shall have the power to direct 
that no higher charge shall be made to any person for services in respect 
of merchandise carried over a less,distance than is made to any other 
person for similar services in respect of the like description and quantity 
-of merchandise carried over a greater distance on the same line of 
railway." 

Mr. Charles Lee Raper,in his book on "Railwa)7 Transportation," 
,published in 1912, writes as follows :-

" Since the questions of reasonableness of rates are so difficult, and 
:at the same time so important. that the Commissioner was specially 
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EmpoWered ~to determine what constituted unreasonablene~s and to 
decide all cases of preference of rates." 

The Commis!!iioner referred to is the permanent Commissioner of 
t.he appointed memqers and of three ex-offi~io members (vide sections 
1, 2, 3, 4 and 5 of Railway and Canal Traffic Act of 1888). 

,But no authority can be traced for the following statement in the 
same beok(Railwa1 Transportation by Raper) :-

"It was not, however, left entirely to t.he Commissioners to decide 
upon preference in the long and- short, haul; it was decided that no 
higher charge could be made for the shorter than for the longer haul 
over the same line, at the same time, and in the same direction." 

Section 27 (3) of the English Act quoted on last page does not appear 
to be imperative although it certainly gives the Commissioners the 
power to decide any case on this principle, !rut this rule does not appear 
to have been made absolute as would seem from Mr. Raper's book. 

In the United States, however, the Railway Rate Act of 1910 de
finitely prohibits a greater, charge for the short.er intermediate haul 
unless permission is obtained from the Inter State Commerce Com
mission. There is nothing in the Iridian Railways Act corresponding 
either to the ~erican or to the English Law. 

In Government of India, Publi~ Works Department, Railway Traffic, 
Circular No. 1446-R.T. of 12th December 1887, wltich waa publisTucl 
in the supplement to the Gazette 01 I'l!dia for the information of the public. 
in dealing with the question of charging a lower rate or an equal rate 
for a longer than .for a shorter distance, the following observations were 
made:-

" T~e question whether the charging of a lower or an equal rate for a 
longer than for a shorter distance does or does not constitute undue pI e
ference appears to be at present unsettledin England, although the weigh t 
of legal authority is very much against the practice, and it seems to be 
at least settled that charging by a Railway Comaany of a lower or even 
an equal rate for a shorter distance Mea constitute primdlacie evidence 
of undue preference. The Governor General in Council is disposed to 
instruct the Managers of all State Railways to acCept this view of the 
matter until the courts of law in India give decision on the legality or 
otherwise ot charsing a lower or an equal rate for longer than for a 
shorter distance, and the Consulting Engineers s}JOuld use their influence, 
in the interests of the public, to prevent any undue preference being 
allowed to exist on guaranteed lines." _ 

. There has not been since any legal decision in India on a case of this 
nature. 

It was remarked in the report of the Departmental Committee of the 
Board of Trade in England on Railway AgrEtements and Amalgamations 
issued in 191i that" the equalisation of charges by longer or two alter
native routes to the level of those in force by the shorter is an effect 
which, -in many case~, would not have ~een obtained but for competition 
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• . . . • • . . . . . . . . . . . . . .• "This 'practice of equalising charges tends also 
to lower the rates between intermediate points. - Thus the third class fare 
of 28. 6el. which the South Eastern and Chatham Railway charge, between 
London and Guildford (43 miles) in order to compete with London and 
South Western Company's route (30 miles) is also charged between 
London and Chilworth (40 miles)' and the goods rates charged to and 
from such intermediate points may also be reduced, as railway companies 
endeavour to keep their competitive and noil-competitive rates on the 
same basis ............................. " 

" Charges on goods traffic are frequently equalised even where the 
distances are very unequal. ThuS, in respect of goods traffic, the 
London, Brighton, and South Coast Railway Company charge the same 
rates between London and Guildford as do the London, and South 
Western Railway Company' for half the distance -and the London and 
the South Western, and even the South Western and Chatham charge 
the same rates as the Great Western betwee-n London and Reading, 
although the South Western and Chatham route of about 70 miles is 
almost twice as long as the direct Great Western route (Owens, 12,361)." 

What is "undue preference" is a question of fact, and the law only 
prohibits those preferences which are undue or unreasonable. A preference 
is not illegal unless it can be proved that is undue, or according to the 
strict wording of the law a preference complained of is an "undue pre
ference," unless the railway can prove that the preference does not 
create" undue preference." As there have been no cases of undue 
preference in India tried by a court of Railway Commissioners under the 
Act, we can only refer to the decisions of the English Courts. 

It has been held in England in several cases "that in determining 
whether mileage rates charged by a railway company to one trader on a. 
lower scale than to another do or do not amount to an undue preference 
the Court may take into consideration the fact that O1ie of the traders 
has access to a competing line of railway and also whether the lower 
charge or difference in treatment is for the purpose of securing the 
interests of the public." 

It has also been decided in Englaiul that "a ra.ilway company is 
justified in carrying goods for one person at a less rate than at which 
the company carries the same description of goods for another if there are 
circumstances which render the cost of carrying the former less than 
the cost of carrying for the latter." 

The following from Disney on the law of carriage by railway is also 
interesting :- ' 

"Questions whether preference is undue are determined by the 
Railway Commissioners. In dealing with such questions they will give 
greater weight to consideration affecting the interests and welfare 
oi the public than any other- considerations, provided they can favour 
the interests of the public without laying unfair burdens on the railway 
company or forcing unremunerative traffic up_on them.. Hence, though 

Q 
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it may be unreasonable to carry goods of a certain description to a certain 
station for one trader and to refuse to carry similar goods to that station 
for another trader in the same town, it might be quite reasonable to 
carty such goods "for the corporation of the towti while refusing to do so 
for any private trader. Lees VB. L. and Y. R. Co. (I. Ry. and Cas Tr. 
Cas 352)." , 

An agreement made :w,ith a customer for carrying at a low rate in 
consideration of large quantities at regular intervals is not considered 
undue preference for the lower rate is charged in consideration of the 
greater quantity, thus facilitating and reducing cost of transport, and 
for offer of traffic at regular intervals, which give the railway due notice 
to make arrangements to carry such traffic. 

Some have held" block rates" and" prohibitive rates" synonymous. 
" Block rates" mean rates manipulated to " block" a certain route 

or a railway against certain traffic. 
The block rates may be taken exception to when they cause 

the through charge to the public to be increased or increase the cost 
of goods which would ordina:rily get a lower rate '1>ut for the" Block 
rates." In this sen~e, "block rates" may be called prohibitive rat~s. 

The reason for the quotation of block rates is either to get as much 
out of the traffic as possible or to prevent traffic, originating on any 
railway system, leaving it at the nearest junction after a short haul or 
to prevent influx of traffic from another railway, carried over that 
" another line" over a long lead, but giving the line charging the high 
rates, only a short haul. 

"Block'rates" in India are, however, not "unauthorised rates" 
in that they are rates calculated at the maximum charge permitted by 
'the Government for the cl~sification under which the traffic in 
question comes, but it may be pointed out that the English law, in 
dealing with cases of enhanced rates by railways, provides that it 
shall lie on the Railway company to prove that the increase of the rate 
or charge is reasonable and that for this purpose it shall not be sufficient 
for the railway.to shew that the rate or charge is within the limit fixed 
by an Act, of Parliament or by any provisional order confirmed by Act 
of Parliament (Railway and Canal Traffic Act, 1894). 

Generally, in India, whenever maximum rates of this nature to block 
a route are charged high terminals come in additioq and tend to make 
the charge highel stilI, because high terminals are sometimes specially 
levied although ordinarily particu1ar class of traffic is exempted from 
this terminal charge. 

There are instances when highe~ charges are made for services in 
respect of merchandise carried over a less distance than for similar 

services in connection with the same description of traffic and in similar 
quantities carned for a greater distance on the same line of railway 
and in the same direction. Such'l"ates may be called" preferential 
rates," but whether they constitute" undue preference" or are .. un
reasonable rates:' is a question of fact. 
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Let us take a few illustrations, where railway rates in India may be 
said to have been so quoted as to prevent traffic moving freely in the 
-direction of a certain port or route or a railway and to discuss them :

The Bengal Nagpur Railway notify in their Goods Tariff that grain 
for distances up to 300 miles is charged trd pie per maund per mile. 

They also notify that this description of traffic is ordinarily subject 
to a short distance charge of 3 pies per maund, when carried for distances 
up to 75 miles and \hat the terminal of 81Jies per maund which is levied 
on ordinary class goods, does not apply to grain traffic or any other 
traffic carried at schedule (scale) rates, such traffic being subject to 
short distance charge of 3 pies only. But on traffic to Bombay the 8 
pies terminal applies to grain.* 

The case is this. The Bengal NagpurRailway charge no terminal 
nor make a short distance charge on grain when hauled over their 
line for distances of more than 75 miles, except when the traffic is for 
Bombay. The Bengal Nagpur Railway perform the same terminal 
service (in fact 2 terminal services are performed) when the grain traffic 
is booked locally over that line for distance of, say, 164. miles, but no 
terminal is levied. When, however, the same description .of traffic is 
earried to Bombay 8 pies are charged in addition to the maximum rate, 
from say Drug to Nagpur .junction for 165 miles. 

In the case Throp verSUS Midland Railway Company (6 Railway 
.and Ca Tr Cas 39) it was held that "where a Company carry grain to 
two towns, at neither of which they perform certain terminal services for 
their customers it is an undue preference in favour of the traders of .one 
town to allow a re~uction of terminals in respect of services not being 
performed by the company if the same deduction is not allowed to the 
traders of the other." , 

Taking the rate of following stations,' quoted in the way of illus
tration it will be seen that for distances up to nearly 200 miles from the 
junction of Nagpur the Bengal Nagpur Railway levy a rate of t pie 
per maund per mile plus 8 pies terminal on Bombay traffic. A large 
number of stations are affected, but only 3 are pointed out in the way of 
illustrations. 

Bengal 
Nagpur 

Distance Stations. 
Railway 

from Nagpur. proportions -
of the through 

rate to 
Bombay. 

39 Bhandara Ro~ 0 1 9 Miles 39 X I pie=O-I-1 pllUl 8 pies . terminal=O-I-9. . 
165 Drug 0 5 3 Miles 165 x.l pie=O-4.7 plU8 8 pies 

terminal=.O-5-3. 
188 Raipur . 0 511 Miles 188 X I pie=O-5-3 plu8 8 pies 

terminal=O-5-11. 

• The Bengal Nagpur Railway have since made the 8 pies terminal applicable. 
generally and not on Bombay traffic alone. 

Q2 
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The rates to Calcutta and to Via Nagpur from two of the above stations 
a~e as follows :-

Drug. 

Raipur 

Drug '0 

-Raipur 

To tid Nagpur lor Bombay. 

To Oalcutta: 

'. 

Per maund 
per mile. 

?rilles. Rs. A. 1'. Pie. 
165=0 5 3=·38 

188=0 5 11=·38 

537=0 7 9=·18 

514=0 8 3=·19 

(1) In the first place, the rates to via Nagpur for Bombay are on a 
high mileage basis when the lead is say 200 miles, for instance 
for Raipur, (viz., almost '40 pie per maund per mile). 

(2) The terminals are exceptional for Bombay traffic. 
In the case of rates for Calcutta, they are in many cases higher for 

the shorter distance than for the longer. Drug and Raipur are on the
same... line and bn the same route and tht. traffic from Drug passes 
Raipur. when it goes to Calcutta and in both cases the traffic in grain is 
heavy. Yet it will be seen while the rate from Drug to Calcutta fOJ: 
537 miles is Re.0-7-9 per' ~aund that froin Raipur to Calcutta is 
Re. 0-8-3 per maund for 514 miles, a higher rate for a short haul than 
for a long haul. * 

The reasons for such a discrimination appear to be as follows :
Drug is nearer Bombay than Raipur is, and the rate from Drug t~ 

Bombay is Re. 0-12-3 per maund and that to Calcutta is Re. 0-7-9, 8~ 
that the difierence in favour of Calcutta is Re. 0-4-6 per maund. 
Whereas from Raipur, the .distance to Bombay is greater and because 
ot the Bengal Nagpur Railway charging I pie per maund. per mile plu.9-
8 pies terminal up to Nagpur junction, the through rate from Raipur 
to, Bombay is Re. 0-12-11, and, therefore, even with a higher rate of 
Re. 0-8-3 from Raipll! to CalC\ltta, the Bengal Nagpur Railway are 
able to maintain a greater margin of difference (viz., Re. 0-4-8) at 
Raipnr than at Drug (viz., of Re. 0-4-6 per maund) for Calcutta . 

... The Bengal N agpur Railway are 'introducing a scale of rates-for grain, etc., whereby 
the anomaly of charging higher rates for short distances and lower rates for longer 
distanoes is removed. The Bcale which is on a telescopio basis is :-

For distances 1 to 300 miles lrd pie per maund.per mile. 
Plus " above 300 " .jgth" " " " 
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This is obviously the reason for a higher rate from Raipur than 
from Drug to Calcutta, although Raipur is nearer Calcutta than Drug 
and the traffic from both places is carried under equal conditions, viz., 
in same weight per consigument, and probably Raipur 'gives a higher 
traffic than Drug and yet Drug has a lower rate for a greater distance. 
It will thus be seen that the Bengal Nagpur Railway rates are based 
'on the principle'" why sacrifice revenue when you' can get a higher rate." 
They charge a higheI.J:ate from Raipur to Calcutta, a shorter distance 
than from Drug to Calcutta, a longer distance, because they consider it 
useless sacrifice of revenue to quote a lower rate than what they get 
at p,resent at Raipur. 

As regards grain traffic from the Central Provinces to Bombay, the 
Bengal Nagpur Railway have apparently found that they cannot prevent 
traffic going to Bombay. The chief reasons probably are that in 
respect of wheat required for local consumption in Calcutta the grain 
mart is at Rowrah and the B~ngal Nagpur Railway not having got 
entrance into Rowrah, their goods shed being at Shalimar, they are at 
some disadvantage. 

Then, the trade of places on the Bengal Nagpur Railway in Central Pro
vinces is in the hands of the "Borah" merchants from Bombay, who pur
chase direct through their own ag~nts on the spot, and their chief business 
centre being Bombay, they despatch wheat there. There must be some 
such reason because it is known that in the case of traffic Hom the places 
served by the East Indian Railway it was seen (at least up to 1911) that a 
margin of Re. 0-3-9 per maund in railway freight in favour of Calcutta 
was sufficient to attract-traffic in wheat to Calcutta for exp.ort to 
England in competition with Bombay, whereas in case of the Bengal 
Nagpur Railway the differences are higher than Re. 0-4-0. And as to 
local wheat traffic Calcutta gets wheat even from places near Delhi 
with very small difference in the rate in favour of Calcutta but not 
much from the Central Provinces 'for local consumption. 

Therefore, the Bengal Nagpur Railway, seeing that they cannot 
induce traffic to Calcutta, want to make as much out of the traffic as 
possible when it goes to Bombay, but whether their 8 pie terminal 
<>n Bombll-Y traffic is justifiable is open to question. In England, the 
maximum rates and the terminals are both illegal umess sanctioned 
by an Act of Parliament or the Board of ,Trade.· The English Law 
[Railway and Canal Traffic Act (Section 24 (1) of 1888)] provides " that 
.all terminal charges proposed to b~ authorised in respect of each 
class of traffic and the circumstanct:S under which such terminal charges 
are proposed to be made shall be fully stated when submitted to the 
.Board of Trade for approval." 

In India, while the maximum and minimum rates are sanctioned 
by the Government before a railway can levy a rate, neither the terminals 
nor_ the reasons for their being levied are submitted for the specific 
.approval of the Government of India, Railway Department. 
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One of the contentions on behalf of the public will be that the natural 
flow of the traffic from the "Bengal Nagpur Raihvay stations ill the Central 
Provinces in the districts of Nagpur, Drug, Raipur and Bilaspur is 
towards Bombay, as the traffic is yet finding its way to Bombay inspite 
of high rates, and that, therefore, the levy of the maximum rate plus 
8 pies terminal constitutes an unreasonable charge inasmuch as it 
increases the cost of the produce to the port, ,to which the flow of 
traffic is natural. ( 

/ \ 

While underthe Bengal Nagpur Raihvay scale of rates the charge 
for 300 miles would be about Re. 0-9-0 per maund, viz., 1 pie per maund 
per mile plus 8 pies terminal, the East Indian Railway rate for this dis
tance would be Re. 0-4-7 per maUnd. The East Indian Railway Bcale 
is considerably lower. For 300 miles the East Indiall Railway rates 
are half the Bengal Nagpur Railway rates. 

But the East Indian Railway also while publicly notifying that 
goods coming under the category of the old special class (a list of 
which appear in their Go,ods, Tariff) are only subject to the following 
terminal :-

3 pies up to 75 miles, 

No terminal beyond 75 ,miles, 

make an exception in the case of junctions with the Bombay and Karachi 
linea, for they levy an additional terminal of 6 pies· per maund on 
traffic received to and from the following junctions :-

(This was introduced on special class traffic in 1905 during the 
competition with Bombay lines.) 

Cawnpore. 
Jubbulpore. 
Katni. 
Manikpur. 

Agra. 
Furrakhabad. 
Hathras. 
Delhi. 

But they do not levy such terminals, say, on traffic interchanged 
with the Oudh and Rohilkhand Railway via Aligarh, via Moghal Sarai 
or via Allahabad, or with the Bengal and North-Western Railway via 
Digha Ghat, tid Mokamehghat, via Tari Ghat, via Bhagalpur. 

Therefore, the same remarks as made in the case of Bengal Nagpur 
Railway terminaL'! on Bomoay traffic apply to East Indian Railway 

_terminals on Bombay traffic, but the East Indian Railway rates for 
grain ~re lower than those of the Bengal Nagpur Railway, 

• The East Indian Railway are withdrawing this terminaL 
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Next let us take the Great'Indian Peninsula cotton rates to Bombay. Preferential 

. - Special Ordinary 
Distances to Bombay. Stations from rates to rates to 

Bombay. Bombay. 

Rs. A. P. Rs. A. 1'. 

493 HinganGhat . 1 0 2 1 13 5 

413 Badnera 1 4 8 1" 12 0 

419 • Amraoti 1 4 7 1 12 5 

363 Akola \. 1 6 2 1 8- 8 

341 Khamgaon I 1 411 l' 7 3 

386 Murlazapur 1 5 7 1 10 3 

333 Jalamb 1 4 6 1 6 8 

472 • Wardha 
1 .. 1 2 5 .. 

520 Nagpur -- o 14 1 1 13 5 , 
340 . Sheagaon . 

I 
1 411 1 7 2 

These rates maybe discussed from various points of views. In the 
first place, it may be argued that while, for instance, the rate from Akola 
to Bombay 363 miles is Rs. 1-6-2 that ITom Nagpur to Bombay 520 
miles is Re. 0-14-1. Amraoti ap.d Hingan Ghat despatchers may bring 
forwar~ similar arguments a~d add that the traffic given to the railway 
by anyone of these stations, for which the rates are higher, is bigger than 
that from Nagpur. The position of the Great Indian Peninsula is that 
they did not want to re~uce the rate from Nagpur to Bombay and would 
be glad to enhance it pro rata to the rates from stations nearer Bombay, 
but they will say that they are not in a position to do so. 

Therefore, the position is that the Great Indian Peninsula Railway 
make higher charge for shorter than for .longer haul of traffic in the same 
direction, or in other words, the traffic carried for a whole distance is 
charged less than traffic carried for a part of the distance. Whether 
such a position creates undue preference or not will be for the decision 
of Railway Commissioners, but it cannot be wholly said that the rates 
are same under equal conditions from the point of view 6£ the. public. 

Equal traffic conditions may be said by the public to exist from 
both Akola and Nagpur to Bombay, but the railway may urge that the 
conditions a·re not equal because in one place the rates have been lowered 
for the reason that but for the rate they would lose the traffic at 
Nagpur, whereas in the other cases, such as Akola, Badnera, etc., the 
rates are such as the traffic can bear. • 
- If the rates were based from the point _ of view of what it will cost 

to haul the traffic, leaving a fair lllargin of profit, there would be,' in 
I 

Rates 07., 

Indian 
RailwaY8 • 
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'the eyes of the public, no reason to make the Nagpur rate cheaper. 
but the Great Indian Peninsula Railway argument will be that as 
through trains run from Nagpur to Bombay with coal and grain there 
is less cost in hauling one or' two wagons of cotton attached to such 
t~ains and the only det.aching and attaching that such wagons would 

-require would be at Dadar, when the wagons would have to be taken oft 
the grain or coal trains, and sent by one of the cotton trains of the 
Great Indian Peninsula that run over the Bombay, Baroda and. Central 
India Railway rails -from Dadar to Colaha. But this argument will 
lose its weight if a comparison was being made, say, between the rates 
of Wardha and Murtazapur. Both are road side stations and the 
traffic is forwarded under same conditions as to. quantity, wagon load. 
etc., and yet the Wardha rate is lower for a longer distance as compared 
with the Murtazapur rate for' a shorter distance. Wardha rate-is at 0. 

smafier figure because it is nearer Nagpnr, the junction between the 
Great Indian Penin~ula and Bengal Nagpur Rail",ays, and thus 

'in'fluenced by the specia~reduced rate quoted by this latter line for the 
Calcutta port. 

For the Great Indian Peninsula Railway to make the position such 
as will obviate. the necessity for having a higher charge for a short haul 
than for a long haul in the same direction will require either 

(1) that the 'Bengal Nagpur Railway should cancel their rate of t pie 
to Calcutta from Nagpur and tid a,nd increase it to i pie per maund per 
mile, the' ordinary rate for cotton, or , -

(2) that the Great Indian Peninsula should be prepared to lose at 
least a portion of the traffic from the Nagpur area to Bombay and raise the 
rates to the level of those such as Akola, Murtazapur. 

If suggestiOJ,l (1) is carried out the cotton mills in Bengal will say 
that they will have to pay (!omparatively higher rate of freight than 
they do at present, but it is doubtful whether this will be the 
result of raising the price. Whereas' if suggestion (2) is given 
effect to, it will have the effect of raising th~ railway freight 
considerably to Bombay-a position which the Bombay Mills will 
certainly object to, if_it is created simply to place the Wardha, 
Murtazapur, Akola despatchers on an equal footing with the dee
patchers from Nagpur to give the former the benefit of' their 
geographical position. Therefore, what will sui~ the sepers at say 
Murtazapur will not suit the consumers iu Bombay (t-iz., the Bombay 
11 Tills). 

The other alternative will be to reduce the rates from all stations 
on the Nagpur. Bhusaval section at least to the level of the Nagpur rate 
in order to remove the anomaly of higher rates for shorter hauls than 
for longer hauls. 

~part from the question of iower rates from Nagpur and Wardha 
constituting undue preference, if the question is treated on the 
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basis of what the traffic will bear, the discussion may be as 
follows ;--

If the rates for stations in the Berar, where the cotton traffic is the 
largest, are reduced to the level of the rates in the Central Provinces 
(Nagpur, Wardha, Hingan Ghat), it will be ~oticed that the rates from 
Amraoti, Mola, Murtazapur, Badnera, Kha~gaon, Shegaon, Jalamb, 
will have to be reduced to Re.· 0-14-1, the rate from Nagpu:r to 
Bombay. Taking Akola, the highest rate, it will be seen that the reduc
tions will be Re. 0-8-1 per maund. It is doubtful whether this will effect 
any reduction in the price of a commodity like cotton, which fetches at 
the despatching stations in Berar Rs.20 to Rs. 27 -per maund (if there 
is any reduction in the price at all the loss in the railway freight will 
be more than 40 per cent). 

The average price of ginned cotton during the following years in 
Berar was as follows ;-

Permaund. 

Rs. A. P. 

1908 18 3 2 
1909 20 G 0 
1910 26 5 8 
1911 . , 27 II 0 
1912 25 12 4 

. 
With such fluctuation in prices varying fromRs. 18-3~2 to Rs. 27,11-0 

per maund in 5 years a reduction of Re. 0-8-1 per maund will have hardly 
any effect, and the matter for consideration is whether the discrimination 
cannot be removed-by th~ rates nom all stations between Nagpur,and 
Akola being increased to Rs. 1-6-2 per maund and whether the Bengal 
Nagpur Railway cannot also increase their rate to Calcutta. 

What the Bengal Nagpur Railway do in the matter of grain rates to. 
Bombl:l.Y the Great Indian Peninsula Railway do precisely the same in 
connection. with the rates for cotton to Calcutta.. The recognised 
practice throughout the railway world is that the through rate to 
a junction should not be higher than the local rate to the junction. 
Nagpur is a junction between the Great Indian Peninsula and the 
Bengal Nagpur Railways; while the local rate for raw cotton (full 
pressed) from say Pachora to Nagpur is Re. 0-13-10 per maund, 
the rate ·froni Pachora to . via. Nagpur (for the cotton mills, say ip 
Rajnandgaon on the Bengal Nagpur Railway, or in Calcutta) is 
Re. ~14-4 pie per maund. It will thus be seen that the local ra.te 
to Nagpur is 6 'pies per maund lower than the through rate via 
Nagplir, and lest advantage is taken by the Calcutta or Rajnandgaon 
mill ,owners by re-booking at Nagpur to obtain the benefit of the low 
local rate the Great Indian Peninsula notify that the special rate to 
Nagpur applies when tra~c is consigned to the local mills only. 
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It is, however, noticed that the Bombay, Baroda and Central India 
Railway rates to competitive railways and ports are not particularly 
high. For instance, Rudain is a station on the Cawnpore Achnera 
Section of the Bombay, Baro~a and Central India ~ilway. It is 114 
miles from Cawnpore and the rate for grain from Rudain to via Cawnpore 
is Re. 0-2-5 per maund. If the Bombay, Baroda and Central India 
Railway wanted to charge their maximum rates and the high 
ten;Jrinal, following the example of the Bengal Nagpur Railway or Great 
Indian Peninsula Railway or the East Indian Railway, they could have 
levied a rate of Re. 0-3-8 per maund, but they were apparently satisfied 
with a rate of Re. 0-2-5 and t:his (prior to October 1916) made the rate 
from Rudain to Howrah Re. 0-7-8 against Re 0-9-0 the rate to Bombay. 
If the Bombay, Baroda and Central ;India Railway wanted they could 

. have made the rate to Bombay Re.0-7-4 (/0 pie for 878 miles) and the 
rate to Howrah Re. 0-8-11 (maximum for 114 miles Rudain to C,wnpore 
plus 6 pies tenninal=Re. 0-3-8 plus Re. 0-5-3 East Indian Railway 
minimum rate from Cawnpore to Howrah). 

Similarly their rate on grain, say, from Sirsa to via Delhi, 192 miles, 
is Re. 0-4-4 per maund which works out to ·27 pie per maund per mile, 
and this fate applies on traffic to Calcutta port. For similar distances
the Bengal Nagpur Railway rate'to via Nagpur for traffic in grain to 
Bombay works out ·38 pie per maund per mile. -In regard--to ratcs 
from the Bombay, Baroda and Central India to Karachi it is well known 
that they cannot be manipulated against that port in competition with 
Bombay as such an action can be prevented by the Government in terms 
'of their contract with the Secretary of State for India. 

Like the East Indian Railway rates to Howrah the Bombay, Baroda 
and Central India Railway rates to Bombay are not generally higher for 
short than for long dista~ces as the following illustrations of grain rates 
will shew :--. . 

Miles. 
1,059 Fazilka to Bombay 

885 Hissar to Bombay 
848 Delhi to Bombay 
828 Gurgaon to Bombay 
796 Rewari to Bombay 

Rs. A. P. 

01010 
010 2 
o 811 
089 
o 8 \J 

It is true however that the mileage rate in the case of Delhi, 848 
. uiiles, is ·12 per maund per n¥le, whereas the mileage rate from Hissar 
t<? Bombay, 885 miles, is '138 per maund per mile, which is contrary to 
the principle that as the distance increases the ~eage rate should 
become lower. 

This, however, is due to the Delhi Bombay rate having had'to be 
lowered owing to the rate from Delhi to Howrah being 0-9-4: for 904 miles 

Apart from the fact of such difierential rates being in existence on 
traffic to and from ports, difierentiation also exists between' two inter
mediate points of a longer route, equalising between two further points 
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of that route with a shorter route. As for example, the rate for grain 
over 'the Bomb~y, Baroda and Central India Railway between Cawnpore 
and Bawni-Khera (448 miles) is Re. 0-6-10, whereas the rate between 
Cawnpore and Hansi, which is 11 miles beyond (viz. 459), the rate is 
Re. 0-6-4. On the same railway while. the charge on grain from Khalil
pur to Agra Fort (18~ miles) is Re. 0~4-5 the rate from Garhi Harsaru to 
Agro. Fort 205 miles on the same route is Re. 0-3-11, or the difference in 
the rate per' ton is Re. 0-13-7 for a shorter haul of 21 miles. Rates of 
this nature have been quoted on various lines for almost every important 
commodity and will be discussed in .Part II of this hook. 

In the case of grain rates to Bombay over ·the Great Indian Peninsula 
Railway the charges are found to be higher as the distances to Bombay 
decrease as follows ;-

Miles from 
Bombay. 

I.-Stations on the Jubbulpol'e branch. 

616 Jubbulpore to Bombay • 
564 Narsinghpur to Bombay 

Il.-Stations on the Manikpur branch. 

859 Chitrakot to Bombay 
821 Banda to Bombay 

• 788 Mahoba to Bombay 

Rs. A. P. 

070 
086 

074 
085 
o 9 'I 

IlI.-Stations on the main line on the section Agra to Jhansi. 

830 Bhandai to Bombay 0 8 7 
804 Dholpur to Bombay 0 9 4 
795 Hetampur to Bombay 0 '9 7 
763 Gwalior to Bombay • • 0 10 3 

For ~tations on the same section and for traffic in the same direction. 
the charges become higher to Bombay as the distance decreases. Ther~ 
are reasons for the rates from, say, Bhandai, Chitrakot or Jubbulpur to 
be lower owing to competition with Calcutta. Bhandai is a station east 
c.f Agra and so is Chitrakot close to Manikpur, junction with the Great 
Indian Peninsula Railway, but the reasons for rates from Mahoba and 
Gwalior to be higher than those from Banda and Hetampur rE'spectively 
are not very clear. 

Similar instances are also seen in the local rates other than those· 
to and from the ports, for instance in the rates for cotton from the Berar 
to say Agra 'and Cawnpore. 

Miles. Rs. A. P. 
673 Murtazapur to Agra 1 8 3 
727 Dhamangaon to Agra 1 5 8 
705 Amraoti to Cawnpore 1 8 0 
673 Murtazapur to Cawnpore 8 3 
649 Akola to Cawpnore - 1 8 6 



'220 MONOGRAPH ON INDIAN RAILWAY RATES. 

In the case of Dhamangaon and Amraoti these stations are l\e&rel 

to Nagpur (from w:hich there are alternative routes to Agra and Cawnpore) 
than either Murtazapur or Akola and this accounts for the disparity 
in rates, but in the case of, say, Cawnpore rates there is no reason why 
all the three rates quoted above could not' be made into a group rate 
1)f Rs. 1-8-6 per maund. 

The Oudh and Rohilkhand Railway rates are les8 favourable to 
Bombay than to Calcutta or Karachi. In the case of Calcutta there 
'8.Ie special reasons for the traffic· to be treated liberally on account of 
load having to be found !or return empty wagons via Moghal Sarai. 
but for Bombay and Karachi the conditions appear to be the 
:same unless the Oud4 and Rohilkhand Railway wagons going to North 
Western Railway are back loaded with Khewra Salt in large numbers. 

The rates from the O~dh and Rohilkhand Railway up to its junctions 
with the Calcutta, Bombay and Karachi lines are as follows; only two 
-cases have been cited in the way of illustration. 

• 

Via Saharanpur for 
Karachi. Vid Cawnpore for Bombay •. Vid Moghalsarai for 

Caloutta. 

Ruzagaon to Saharanpur Shiupur to fIi4 Cawnpore Chandausi to fIi4 Moghal-. 
for 375 miles Re. 0-3-11_ for 205 miles Re. 0·4-1. lierai for 387 miles Re. 0-4-4. 

Bardoi to vid Saharanpur Shahganj to tlid Cawnpore Hardoi to fIi4 Moghalaarai 
for 259 miles Re. 0·4-0. 188 miles only Re. 0-4·3 for 261 miles Be. 0·4·2. 

Hardoi to vid Cawnpore 
for 108 miles Re. 0·3-1. 

Wherea!! in the case of Bombay the rate of about Re. 0-4-0 is charged 
for a lead of 205 miles, the saI¥e rate (rather a lower rate of Re. 0-3-11) 
is leviable on despatches to Karachi for lead of 375 miles, and there are 
.several instances of this nature. But anyhow, the Oudh and Rohil
kharid Railway rate of Re. 0-3-1 from Hardoi to via Cawnpore for 147 
miles is not higher than 1 pie per maund per mile, which is a low rate 
-compared with what the Great Indian Peninsula charge on grain to 
·Calcutta up to its junction for similar leads or the Bengal Nagpur Railway 
-charge on Bombay traffic via Nagpur, and this shews that the Oudh and 
.Rohilkhand Railway rates are not very unreasonable to Bombay. 

In connection with the North Western Railway grain rates to Karachi • 
.so recently notified as in June 1917, it is observed that there are differences 
()f the following nature-while, for instance, the rate from Jullundur 
City to Kurachee for 802 miles is Re. 0-11-3 per maund, that from 
Phagwara for 816 miles is Re. 0-11-1 or lower for a greater distance. 
Then, again, while the Jullundur rate for 802 miles is Re. ()"11-3 the 
rate from Ludhiana 806 miles, or 4 miles longer distance, is Re. ()"10-10 
()t 5 pies loweJ;. Cases of rates for long hauls lower than for short hauls 
will be foun~ in the tariffS of every railway, an~ whether the passing of 
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a law similar to that exists in America or in England is necessary in the
interests of the public is a question for consideration. 

In the case of Karachi a special provision has been made in the
Bombay, Baroda and Central India Railway contract that the Railway 
Board may at any time require the Bombay, Baroda and Central India 
Railway to quote over that Railway system such rates in respect of the
conveyance of passengers and goods to and from both the ports of Bombay 
and Karachi as to secure the carriage of trade to and from such ports. 
on equal terms, and it is further provided that the Railway Board may 
require the quotatio!J. of a rate from stations of consignment to destination. 
whether the route is entirely over the undertaking or whether the route
is only partly over the undertaking. The Bombay, Baroda and Central 
·India Railway have also in respect of traffic originating on their 
. metre gauge system, to quote the same rates to Karachi via the Jodhpu~ 

Bikaner Railway and the North Western Railway and to accept mileage
division of rates and are not allowed to charge block rates to Karachi~ 
bu.t this is the only instance where such a position exists. 

The 1lD.iform maxima and minima rates have been fixed in order to. 
treat all the railways and all interests fairly arid alike, but so long as 
similar provision as has been made in the case of Karachi rates in respect 
of traffic to and from the Bombay, Baroda and Central India Railway. 
is not made for instance in regard10 traffic, say, from the East Indian. 
Railway, the Oudh and Rohilkhand Railway and the Bengal Nagpur 
Railway to Bom1:iay or from the Great Indian Peninsula Railway to
Calcutta, it cannot be said that all the ports and all concerns have been. 
treated alike. 

Further whereas in the case of some lines, as will be seen from 
Chapter VI the Government of India have the absolute power to. 
decide whether a rate constitutes undue preference or not, they have 
not got similar powers in respect of other lines. For i.nstance, whereas 
the Government can decide absolutely and finally whether the rates 
of the Assam Bengal or the South Indian Railways constitute undue 
preference or not and can order cancellation of such rates, they cannot 
do so in respect of the East Indlan, the Madras Railway or the 
Great Indian PeniIisula Railway. . 
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CHAPTER IV. 

THROUGH'RATES OVER TWO OR MORE CONTIGUOUS RAIltW4'rS. 

Through rates in India, in t .. ", .. bsence of special lump sum rates 
agreed to between railways (and also excepting in the case of coal, railway 
materials, parcels and luggage rates), are generally made up of sum of 
local rates of two or more railways. 

Dealing with the matter of through rates, in their circular No. 1446' 
of 1887, the Government of India expressed the-- following views and 
this is the only authority in India in this connection. This circular was 
published for the information of the public in the Gazette of India~ 
/ "In cases where the traffic offering is sufficient to justify this 

arrangement, Railway administrations must give reasonable facilities 
for puplic ;traffic between any "two Railwa; stations, each Railway 
administration being contended to receive for its share of the through 
rate less than the ordinary rate," an~in the contract between the Railway 
Companies and the Secretary of State it is provided that the Government 
of India may fro~ time to time, when considered necessary for the con
venience of the public, require a Railway Company to enter into agree
ments upon reasonable terms for "the settlement and apportionment 
of through rates and charges ior traffic." 

Further, in fixing the maximum and minimum mtes for the East 
Indian Railway, the Government of India in their Circular No.7 49 R. T. 
of 21st October 1~90 laid down as follows :- ' 

" Such lower rates as may obtain on the company's system for long 
distance traffic should in through hooking with foreign lines, be cal
culated as if the goods were carrie~ over the East Indian Railway 
locally," but subsequently the Government of India, in their Resolution 
No. 369 R.T., dated 14th May 1891, said that they "had no desire 
at present to press this, point." - , 

In the matter of through rates between two railways the Government 
intentions of the provisions in the Act, have been described in the 
rep~ of the late Mr. T. Robertson, C.V.O., Special Railway Commis-
sioner for India to be as under :- . 

View8/0/the " On through traffic, that is traffic going over more than one com
specia! ~1I· pany's line, all fares and rates should be calculated on the through dis
~::'a':=' tance (this is really expected by the Railways Act, but in practice is 
to Ind~a in rarely done), and the reduction should always be applied on the entire 
::~::.,the distance and not merely on the local distance of each railway. It is 
thrqu,gh. rates the practice that prevails in India of calculating rates on the distance 
00 Indian h·" nJ hi h . xt t "bl f By8. as ez. to t e JunctIon 0 y, w C 18 to some e en responsl e or a good 
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many of high rates now obtaining, since the traffic only gets the benefit Pf'.t88ed in 
of sliding scales of rates on the local distance to the junction, instead 1I'8bZ:::: .n 
of on the whole distance that the traffic is- carried. But if the long );03. ' 
distance traffic is to be developed in the manner that such traffic has 
been developed in America, the distance must be taken from the station 
{)f origin to the station of destination,and the charges calculated on this 
through distance at the reduced rate." 

The law relating to application of through rates is as follows which 
forl!ls section 42 (4) of.the Indian Railways Act IX of 1890 :-

"The facilities to be afforded under this section shall include the due Law in the 

and reasona~le receiving, forwar~ng and delivering by every railway O:~:;h~aiu. 
administration, at the request of any other railway administration of 
through traffic to and from the railway of any other railway adminis-
tration at through rates. Provided as follows :-

"(a) The railway administration requiring the traffic to be 
forwarded shall give written notice of the proposed through 
rate to each forwarding raiJway administration stating 
both its amount and its apportionment and the route by 
which the traffic is proposed to be forwarded. The pro
posed through rate for a:p.imltls"flr goods may be per truck 
or per maund ; 

"(b) each forwarding railway administration shall, within the 
prescribed period, after the receipt of such notice, by 
written notice, inform the railway administration requiring 
the traffic to be forwarded whether it agrees to the rate, 
apportionment, and route and if it has any objection, what 
.the grounds of the objections are; 

" (0) if at the expiration of the prescribed period no such objection 
~as been sent by any forwarding railway administration, 
the rate shall come into operation at the expiration of that 
period;' -

, "(d) if an objection to the rate, apportionment or route has been 
sent within the prescribed period, the Governor-General 
in Council may, if he thinks fit, on the ):eques~ of any 
of the railway administrations refer the case to the 
commissioners 'for their decision ; 

... (e) if the objection is to the granting of the rate or to the route, 
the commissioners shall consider whether the granting of 
the rate is a due and reasonable facility in the interests of 
the ,public, and whether regard being had to the circum
stances, the route proposed is a' reasonable route, and 
shall allow or refuse the rate accordingly or fix such other 
rate as may seem to the commissioners to be just and 
reasonable; . 

... ( f ) if the objection is only to the apponionment of the rate, 
and the case has been referred to the Commissioners, the 



224 MONOGRAPH ON INDIAN RAILWAY RATES. 
, , 

rate shall come into ope,ration at the expiration of the 
prescribed period, but the decision of the commissioners ~ 
as to its apportionment shall be retrospective; in the 
case of any other objection, the operation of the rate 
shall be suspended until the Commissioners make their 
order in the case ; 

"(q) the Commissioners in apportioning the through rate shall 
take into consideration all the circumstances of the case, 
including any special expense incurred in respect of the 
construction, maintenance or working of the route or any 
part of the route, as well as any special charges which. any 
railway administration is entitled to make in respect; 

- thereof; 
"(h) the commissioners shall not in ~Dy Cll,8e compel any railway 

administration to accept lower mileage rates which the 
administration may for the time being legally be charging 
for like traffic carried by a like mode of transit on any other 
line of communication between the same-points, being the 
points of departure and arrival of the through route; 

.. (l) subject to the foregoing provisions of this sub-section, the 
Commissioners shall have power to decide that any pro
posed through rate is due and reasonable notwithstanding 
that a less amount may be allotted to any forwarding 
railway administration out of the through rate than the' 
mll.x:qnum rate which the railway administration is entitled 
to. charge and to allow and apportion the through rate _ 
accordingly." 

The foregoing clauses of the Indian Railways Act are.. practically 
reproductions from sections 25 and 26 of the Railway and CanalTr~ffio 
Act of England~ 

The only difference between the English and the Indian law is that 
while in England both a customer and a Railway administratio~ can 
call upon another railway administration for a through rate, in India a. 
railway administration alone can call upon another Railway for a through 
rate. 

PM English According to English law any customer desiring his traffic to be 
i:i~~ Law carried at· a through rate is competent to apply to the Board of Trade 
rind deciBiO'llll under ,the terms 6f Section 2'5 of the Railway and Canal Traffic Act of 
:~f;::-' 1888 for a through rate, but in India customers have no such right, 
liOns .0/ the and it was also decided in England that as between railways in asking 
~:f;;:i~:;:;. for a through rate" it need not be the forwarding Company even if the 
lically 1M Company has some interest in t'he forwarding of the traffic" it can. 
~/l8ndi~ o/latM ask another Company or Companies for a through rate. 
, '471 w 
n the matter As to the extent and scope of the law -herein referred to, it can only 
~~"f :te&. be judged from the cases decided in the United Kingdom of Which parti-
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culars are available in this country. In tlie following paragraphs there
fore some of the decisions of the courts in England from time to time 
are given below:-

" A route is not unreasonable because it is proposed to hand over 
to the receiving company at a point only a few miles from its destination 
although such compa.ny could receive it at a point further distant from 
its destination." 

* * * * * * 
. "The Railway Commissioners, however, will consider not only the 

public interest, but also the right· of a railway company to a long run 
in respect of traffic originating on its own system." 

* * * * * * 
.. The mode of apportioning through rates between railway companies 

is generally to divide by the mileage, after deduction of the terminal 
charges and as a general rule, however, it is reasonable that when a rail
way company has a very short distance, it should have more in pro
portion." 

It was also held in the case of Great Northern Railway Company 
(Tr.) V Belfast Central Railway. Company (3 R. and Cay' Tr. Cas 
411) that "while adjusting their rates, railway companies must d~ so 
not only with reference to tlieir own interests but of other Railway 
C'ompanies." 

In connection with the quotation of through rates in India, there Indian Ballo 
are special through rates in existence for instance :_ ~ay prad~ 

In connectlO8 

(1) between Oudh and Rohilkhand Railway stations and HOWrah lDi!~. tlirO'll{11t-
r'I.I_. 

(Calcutta) ; . 
(2) between the Bengal and North-Western. Railway stations 

and Howrah (Calcutta) ; 
(3) between the Southern Maharatta Railway stations and 

Bombay; 
(4) bet.ween the Nizam's Guaranteed State Railway stations 

and Bombay; 
(5) from the Rohilkhund and Kumaun. Railway and the Raj

putanii.-Malwa Railway stations to Karachi and vice versa. 

There are also other points where such through rates are arranged, 
and in cases like this the through charges are divided on mileage between 
the two lines, except that when one of the two lines has a shorter lead 
such railway is allowed a slightly higher mileage rate in the way of an 
extra charge of 3 or 4 pies added to its proportion out of the proportion 
of the railway having a longer haul. 

But in all other cases, the sum of local rates of two or more railways 
form through rates. In the case of long dist8.Ilce traffic, even when such 
traffic maY' be for a fairly long distance, saYj 400 miles and more, 
and may give two railways the same lead (tliz.,200 miles to each), it 
cannot get the advantage of low rates on the througb. distance. 

R 
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If, for instance, oil-cake is booked from a station on the East Indian 
Railway to a station on the Bombay, Baroda. and Central India Railway 
and is hauled for distances of 200 miles over each line, the charges would 
be on. the following ,scales of rates over the two railways:-

Over the East Indian Railway. 

For first 50 miles 
For extra distance 50 to 100 miles • 
101 to 350 miles • • • - ' 

350 to 600 miles • 

, 

Permaund 
per mile. 

Pie. 
·33 
·20 

·1' -
·12 

Over the Bombay, Baroda and Central India-Railway. 
1 to 100 miles • 

101 to 300 miles • 
301 to 500 miles • 

" . 

·33 
·20 
·10 

At these rates the charge over tlie East Indian RaIlway will be Re. 0-3:5 
per maund and over the Bombay, Baroda and Central-India. Railway 
Re. 0-4-5 per maund for 200 miles respectively thus making up a total 
()£ Re. 0-7-10 for 400 miles. It will be observed that the traffic, after 
being carried over the East Indian Railway for 200 miles and getting 
the benefit of ·20 pie rate for distances 51 to 100 miles and of·14 pia 
:Cltte from 101 to 200 miles over that line will have to start again on the 
Bombay, Baroda and Central India Railway at ·33 pie for the next 
100 miles and at ·20 pie for the remalning 100 miles. This undoubtedly 
increases ·th~ rates, owing to the "telescopic" or "tapering" scale of 
rates not applying on through distance. If the same traffic is carried 
over the East Indial! Railway for 400 miles the total rate would b~f 
Re. 0-5-8 against the rate of Re. 0-7-10 for 400 miles, when the 
distance is over two J;Ailways. 

According to Mr. Priestley's Report it would appear that in America. 
the telescopic scale of the forwar~g railway would apply throughout 
the entire distance, whether over one or more railway. 

The practice in force on Railways in France has been said to be, In 
Colson's ''"Transports E. T. Tarifs," translated by Charles Travis, that 
the .. establishment of through rates is J>rought about for all currents' 
of tarifIs, some time.'! for scales with decreasing base and sometimes 
Jor special rates, as if the different interested systems constituted one 

t
.. . 

sye em.-
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It is particularly pointed out in this book by Travis,. that "even 
when two railways apply the same scale to particular traffic the fact 
of merging the rates into a through scale charge brings about some 
notable reductions, for _instead o~ restarting from the initial base 
at the point of junction-the decrease applies on ihe whole distanc~." 



CHAPTER V. 

Complaints have been made from time to time that some railways 
charge relatively high rates for raw materials required by Indian mills. 
factories. and industries as coIbpared with the rates charged to the ports 
for similar. descriptions of traffic for export in their raw condition. 

DiicUIIMo,! in Sir Vithal Dass Thakersay, in his speech in the Imperial LegislatiV6 tJ:al Council meeting held in Calcutta on . 1st :March 1912, in moving hi. 
Council in resolution 'for the appointment of a committee of enquiry to be held to 
lnclia ,n 191Z.. . th Ii f II d b '1 . fi' f ds 'ffs InVestIgate e po cy 0 owe y 'ral ways In XIng 0 goo tan 

and its effects on development of Indian industries or on inter-provincial 
kaffic, quoted several cases of such rates. He drew attention, for 
instance,.to· the cotton rates of the North Western Railway as being 
lower to Karachi than to Delhi. The rates to Delhi and via not only 
concern the.cotton mills in Delhi but also mills in the United Provinces. 
which may want to use Punjab cotton. The North Western Railway 
cotton rates to Karachi have recently been revised, and taking the 
following stations, the Railway nsk rates for" full pressed" cotton are 
as follows to Karachi and Delhi; (while the rates to Karachi are special 
rates, those to Delhi are ordinary class rates). 

Distances to Karachi. Rates to Cotton despatching I Distances to Rates to 
Karachi. statioDIJ . I Delhi. Delhi. 

... 

Miles. R8. A.. P. Miles. R ..... P. 

576 1 0 9 Multan • · 454 1 3 2 

684 1 3 9 Lyallpur · · 387 1 0 /; 

673 1 3 5 Abbaspur 398 1 0 Dr 

625 1 2 1 Cbutiana · 444 1 2 ~ 

607 1 1 7 Darkhana · · 454 1 3 2 

, 
The rates from Multan, Chutiana and Darkhana are lower for 

longer distances to Karachi than those for shorter distances 00 Delhi; 
from Lyallpur and Abbaspur the rates to Delhi are also relatively higher 
per maund per mile than to Karachi, but this is not unfair. . 

In England, the law provides that there should be no difference 
- between the rates charged for home or foreign merchandise in respect 

of same or similar, services, and the British Railways may, 'at I!ony time. 
be required to justify, before the permanent co!Wllission, any difference 
between such charges. 
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The main ground of justification put forward by the British Railways Rea80n8/or 
in fav9ur of special railway rates to and from ports, as stmted in the 'evi- Fte:::e 0/ 
dence before the Departmental Committee of· the Board of Agri<:!'.llture ,0,:: ;cw::: !: 
and Fisheries in 1906, was that such rates were ~e to competition, E~ql::h linu. 

Itnd that if they were not quoted the traffic would go by canal. ~it:M c;e:aer. 

For instance, it was pointed out that between Hull and Leeds there a;;Ys/:n not 
were three railways, but what was more effectual than all was water India. 

competition by canal. But this factor is absent in respect of traffic from 
most of the internal stations of the Indian Railways to the ports. 

Then, another reason for the rates of English railways to and from 
t~e ports being cheaper was stated to be as follows: "the ports were 
also used for distribution throughout the country of local merchandise, 
traffic being brought to the ports by the agency of the railways and then 
taken from port to port by water in competition with railway carriage." 
This is a condition which does not prevail for a very large portion'of the 
port traffic of the Indian Railways, nor is this one of the reasons for 
the rates to the ports being lower, except from stations on the Sea 
Coast on the Bengal Nagpur, :Madras and Southern 1\1:ahratta and South 
Indian Railways; also the rates to Calcutta from a few East Indian Rail
wa·y riverside stations and from Surat and other stations on the sea 
coast on the Bomba.y, Baroda and Central India Railway to Bombay 
are influenced by water competition. 

It was also pointed out by English Railway Managers that it was 
possible for foreign produce required for consumption in EnglaiJ.d to be 
taken to many places direct by water and in other places partly by water 
and partly by rail, and that in such cases if. the railway rates to and 
from the ports were enhanced the British farmers would not be benefited, 
for foreign produce would yet c911tinue to find transportation at cheap 
rates by other means,of transport. But this condition does not apply 
(except in a few cases) to low rates -on Indian Railways, for cotton 
or grain to the ports, or for sugar, piece goods, iron and other 
imported commodities, from the ports to the interior. 

There would, however, be justificati,on for special rates for cotton to 
the Bombay Port on the ground that such rates are largely taken 
advantage of by numerous cotton mills in Bombay, but there are no 
cotton mills in Karachi. There are, however, SOJll:e shipments of cotton 
from Karachi to Bombay. In the same way there are flour and oil 
mills at the ports, and these get the advantage of the low export rates, 
which the mills in the interior do not get. 

The sugar industry of India has been receiving a great deal of atten
tion on the part of the. Government, and the heavy imports of Java sugar 
are not in the interests of the sugar industry of the country. The rates 
for sugar 'from the ports to the .inte;ior were first reduced during 1904, 
just a year before the Calcutta and Bombay competition started. They 
were further lowered during the'competItion in 1905. It is during the 
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last_IO years that Java sugar has found an extensive saie in this 
country. JavaJmgar is produced very cheap. The prime cost of sugar 
in Java was given at l!s. 4-2-0 per maunel, the cost of producing 
superior white sugai, including all expenses, was said to be Rs. 4-9-2 
per maund; and even taking interest on capital the, total would come 
to Rs. 5 or Rs. 5-8:0. It compared· very favourably with the minimum 
price of Java sugar in Calcutta which was at Rs. 11-4-0 per maund 
before the war. 80 that Java made handsome profits out _ of sugar 
expQrted to India. The steamer freight was tlien but a fraction of the 
latter figure (viz., Rs. 11-4-0 the price in Calcutta). It is questionable, 
therefore, whether this traffic ever . needed further subsidy in the way 
of cheap railway rates that were quoted from ·the ports to the interior. 
Even if the rates for Java sugar were maximum rates the railways 
would not have lost the traffic, but the profits of the Java producers 
would have been less. 

The reduction in their profits would have been the gain of the Indian 
Railways, and consequently to the revenues of India. 

It may be argued that Railways are able to quote relatively lower 
rates of freight for imported traffic from the ports, which was said as a 
rule to be carned for long distances in full wagon loads, thus indicating 
that it is cheaper for railways to carry such sugar than it costs them to 
carry indigenous sugar, which, it is asserted, is carned for shorter dis
tances in less than wagoIt loads. This is not, however, always the 
case, and it may be observed thaJ the special rates for sugar from the ports 
of BWl.bay and Oalcutta were not for wagon loads but for actual weiglit, i.e., 
carried in any weig,""", how(f/)er smaU or however large. The condition as 

-to weight appears to have been waived in many cases in order to enable 
despatches in imported sugar being made. from the ports to small 
stations which cannot afford a wagon load. Stations, "such as Markw;uli 
on the East Indian Railway, Dabtara and DhaD'ari on the Oudh and 
Rohilkhand Railway, have special rates for imported sugar from the 
ports,- irrespective of weight and at Railway Risk. Distance for distance 
these rates are in many cases lower than the rates even for wagon l.oads 
0/ indigenous sugar carned at owner's risk . 
. . Further, it may'also be said that railways~et loads for wagons re

turning from the ports, after dischargiligF~, by encouraging traffic 
in imports from the ports to the interior and that from the point of view 
of cost of operation imported traffic can be given low rates. 

This is a very re&!lonable and powerful argument on the part of 
railways, which -are run.as commercial concerns. The imported traffic 
help~ the-railways to fill up wagons, which would otherwise return 
empty, and such traffic is thus carried practically at a nominal cost 
and, therefore, at a large profit to the railway. 

But the public side of the calle is that in instances where the local 
industries of India are affected by the imports whether it is right for· 
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raIlways, owned by the Indian Government, to encourage imported traffic 
by low rates, which are not allowed on similar goods locally produced 
in India. And another point is, did the imported traffic require the 
lower rates 1 They apparently did not, and the low rates were introduced 
mainly on account of competition, as admitted by the railways at a meet
ing in 1905, when the representative of the premier railway in India 
admitted that the reductions were not called for by the trade. 

Let us take one or two concrete cases. The East Indian Railway 
have a telesc~pic scale rate for both sugar. and jagree carried in wagon 
loads of 270 maunds and at owner's risk. At this scale of rate the charge 
on sugar from Howrah to Sutna (615 miles) would be Re. 0-12.0 per 
maund, but there is a special rate of Re. 0-8-11 per maund from Howrah 
to Sutna lor sugar from Calcutta- at owner's risk but on actual weight, 
whereas if locally produced sugar is .::arried to this station in wag{)n 
loads at owner's risk from say 557 miles, the rate would be Re. 0,.9~10 
per maund. 

In the case of the East Indian Railway, and the Calcutta port in 
particular, it may be pointed out that it will be more economic for the 
railway to quote special rates to encourage despatches of sugar from 
upcountry (Behar and United Provinces) Y Calcutta than from 
Calcutta to upcountry for the reason that the empty running of wagons 
is consideraBly greater in the direction of Bengal than in the opposite 
direction. Recently, the East Indian Railway have made a move in 
this direction in the matter of scale rate'S for sugar, but the special low 
rates from Calcutta to certain important centres remain., 

If the railways will at least make the special rates for imported sugar 
from the ports, applicable in wagon loads, a great deal of the complaint 
of preferential tariff in favour of the foreign produce will be minimised. 

Sir Vithal Dass in his speech in the Council, previously referred to, 
also drew attention to the sugar rates to and from Cawnpore. WJrile, 
for instance, the Great Indian Peninsula Railway rate from Bombay 
to Cawnpore, 840 miles, is... Re. 0-13-8 in favour of the unpolied 
commodity, the rate from Cawnpore to Kha.ndwa, on the same 'line, for 
a distance of 486 miles only, or nearly half the former distance, is 
also Re. 0-13-8, whereas at the same time the rate from Bombay to 
Jubbulpore, 616 miles, was Re. 0-8-10 per maund, on the same line of 
railway against Re. 0-12-11 for Sohagpur,..494 miles. . 

On the North Western Railway· also there are speci~l rates for sugar 
in small lots, i.e., on actual weight, from Karachi to certain statIons, 
which in one or two cases, work out to less than ith pie per maund per 
mile, . and in others between lth and ith pie, but th~re are no special 
rates tor sugar in small lots from either Gurdaspur or Amritr.oa.r, where, 
according to Government of India's published list of factories and other 
large industries, there are sugar works. The despatches in small lots 
from these places have to pay the ordinary 1st class rate of ird pie, 
and on some railways the rates for jagree (gur, raw sugar) are higher per 
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mile than the rates for the imported refined sugar for equal distances. 
;r agree 01 'Gur" is one of the important items of food of the mass. 
and in the report of the" Enquiry into Rise of Prices" it is stated that 
tffia ~tu:fI i's very much in demand by the poor. Gram and gur in the 
Unj.ted Provinces and in Behar, and parched rice and gur in Bengal, 
form the chief food of the agricultural labourers in the morning. It 
therefore seems that jagree deserves a lower scale of rate than sugar. 

There is another industry, in which there are great expectations. 
viz., the vegetable oil milling industry. In this connection the Director 
of IndUstries, United Provinces, not very long ago wrote as follows :-

'I There is a chance of a better yield of oil and of a better quality. 
'because when c_rushed fr~sh, the oil cells yield their oi~ more readily 
in a warm climate than in cold. Here again we have the fahors in favour 
of_manufacturing the oil locally, seed available on the spot and a climate 

.more.favourable than ~hat of Europe for the purpose of manufacture. 

• ' . • • .. , 

-
" The markets, which have hitherto received their supplies of cake from 
the oil presses of Europe and the East can be supplied from the surplus 
cake which will be available here." 

" We exported from the provinces during the year 1913-14 a total. 
of 11,609,672 maunds of oil seeds 426,512 tons of a value of 
Rs. 5,79,32,706 or £3,862,180, all to be used for the extraction of oil." • 

" Even if half the oilseeds grown in the provinces were crushed locally 
'it would 'provide work for 800 mills of the size of the Premier oil mills 
of Cawnpore working 24 hours daily throughout the year; and it would 
be possible to use cake more freely, in some cases as cattle food and in 
others for manure, perhaps, thus comp~nsating the soil for some of the 
f~rtilit.y taken from it. At present we take everything from the land 
and give back no~h~ng, an economic drain akin to living on one's pro
dufltion." 

It is expected that with linseed, lac, turpentine and resin available in' 
the country, India will some day have industries in varnish and paint 
making, but for the present the linseed cr,op is described" as a gift to 
the Indian agriculturist from the west, which represents a contribution 
to the earnings of the Indian Cultivators of £31 millions," as the per
centage of exports of linseed to productions is veIY big, linseed oil being 
'manufactured in India to a small extent only . 

. The East Indian Railway Carriage and Wagon Department are 
painting their wa~ons with paint manufactured in their Lilloah (near 
Calcutta) shops. Laterite and burnt clay are ground fine, and then 
well mixed with liquid Hydrocarbon (waste product of coal, used in 
gas making in the carriage and wagon shops of the East Indian Railway) 
and linseed oil. So that if the price of linseed oil is low, the paint 
industry in -India can be a good source of income to the people. 



EXTERNAL AND INTERNAL TRADE. 233 

_ For oil carried at o~er's risk the rate charged is trd pie per maund 
per mile. 

There are also special rates for oil despatched in wagon loads; the 
,charge on oil from Cawnpore to Calcutta is about Re. 0-12-0 per maund 
or equal to ·22 pie per maund per mile. 

Then comes thE! flour milling industries of India. It should be the 
aim of the country to export as much flour as possible instead of all 
wheat. America has always thought that as far as possible flour, instead 
-of wheat, should be exported, but it is not possible for a big wheat 
growing country like America or India to send all flour and no wheat. 
America has probably done a great deal in the direction of exporting 
more aitd more flour, as wIll be seen frOIl). the following' remarks 
appearing in Sir James Wilson's memorandum on Indian wheat for 
the British Market, published in 1910 :-

"The Eastern ports of the United States now practically export 
-only flour." '. 

Canada also during recent years has lieen exporting enormous quan
tities of flour to the United Kingdom but India has so far sent very 
little, as will be seen from the chapter on " wheat." 

The opinions expressed by medical and other authorities against 
the use of white bread, which is said to contain less nutritive consti~ 
tuents than the brown bread, J:tave recently engaged the attention of the 
people in England, and it may, be possible that the demand for brown 
. flour may be great in future, and therefore if India uses clean 
wheat in its flour mills it ought to be able to place its-productions in the 
'British Market. 

In the case of traffic to and from the mills the railway is ensured, in 
many cases, of wagon loads in both· directions, and the creation of 
more mills increases the earnings of the railway in many ways. The 
late Mr. T. Robertson, C.V.O., special Railway Commissioner for India, 
made the following observations on this point in his report on the 
Administration and working of Indian ~ailways :-

" The more numerous the local industries are along a line of railway 
the greater always is the prosperity of that ,railway. They not only 
give their products to carry but their presence makes a great deal of 
traffic in passenger and goods." 

Mills give the railways traffic first in building materials, a 
regular traffic in coal, traffic in raw product!! and then in finished or 
manufactured products, including bye-products as well, such as bran 
in the case of flour mills and oil c,ake in the case of oil mills. in man.y 
cases the mills import labour and therefore the railways carry traffic, 
both in goods and in passengers, owing to the introduction of the 
mills. 

The railway rates for flour are not high, but lILthe case of export 
they-are-higher than the export ,wheat rates on the principle that the 
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rate for raw produce should be lower than the rate for the manufactured 
article and also beca1llle of the differen,ce in the prices, flour being a 
higher priced commodity than wheat; but as already pointed out flour 
and oil mills, if made extensively, would benefit th,e country in many 
ways, and flour would give as much wagon load as wlleat if not better. 

The charging of same rates for flou,r as for wheatJlond the application 
of the telescopic scales of rates for flour on through distance are lllatters 
for examination and consideration by railways. The particular rates of 
different railways for wheat and for wheat flour and oil and oil seeds 
will be discussed in the commodity chapters, as well as rates for sugar, 
cotton, etc. ' 

In a country like India where the 'balance of the foreign trade is in 
favour of the exports of raw produce it is not to the interests of the 
producer that exports should be discouraged, aDd until India can find 
means of using its productions more largely in its' manufacturing in
dustries and then of exporting it in a finished state the exports of raw 
materials cannot very well be ~iscouraged, for it will mean restricting. 
the market for IIi.dia~s products, but at the same-time it is claimed by 
the local industry people that there should be at least no differentiation 

'between the export and the internal rates. 

In dealing'with the internal trade of the country the following obser
vations were made in the Review of the Inland Trade of India for 
1913-14,_ the official year just preceding the war :-

" The figures are of interest as giving some idea of the extent to 
which the different parts 

Rail .nd.rlver borne trade. 

(IR TlIOus.ums o;v: !rORS:) of the country are con

Twelve, 
months. Nine months. 

cerned in the movements 
of commo'dities on a large 
scale. The great bulk of 

1912-13. 1912-18. 1~18·U. the traffic, representing 
(-l)-B-et-w-' e-en-' -P-o-rt-to-wns~-an-d -- --r-- about two-thirds of the 

British Provinces and Native ttl t d 11 ws directly 
st.atea • • • . • 22,674 17,041 16,622. 0 a ra e, 0 

(2) Within British Provinces and to and from ,the chief 
Native Statea • • • 11,682 8,608 8,017 

(8) Between Port towns 41 30 33 ports, the, balance about 

Cotton manufactnres • 
Metal., etc. • 
Kerosene. • 
Sugar • • 
Salt (from Calcutta) 
Cotton, raw • 
Grain and pulse 
'Oilseed.. • • 
Coal (Into Calcutta) • 
Jute" " 
Gunny., " 
'lea" " Ore (Into Bombay) 

TO!rAL 
- --. - -- a third is the trade with-
·84,3\17 26,579 24,572 

284 
624 
487' 
524 
407 
502 

4,753 
1,458 
6,819 
1.189 

227 
87 

598 

217 
~39 

862 
407 ' 
800 
269 

8,980 
968 

4,840 
927 
170 
81 

461 

216 
516 
376 
472 
816 
887 

~ ~:~~~ 
4,202 

879 
148 
84 

472 

in British Provinces and 
Native States, the trade 
by f'a~l between the chiel 
ports' being 01 little im
parlance, aB tmll be Been 
from the marginal table. 
The trade between the 
port towns (other than 
coasting trade) amounted 

to 33.000 tons in the first nine months of the year, and consisted mainly 
o~interchanges of foreign cotton piece-goods and hides and skins carri~d 
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between Bombay and Madras ports. The trade of the Port towns in 
principal 'articles is shown in the margin.' The traffic flowing. from the 
port towns to the interior of the country consists principally of foreign 
merchandise i!DPorted by sea, namely, cotton manufactures, metals 
and manufactures thereof, kerosene oil, and sugar. In addition to these, 
railway plant and rolling stock, gunny bags, and salt are despatched 
from Calcutta. The inward traffic of the port towns comprise chiefly of 
Indian produce, such as raw cotton, grain and pulse.. and oilseeds ; 
Calcutta also receives a considerable.quantity of coal and coke, raw jute, 
gunny bags, hides and skins, and tea; Bombay' port metallic ores; 
Karachi raw wool; and Madras ports hides and skins. In the inland 

(1111 mOUSAIIIDq O. TOIIIS.) 

TOTAL 

Average 1--------
Ran and river three Twelve I 

borne Trade. years month. Nine months. 
19~~~f __ 'I_-~ _____ _ 

,I I 
1912-13. 11912-13. :1918-14. 

C-a1-c-n-tta-. --1-1-1-.2-67- 12.7461---;;; 9.270 
Bombay _ 3.920 4.822

1 

8.125 3.376 
Karachi. 2.341 3.219 2.660 2.064 
14adraa 2.129 2.469 1.769 1.878 

19.647 -;:;; 117.1011~ 

Share in 
total 
trade 

per cent. 

19 
6 
5 
4 

34 

,trade @alcutta holds the-
premier position as a. 
trading centre amongst 
the port towns, its trade 
being much larger than. 
the total trade of all other 
port towns together, as 
Will be seen from the 
figures in thousands of 
tons shown in the 
margin." 

" With the expansion of mill industries, * the port towns of Calcutta. 
and Bombay are now receiving large quantities of raw material, which is, 

Shara of 

l'nIvince. province 
in total 
trude. 

Bengal 15 

lladraa 4 

Bombay. 5 

United Provine .. 8 

Bihar and OriBaa 15 

Punjab ~' 7 

CentralProvln .... , 
and Berar. 

Asaam 1 

Sind and BrltiBh 1 
BaluchiBtaD. 

lI.ajpntana and 
Centr.llndia. 

S 

Niaam'a Terri- II 
tory. 

14yaore 1 

PIIROlll'TAG ES. 

manufactured and dis
ributed in India itself. t 

Cal- j eutta. Bombay 

64 .. 
2 1 

.. 41-

20 10 

42 1 

2 3 -6 49 

35 

.. .. 
II 16 

I . , 

r 

31 

.. 4 

. llndra •• 1 Karachi. .... 
The share or different 
pPrts in the total trade 
f eac~ province ..are 
hown in the margin in 

percentages. About 64: 

.. .. 
70 .. 

.. .. 

.. 12 

1 .. 
.. 42 

" .. 
.. .. 
.. 75 

.. 1 

8 .. 
21 .. 

0 

S 

er cent. of the trade of 
he province of Bengal is 
arried on with Calcutta. 

P 
t 
C 

A large portion of the 
ade of the United Protr 

VInces, of Bihar and Orissa. 
nd of Assam is' also with 
alcutta. About 42 per
ent. of the trade of the 
unjab is with Karachi .. 
nd Sind and British 

a 
C 
C 

F 
a 

cent. of its trade with Karachi. 
Baluchistan does 75, pel 

The trade of the Bombay Presideq.cy 

• It ia asserted by some that the existence of low rates to the ports in the past eneour
ag~d expansion of mill industries at. th!l ports, especially as the rate. f~r the manufactured 
article from the raw produc,t prcSaucmg oentres are high, e.g., oil (vegetable). 
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excluding Sind with its port town (Bombay) is 41 per cent. The Central 
,:provinces and Berar account for about 49 per cent. of its trade with 
Bombay, while the trade of Ra.jputana and Central India and the 
Nizam's Territory is to the extent of about 16 and 31 per cent. of their 
trade with Bombay. About 70 per cent. of the trade of the Madras 
Presidency is with its own ports. Mysore also does 21 per cent. of its 
-trade with Madras ports." 

" The articles of exports are generally indigenous, and the importance 
-of the provincial trade depends on the production of the staple articles 
in the respective provinces. Bengal's position in the inland trade is 
high on accoun~ of..iute, rice and other food grains, oilseeds, coal, and tea 
produ~Mn the province. Bihar and Qrissa is important for its enor
mous production of coal. Tea is the staple product of Assam. Cotton, 
wheat, and seede of the Bombay Presidency and Sind; cotton, and 
groundnuts in the Madras Presidency, and spring and winter crops 
(e.g., rice, wheat, gram, linseed, rapeseed, etc~) in the United Provinces 
and the Punjab chiefly account for the large movement of these articles 
to Calcutta, Bombay port, Madras ports, and'Karachi. The United Pro
vinces, well served by railways, conduct a larger business in purely inland 

trade than any other pro
(IN TII0USANDB O. !rONB.) vince of India., In sea

sons of scarcity the 
Twelve NIne months. traffic in food grains 
monthe. 

shows abnormal activity. 
1912-13. 1912-13. 1913-1i. Large increase under im
----- ports and decrease under 

Exports from United ProvInces • ... _8,310 2,565 1,697 exports, during the nin& 
~ months 'of the year 

Imports Into United Provinces' • 2,881 1,723 1,977 under review are due 
mainly to the movements 

,. of food grains." 

These remarks give an idea of the movement of tr~de of the country 
and the sphere of each -port. In the ~able appended below the 
principal articles of the export and import trade of each province 
and the names of the province!! with which the trade is chiefly 
<:arried on are given. The Mill industries of Calcutta, Bombay and 
Madras get the benefit of low export rates for their raw produce carried 
to the ports, and this has, 'amongst 'other reasons, enoouraged the 
establishment of milling industries at port towns or in the vicinity 
thereof. The details of figro,es 'of export and import" and internal 
traffic in various articles, also those relating to local industries, and 
the.rates of, the different railways for them, will be discussed in the 
co.mmodity chapters. 

A Table is appended to this Chapter shewing the principal articles 
exported from and imported into each province. 
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Principal articles exported from and impdrted into each 
etc. 

PrcII:ince by .rail, Principal 
articiea 
ezported fro. 

--------------~~----------------~------------------------andimpmU 
QUANTITY (IN THOUSANDS 

OJ'TONS). 

----,------1 Names of Provinces to which 
Twelve 
months. Nine months;. 

1912-13. 1912-13. 1913-14. 

exported or from which 
imported. 

--------1--------- -----------

Caloutta-

Exporte-
• 

Rice and paddy 36 22 183 Bengal, United Provinces, Plmjab. 
Central Provinces anq lIerar, 
Assam, Rajputana and Central 
India and Bihar and Orissa. 

Coal anq roke 127 81 134 Bengal and Assam. 

Kerosine 266 200 211 Bengal. 

Sugar · 230 179 213 Bengal, United Provinces, Bihar 
and Orissa and Assam. 

Iron, bars, sheets 18~ 128 144 Bengal, United Provinces, Punjab. 
Assam and Bihar and Orissa. 

Salt . 406 300 316 Bengal, Bihar and Orissa, United 
Provinces and Assam. 

Gunny bags · . 45 34 22 Bengal, Bihar and Orissa, United 
Provinces, Punjab. and Central 
Provinces and Berar. 

Importe-

Linseed · 160 151 191 Bihar and Orissa, United Provinces. 
Bengal, Central Provinces and 
Berar and Rajputana and Central 
India_ 

Mus~rd 135 99 130 Bihar and Orissa, United Provnces, 
Rajputana, Central India and 
Assam. 

Food grains 1,658 1,282 738 Bihar and Orissa, United ProvinCes, ., Assam, Bengal, Central Pro-
vinces and Berar and Rajputana 
and Central India. 

I 
Coal and ookQ 5,819 4,339 4,202 Bihar and Orissa and Bengal. 

Jute. 1,186 926 880 Bengal, Bihar and Orissa, and 
Assam. I 

Hides and skin . 51 35 32 Bengal, Bihar and Orissa, United 
Provinces and Punjab. 

into em;h, 
PrOlJince by. 
rail, etG.. 
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Principal articles exported Irom and imported i'llto eam ProfJince by rail, 
etc.---eontd. 

I[ QuAFrlTY (l1li. TIl0USAlIDS 
Olr TOlfS). 

! • 

i Twelve Nine months. 
I months. 

1--------
I -
11912.13. 1912·13. 1913·14-

Namee of Provincee to wtIlb 
exported or from which 

imported. 

--------~------!!------I------~------~------------------------

iBeD~I

Exports-

Coal and coke 

Rice. 

Iron, unwrought • 

Gunny bags 

Salt. 

Sugar 

Imports-

Coal and coke 

Gram and pulse .-

Jute • 

MetaJIic ores 

Railway materials 

Sugar 

Oil seeds 

Tea. 

:Bihar li.nd Orissa.-

Exports-

3,814 

522 

58 

271 

15 

17 

1,330 

64 

174 

80 

207 

123 

61 

27 

2,959 

315 

43 

206 

11 

12 

905 

50 

75 

50 

177 

91 

45 

26 

2,644 
. -

Bihar and Orissa,- United Pro· 
vinces, Puujab, Bombay, Central 
Provincee and Berar, Rajputaua 
and Central India and Calcutta. 

174 Calcutta. 

38 Bihar and Orissa and Calcutta.. 

164 United Provincee, Punjab and 
Calcutta. 

14 Assam. 

14 Assam and Calcutta.. 

1,183 Bihar and Orina and Calcutta. 

48 Bihar and Orissa. United Province. 
and Calcutta. • 

74 Bihar and Orissa and Calcutta.. 

47 Bihar and Orissa. 

106 Bihar and OriSBa and Calcutta.. 

117 Ditto. 

52 UDited Provincee, A.eeam,. - Bihar 
and Orissa. and Calcutta. 

24 Assam. 

Coal and coke '. _ 7,376 5,413, 5,135 Bengal, United Provinces, Punjab. 
Central Provincee and Bemr • 

. _ Bombay, Rajputaua and Central 
India and Calcutta. 
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Pri'IUJipal Mticle8 ezported Irom andimporteJJ into eachProm'IUJe by rail, 
etc.-contd. 

QUAllTITY (I!! THOUSAlIDS 
01' TOllS). 

Twelve 
months. Nine months. 

Names. of Provinces to which 
exported or from which 

imported. 

r-----I-----.------I 
1912·13. 1912·13. 1913·14-

Bihar and Orissa-colltd.~ 
Exports-eontd. 

Grain and pulse. • 

Jute • 

Metallio orea 

Railway materials 

Sugar 

Cotton, raw 

Lao • 

Tobacco 

Imports-

Coal and ooke 

Rice • 

Iron, unwrought • 

Grain and pulse 

Oil seeds 

Sugar 

Cotton twist 

United Provin~ 

Exports-

-
Grain and puis&

Rice 

Wheat· 

330 

124 

98 

173 

61 

3 

16 

33 

92 

33 

21 

127 

12 

44 

9 

34 

43 

277 

72 

68 

153 

36 

3 

12 

25 

57 

20 

15 

74 

11 

33 

7 

21 

32 

136 Bengal and Calcutta. 

61 

58 

82 

Ditto. 

Ditto. 

Ditto. 

24 Bengal, United Provinces aud 
Central Provinces and Berar 

2 United Provinces and Calcutta 

11 

30 Bengal, United .Provinces and 
Calcutta. 

99 Bengal 

30 Ditto. 

18 Bengal and Calcutta. 

84 United Provinces. 

5 Ditto. 

42 United Provinces and Calcutta. 

6 Central Provinces and Berar and 
Calcutta. 

.. 
10 Bengal, Bihar and Orissa Central 

Provinces and Berar.' Punjab 
24 and Rajputana and Central 

In4ia. . 
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Principal articles ezportecl trom and imported into each Provinc. by rail. 
etc.-contd. . .. 

QUANTITY (IJII THOUSAlID8 
011' TONS). 

- . Names of Provinoes to whie!. 
-- Twelve Nine month.; exported or from which 

months. imported. 
----

1912·13. 1912·13. 1913·14. 
--. --

United Provine_ 
conld. 

Export&-comd. 

Grain and pulse-. 
comd. 

Oil seeds · · 404 350 326 Bengal, Bihar and Orissa, Caloutta. 
Punjab and Bombay Port. 

Sugar. · · 145 85 65 Bihar and Orissa and Punjab. 

Cotton seed · 50 40 56 Punjab. 

Timber · · 50 30 33 Ditto 

-• 
Import&-

Coal and coke · 1,256 897 825 Bengal and Bihar and Ori88&. 

-Gunny bags · 32 23 12 Bengal and Calcutta. 

Cotton, ·raw · 6 4 6 Bihar and Orissa and Rajputan~ - . and Central India. 

Grain and pulse · 94 69 257 Bihar and Orissa and Punjab. 

Lac . · · 7 15 5 Bihar and Orissa and Central Pro-• vinces. 
\ 

Sugar · · 98 75 68 Bihar and Orissa and Calcutta. 

Wheatllour 11 8 11 Punjab. 

Salt . · · 159 117 /106 Punjab and Rajputana and Centra. 
India. -

Cha.lk a.nd lime 19 14 16 Central Provinces and Benr and 

• Ra.jputana a.nd Central India. 

Ma.rble a.nd stone 64 48 73 Punja.b and Rajputana and Central 
India. \ 

Toba.cco · · 11 9 12 Bihar and Orissa. 
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Principal articles exportea, from ana, importea, into each Province by rail, 
-contd.. 

Punjab

Exports

Wheat flour 

Salt 

Gram 

Wheat 

Rice. 

Cotton Kccd 

Sugar 

Timber 

Imports

Rioe . 

Wheat 

Cotton, raw 

Coal and ooke 

Timber 

Marble and stone 

Bomhay Port-

Exports-

Coal and coke-

Cotton, raw . 

I 
QUANTITY (IN THOUSAND_S 

OJ/TONS). 

I-Twelve Nine m:ths. : 

\ 
I 
: I 

months. 

Names of-Provinces to which 
exported or from which 

-- imported. 

1912·13. 1912-13. 1913-14. 

" 25 

32 

153 

1,110 

11 

·3 

12 

14 

24 

21 

4 

1,324 

108 

102 

252 

13 

19 

24 

137 

1,036 

8-

·2 

4 

11 

12 

3 

1,021 

60 

74 

185 

11 

20 Karachi, United Provinces and 
Bihar and Orissa. 

22 United Provinces and Bihar and 
OriSsa. 

91 Karachi, Bombay Port and Bom 
bay. 

746 Karachi and Sind and British 
Baluchistan. 

11 Rajputana and Central India and 
Karachi.-

·1 Rajputana and Central India. 

9 'Ditto. 

21 Karachi and United Provinces. 

6 United Provinces and Sind and 
British Baluchistan. -

8 United Provinces. 

2 Ditto. 

768- Bengal, Bihar and Orissa and 
Karachi. 

61 United Provinces and Kashmir. 

108 

152 

3 

United Provinces and Rajputana 
and Centraiindia. 

Bombay. 

Ditto. 

s 
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Principal articles exported from and imported into each Province by rai(, 
etll.-contd. 

QUANTITY (IN THOUSAlIDS_ 
I 011 TONS). 

Twelve I -. months. Nme months. 

I 
1912.13. 1912·13. 1913-14. 

Names of Provinces to which 
exported or from which 

imported. 

-------------I--------------i-------------------
Bcmb .. y Port-contd. 

Exports-eomd. 

Rioe. 
I Iron, bars, sheets 

Railway materials 

Sugar 

Imports-

Food grains 

. Cotton, raw 

O~I .seeds , 

Bombay Preside~y-

Exports-

Salt 

Indian cotton 
goolls. 

Imports--

Rice 

Wheat 

I 
! 

30 ! 
I 
I 

991 
I 

-

/99 

99 

580 

230 

493
1 

, 

146 

28 

74 

85 

20 

67· 

84 
-

73 

475 

961 

j' 
313

1 

97 

21 

" 

52 

76 

I 

51 Bombay. 

81 Bombay, Central Provinces and 
Berar, Rajputana and Central 
India and Nizam'. Territory. 

80 Bombay and Rajputua and Cen. 
tral India. 

95 Central Provinoes and Berar, Bom. 
bay, and Rajputana and Central 
India. 

-289 United Provinoes, Punjab, Central 
Provinces and Berar and 
Bombay. 

221 Central Provinoes and Berar, 
Bombay and United Provinoee. 

520 United Provinces, Central I'ro~ 
vinces and Berar, Bombay and 
Nizam'. Territory. 

103 Central Provinces and Berar, 
Nizam's Territory, and United 
Provinces. 

19 United Provilleea, Punjab, Cal. 
cutta, and_Bombay Port. 

70 Central Provinces and Berar 
Madras, and Bombay Port. 

35 United Provinoes and Rajputana 
and Central India. 
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Principal articles ewported "rom and imported into each Promnce by ran. 
etc.---contd. 

QUANTITY (IN THOUSANDS I 
01/ TONS). 

Twelve I 
months. ~ine months. i 
-1-'-----:--- j 

Names of Provinces to which 
eXlIorted or from which 

- imported. 

1912-13.,1912-13.1 1913-14., 
-----------------I _______ , _______ I!. ______ !i----~--------------------

Bombay Presidency
cotlld. 

Jmpor~co1IId. 

Sugar 

Coal and coke 

Cotton, raw 

Cotton seed 

Karachi--

Expo~ 

Marble and stone 

Impo~ 

Food grains 

Madras Presidency--

Exports

Rice. 

. Metallio ores 

Cottonseed 

Sugar 

Timber 

Jmpo~ 

Coal and coke 

Food grains 

Til seed 

91 

938 

29 

26 

14 

2,039 

125 

51 

25 

38 

83 

279 

232 

19 

I 

I 
I 

56 ' 

739 i 

I 
I 
I 

16 I 
I 

23 I 

i 

3 

1,870 

88 

36 

23 

24 

62 

2011 

174 

14 

I 
I 

66 United Provinces and Bombay 
port. 

6341 Bengal, Bihar and .Orissa, and 
-Nizam's Territory, and Bombay 
port. 

10 II Rajputana and Central India and 
. Nizam's Territory. 

4 , Central Provinces and Berar and 
Madras. 

44 ; Sind and British Baluchistan 

1,208 Punjab, Sind and British Daluchis-
tBoB and United Provinces. 

132 Madras Ports- and Nizam's Terri-
tory . 

30 Madras Ports. 

5 Bombay and Madras Ports. 

20 Nizam's Territory and Madras 
Ports. 

62 MadraiPorts. 
-

274 Madras Ports and Nizam's l'eni. 
tqry 

-8:11 
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Principal Q/ftic7es' exported. Irom and imported into each Province by rail, 
etc.--contd. 

I 

, QUANTITY (m THOUSANDS 
OIl'TONS). 

< 
Names of Provinoea to wbic.'h. -- Twelve 

Nine months. exported or from whioh 
months. imported. 
---
1912·13. IIH2·13. 1913·14. 

> ---
Madras Porta-

Exports- .. 
Coal and ooke 185 137 193 Madras. 

Railway materials' 26 17 41 Ditto. 

Imports-

Cotton, raw 65 60 41 Ditto. 

Coal and coke · 73 56 73 Bihar and Orissa and Bengal. 
-

Marble and. stone. 170 133 "113 Madraa. 

Central Provinces and 
Berar--

I 

Exports-

Marble a.nd stone. 19 18 1 Ripntana and Central India aDd . nited Provlnoee . 

Timber 19 13 13 Bombay and J;tajputana and Cen. 
tral India. 

Chalk a.nd lime 23 17 27 Bengal, Bihar and Orissa and. 
United Provinoes. Imports-

Coal and ooke 337 260 227 Bengal and Bihar and Orissa. 

. Food grains · 65 41 44 United Provinoes and Rajpntana, 
and Central India. 

Salt 75 49 J.7 Bombay and Bombay port. 

Gram . · 25 17 11 United Provinces and Rajpntan. 
and Central India. 

Rajputana and Central 
India-

, 

bports- . 
, 

Chalk and lime · 57 39 32 Bengal, Calcutta and United Prl'. , vinces. 

Marble and stone 95 68 66 United Provinces, Punjab, Bombay. 
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Principal articles exported Irom and imported into each Provinc; by rail, 
etc.-contd. 

QUANTITY (Ill THOUSANDS 
OB'TONS). 

Twel ve-
months. Nine months. 

- 1----:----1 

1912·13. 1912·13. 1913.14. 

Names of Provinoes to which' 
exported or from which 

imported. 

--------·1---__ - ______ _ 

Rajputana. and Centra.l 
lndia-contd. 

Exports-contd. 

Salt 

Cotton, raw 

Cotton seed 

• Coal and' coke 

Imports-

COM and ooke 

Rice. 

Sugar 

Marble and stone 

Timber 

-Nlza.m's Territory

EXpOl-tS-

COM and coke 

Cotton, raw 

Food grains 

Cotton seed 

lmports

Salt 

ltice 

Suga.r 

145 

50 

9 

75 

625 

30 

135 

24 

14 

264 

46 

73 

55 

39 

21 

107 

25 

6 

56 

515 

16 

67 

22 

7 

198 

26 -

35 

27 

99 United Provinces and Punjab. 

23 Bombay Port and Bombay. 

6 Bombay and Bombay Port. 

92 Central Provinces and Berar and 
United Provinces. 

234 Bengal and Bihar and Orissa. 

13 United Provinces, Punjab a.nd 
Central Provinces and Berar. 

76 Bihar a.nd Orissa, United Provinoes, 
Punjab and Bombay Port. 

9 United Provino~ and Central Pro. 
vinces and Berar. -

\ 

9 Contral Provinces and Berar and 
Bombay. 

207 Bombay, 'Madras and Mysore. 

24 Bombay and Bombay Port. 

Bombay and Madras. 

Bombay and Bombay Port. 

38 Bombay and Madras. 

29 I' Central Provinces ILIld Berar and 
Madras. 

13

1

1 Bombay Port, Bihar and Oris9a and 
Madras. -
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• 
PrincipaZ articZf8 exported from and imported into each Province by rail, 

. etc.~nC1d. 

\ ,QUANTITY (ur THOUSANDS 
OP TONS). 

I Twelve 
Names of Provinces to which - Nine months. exported or from which 

months. imported 

I 
1912-13. 1912-13'i 11113-14. . 

Sind and British Balu. 
chistan-:' 

:E;xports-

Rice. 85 57 63 Punjab, Karachi and Bombay. 

Marble and stone 28 14 83 Punjab alld Karachi. 

, 
Imports-

Gram · 10 7 5 Punjab and Karachi. 

Wheat 53 46 18 Punjab. 

Railway materials 15 3 23 Punjab and Karachi. 

Assam-

Exports- ~ 

Rice and paddy 191 106 123 Bengal and Calcutta. 

Chalk and lime 49 30 24 Ditto. 

Oil seeds '. 7 5 , 12 Ditto. 

Tea · 85 79 75 Ditto. 

Timber. · 42 29 40 Ditto. 

Imports-

Rice · . 12 10 30 Bengal, Bihar and Orissa and 
Calcutta. 

Salt . 30 22 27 Bengal and Calcutta. . 
Sugar · 18 13 15

1 
Ditto. 



CHAPTER VI. 

GOVERNMENT CONTROL OF RAILWAYS IN THE MA'ITER OF RAILWAY RATES 

AND FARES. 

- lit England, the control over Railways is exercised by the Board of F'IJ,nai<m8 oJ 
Trade. The maximum. passenger fares and the maximum goods rates ';J::i~d of 

are fixed by the Parliament. The Board of Trade sanction the gene:rl\ol London.in 

classification of goods and hear complaints from the public in the matter ::;:e:': 
of Railway rates and fares. ment oj 

diaputu 
In England, under the Railway and the Canal Traffic Act, any person between 

who is of opinion that the railway has charged him an unfair or unreason-1!.~t1w~YI~ and 
. d h·· I"" pu.., IC. able rate of charge, or has ill any other respect treate lID ill an _-

oppressive or an unreasonable manner, may complain to the Board of 
Trade. If the Board of Trade think there is reasonab1e ground for the 
complaint they may call upon the Railway Company for an explanation 
and endeavour to settle the differences amicably betV[een the complainant 
and the Railway Company. For this purpose, the Board of Trade in 
London may appoint either one of their own officers or any other com
petent person to communicate with the complainant and the railway 
company and to receive and consider such explanations and commmca-
tions as may be made in reference to the complainant. But in India the 
procedure-of deputing an officer of the Government for purposes of 
an independent enquiry is rare. In the case of a complaint the 
Railway Board generally depend on such information as they can 
obtain from the Railway concerned, against whom the complaint is 
made, in replying to the reference of the complainant. The Board of 
Trade in London is required to submit, from time to time to the 
Ptrliament, reports of the complaints made to them and the results of 
the proceedings taken in relation to such complaints together with 
such observations thereon as the Board of Trade thinks fit. 

Before the'Railway and Canal Traffic Act of 1888 came into force the 
Act of 1873 was in operation. The Select Committee of 1882 on Railway 
rates and fares in their report, which was ordered, to be printed by the 
House of Commons on 27th July 1882, made the following main recom
mendations :-

(1) That one uniform classification of goods be adopted over the English and 

whole railway system. .American 
comm1881OM 

(2) That terminal charges be recognised but subject to pufllication on Ba.ilway 
b il d . f h 11 . b R il ratea In 1882 y ra ways, an ill case 0 c a enge, to sanctIOn y a way and their 
Commission. views. 
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(3) That the Railway Commission be made permanent, and & 

Court of Record. ' 

_ (4) "That the Co~sion should be given full powers to revise 
traffic agreements between railways in as large & measme 
as exercised by the Board of Trade . . 

At the same time as the above report was published in England an 
Advisory Commission, on differential -rates by rail roads between the 
West "and the Sea Board in the United States, made the following obser
vat.~ons in the matter of publicity in July 1882 :-

" Railroad problems assume such different phases fro}D year to year, 
f}nd almost from day to day, that those who have authority in railroad 
matters may justly be expected alld required to give their earnest atten
tion Jl,nd best efforts to making their franchises accomplish the great 
ends of equal,fair, prompt, and beneficial' accommodation which was 
Intended in their grant. And those ends they should have in view in 
determining upon the continued existence of differential rates. Their 
observation of the general course of traffic from day to day and from 
month to month ought to enable them to determine whether the differen
tials are too large or too small; whether they are influencing trade un
fairly and mmaturally; and whether they operate as an impJ;oper res
traint upon competition; and when the improper effect is discovered, 
they ought to correct the wrong without hesitatiop. or delay. To enable 
them to judge fairly and with full understanding accurate statistics of 
their business should be kept by each of them, and submittea to the 
others or kept in BOme common office; and these statistics ought to be 
periodically given to the public also. Publicity is a great corrector of 
imaginary evilS, and may be an important preventive of evils, both 
imaginary and real." 

" We do not assume or believe that there exists in railroad official
circles any legitimate authority to determine the questioh of. rates arbi
trarily. Large powers of self-Government have, undoubtedly, been 
left by the law in railroad managers, but all their authority is qualified 
by duty to the public; and it cannot be too often or too pointedly 8S

serted that the obligation on their part. to serve the public with relative 
fairness is of perpetual force. In their future dealings with the important 
question-which has been the occasion for our coming together, the great 
Trunk Lines sh'ould be particularly careful to glve- no occasion for just 
complaint, th,at they subject anyone of the seaboard cities to the opera
tion of arbitrary or unfair regulations or charges, or that they fail to 
observe towards anyone of them, or towards the people trading or de
siring to trade with them, the mandate of the common law-to deal justly
and distribute fairly the benefits and burdens which are incident to 
their oc('upation!' 

> In referring to the Government control of railway rates in the United 
States ,one can do no bett.er than quote the following from the book on \ 
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.. Railway Rates and Traffic" translated from 1907 Edition of C. Colson's 
" Transport E. T. TarifIs," by Charles Travis :-

"In 1887 the Federal Congress created an organisation of control Atne1'Wfl 

called the Interstate Commerce Commission, the authority of which ~~:l 
has been extended and more clearly defined by the Acts of 1889, 1893, congr~8 <?' 
1903 and 1906. This Commission consists of seven members, of whom :?:::,,~.C;; 
four at the most may belong to the same political party. Its principal railway rate. 
function is to ensure the due publication and observation of tariffs; 
it also controls the application of certain measures of scrutiny arranges 
the forms which have to be used for the accounts and statements 
of the companies and prepares statistics from these statements. The 
Commission published annual reports on the matters coming within its 
jurisdiction. Its scope includes not only railway companies, but also 
Express companies-which organIse a great portion of the direct services 
in the States Sleeping companies, pipe lines, and the accessory serviees 
of warehousing, etc." 

" The various laws that have 'tJeen passed with respect to inteJ;state 
traffic render obligatory the publication of tariffs, and require that all 
modifications be published and notified to the commission at'iel!§t 30 days 
before they are put in force, with the exception of those specially authoris
ed. In addition, the application of rates higher than those published in 
the tariffs, any rebates, and any special agreements are absolutely forbid
den." 

"Until 1906 the Interstate Commerce Commission could only de
clare rates, unreasonable, either of themselves or in comparison with 
others, but to-day it can fix maximum tariffs which should be substituted 
for the tariff in question, and its decision remains binding for two years 
if same be not modified by a judicial-decision. To obtain such a judg
J?ent the railway company must take the ipitiative and prove that the 
de?ision of the Commission was wrongly-founded. The Interstate 
Commerce Commission never interferes except in the case-of a complaint 
regarding a specified rate; it c~not force the companies to substitute 
a. mathematical tarification for 'the cOlpmercial one; its real purpose 
is to eradicate the differences in tariffs that exist between localities where 
such cannot be justified and, above all, to prevent secret rebates which 
may be 'the result of special agreements." 

"It may be interesting to indicate how, notwithstanding the severe Longa'nd 

character of the legislati!>n, the principles of the commercial tarificat.ion ::::.'1("" 
.are respected. Amongst the enactments is one that almost coincides 
with the French "intermediate station" clause, by which a railway 
company is forbidden to charge more for a short journey than for a long 
one if the first is included in the seco;nd and the transport is effected 
under similar circumstances and conditions; but the Interstate Commerce 
Commission can permit a breach of this rule in justified cases." 
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Section 4 of the United States Act to regulate commerce (1887) or 

reads as fonows :-

" That it shan be unlawful for any common carrier, subh:ct to 
the provisions of this Act, to charge or receive any greater 
compensation in the aggregate for the transportation of 
passengers or the like kind of prDperty under substantial1y 
similar circumstances and conditions, for a shorter than for 
a longer distance over the same line, in the same direction, 
the shorter being include~ with the longer distance, but 
this shall not be construed as authorising any common 
carriet: within the terms of ~his Act, as great compensation 
as for a longer distance. Provided however that upon 
application to' the Commissioner appointed ~der the 
pro"Visions of this'Act, such common carrier may in special 
cases, after investigation by the Commissioner be auth~. 
rised to charge less for longer than for shorter distances 
for the transportation of passenge~s or property, and the 
commission may from time to time prescribe the extent 
to which suchdtlsignated common carrier may be relieved 
from the operation of this .section of this Act," 

'. The English Act was revised since the publication of the report of 
the special Committee. of 1882, referred to in the beginning of this 
chapter. .The Railway Act now in force in England is the Railway and 
Canal Traffic Act of 1888. 

i 
The section of the English Act of 1888 relating to appointment of a 

permanent commission, recommended by the Committee of 1882 referred 
to in the early portion of this chapter, is reproduced below for informa
tion :-

" On the expiration of ' the provisions of €he Regulation of Railways
Act, 1873, with respect to the Commissioners therein mentioned, there 
shall be .established a neW-commission, styled the Railway and Canal 
Commission (in this Act referred to as t)e Commissioners), and consisting 
of two appointed and three ex-otficto 9ommissioners and such Commission 
shan be a court of record, and hav~an official seal, which shall be judi
cially noticed. The Commissioners may act notwithstanding any 
.vacancyin their body." . 

"(1) The two appointed Commissioners may be appointed by Her 
Majesty at any time a.fter the passing of this Act, and from time to time 
as vacancies occur." 

" (2) They shall be appointed on the recommendation of the Presi
dent of the Board of Trade, and one of them shall be of experience in 
railway business." . 

" (3) Section five of the Regulation of Railways Act, 1873, shall apply 
to each appointed Commissioner." 
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" (4) There shall be paid to each appointed Commissioner such salary 
not exceeding three thousand pounds a year .as the President of the Board 
of Trade, may, with the concurrence of the Treasury, determine." 

"(5) It shall be lawful for the Lord Chancellor, if he think fit, to 
remove for inability or misbeh.aviour any appointed Cominissioner." 

"Of the three ex-officio Commissioners of the Railway and Canal 
Commission one shall be nominated for England, one for Scotland, and 
one for Ireland, and an ex-officio Commissioner shall not be required to 
attend out of the part of the United Kingdom for which he is nominated. 
The ex-officio Commissioner in each case shall be such judge of a superior 
court as--

(a) in England the Lord I!lhancellor; and 

(b) in Scotland the Lord President of the court of session; and 
(0) in Ireland the Lord Chancellor of Ireland; may from time 

to time by writing under his hand assign and such assign
ment shall be made for a period of no less than . five ' 
years." 

" For the purpose of the attendance of the· ex-officio Commissioners, 
regulations shall be made from time to time 1>y the Lord Chll.ncellor, the 

~ Lord President of the Court of Session, and the Lord Chancellor of Ireland 
respectively, in communication with the ex-officio Commissioners for 
England, Scotland, or Ireland, as the case may be, as to the arrange
ments for securing their attendance, as to tlte times and place of sitting 
in each case, and otherwise for the c(),l((.enient and speedy hearing 
thereof." 

" Subject to the provisions of this Act, and to general rules under 
this Act, the Commissioners may hold sittings in any part of the United 
Kingdom, in such place or places as may be most convenient for the deter
inination of proceeding before them." 

The jurisdiction of the Permanent Railway Commission has been 
very well explained in Browne and Theobold's Law of Railway Com
panies in connection with Section 8 of Railway Canal Traffic Act of 
1888. This Section together with the notes, as given in Browne and 
Theobold's publication, is reproduced below for information :-

"RAILWAY AND CANAL TRAFFIC ACT, (1888 SECTION oj.· 

J urisdiotion. 
,---

There shall be transferred to and~vested in the commissioners all Juriadictiort . 
the jurisdic~ion and powers ~hich at. lhe commenc~ment of this Act ~':;:::/::g 
were veste~ In, or capable of bemg exerCised by the Railway Commission- sirmer8 

ers, whether under the Regulation of Railways Act, 1873, or any other 
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Act, or '>therwise, and any reference to the Railway Commissioners 
in the Regulation of Railways Act, 1873, or in any other Act, or in any 
document, shall be construed to refer to the Railway and Canal Com
mission established by this Act. 

The Commission regard as binding upon it the decisions of the court 
from'the commencement, notwithstanding the change in its constitu
tion. See Didqot, Newbury, and Southampton Railway Company 
VB. G. W. Railway Co. and L. anq S. W.'Railway Co., 1896, 9 Ry. and 
C. TraIf.Cas. 210, at p. 229; Picldords VB. L. and N. W. Ry. Co., 
1905, 12 ib. 154. 

The Railway and Canal Commission has jurisdiction in respect of 
the following matters :-

Fac'Utie.!. Reasonable facilities by railway and canal companies for the receiv-

Obligation 
oj 8pecial 
Acts. -

Working 
agreements. 

Bate 

ing, forwarding, and de~very of traffic upon and from their several rail
ways and canals-Railway and Canal Traffic Act, 1854, s. 2, ante, p. 422. 

\ 

Due and reasonable facilities by railway and canal comp-anies for 
receiving and forwa,rding -through traffic-Railway and Canal Traffio 
Act, 1854, s. 2, ant~, p. 436. 

Reasonable facilities by railway companies for the junction of private 
sidings or private branch railways with the companies' lines and for 
receiving, .forwarding, and delivering traffic upon and from these sidings 
or private rail~ays-Railways (Private Sidings) Act, 1904, s. 2, post, 
p; 1121. Rescission or vax1ation of any Order made thereunder, ib. s. 
3, post, p. 1123. 

Undue preference or prejudice of any trader by railway and canal 
companies.-Railway and Canal Traffic Act, 1854, s. 2, ante, p. 426; 
Railway and Canal Traffic. Act, 1888, s. 27, post, p. 846, s. 29 (which 
caused by gr~up rates), post, p. 846. ' 

Enforcement of provisions contained in special Acts with regaro 
to traffic facilities and undue ptef~rence, or works for the accommoda
tion of the public, or whicJ:t impose obligations on a company in favour 
of the public or any individual-Railway and Canal Traffic Act, 1888, -
s. 9, post, p. 826. 

The a,pproval and revision of working agree~ents between railway 
companies-Regulation of "Railways Act, 1873, s. 10,· ante, p. 716. 

The approval of any agreement between a railway and a canal com
many concerning the conduct of the traffic of the latter company or the. 
rates or tolls levied byit--Regulation of Railways Act, 1873, s. 16. 
ante, p. 72!. . 

Th~ maintenance of canals owned or managed by railway com
-:panies---Regulation of Railwayg Act, 1873, s. 17, ante, p. 721. 

Disintegration and analysis of rates charged by Railway and Canal 
Commiss~n-ReguIation of Railways Act, 1873, s. 14, ante, P.' 717 : 
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Railway and Canal Traffic Act, 1888, ss. 33, 34, post. pp. 850, 85~ ; Rail
way and Canal Traffic Act, 1894, s. 3, post, p. 1014. 

Questions involving legality of any toll rate or charge-Railway 
and Canal Traffic Act, 1888, s. 10, post, p. 827. 

- Rebates on siding rates-Railway and Canal Traffic Act, 1894, s. 4, 
post, p. 1014. . 

Regulation of toJls, etc., charged on canal controlled by railway 
company-Railway and Canal Traffic Act, 1888, s. 38, post, p. 854. 

After complaint by applicant to the Board of Trade under s. 31 of 
the Railway and Canal Traffic Act, 1888 :-

(il) Through rates-Railway and Canal Traffic Act, 1888, s. 25, 
post, p. 837. 

(b) Increase of rates-Railway and Canal Traffic Act, 1894, 
, s. 1, post, ,po 1009. 

The provision by railway companies of third class accommodation p~~ 0' 
and workmen's trains-Cheap Trains Act, 1883, s. 3, ante, p. 814. ~='::: 

Enforcement of Board of Trade orders under the Re~ation of cellaneouB 
Railways Act, 1889, s. 2, post. I - Acta. 

Approval agreements for the transfer of railway undertakings under 
the Transfer of Railways (Ireland) Act, 1890, post, p. 925. 

The provisioll and observance by railway companies of schedules 
of the hours of labour of their servants-Railway Regulation Act, 
1893, s. 1, post. 

Objections to draft rules made by the Board of Trade under the 
Railway Employment (Prevention of Accidents) Act, 1900-s. 3 of that 
Act, post, p. 1098. 

With regard to steam vessels worked, etc., by railway; companies, 
the jurisdiction of the Commission extends to :- . 

(a) Equality of treatment-Regulation of Railways Act, 1868, 
s.16, ante, p. 652 ; Regulation of Railways Act, 1873, s. 
6, ante, p. 713. 

(b) Undue .preference-Railway and Canal Traffic Act, 1888, 
s. 28, post, p. 846. 

(c) Facilities for through traffic and through rates-Railway 
and Canal Traffic Act, 1888, s. 25, post, p. 837. 

(d) Disintegration and analysis of rates-Railway and Canal 
Traffic Act, 1888, s. 28, post, p. 846. 

(e) Exercise by railway companies of their powers in relation 
to steam vessels under Part IV of the Railways Clauses 
Act, 1863-Regulation of Railways Act, 1873, s. 10 (2), 
ante, p. 716. 

Further the Railway and Canal Commission has jurisdiction in the 
follQwing proceedings of the nature of arbitration;-
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Differences between a railway company and the Postmaster-General 
unde~he Telegraph Acts-Telegraph Act, 1878, ss. 3, 5, 6, ante, p. 786. 

Differences between a railway' company and the Postmaster-General 
as to remuneration' for the conveyance of mails or under the Post office 
(Parcels) Act, 1882, referred at the instance of either party-Con
veyance of Mails Act, 1893, s. 1, post, p. 1002. 

By appointment of the Board of Trade, any difference to which -
a railway company OJ: canal company is a patty, which is required or 
authorised under the provisions of any general or special Act, to be 
referred to the arbitration of the Board of Trade-Board of Trade 
Arbitrations, etc., Act, 1874, s: 6, ante, p. 730. In connection with 
this, differences under ss. 2, 5, 6, 7, and 8 of the Schedule to the Rates 
and Charges Orders, post, pp. 943, 947, 950;-951, may be referred to the 
Commission. 

With the consent of the Commission, at the instance of either party, 
differences between railway companies required or authorised under the 
provisions of any general or special Act to be referred to arbitration
Regulation of Railways ,A.ct, 1873, s. 8, ante, p. 714 ; Railway and Canal 
'Traffic Act, 1888, s. 15, post, p. 830. 

With theJ)onsent of the Commission; on the application of the parties 
any difference to which a railway company or canal company is a party
Regulation of Railways Act, 1873, s. 9, ante, p. 716. 

In India it is believed that a case of undue preference against a 
railway can only be decided by a Railway Commissioner to be created 
to decide each casp, as there is no permanent Railway Commissioner in 
India. It is perhaps not known that the Government of India, rather 
the Secretary of State, have absolute power!J in the matter of .. undue 
preference" in respect of certain railways. 

Power8 oj the First, in' regard to State lines, viz., the Eastern Bengal, the North 
?n~~r Western, and the' Oudh and Rohilkhand' Railways, the Government 
of rates aM of Jndia being' the sunreme authority, can, in the same way as the 
~acilitiea .t: 
~tituting Board of Directors in LOlidon can in respect of company worked State 
UMfU prefer· lines, order the Agent of a state worked state line to cancel such rates, 
,;:~ or",,,. as the Railway Board consider to constitute " undue preference" or are 
reasO'll4ble . unreasonable. ", 
aMt~ 
difference Secondly, it is observed that in respect of the' Rohilkund and 
between the Kumaon" the Assam-Bengal and the-- South Indian Railways, the 
eomrollhat 
oo,,-be ner. Secretary of State has the' absolute power to decide whether a rate 
ew/>4 OfJr constitutes" undue preference" or not, whether against a railway or as 
.... rlota 
I"a~between members of the public, ~s will be seen from the following 

• clause, which appears in the contracts between· the Secretary of State 

'. and these railway companies. 
"No undue or uilreasonable preference or advantage to or in favour 

of any particular person, company, or railway administration, or any 
particular description of traffic in any respect whatsoever, shall be 
made or given by the company, nor shall any particular peUOD. 
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company, or railway administration be subjected by the Company to 
,Any undue or unreasonable p-rejudice or disadvantage in any respect 
whatsoever. The Secretary of State shall have absolute power for the 
purposes of this section to decide whether any preference, advantage, 
prejudice, or disadvantage is undue or unreasonable." 

Thirdly, in respect of the Bengal Nagpur and the Bengal and North
Western Railways the Secretary of State has powers to decide whether 
Q rate constitutes undue preference as between members of the public 
only. The followirig clause appears in contracts with these two lines . 

. , The Company shall not as between members of the public make 
or give undue or uureasonable preference or advantage to or in favour 
of any particular person or company or any particular description of 
traffic or subject any particular person or company to any undue or 
unreasonable prejudice or disadvantage. The Secretary of State shall 
have absolute power for the purposes of this section to decide whether 
Any preference, advantage, prejudice or disadvantage is undue or un
reasonable. " 

Such clauses as referred to above are, however, absent from the 
contracts between the Secretary of State 'and the East In!lian, the 
Bombay, Baroda and Central India, the Great Indian Peninsula, and the 
Madras Railways for reasons which are not very clear, especially when 
clauses similar to those appeadng in the contracts with the Assam 
Bengal, the Rohilkund and Kumaon and th~ South Indian. Railways 
appear in the contracts with the Native State lines. 

But in the contracts with all the important trunk lines, including 
the East Indian, the Great Indian Peninsula, th~ Madras and Southern 
Mahratta, the South Indian, the Bombay, Baroda and Centr~ India, the 
Bengal Nagpur Railways, the undermentioned clause appears :-

" The Secretary of State shall from time to time authorise maximum 
and Ininimum rates within which the company shall be entitled to charge/ 
the public for services rendered by way of or in connection with the 
conveyance ·of passengers and goods on the undertaking, and shaH 
prescribe the several classes and descriptions of passeng¥s and goods to 
w.hich such rates shall be respectively applicable, as well as the extent 

, to which, within the maxima and minima so authorised, the Company 
may vary the said rates in respect of the distance or weight or special' 
conditions under which such conveyance takes, place or services are 
rendered." 

It will be seen that while the railways are allowed to regulate their 
rates within the maxima and minima limits fixed by the Secretary of 
State from time to time, the Secretary of State has also powers to pre
scribe the extent to which, within the maxima and minima limits, the 
company may vary the said rates in respect of distance or weight or 
special conditions under which conveyance takes place. 

Provision of this latter clause appears to have been made to meet 
cases, where for instance, the Government may want any traffic such as 
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grain to be carried when offered in wagon loads for long distances at a 
cheaper rate than the maximum but not lower than the minimum. 

That this was obviously the intention is evident from the fact that in 
the East Indian Railway contract of 1879 it was provided that for grain 
traffic, the Government cower order -the railway. company to reduce' the 
rate to a figure not lower than Ith pie per maun4 per mile when the 

. traffic was tenaered in wagon loads and for leads of over 300 miles. 

Similarly in the case of passenger traffic, it was laid down in the 1879 
East Indian Railway contract that the Government could order reduc
tion in the lowest clf!,sS fares to' 2 pies per unit per mile. 

If the intention was not as indicated above it is difficult to understand 
what was at all the necessity for such a provision. Apparently instead 
of confining the Government po~er of regulating the rates, within the 

. maximum and minimum for grain. traffic and third class passenger fares 
only, the .powerwas extended to traffic of alt~escriptions. when ful
filling certain conditions as -to wagon loads, long lead, etc. 

The following are the dates of Jihe contracts with the various rail-
ways--

Great Indian ~eninsula Railway . • 
Bombay, Barllda and Central India Railway 
Madras and ~outhern Mahratta Railway . 
East Indian Railway 
Assam· Bengal Railway . 
Rohilkund and Kumaon Railway 
South Indian Railfay 
Bengal and North·Western Railway. 
Bengal Nagpur Railway , . 

• 1900 
• 1907 
~ 1908 
• 1879 and 1899 
• 1892 
• 1901 
• 1890 and 1910 
• 1882 
• 1891 and 1902 

Promi&e o/lhe . That it was the intention of the Government of India to secure the 
::~i!n same rights to the Indian public in the matter of railway rates and fares 
public to as enjoyed by the puplic in England is evident from the following re-
:=~lor marks in Government of India Resolution of 12th December 1887, which 
Bame rightB was published for the information of the public ;-
in the matterB. h bli' E gl d b R il of railway " The nghts were secured to t e pu c In n an y the a way 
r~facil!,i~and Canal Traffic Acts of 1854 and 1873, Care will"be taken to secure
b;';k;liYo the same r1ghts to the public in India in the new Railways Act now 
in !:ngland. . linder consideration, etc., etc." 
'.' ';et~jly lor The ;English Act of 1873 is practically still in force in. conjunc-
'a.tUbunal to tion with the Act of )888. One of the important privileges now 
.~";,!i'en; enjoyed by the public in Engl~nd, under the 1873 Act and the. 188S 
~Bf}rYnf.of Act, is the control of the railways by appointment i:>f railway Com-
rr,fjftJ.:. missions or tribunals; and so -lately as in December 1916 Mr. 
tnan.ager. in W. M. Acworth, one of the greatest authorities in England on the 
IMtmerutB • f'l - df b d"h 'I t o/IM ptlblic. questIon 0 ral way rates an ares 0 serve t at ral way ra es 

.,: axi4 fares should be fixed by expert General Manager subject 
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always to be brought before a competent tribunal and required to 
satisfy that in fixing any rate he has givel} til th~ study of the 
question the best brains he has possessed and that he has been justi
fied by no motive which cannot be publicly avowed and justified." 

The late Mr. T. Robertson, C.V.O., urged the necessity for a perma
nent commission and' recommended that the members of the Railway 
Board be employed in association with a law member, when a question 
of law arises, for purposes of Chapter V o~ the Indian Railways Act, 
the Act being revised on the lines of the English Railway and Canal 
Traffic Act so as to permit of the Railway Commission being always in 
session·. 

Whether or not the time for the establishment of a permanent 
Railway Commission in India has yet arrived, or whether the Govern
ment of India, through their Railway Department, should exercise the 

. control which the contracts of the several railways provide, and whether 
the provisions in .the contracts of all the lines should be made uniform 
in regard to Government powers in the matter of rates constituting 
undue preference, are questions for discussion. 

It may not also be out of place to mention here that, if required 
in the interests of public convenience, the Secretary of State may, 
from time to time, require a railway company to enter into agreements 
with other ~ailways upon reasonable terms as to payment and under 
reasonable conditions and restrictions, for the settlement of through 
rates and charges for interchanged traffic. 

The difference between the English and the Indian conditions is 
that while in England the Government has no self-interest at all in con
nection with Railways, in India, in some cases, the. Government is 
the sole proprietor and in many others the principal proprietor. ' 

The Members of the Railway Commission in England, whose office 
is a permanent one and disentangled from private business, would treat 
matters of complaints in regard to undue preference or withdrawal 
of facilities from a purely judicial point of view. But in India, in cases 
of disputes between Railways in connection with through rates, the 
Government, having financial interest in the Railways and being the 
trustee of public funds, have got to consider the welfare of India as a 
whole. While in England the Railway Commissioners who are appoint- . 
ed by the Government, are to adjudicate bet~een the interests of the
public on the one part, and of ·private concerns owning the Railways 
on the other, the position in India is not exactly the same .. The Govern
meut in the matter of control of Railway rates will have to be careful 
thl\t the interests of the tax-payels, as a whole, are not affected by a 
dedsion which while being very appropriate in the particular case would 
involve unnecessary reductions in various other directions mainly on 
judicial grounds and might affect the GoveJ.'llment revenue from 
railways. 
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At present the appointment of ,;. Commission is left entirely to the 
discretion of the Governor-General in Council in India to de'cide upon '\he 
occasions when the Railway Commission is to be appointed. Therefofe 
if the Government does not agree to the creation of a commission on a 
complaint being made either by the public ot'by one railway against 
another railway administration there is no remedy in a court of law. 

GOIIemment 0/ In England, the classification of each art~le and the maximum rate 
l'1111ia 710' for each classification have to be approved by the Board of Trade. In 
granted 
power.. India, this is also done,. and _ the Railway Board must sanction any 
'0 regulate change in the classification before it caJ have 'effect. But the·railway 
'erminal8 or 
to appoint terminal charges are not submitted to the Railway Board for specific 
iC!':n= sanction. The Indian Law provides that a railway may levy reason
to ezamine able terminals, but in England the law in regard to terminals is as 
Railway follows :- -
gooda 
claB8ijicJtlOn "Every railway company shall submit to the Board of Trade a 
fU done by revised classification of merchandise traffic, and a revised schedule of
tile Board 0/ 
Trade in maximum rates an~ charges applicable thereto, proposed to be charged 
London. by such railway company, and shall fully state in such classification 

.and schedule the nature and amounts of all terminal charges proposed 
to b.e auttorised in respect of each class of traffic, and the circumstances 
under which terminal charges are to be made. In the determination of 
the terminal charges of any railway company, regard shall be had only 
to the expenditure reasonably necessary to provide the accommodation 
in respect of w1!ich such charges are made irrespective of the outlay that 
may have been actually incUfIed in providing that accommodation." 

In India, a somewhat similar clause in regard to terminals is required 
because some of the Indian Railways use high terminals simply in order 
to block a competitive route whereas theydo'not charge similar.terminals 
elsewhere for same description of traffic for similar distances from or 
to a same station when not destined to or booked from a rival railway 
or pon. 

In England the public are given an opportunity of lodging a com
plaint against a classification, and the Board -of T~ade after hearing all 
the parties submit a report to the Parliament with their observations. 
There is no such provision in the Indian Act. 

The Board of Trade in England are allowed -under section 24 (9) 
of the 1888 Act to employ and consult (apparently independently of 
the Railways} such skilled persons, as they deem neoessary or desirable, 
in preparing, revising, and settling the classification and~ schedules of 

_ rates; but in India, generally the fixing of classification is a matter 
between the railways and the Government, and in one case the Railways 
made enhancements in General classification, which the .Government of 
India sanctioned in the 1i.rI!t instance, but withdrew when the question 
waS taken up.by some Indian merch~nts. But ordinarily the public 
cannot even know that a classification is to be revised before the 
Government sanctions a rise in the classification. 
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Further, formerly the Government of India in -their Administration 
Report °for Railways used to publish-

(1) all contracts with railway companies, 
(2) more detailed traffic statistics showing the fluctuations of 

traffic under various heads ,over each railway, 
(3) all important rates alterations, 
(4) gists of traffic agreements between railways regarding rating, 

routing and division of traffic, / 
-(5) working agreements between railways regarding interchange 

of traffic. 
But these are not now published in the Railway Board Administra- PUblicity_ 

tion Reports for the information of the public. . 
Copies of Indian Railway Conference Regulations used also to be 

available to the public for sale, but this is not done now although 
expenses in connection with Railway Conferences are. borne by the Indian 
Railways, most of which are practically the property of the 'Govern
ment.* 

Then, while the Indian Railways submit to the Home Board all 
joint station working agreements,. reI~ting to interchange of traffic 
and, working of joint stations, for approval, they simply send the traffic 
agreements; relating to rating, touting and division of traffic for the 
information of the Railway Board; and, in some cases, the railways do 
not even do this. '. 

Under the 1894 English Act, when a Railway Company increases 
its rate and if any complaint is made that the rate or charge.is un
reasonable, it lies on the Company to prove that the increase of 
the rate or charge is reasonable, and for that purpose it is not 
sufficient for the Railway Company to show that the rate or charge 
is within any limit fixed by an Act of Parliament or by any provisional 
order ..confirmed by Act of Parliament. This i\ct also provides that 
the Railway and Canal Commissioners shall have jurisdiction-.to hear 
and determine any complaint with respect to any su...ch increase of rate 
or charge but not until a complaint with respect thereto has been 
made to and considered by the Board of Trade under section 31 of the 
Railway and Canal Traffic Act of 1888. In India, so far as things stand 
at present, a Railway Company can increase its rate within the maxima 
and can levy any terminal it likes until a Railway commission decides 
that the terminal in question is unreasonable. , 

There is nothing in the present Indian Railway Act distinctly author
ising the Government of India to sanction schedule of maxima and 
minima rates, to be charged over various railways in India, or the classi
fication of goods, although in the contract with each railway compl!-ny 
it is provided that the Government shall fix the elassification of goods and 
the maxima and minima rates for each class; but these contracts do not 

~ , 

• • So long as the Indian Railway Conference wag run by the Government the Rules 
and Regulations were available to the pubJio, but since it is run indep~ndently by jhe 
railways the regnlations are not Bold to the publio. 

T2 



·260. MONOGRAPH ON INDIAN RA1LWAY RATES • . , 

cover rates oi-stateworked state Jines. Section 24: (5) of the Jlailway. 
and Canal Traffic Act, 1888, of England diStinctly provides that when 
any classiucation or schedUle of rates has b~n provisionally s8Jlctioned 
by the Board of Trade and embodied in a provisional order, of the 
Board of Trade, they should procure a Bill to be introduoed . in the 
eith~ Houses of Parliament ~or an Act to comfirm the Provisional 
Order, whic:h should be set out at length in introducing the Bill. But 
there dof',s D.ot appear to be anything 'similar t~ thiS in the Indian Railway 
Act. ' .. 



260 MONOGRAPH ON INDIAN RAILWAY RATES. 

cover rates of state worked state lines. Section 24 (5) of the Jtailway 
and Canal Traffic Act, 1888, of England distinctly provides that when 
any classification or schedule of rates has been provisionally sanctioned 
by the Board of Trade and embodied in a provisional order, of the 
Board of Trade, they should procure a Bill to be introduced in the 
ejth~r Houses of Parliament for an Act to comfirm the Provisional 
Order, whic:h should be set out at length in introducing the Bill. But 
there does not appear to be anything 'similar t~ this in the Indian Railway 
Act. ' . -



CHAPTER VII. 

MAXIMA AND MINIMA RATES AN:g..cOST OIl' TRANSPORTATION. 

The maximum and "minimum rates on Indian Railways, excepting Maximum 

o? thc hilliincs and a few narrow gauge lines of short lengths involving ::a ":zijmu71 
hIgh working expenses, are as follows :- fart.8 generall! 

in farce 011 

Class. 

First 

Second 

Intermediato 

Third 

Pas.senger lares. 

-Maximum pies 
per passengl'r 

per mile. 

18 

9 

." 41 
3 

l\Iinimum piea 
per passenger 

per~le. -

12 

6 

3 

11 

Goods rates on all traffic other than coal in lull wagon loads. 

PIES l'EB MAUND .1'EB MILE. 

Class. 

X (Explosives including Dangerous goods) 

6th 

4th 

3rd 

2nd • 

1st 

"-

Maximum. 

11 

• 11" 

I 

I 
-1 

COAL TRAFFIC RATES FOR WAGON LOADS. 

Maximum rates. 

For all ci.L!tances up to 400 miles inclusive 

For distances above 400 miles-
For the 1st 400 miles • 
For the distanoe in excess of 400 miles • 

Minimum. 

1 

1 

1 

1 
1 

'1~ 

Permalmd 
per mile. 

pies. 
• 0·15 

0·15 
• 0·10 

Indian Rail. 
wallB. 
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meu. 

262 MONOGRA.PH ON INDIAN RAILWAY RATES. 

Minimum ,ates. 
Pormaund 
per mile. 

pi .. 
For distances up to 300 miles • 0·10 
PIII4 for any distanoe in exoMS of 300 miles and up to /j00 

miles inolusive '. 0·066 
Plus for any distance in excess of 500 miles • 0·05 

Oondition 1.-That the rate shall be calculated on the through dis
tance between the.' station of origin and the station of destination of 
the consignment. 

Oondition 2.-That when there are two or more routes to destination 
from the colliery 'Yhere the traffic originates, the Railway or Railways 
forming the longer route may calculate charges on the same nuleage 
as the Railway or Railways forming the shorter route. 

Oondition a.-That coal for the use of foreign railways is charged 
at the same rates and under the same conditions as coal carried for 
the public. . 

Oondition 4.-That the rates charged are divided between the Railways 
over which the traffic is carried in proportion to the mileage of each, 
provided that if the ~tance the coal is carried over any railway is 
less than 25 miles, .the mileage of that Railway in. dividing the freight 
shall be reokoned ~ 25 miles. 

'rhe history of the maxima and minima rates for both passenger 
and goods traffic has already been given in Chapters I ~nd II and the • 
pre~ent minimum rates for eoal have also been referred to and diseus
sed in detail in Chapter II and in the chapter on Coal (Chapter XII). 

Originally, only maximum rates for each railway were fixed seps
,rately, and subsequently they were made uniform for all the lines. 

Some years after the maximum rates had been in operation, it was 
considered necessary to fix the minimum rates as well, so as to limit 
the power of the railways in quoting very low rates in competition 
with one another. . 

It was thought that the shareholders being protected by I guaranteed 
minityum'l'ate of interest at 5 per cent. per annum on their investment 
would not be very much affected if the railway earnings went down and 
the net receipts fell below the guaranteed interest, owing to unnecessary 
cutting down of rates in competition between two or more railways. 
. It was considered that it would be possible for one railway, if 
tliere were no restrictions in the matter of quotation of low rates, to 
bring down the rates of other, lines in addition to lowering its own rates. 
In u case, where, for instance, a railway possesses a longer route and 
finds that it can only expect to get a share of the traffio by forcing 
down the rates"l5f a rival line, it is necessary to put a restriction on the 
power of a railway to force or continue' wasteful competition, 
because when the longer route does not carry the traffic, it cannot 
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lose anything by quoting abnormally low rates for the purpose of 
bringing the rival route to an arrangement to share the traffic in 
order to avoid unnecessary loss of revenue. Sometimes it is 
found that it pays better to share the traffic under contention than 
to continue competition and force down'rates which not only affect 
competitive points but have the tendency to lower rates at non-competi-
tive points also. . 

It has previously been stated that for commodities in which the 
traffic of the railways was considerable, viz., agricultural productions, 
minerals, and articles in first stage of manufacture, the minimum ~as 
fixed at loth pie per maund per mile (~r 2·7 pie per ton per mile), as 
the average cost of haulage on state lines at the time (1887) was about 
loth pie per maund per mile. 

, But from time to time there have been applications to reduce the 
minimum to f5 th pie per !llaund per mile in the case of grain and seeds 
traffic to the port of Calcutta on the ground that the cost of haulage 
on the East Indian Railway is lower· than l5th pie per maund 
Rer mile. 

The minimum rates for coal carried for long distances in full wagon LOIIJer mini. 

loads have of course been reduced to ,a lower figure than l'oth pie and io~::itu 
the reduced minimum applies to all the railways; but the case of coal is for .Bengal. 
exceptional B~"lway8 

, !i1,8CU88ed. 

In the first place, in the case of coal traffic, the railways most 
affected are the ~oal carrying lines of Bengal, viz., the East Indian Rail
way and the Bengal Nagpur Railway, on whose,Hnes the traffic origi
nates, and their cost of haulage, owing to cheap fuel and other reasons, . 
is low. It is about ~loth pie per maund per mile on the E33t Indian 
Railway and about J15th pie per maund per mile on the Bengal Nagpur 
Railway. Secondly, the coal traffic is carried in wagon • loads and in 
'train loads and the cost of transhipment, loading and unloading, is borne 
by the ,owners, so that a traffic like this can be carried at low rates. 
Thirdly, the Indian railways generally have benefited by the reduction 
in coal rates owing to the co~t of their fuel being 'cheapened by reduc
tion in the cost of carriage! of coal. 

Of the total raisings_of coal in India more than !th (very nearly t) 
is consumed by railways. ' . 

Further, it may also ,be pomted out that un/der ordinary conditions, 
the Bengal Nagpur and tqe East Indian Railways only would be re
quirel! to supply funds for wagons required for coal traffic, although 
the other lines have in times of pressure, given wagons on loan to the 
East Indian Railway and Bengal Nagpur Railway, on 'payment of 
hire. But the other railways are not ordinarily required to invest 
capital in providing wagons for coal traffic, which originates largely 
on the East Indian Railway or the Bengal Nagpur Railway, and under 
the recognised practice of railways, the railway on which the traffiQ 
originates is required to supply wagons for the traffic, and the heavy 
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expense of provi~g sidings to collieries and the work of distribution of 
empties and of collecting loaded wagons from a very large number of 
small collieries all falls on the East Indian and Bengal Nagpur Railways. 

The other lines practically get loaded wagons from the East Indian 
and Bengal Nagpm Railways, some times in train lo&ds, to haul over 
their lines. 

Therefore, there have beeu special reasons, peculiar to this traffic, 
which favoured a reduction in the minimum rate for coal on all railways 
in India. 

To revert now to the question of minimum rates for agricultural 
productions and minetals-{other than coal}. 

The following tables compiled from. the Government of India Ad· 
ministration Report on Railway!!, give for the important lines for the 
years noted below- • . 

(1) The average rate charged per uhit. 
(2) The average cost of haulage per unit. 
(3). The average profit per unit. 

(NoTE.-The average for the year ha3 been arrived by taking the figurea for 2 hall 
years and dividing them by two, and further the average cost of haulage reprceentl the 
working expenses, excluding interest on capital.) 

1913. 1915. Railway~. /1901. 1904. 1907.11910. 

------,----------... -- -:-.:.-+---/---. I Pice. Pies. Pice. Piee. 

{ 

AverageJ!~m received for '·39 4·04 3·76 3·31 
ha;uling one. ton one, 
mile. I 

• Average cost of hauling 1·65 1·41 Hi5 1·37 
one ton one mile. 

Averageprofitin hauling 2'74 2·63 2·21 1·94 
one ton one mile. 

East Indian 

Pies. Pw-, 
3-18 2·85 

1·32 1-21 

1-86 1-64 

{

Average sum received for 5·45 5·11 4·53 3·63 3·70 3·27 
hauling one ton one 
mile. 

Bengal Nagpur Average cost of hauling 3·38 2·76 2·26 1·91 1·81 1·59 
one ton one mile. 

Average profit in hauling 2·07 2·35 2·27 1·72 1·89 1·68 
~ one $on one m!!e. - _ 

• {- Average snRl received for 
hauling one ton one 

-mile. 
Gr!ma~~dj;m Average cost ~f hauling 

e one ton one mile. 
Average profit in hauling 

- one ton one mile. . 

6·89 6·32 

3·15 2·97 

3·74 3·35 

5·84 

2'93 

2·91 

5-12 

2·69 

2-43 

~'71 

2·04 

4048 

2·51 

1·97 

{ 

Average sum received for 7·28 7·59 .5·89 6·83 6·13 5-76 
~ hauling one ton one 

Bombay, mile. . 
Baroda' and Average cost of hauling 3·06 3·15 2·50 2'96 2·70 2·52 
Central India. one ton one mile. 

. Average profit in hauling 4·22 4·44 3·39 3·87 3·43 3·24 
one ton one mile. 
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-
1901.1 1904. Railways. 1907. 1910. 1913. 1915. 

Pies. Pies. l!ies. Pies. Pics. Pies. t Aw~",."m~i," 1M 5·07 4·64 4-42 )'80 4·35 4·20 
hauling one ton one 
mile. 

North Westom. Average cost of hauling 2·67 2·23 2·25 3·06 2048 2·53 
. one ton one mile. 

Averageprofit in hauling 2·40 HI 2-17 1-74 1·87 1-67 
one ton one mile. I 

{ '.u.., pm ..... '" 1m 
5·31 4·71 5·04 4·85 4·80 4·92 . 

hauling one ton' one 
dh and mile. 

OUR hiJkhand Average cost ~f hauling 2·56 2·53 3·35 2·61 2·65 2·60 
a • one ton one mile. -

Averageprofitin hauling 2·75 2·18 1-69 2If24 2-15 2·32 
one ton one mile. 

{ Avo,... pm ""'vodfm 5·43 5·53 5·48 5'29 5-46 5·67 
hauling one ton one 

Bengal and mile. 
North·West· Average profit in hauling 2·54 2·26 2·34 2·27 2-15 2·25 
ern. one ton one mile. 

Average profit in hauling 2·89 3·27 3-14 3·02 3·31 3·32 
one ton one mile. . 

{ ' .. m .. _~"."" 5·95 6·57 6·63 6·00 5·35 4-82 
hauling one ton one 

Madras and mile. 
Southern Average cost of hauling 3·41 4-13 4·75 3-42 2·95 2·53 

Maharatta. one ton one mile. 
Averageprofitin hauling 2·54 2·44 1-88 2·58 2-40 2·29 
one ton one mile. 

( Average sum received fer 8·31 7·32 7·07 6·80 6·59 6·17 t h.w"", - ... -mile. 
South Indian • Average cost of hauling 4·02 3·79 4-16 3·82 3·65 2·33 

, one ton one mile. 
Average profit in hauling 4-29 3·53 2·91 2·98 2·94 3·84 

. one ten one mile. . 

Nole.-The average sum receIved fo!, carrymg one ton one mile or the average cost of 
haulago is largely governed by the largest items of traffic of a railway, e.g., coal on East 
Indian Railway and Bengal Nagpur Railway and.wheat 9n the :t;lorth Western RaHway. 

On the East Indian Railway and the Bengal Nagpur Railway the figures 
of cost of haulage for 1915 were 1·21 and 1·59 pies per ton per mile 
respectively, while those for the Great Indian Peninsula, the Bombay, 
Baroda and Central India, the Oudh and Rohilkh!lond, the North Westera, 
and the Bengal and North-Western Railways were 'for the same year 

. 2'51, 2,52, 2·60; 2·53 and 2·25 pies per ton mile respectively. Excepting 
the two coal carrying lines of Bengal, (East Indian Railway and Bengal 
Nagpur Railway), the circumstances of which in the matter of low 
cost of transportation are exceptional owing principally to coal traffic 

• and low cost of fuel~ the Northern Railways and the railways serving 
the Western ports, (viz., the Oudh and Rohilkhand Railway, the North 
Western Railway, the Great IJi(lian Peninsula Railway and the Bombay, 
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Baroda and Central India Railway) haveabo~t the same average figure 
varying l?etween 2·51 and 2·55 pies, the only exceptional case being 
that of the Oudh and Rohilkhand Railway. which had a slightly higher 
figure of 2·60 pies i,n 1915 only. 

Thus the average cost o(haulage of most important lines of Northern 
and Western India'is between ·092 and ·095 pie per maund per mile 
or about h th pie per maund per mile-whereas the present minimum 
is loth pie per maund per mile. 

The average cost of haulage does not, however, shew the actual cost 
of haulage of .traffic Ii,ke.grain or seeds, which is comparatively cheap 
to carry owing to better loads II;nd regularity in despatphes, though 
not)so cheap as coal or manganese. The average represents the cost of 
hauling and handling of all, descriptions of traffic, including irregular 
and small coJ!signments and bulky articles occupying more space in 
wagons than in proportion to its weight as well as of traffic for very 
short distances, which involve wagons standing for a longer period at 
stations than moving with loads. With a consignment for 50 miles 
the wagon will be standing 2 days (one day at the despatching 
station and one day at the receiving station), while it will be moving 
with load only one day. Therefore, the average statistical cost of 
haulage cannot help one in deciding. what a particular .constgnment 
costs to haul, but it nevertheless gives a figure, which ought to assist in 
arriving at iI. deciaion in fixing the minimum rate for a large number 
of principal commodities taken together, 

On the grouiui, that there is a large empty running of wagons in the 
direction of Bengal it has been urged from time to time that it would 
pay the East· Indian Railway and the Government to allow the East 
Indian Railway to carry traffic in such wagons at C5 th pie per maund 
per.mile, as this figure is higher than their average cost of haulage. The 
traffic so carried will, however, be grain and' seeds, now finding its 
way to the Western ports. 

In the first place, it is to be mentioned that for traffic east of Cawn
pore on the East Indian Railway on their main line, to Calcutta, they 
never took advantage of the present minimum of l.loth pie, although 
in many cases the difference in favour of Calcutta was less than Re. 0-4-0 
per maund. It was held for many yea..rs that to effectively divert 
traffic to Calcutta a differep,ce of Re. 0-3-6 and Re. 0-4~0 was necessary 
in favour of the Calcutta port in railway freight in order'{o counter
balance the lower steamer freights from the Western ports. 

However, let us examine the p~sition further. Taking Muzaffarnagar, 
the westernmost district of the United Provinces, on the North 
Western Railway, it will be found that if the North Western Railway 
stick to the present minimum of loth pie per maund per mile to 
Karachi and East Indian Railway are allowed to quote a minimum 
rate of b th pie per_ maund per mile from Ghaziabad to Calcutta, 
and the North Western Railway quote same rates to Ghaziabad 
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as the East Indian Railway charge on traffic fro~ their line' to the 
Western ports, the result would be as follows :-

To Karachi. 
Pies. 

Muzaffamagar j;o Karachi, 933 miles, at y'lith pie per maund per-
mile on the North Western Railway . • • • . 93 

To Oalcutta. 
Muzaffarnagar to Ghaziabad, 63 miles, over the North Western 

Railway at 1 pie per maund per mile plus 9 pies terminal, same 
terminal as oharged by the East Indian Railway on traffic to 
Bombay or Karachi from their line 30 

Ghaziabad to )iowrah,-891 miles, at T'wth pie per maund per mile 59 

TOTAL 89 

~urely a difference of 4 pies per maund in favour of Calcutta will 
not enable that port to draw the traffic from Muzaffarnagar in competi
tion with the Western ports. If the North Western Railwar do 
not charge 9 pies terminal and are statisfied with 3 pies only the differ
ence in favour of Calcutta will not be more than 10 pies, but even this 
will not divert traffic to Calcutta. 

What the East Indian Railway will perhaps be able to do will be 
to divert traffic from stations on the length Cawnpore to Delhi on the 
Eallt hdian Railway. 

The year 1911 was a good year for grain traffic on the East Indian 
Railway. The following remarks appear on the Railway Board's Ad
ministration Report for that year :- . 

"The increase in the goods earnings on the East Indian Railway 
was chiefly due to heavy bookings of grain for export to Europe." 

In 1911, the total weight of traffic in wheat and oil seeds to Bombay 
from the East Indian Railway stationS""'Was as follows:-

Names of stations. Wheat. Oil seeds. , , 
Tons. Tons. 

Vid Delhi (Bombay, Baroda and Central India 1,002 .. 
Railway). -

Vid Hathras .. .. 
Delhi. .. .. 98 

Hathras city · 25 .. 
Jubbolpore · 8,426 1,875 

Agra . · . . 690 3,011 

-

Carried over . 10,043 4,984 

.... 
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Names of stations. Whoat, OillOOda. 

- , 

Tons. TolII. 

Brought forward · 10,043 4,984 

Cawnpur · . - 17,919 14,410 

Katni 
" 

I 1,650 6,886 

Viii Jubbulpur 4,490 2,436 

Viii Cawnpur · . .. · 3,026 9,709 

Vi4Agra. : 819 1,538 

Viii Manikpur • . 2,012 6,526 

Via Katni · . · 760 9,800 

Viii DeIhl (Great Iildian Penmsula Railway) 
. 

159 238 · '" TOTAL 40,878 65,527 . 
\ -

So that the total weight of traffic which it is expected to divert from 
the Bombay port to the Calcutta-port from the East Indian Railway 
stations on the length Allahabad to Delhi, including the Jubbulpur 
"bran:ch, is say 96,405 tons- , 

40,878 tons wheat. 
55,527 tons oil seeds. 

96,405 tons. 

It will be seen that most of the traffic which was carried from the 
East Indian Railway to Bomba.y WaS from stations on the length 
Allahaba~ Cawnpur and the Jubbulpur Branch, as the despatches to 
Bombay were mostly via the junctions on the Jubbulpur line and from 
Cawnpur. 

Th~ rate at llsth pie per IIlIiund per mile from Cawnpur to Calcutta 
would be Re. 0-3-6 per maund, and that from- JubbuJpur to Calcutta, 
via the East I~an Railway, would work out to Re. 0-4-1 per maund. 
These two rates 'will generally rule the ra~s for other stations with a 
shorter mileage to Calcutta, unless it is proposed that the rates for 
longer distances should be lower than for 8hort~ distances. Therefore 
taking Re. 0-4.:0 per maund or Rs. 6-12-0 per ton (or say Rs .• 7-0-0) and 
96,405 tons as the wei~ht of traffic, the East Indian Railway extra eath
ings on the traffic diverted to Calcutta 'from Bombay would be say ~ 

·Rs. 6,74,835. ' 
• Apart from the question .a; to what loss in money such reductions 
will cause,to the East Indian 'Railway and to-other lines on their existing 
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traffic, which will be discussed later on, it may- be observed that there 
~re other important points for consideration :-

(1) The East Indian Railway empty running in the down direc
tion (i.e., towards Bengal) is up to coal districts only, 
say up to Sitarampur on the main line and up to Dhan
baid on the Grand Chord line. 

(2) If therefore the grain and seeds traffic is diverted to Calcutta 
from the Western ports a few of the trains musl: run up to 
Calcutta, which will add to empty running of wagons 
from Calcutta to the coal district. 

(3) There will be more trains thrown on -the already congested 
section between Burtlwan and Asansol,. both 'in the up/ 

"'and down directions. 
The Burdwan-Bandel section has been eliminated out_of consi

deration because the newly opened Burdwan-Howrah Chord 
will . afford relief by taking off the Howrah traffic lrom 
-this portion of the main lin!!. " 

(4) Almost the entire cultivable area in the United Provinces 
served by sta-tions on the East Indian and the Oudh ahd 
Rohilkhand Railways is under cultivation and no further 
expansion-can be expected unless there ~re feeder railways 
tothe interior. 

Now to deal with the effect of a special miIiimum rate of l-sth pie· 
per maund per mile for the East Indian Railway on the existing traffic 
of the other lines and also of the East Indian Railway. 

The rates to Calcutta from stations on the Oudb, and Rohilkhand 
Railway, on the length Ghaziabad to Bareilly, Bareilly to ,Aligarh and 
Bareilly to Rai Bareilly, are based, OIi the rates from stations similarly 
situated on the East Indian Railway length -Delhi to Cawnpur and 
Cawnpur to Bindki. Unless the rates from the Oudh and ~ohilkhand 
Railway stations to Calcutta are s~lar1y reduced via Moghalserai, the 
traffic will be diverted to the East Indian Railway routes vid Ghazia
bad, via Aligarh and via Cawnpur to the detriment of the interests of 
the Oudh and Rohilkhand Railway and contrary to .the traffic agree
ment of 1889 between the Oudh and Rohilkhand Railway and the 
East Indian Railway, which provides that the-traffic to Calcutta from 
the Oudh and,Rohilkhand Railway stations should takeJ;li.t Moghalserai 
route. , 

Apart from the question-_of fair treatment between "the two railways, 
the despatchers of traffic on the Oudh and Rohilkhand Railway will be at 
a di!ladvantage, and even if the lower rates o! the East Indian Railway 
are not al'plied via Cawnpur, via Aligarh and via Ghaziabad, the pre
v~lence of low rates on the East Indian Railway will tend to diver!; the 
attention of the shippers- to these marts .. and the merchants there 
will be able to oust the buyers now doing business-on the -Oudh and 
Rohilkhand Railwa:r. --
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The reduction of rates must, therefore, follow on the Oudh and 
Rohilkhand Railway not only up tG I.ucknow or Rai Bareilly but also 
from stations further east or else the rates for greater distances will be 
lower, and once the Oudh and Rohilkhand Railway rates are reduced 
the Bengal and North-Western Railway rates frd'm stations situated 
on the north bank of Gogra must also ('orne down in sympathy with 
the rates' from the Oudh and Rohilkhand Railway stations 011 the 1I0uth 
bank, as'theyalways do. The East Indian Railway, when they made 
the proposal for a low~r minimum than 1\ th pie per maund per mile in 
190~, asked that this might be extended to the Oudh and Rohilkhand, 
Bengal and North-Western and the Bengal Nagpur Railways in-respect 
of Calcutta. traffi,. It is obvious that if the reduced minimum applies to 
East Indian Railway stations it must also apply to Oudh and Rohil· 
khand Railway stations, as the rates to Calcutta from the latter rail. 
way have 'for a number of years been fixed, having rela~ion to the rates 
of the East Indian Railway stations. 

The G,reat Indian Peninsula Railway, and the Bombay, Baroda 
and Central India Railway J\ll have to come down in their rates to' 
Bombay, and so must also the NQrth Western Railway in their rates 
to Karachi to the minimum of ll.oth pie per maund per mile in 
respect of traffic from the United Provinces to Bombay and Karachi 
resp~tiveiy, in case they are not allowed a lower minimum also. 

But it cannot be seen how the claim of the North Western Railway 
or of the Bombay lines, with an average cost of 2·5 pies per ton mile, 
to a lower minimum can be resisted if the Oudh and Rohilkhand Rail-' 
way with an average. cost of 2·6 pies is allowed the same. minimum '88 

the East Indian Railway. The East Indian Railway aim in reducing 
the minimum will not at all be attained if it doe!\. not apply to Oudh 
and RO'hilkhand Railway traffic to Calcutta, because the grain and seeds 
traffic from the Oudh and Rohilkhand. Railway stations is important. 
Its proportion however to Bombay is small as compared with the very 
large despatches to Calcutta so that the East Indian Railway will lose 
instead of gaining, because their proportion of the through rates to 
Calcutta from the Oudh and Rohilkhand Railway stations must be 
reduced. Further, the Bengal NagplP= Railway, whether they want 
to do it or not, will have to come down in their rates from their stations 
near Jubbulppr and near ~atni in the Central Provinces to Calcutta 
in response to (he East Indian Railway. rates, meaning also reduction 
in rates from that. Province to Bombay. 

Then, again, iaking the East Indian Railway 'stations, if the rate 
from €aWilpore to Calcutta is reduced to Re. 0-3-6 per maund (at hth 
pie pe~ maund per mile for 633 miles), they will have to come down in 
their rates from all 'Stations Cawnpore to Mokameh, and also stations 
on the loop line and stations on the Grand Chord line to this figure, 
for it will. be difficult for them to retain higher rates to Calcutta from 
the stations named. • 
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Further, if on the distance from Cawnpore to Calcutta for 633 
miles. the East Indian Railway charge Re. 0-3-6. it is not clear how 
they will be able to retain a rate of R,e. 0-2-4 per maund on Bombay 
traffic from say Khaga, only 69 miles from Cawnpore. without causing 
serious complaints of undue preference on the part of Bombay 
merchants. 

The traffic in wheat. grain; pulse. and oil seeds booked from-the East 
Indian Railway stations between Moghalserai and Delhi including the 
Jubbulpur line to Calcutta during 1911 was 163.899 tons. If the East 
Indian Railway-nduce the rate at Delhi to Re. 0-5-0. at Cawnpore 
to Re. 0-3-6 and at Jubbulpur to Re. 0-4-0. their rates win be affected 
right up to Sahebganj on the loop line as the rate from Sahebganj to 
Rowrah is Re. 0-3-11 per maund for 219 miles. -

However. confining our observations to stations on the length Moghal
serai to Delhi (excluding the Oudh and Rohilkhand Railway or the 
Bengal and North-Western Railway traffic) the amol!Jlt of reduction 
between the present rates and -the proposed rates of say Re. 0-5-0 for 
all stations Delhi ·to Cawnpore and Re. 0-3-6- for stations Cawnpore to 
Moghalserai and Re. 0-4-0 to Re. 0-3-6 for stations on the Jubbulpur line 
will be not less than Re. 0-2-6 per maund or say Rs. 4-4-0 or Rs. 4-0-0 
per ton or will involve a loss of about Rs. 6,05,000 on 163,899 tons 
against the gain of Rs. 6,73,540 expected from the diversion to Calcutta 
of traffic to Bombay from the East Indian Railway stations. 

But there are also bound to be reductions in the rates for -traffic 
from stations on the Oudh and Rohilkhand Railway and the Bengal 
and North-Western Railway. The total weight of the grain and seeds 
traffic from these two railways d\lring 1911 was as fonows :-

V itt Moghalserni • 
• Vid Mokameh 

Tons. 
292,848 

235,347 

If the rates from the Oudh and Rohilkhand Railway and the Bengal 
and North-Western Railway stations are 1Ldjusted on the same principle 
as they are now adjusted (viz., that the rates must bear relation to the 
East Indian Railway rates and that the rates for longer distances IIhould 
not be higher than for shorter distances· and thl!ot the rates should be 
divided on mileage) the loss to the East Indian Railway will not be 
less than Re. 0-1-6 per Diaund or (Rs. 2-8-0. per ton) on Oudh,and Rohil
khand Railway traffic and Re. 0-1-0 per maund (Rs. 1-11-0 per ton) 
on the Bengal and North-Western Raifway' traffic. 

Further these two lines (Oudh and Rohilkhand and the Bengal and 
North-Western Railways) will also be bound .to make proportionate 
reductions towards Bombay as .well, becaUse even as rates stand at 
present they are much higher distance for distance say from the Oudh 
and Rohilkhand Railway to junctions with the Bombay lines than to 
Moghalserai. The position will 'be untenable if further reductions are 
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mad~ to Moghalserai for Calcutta over the Oudh and Rohilkhand Rail
way or to Mokameh over the ,Bengal and North Western Railway because. 
corresponding reductions will be strongly urged by Bombay, and it is 
doubtful whether this could be resisted when rates for shorter leads for 
Bombay traffic become higher than rates for longer leads on Calcutta 
traffic and reductions in rates to Bombay must follow; so that while 
perhaps the. present ~fference in favour of Calcutta and against Bombay 
will be maintained from the Oudh and Rohilkhand Railway the actual 
rates will be lower, meaning all round IOBB in revenue to the East Indian. 
the Oudh and Rohilkhand, the Bengal and the North-Western Railways 
and also to the Bombay and to the Karachi lines with remote chances of 
increasing the business. 

Under the circumstances, it is obvious that preferential minimum wilJ 
ti'ot be very practicable' for the Calcutta lines, and it is also doubtful, 
whether taking the present average cost of haulage of the railways 
of India, the time for reduction in. the present minimum has yet arrived, 
except perhaps for Cattle fodder, (oil cak'! included) IUld minerals. 



CHAPTER VIII. 

ECONOMICS OF TRANSPORTATION. 

The scope of 'a chaptE1ron Economics of Transportation in a book 
on Railway Rates is necessarily limited, and only such phases of trans
portation as bear directly, on traffic on long and short hauls or in large 
and small .loads or on the earning capacity of wagons can be touched 
upon. 

In the last chapter, the average cost of haulage of goods on different Oost o~ 
lines was discussed. The average _cost by no means represents the operatJon, 

actual ~ost, and while the average shows reduced figures for traffic in 
small lots or bulky or light weight goo~, which are expensive to handle, 
it, at the same time, exhibits figures of cost of traffic in full wagon loads 
or in train loads on a higher basis. 

It is generally held that it pays a railway to carry full wagon load 
traffic for long distances at a cheaper rate per unit mile than traffic for 
short distances. 

Where, however, as in India, the leads are very long in some cases it 
is difficult to say what short lead traffic is, unless comparisons are 
drawn between specific distances. 

, Taking the cost of maintaining the permanent way, stations and 
the station staff at a fixed figure, and the supervision and general charges' 
as constant, and the cost of repairs to tolling stock the same as in the 
case of long and short distance traffic and the running expenses at a 
fixed figure per hour or per day it is apparent that more a wagon (the 
space in which is the commodity for sale in Railway goods transporta
tion) earns per day the better it is for a railway. 

Let us now proceed to examine the results in "wagon per day earn- ~agOn ell';:' 
ings" on long and short hauls; it is generally accepted that while ~;~~;'t- 11 
the traffic for long hauls, especially to and from ports, is in wagon loads, ant factor. 

that ,carried locally for short distances is in small lots, although this 
is not universally so. Moreover, short distance traffic over a railway 
may be destined too. port, but giving the railway, on which it 'originates 
only a short haul. 

Example 1.~8uppose a railway charges gram in full wagon loads, 
for distances of over 300 miles at -!th pie per maund pe~ mile, and for 
short distances at ird pie per maund per mile up to 75 miles, and lth 
pie per maund per inile for distances in excess of 75 and up to 150 miles, 
and 150 to 300 miles at Jth pie per maund per mile, (the charge for dis- ' 
tances up to 75 miles being 'the same for small as well 8S for big lots 

l1 
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because the maximum rate permitted by the Government is ird pie 
11er maund per mile).. . 1_ 

Therefore if a consignment of grain weighing 200 maunds. is des-
patched for 50 miles the freight earned will be :-

['.0 miles X 1 pie per maund per mile. 
=16·6 pies Pw,s 3 pies short distance terminal. 
=19·6 or 20 pies or Re. 0-1-8 per maund. 
=Re. 0-1-8 X 200 maUli.ds=Rs., 20:.13-0. 

Allowing one day for loading, one day for unloading, etc., at destination, 
and one day in transit the earning per day will be Re. 6-15-0. 

If the wagon has to come back empty all the way and one day extra 
is taken for the return journey the earning per day will be reduced to 
Rs.5-3-0.----

Example 2.-But if the same wagon is ~mployed for 350 miles and 
the charge on the entire distance is levied at ith pie per. maund per 
:rn..:le and the load in a wagon is 380 maunds, the freight earned will be-

350 milesxith pie per malind per mile=:=58 pies or Re. 0;4-10 
..,permaund. 

_Re. 0..4.-10 per maundX380 maunds=Rs. 114-0-0. 

'Iaking one. day for loading and one day for unloading, and the average 
roUes nm per day at 70, th!l total time occupied in transit will 00-

- 1 day at despatching station. 
1 day at receiving station. 

o days in transit (350 miies..;-70 miles per day =5 days.) or, a total 
of7,days. 

Therefore Rs. 114..;-7=Rs. 16-4-7 per day. 
However, if the wagon has to return empty all the way without a 

back load and another 5 days are added for the return journey, the 
earning-Will be-. 

7 days plus 5 days =12 days. 
Rs. 114+i2=Rs. 9-8-0 per day. 

Cn case the average rull per wagon per day were 80 miles the time 
take~ b.y tI!.e wagon to retUrn to orIginal station will be 11 days. 

1 day at despatching station. 
1 day at receiving station. 
9 days during transit (350 miles";-80 miles a day 

/=4'4 days; 4'4X27 8'8=9 days.) 

the earning power per day would then be Re. 114+11 days= 
Rs. 10·5-10 per day. 

E:r:ampZe 3.-Butif the long distance traffic be for say 633 miles 
and the rate f.harged be ·133 pie per maund per mile and the load be 
380 Plaurids iJl..a wagon,-the IesuIt wOllld be as follows III! .compared . 
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with the rate of i pie up to 75 J!liles and !yh pie 75 to 125 miles on a lead 
of 125 miles on traffic of similar wagon load. 

(a)· 380 mds.XRe. 0-7-0 per maund (treight for 633 miles at ·133 
pie per maund per,mile)=Rs. 166-4-0 or say Rs. 166. 

Taking 70 miles as the wagon mile run per diem, 633+70 equal 9 
days in transit, and if 2 days are allowed for sending and receiving 
stations, the total time occupied would be 11 days. 

Therefore 166-';-11 give a wagon per day return of :as. 15." 
(b) Freight for 125 miles:-

First 75 miles x 1 
Next 50 miles.x 1 

Pies. 
=25 
=13 

38 or Re. 0·3·2 per maund. 

RB. 0-3-2 X 380 maunds=Rs. 75-3-0. 

At the rate of 70 miles per day, 125 miles will take say 2 days for a 
wagon to complete the run, plus 2 days as usual for loading and un-
loading make 4 days. " 

Thus Rs. 75-74=Rs. 18-12-0 per wagon per day, 
In a case like this, short distance traffic is not a less paying traffic 

than long distance traffic from the point of view of wagon earning per 
day, and it is to be noted that neither- block rates nor any terminals 
have been taken into account in ~rriving-at the rate for 125 miles and 
at the same time ·133 pie rate for 63a miles is also a very fair rate for 
this lead. 

If however, the vehicle mileage attained in a day were 90 miles and 
the total time occupied reduced by 2 days, viz., to 9 days the "wagon 
per day" return on traffic for 633 miles would have bee~ Rs. 18-7-0 
or very much near the figure obtaine"d for 125.miles lead. 

In the case of example (3) the empty luniUng has not been taken " 
into account, because if it is done the return per wagon per day on 
long lead traffic will be much less than on short lead traffic thus :-

(a) For 633 m~1es-
(1) at 70 miles per day=9 days, X 2= 18 days 

18 days +2 days=20 days 
Rs.166+20=Rs. 8I 'Ii" -

(2) at 90 miles per day=7 days, X 2= 14 days -
14 days +2 days=16 days 
&S. 166+ 16=Rs. 101 

(b) For 125 miles-
At 70 miles per day=2 days, X 2=4 days 
4 days+2 days=6 days 
Rs. 75+6=Rs. 121 per day. 

It will thus be seen that if a railway hopes to "give low rates for long Long dis

distance traffic in order to develop it by attaining a wider range of !a;;~T~':f. 
Jlus~olDers f(lr the productions of the districts served by it, and a~ the quick release 

·v2 
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same time not to diminish the return per wagon per day considerably. 
the work done by a wagon per day must increase, and as there is a large 
ampunt of traffic that is interchanged between railways and as when 
one railway's wagon goes on another line it does not earn more than 
Rs. 2-4-0 per-day iJor broad gauge) and Rs. 1-2-0 (for metre gauge), 
it il! necessary in the interests of all railways to turn round wagons 

- quickly on long distance traffic ca.rried at cheap rates. 
A statement is appended below giving a comparison of figures under 

the folloWing heads between the years.1907 and 1914-15 in respect of 
the Bengal Nagpur; the Bombay, Baroda and Central India, the East 
Indian, the Eastern Bengal State, the Great Indian Peninsula, the 
North Western and the Oudh and Rohilkhand Railways:-

(1) Number of goods-wagons. 
(2) Total number of engines. 
(3) Average number of miles run per each goods vehicle per 

diem. 
(4) Average miles run per locomotive per diem. 
(5) Average load of a loaded goods vehicle in tons. 
(6)' Average load of a goods vehicle (including. both loaded and 

empty) in tons.' " 
(7) Average load of a goods train in tons. 
(8) Average through speed of trains-miles per hour. 
(9) Broad gauge mileage worked by each railway. 

(10) Number of stations. 
(ll) Quantity of 'goods and 'mineralscarried in tons. 



, 
AVElIAOB NUlIBER AVlIRAOIII KILBS BVN PER AVElIAOE LOAD OP A LOADBD GOODS 

NVKBER 0. OOODS Torn IftJlfBEB OP OP IULES EVN PER LoOllK07lVIII PER DIE)(. VEBIOLIII PER IULIII IN TONS. 
, W'&'005S. BNOINBS. B'&'OB VEHIOLIII PER --.. DIBII • 

1907. 1907. 1916-15. <II' 
1914-15. 

1907. 191415. 1907. 1914·15. 1907. 1914·15. lathalf. 2ndhaU. lat half. 2nd half. lathaU. 2nd half. ---- ------ - --- ----B.engal Nagpur RaUway 8.709 14.421 804 &68 48 89 74'54 68-91 11'45 9'98 12'25 21-48 Incr .... e 5.712 or Decrease 9 per cent. 71'725 10'69 • 12'S4 66 per cent. 

S5 I 80 

Decrease 5 per cent., 68 

I I Bombny, Baroda and Central 6,800 I 9,866 285 849 89'25 I 59'19' 10'66 8'55 9'82 10'89 India Railway. , Increase 4,066 or Decrense 14 per cent. 64'22 9'60. 10'105 76 per cent. I 

:S I 47 
Increase It per cent. 65 

I East IndIan RaUway 20,742 r 88,975 948 1.217 T8'48 72-72 10'92 110'99 18'68 14042 Increase 18,2S8 or Decrease 11 per cent. 7&· 76 10' 55 13'975 68 per cent. 

28 I 27 
Increase t per cent. 76 

I I Eastern Bengal RaUway . 4,669 r 6,627 206 287 71-7'8 77'88 6'41 7042 6'07 6-85 Increa •• r,068 or Decr..... 8 per cent. 74'8 6'915 6'41 42 per eent. 

I Decrease 12 per cent. 66 

I I Great IndIan PenInsula' Rail. 12,9051 17.770. 888 1.145 51 86 61-61 '67-79 0·76 8'08 0'64 10'90 way. Increase 4,865 or Decrease 81 per cent. 62'7 
\ 

8'895 10'27 87 per cent. 

68 I 29 

Decrease 6 per cent. 69 

110'86 I North Westeiu::RaUway . 18,906 I 28,764 865 1,835 78'78 \ 76'68 11'07 11'44 10'0& Increase 12,868 or Decrease 45 per cent. ! 75'18 10'96 10'74 92 per cent. 

I Decrease 29 per cent. 68 

I I Ondh and Rohllkband Railway 5,6" f 7,770 208 276 88 29 84'18 " 86'89 7'21 8'26 6'08 8'77 Incr .... 2,126 or Decrease 12 per cent. 85 7-735 7'875 88 p.r cent. 
I Decrease 20 per cent. 68 I I - ----

-~-J-:;:;- ---I Torn' 71,866 116.693 8.649 6.077 
' ¥ I ..... 

Incrense ".828 or Incrense 1.428 or 
I -72 '''r "'T" _42 =3S -65 

I Average ./t. verage .. .. .. .. Decrease or 21 per Decrease 7 or 10 per 
cent. cent. I , , 

. I " I 
<a> NOTB.-As tho comparison Is ,b,tween two half·years nel corresrondlng to one another the avernge for. the year bUll also beea shown lor both the years. 



A''ERAGIii LOAD 011 A GOODS 
VllBIOLlii (INOLUDING BOTH 

LOADIiiD AND EMPTY) 1'IiIR MlLII. 
INTQNS. 

~--------~---------

. AVEIIAGIii WEIGHT 011 A GOODS !rllAiN PER MILE IN 
TOilS. 

AVERAGE TBROllGH SPBED OF TRAINS, HILES PEIL 
H01l8. 

'\1914'16. (II) FuIGHT. DBAD.!!': TOTAL. 1907. I 
------ ~~--,-----~----~---------

1907. 1914·16, 

--'I--~ ,- \ 

lIen~a.I N agpur Railway 

l.li.1:::' ~,I:::. .. ", """,_1_9_07_._~_19_1_4'_1_5.·t _19_0_7_'1 /1914'15. 18t balf. 2nd half. 1at balf. 2nd balf. 

Good •. lI11ud. Goods. Mixed. Goods. Mixed. Good.,1Mlxed. 

• '8'21 7019 8'18 I 8·84 218·78 244'92.. .. 498·08 672-18 11'93 17·83 10'68 17'04 10·00 . 20·00 10.J 20'00 
7'70 8·25 Increase 76 or 

]lombay,- Barod4 an .. Central 
lDdla .!tollway. . _ 

DaBtern Bengolltallway 

Great Indian Peninsula ltall· 
way. 

NOrtb Wlltern RalIway 

Olldb IUId ltobUkband ltollway 

1
"1 16 per cent. . 

8'19 0·69 '8'27 6'95 832'60 239'98 ... ,.. 6~6-18 ,1 606'8~ 
7·44 6'961 Decrease 80 or 

I I 12~.rcent. 

7-45 1'28 8'42 8'93 266-66 800'21 .. •• 611'8A I 880·85 
7'S6S 6'675 Increase 69 or 

I I 11 per cent. 

6'08 Ii'at Nt 6'U 153'42 170'O} •• .• " 468'00 I 663'17 
6'21 "98 Increase 96 or 

9'96 15'85 9'95 15'18 7,96 16'14 7'94 14-76 

\6'00 18'70 16,00 17'00 15'00 17,20 16'3e 18'20 

15'00 U'SO 15'00 14'80 11'26 12'50 .11'91 12'18. , 
I I 20 per cent. , 

1-43 8'81 7'82 8'" 18S'82 184'29 .. .. 4~1'11 I 489'08 10'27 15'Sl 1l'66 15'22 12'46 15'14 10'08\ 1f'82 
0'87 8'08 Increase 28 or I 
I I 6 per cent. 

8'73 8,24 8'65 7'78 2111'89 261'10 .. .. 474'28 I 614-18 11'00 14'69 11'00 1&'50 10-46 18'82 10'29 18'80 
8'485 8'14 Increaee140 or I 

I I 29 per oent. I 
6'83 6'89 "1IS 8'41 165'60 128'03 •• .. U5'89 I aU'69 11'19 10'79 9'48 18'S5 11'87 18'71 12'84 15'88 

TOTAL 

'T_ . _ 6'67 D;r::;I~t.~ ! 
. -.-.-r-:-:-- ---.. - --.. -f-- ------ ----- --.-.-'-,-.-.-.... -.. -11-.-.- -:--~ -.-. -~j-::-

(0) tion.-AI the comparlaOllII lIetw"n 'wo balf'rean lIot eo~reopondlDl to one Inotbtf the average for the rear bas 1110 beell abOWll for lIotil the yeBIII. 



I1BOAD GAVG. JlILlUGB WOBIDID BY EAC. 
, UlLWAY. 

-'- I 

1907. 1914-15. 

NlJllBEB o. 8UTlON •• 

1907. 1914-15. 

QV AlInTY o. 060D8 AIID IlIK11BALS 
OUJIIBII III ZOIl8. 

1907. 1914-15. 

--------------~+-------------~---------------I--------------I-----------..---I----------·I----------

I1engaI N agpnr Railway 

\ 
I1ombay .... I1aroda and Central 

lnella JUlilway. 

East Indian RaUway 

Eastern I1enga! Railway 

Great' ~ndian Peninsula Rail· 
way. 

N ortb Western Railway 

On1b and Roblikband Railway' 

1728'94 1878-20 

876'90 1324-86 

2504'43 2771-17 

503-57 625-42 

2871-44, 3037-30 

4226-88 4971-89' 

1253'46 1635-08 

252 S04 

150 267 

13! 157 

42-1 

041 824 

196 299 

4,088,695 8,261,879 
Increase 2'173'1,8

1
' or 53 per cent. 

2,27',348 2,858,238 
Increase 583,89 or 25 per cent. 

11,100,174 I 1:'9~7'357 
Incr ..... 3,887,183 or 85 per cent. 

3,273,471 I 4,233,445 
Increa.e 969,974 or 29 per cent. 

":446,611 1 ~,672,800 
Increa.e 1,226,189 or 27 per cent, 

5,241,859 I 5,930,712 
Increa.e 688,853 or 13 per cent, 

1,827,567 I 1,926,294 
Increa.e .8,727 or 5 per cent, 

To~U. la90r--12 16i4H 1 .... I .... 32,252,723 ! 41,870,726 
I [nerea"" of i6 per cent. Increase 9,618,0,2 or 29 Ier c&nt, 

~------------~--------------~----------------------~--------------------~----~----------~-----------
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Rumts oJ Basing on these Jigules given in the foregoing table the results for 
~d7t:::~=k I!oma of the Northern India Rail.ways taken together (viz., Bengal 
M Been in tile Nagpur, Bombay, Baroda- and Central India, East Indian, Eastern 
work done B I I di P -. uI N per wagon enga State, Great n. an eDlns ~ <'tth Western and Oudh and 

Rohilkhand Railways for their broad gauge systems only) are as follows 
when the two years' figures referred to therein are compared:-

. 
Increase or No. - / Calendar I Official decrease year 1907. year 1914·15. percentage. 

- I 
~ 

Peroent. -
~ 

1 Total quantity of publio merchandise 
(inoluding minerals) oarried in tons. 

32;252,723 41,870,725 +29 
. 

2 Total number of broad gauge miles 
worked by these railways. 

13,965 16,144 +16 

3 Total number of wagons 71,865 -116,693 +62 

4 Total number of engines • . . 3;649 5,077 +39 

5 Average number of miles run by each~ 
goods vehicle per diem. 

42 33 -21 

. 
6 Average number of miles run by each 

locomotive per diem. 
72 65 -10 

While these average figures do not certainly give accurate results 
for each railway, they approximately give a fair idea of the results 
achieved under each head except only under item (6) where only 
,the East Indian Railway and the Bombay Baroda Railway show 
an'increase instead of a decrease. . 

The featUre in the,se- comparative figures is that while there 
. has been an increase of 62 per cent. in the wagon capacity, the work 
done by wagons has been considerably less in that the average number 
of miles run by each goods vehicle per diem has come down from 42 
to 33 miles or by twenty one per cent (21 %). i 

Similarly, the average number of miles run by an ~gine-per day 
has come down by 10 per cent. The in,?rease of 39 p~r cent. in the 
number of engines has, it seems, resulted in minimising the work done 
by an engine p~r day. Taking two of the Calcutta lines it' is found, 
in comparing the calendar year 1907 With the official year 1914-15, that 
on the' East Indian Railway there was an increase of 35 per cent. in 
tonnage of traffic as compared with an increase of 63 per cent. in wagon 
capacity and 29 per cent. in number of locomotives, but we find a decrease 
of 11 per cent. in the miles run by each wagon per diem. On the Bengal 
Nagpur Railway there was an advance of 53 per cent. in the weight of 
merchandise and minerals carried, with rise of 65 per cent. in the number 

. of wagons. but there was a drop ~ th number of miles rUIl per wagon 



ECONOM1Cs OF TRANSpoilTA1'ioN.' 281 

per day by 9 per cent. and. that done by locomotives by 4 per 
cent. The North Western made an apdition of 92 per cent. to 
its wagons in seven years and of 54 per cent. to its number of engines, 
but it is very striking that while in 1907 the average number of miles 
done by a wagon per day was 53, it came down to 29 miles in 1914-15, 
or there was a'decrease in the work done by a wagon by 45 per cent. 
Somewhat similar results are also observed in respect of tne work done 
by engines on the North Western Railway, where the average number 
of miles done by aD' engine was 74 and 77 in the 1st and 2nd halves 
respectively in the year,1907, against 53 miles -only the average 
number o~ miles ru!! by an engine in 1914-15, or a decrease of ~early-
30 per cent., althollgh there was a rise of 29 per cent. in the average 

.load of a goods train per mile on the North Western Railway. 
The average speed of goods.trains on the following railways was-

Average through speed of goods train-miles per hour. 

Bengal Nagpur Railway 

Bombay, Baroda 'and Ce~tral India Railway 

. Eas~ Indian Railway 

Eastern Bengal Railway 

North Western Railway 

First half of the 
calendar year 

1907 (miles per 
hour). 

11·93 

9·96 

16·00 

15'00 

11'00 

First half of the 
official year 

1914.15 (miles 
per hour). 

10'00 

7·95 

15·00 

11 .26 

10·44 

On all these railways there was a decrease in the number of miles 
run per hour. Although the decrease per hour seems low and may be 
regarded as insignificant an analysis olJ;he figures shew that even taking,; 
the case of the East Indian Railway there was a decrease of 6 per cent. 
in the speed of every goods train per hour and on the Bengal Nagpur 
Railway the decrease was 16 per cent., and on the Eastern Bengal Rail
way the decrease of 3·74 miles per hour means a reduction in the run 
of every goods train per hour by 25 per cent. When the train expens~ 
are taken per hour and each hour is multiplied into 24 hours and the 
hourg conver!ed into a day l!-nd the days into weeks, months and a ye~r, 
a large figure will be arrived at for each railway. 

It may be argued by some that an increase in wagons only takes place 
when it is found that the number on the line is insufficient and that 
generally every endeavour is made to get as much work out of the exist
ing wagons as possible before more wl!gons are asked for, and, therefore, 
when wagons are added the figures of work done per wagon go down 
for the increased number.. .!fhis is true to a certain extent,but it would 
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generally be believed that in 7 years, the time occupied in transit would 
decrease instead of increasing, but that it was not so is apparent, 
especially when it is seen that the average speed of goods trains went 
down besides the work done by wagons being less._-

But what are the causes which underlie the delays in movement 
of wagons or trains is a matter which requires investigation by itself. 
The causes may be many, and some of them are noted below. The 
delays may be du~ -

(1) either·to the increase in the number of wagons having taken 
place withoup first attempts being made to get more work 
out of the wagons by spending money in improvement of 
facilities in the way of more passing sidings,_reduced block 
sections by adding to the number of passing and crosHing 
stations, better facilities in yards at terminal, changing 
and junction stations. Of course it will be said that all 
this means money. This is true, but experience shows in 
one or two cases part of the money spenton wagons might 
have been better spent on more facilities, viele Appendix IV. 

(2) or to defects in the system of marshalling or grouping wagons 
or trains. It is generally believed by the staff at a mar
shalling station (i.e., at a terminal or a changing station, 
wherefrom goods trains are started) that so long as 
wagons on the train are marshalled for the section (for 
goods trains are mostly sectional trains) over which the 
train is run it is sufficient, thus meaning that at the end 
of the section marshalling has to be done again. This 
must cause delays in yards. 'It is believed that the" rate 
of movement of wagons depends upon various causes, the 
principal being the length of time a wagon is standing at 
stations or in sidings as compared with the time occupied 
in actual transit;" 

(3) or to defective 'or inadequate marshalling yards involving 
too many back" shunts which prevent wagons always 
moving in the yard in the direction of the destination 
station; 

(4:) or to want of through time tables for most goods trains in 
preference to sectional time tables. 

Sectional or work trains are said to be more useful in being 
utilised as feeders to throush trains and it is remar~~d 
by some that if they start every morning from each end 
of a section and pick up loads and deliver empties ~nd 
vice versa and bring wagons to the "llearest changing 
stations to be attached to through trains' (even if this 
means taking wagons for a few miles in the opposite 

.. The speed of trains is to no small extent dependent on clear block section. 

, 
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direction, to which it is intended to -go) it would save 
delay to wagons and trains. Through trains are most 
useful in clearing long distance traffic and some say even 
loads can be sacrificed to a certain extent if fast through 
trains can be arranged. The late Mr. T. Robertson, C.V.O., 
Special Railway Commissioner, made a strong point of 
this. 

(5) or due to cross return of empties; 
(6) or to want of utility of wagons for return loads by diversion 

from the original route on the return direction (even to 
foreign lines) or be~g detained for loads. 

It is admitted that there is nothing new in these remarks, but there 
ace cases where improvements can be made; for instance, co-operation 
between railways in marshalling wagons even in station order beyond 
junctions for foreign railways will attain better results. For this purpose 
if wagons are detained at a changing station to form train loads even 
-for a foreign railway it will mean saving in time and quick turning round' 
of wagons in the long run. The EastJndian Railway coal traffic Route 
Table, which shows all the stations on every railway in India 'both in 
alphabetical and in station order (alphabetically in the index), together 
with a good map in number takers' office, will assist greatly in mar
shalling wagons for foreign lines. 

DUring pressure of traffic it is not always possible to detain wagons 
for a load and this involves heavy empty running, but in many cases 
if a diversion off the original route to a foreign railway would mean 
return load for part of a distance on the return journey it would be 
advisable in some cases to agree to such an arrangement, for this will 
minimise cross return of empties. 

Co-operation between departments is most essential and even- if two 
branches of the traffic department, viz., transportation and commercial, 
will co-operate, better results can be attained. For instance, the rates 
department that fixes the rate knows what the traffic conditions 
are, the directions in which. the traffic Hows, to what extent wagon load 
traffic and wagon load rateaare practicable having regard to the free 
development of traffic, 'and whether wagons of higher copacity are 
needed or not. And one instance will shew what co-operation bet
ween the two departments means. When the coal rates were reduced 
in 1906 there occurred in 1907 a difficulty in the Coal District in the 
matter of routing of traffic, which had developed for every important 
station in India. This caused not only delays tmd congestions in the 
-starting yards and at the invoicing stations but resulted,_in large 
number of misdespatches and wrong routings meaning delays to wagons. 
In many cases the wagon was labelled by a number taker ancl the 
route shewn by him as far as his knowledge permitted and the wagon 
was sent on, in order to. avoid delaYIl in a yard, before the invoice 
cleIk could ascertain the correct route by refer~nce to maps and 
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the tariffs. But this was put a stop to by introduction of route table 
by the Rates Department on the East Indian Railway and the 
following directions at the commencement of- the -Coal Route Table will 
shew the utility of .it :-

." To ascertain the route for coal all that is necessary is-

(a) To find the name of the destination station from the alpha
beticallist of stations at the beginning of this pamphlet. 

(b) Against the station named is given a page reference, on turn
ing u.p which will be found the route to the required desti
nation. 

As for example, in booking coal'to Itarsi, Great Indian PeninSUla 
Railway- ' 

!tarsi will first have to be turned up in the Alphabetical List 
of stations and will be fpund on page XVII.. Against 
!tarsi on page XVII of th.e Alphabetical List, reference 
is made to page 17. On page 17 being turned up it 
will be f~und that the route to be followed in booking to 
!tarsi is via Jubbulpore and the traffic should be routed 
accordingly. 

The time tables of some railways show that the proportion of the 
number of through goods trains to sectional goods trains is not yet large. 
It is true that the East Indian Railway run through goods trains from 

Howrah and Docks to the coal districts and vice verBa-
and 

Between Moghalserai and Calcutta 
'I Ghaziabad and Calcutta 
" Asansol and Moghalserai 
" Calclltta and· Cawnpor~ 
" .# Calcutta and Mokameh 

or the Great Indian Peninsula Railway for instance 
Between Bombay and Jubbulpur 
. " Bombay and Delhi 

" Bombay and Cawnpore 
" Bombay and Nagpur 
" Bombay and Hards; 
" N agpur and Bhusaval and Manmad. 

Excepting .the van goods trains th~ North Western Railway goods 
trains appear to be all sectional goods trains, due perhaps to a certain 
extent to their being so many junctions and . parallel branches. 

T4e Bengal Nagpur Railway run a number of through goods trains 
between Waltair and Kharagpur, a distance of 475 miles, and one or two 
trains between Calcutta and Adra and Nagpur, (besides the through coal 
trains and return empty trains between Shalimar and Adra), but through 
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coal trains between the Bengal coal districts and }{atni do not appear in 
their working time tables. " 

Another factor that seems to militate against economical operation 
and increases the haulage of empty capacity is .the high capacity of 
wagons on· many railways, which do not need them. High capacity 
wagons are said to assist in securing better train and wagon loads. It 
is admitted t(Lat better wagon loads meaDS fewer wagons. Fewer 
wagons mean less siding room at terminus. Fewer wagons for a 
given tonnage mean less CGst and as number of wagons regulate train 
loads better wagon loads mean less train mileage and reduced working 
costs and therefore a few years ago there was a talk of bogie wagons 
being employed on Indian 'Railways more freely. But unless the im
provement in wagon loads corresponds to the increase in the capacity 
of wagons the increase in the number of high tonnage wagons means 
more wa,te of transportation and consequently larger costs. 

Comparing the figures of average capacity and the average load per Rise in -
wagon from 1900 to 1912 the following results are seen. 12 years is a w.agon cap.l. 
f 'll 'd II f d .. fdf' cdyc07l.8J. aIr y ong perIo to a ow or etermmatlOn 0 e ects or Improvements. dereJ un. 
The year 1912 was a good year for traffic and was previous to the war. nece88ary. 

- Average carrying Average. load per 
oapaoity. wagon . 

.. 
1900 1912 1900 1912 

Tons. Tons. Tons. Tons. 
East Indian Railway 14'5 16'3 7-12 8·5 

Bengal Nagpur Railway 13·96 . '15'39 '6-14 7·81 

Oudh and Rohilkhand Railway IH 14·6 4·77 7·84 

North Western Railway 12·9 18-48 5·94 6'96 

Great Indian Peninsula. Rail. 13·66 ·16·29 5'38 8-14 
way. 

12·2 • Bombay, Baroda and Central 17·94 4·98 7-30 
India Railway. 

- -
Whereas there were large increases in carrying capacity hauled the 
improvement in wagon loads except on ,the' Oudh 'and Rohilkhand 
Railway and the Great Indian Peninsula Railway was not at all 
marked, and, in all cases, far below the carrying capacity. 

It is extremely do'ubtful from these results whether it was wise to 
have increased the capacity of wagons except on the coal carrying lines. 

The North Western Railway is a big grain-carrying line but it wiD 
be seen its average load -;'as not high. Wagons of higher capacity 
for coal are useful, but similar capacity wagons do not appear to be 
equally useful with any other t!-affic on a l~rge scale. It may be said 
that with grain and seeds traffic also it should be possible to get good 
wagon loads but exeperience in India shows otherwis.e. 
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For a number of years the lowest rates on the BombaY-lines have 
been actual weight' rates as it is found that wagon load rates would 
restrict the power of the merchant{l in importing grain freely into 
Bombay. Therefore the low ratcs for grain and secds on the Great 
Indian Peninsula and the Bombay, Baroda and Central India Railways 
to Bombay are on actual weight, i.e., they were applicable alike to 
both large and small lots. . 

The traffic is collected from a number of stations, and each station, 
which collects and .sends traffic, is fed by carts j carts do not take 
more than 20 maunds, and therefore it would require 20 cart loads to 
make up a wagon load. Further, every station has not got a big shed 

. (or even a moderate sized covered shed) and the~e are not many 
places where there are godowns close to the station for storing goods and 
as such temporary .storage means cartage or handling again from the 
godown tg the railway station the merchants prefer to book their 
goods as they come in by carts, except at big- places where there are 
marts or ".mundies" )Vhere middlemen buy and sell generally at a 
profit to the shipper or shipper's agent. It often happens that goods 
waiting at the stations to make up a wagon load or waiting for wagons 
are damaged by rain, and this makes merchants at small stations anxious 
to get their go~ds away as soon as they arrive at the Railway station 
from the interior. This cannot ~ssist in a large number of wagons 
with full loads leaving a station at (me time. 

The North Western Railway also do not impose the wagon load 
condition on grain ratea to Kurachee. 

The East Indian Railway for a number of years stuck to wago!l 
load conditions not only in respect of grain rates on its own line but also 
in respect (if through rates for grain and seeds from the ~dh and Rohil
kband and the Bengal and North-Western Railways, but the East 
Illdian Railway have also waived the conditions for all traffic from the 
United Provinces to Calcutta whether from the East Indian Railway or 
the ~dh and Rohilkhand or the Bengal and North-Western Railways. 

The Bengal Nagpur Railway rates from the majority of their 
important stations in the Central Provinces to Bombay are of necessity 
" actual weight" rates because they are maximum rates. 

It will be seen therefore that tb,ere is no ind~cement to merchants in 
the way of cheaper rates to collect and despatch traffic in wagon loads. 

One feature. however, that has assisted wagons in getting anything 
like a good. load in recent years, in spite of the fact that the railway 
rates for large and small lots are the same, is that there has been 
almost a continuous scarcity of ~agons for a long time past, and, there 
fore, the merchants; when they do get a supply of empties at a station, 
make . the best use of them, for they do not know when the next 
supply will come. There is no -doubt, however, that the" actual 
weight" rates have 'greatly assisted. in the development of business,' 
because Ulen with stnall capital have been enabled .therebr to dE'apa~clJ 
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on their own account, thus avoiding interest on a larger capital, (which 
would otherwise have to be borrowed from the money lender by the 
small dealer) and the commission agency charges. ·The development of 
business at small stations is generally done by small dealers. 

Jute or cotton do not givc such' good loads as grains; large 
quantity of jute is carried in "kutcha" bales and cotton is also 
carried in "half pressed " bales. The wagon load restriction does not 
apply to full pressed cotton rates on the. Great India Peninsula Rail· 
way; their rates for cotton are on actual weight. 

The a.verage load on the Eastern Bengal Railway with a big jute 
traffic was 6·41 tons during 1914-15. 

With such conditions prevailing under which it is not considered
advisable to apply "wagon load" rElttrictions to rates for grain or 
cotton to the ports or to sugar and other articles despatched to the 
interior hom the ports, and seeing that a very large portion of the Indian 
Railway traffic is to or from the ports, it is extremely doubtful whether , 
the capacity of wagons generally should be high on tlie Indian Railways 
on the example of American lines. 

The conclusion to be drawn from analysis of the figures given is 
irresistible, namely that questions of the capacity 'of stock cannot be 
determined merely on general principles of economic operation; but 
always due regard must be had to the varying nature of the traffic and 
the general trend of movement. 

The following extract from "Railways," dated Calcutta the 16th 
October 1917, will be interesting as it bears on the above referred to point. 

" The average freight load in an' Indian wagon for the latter half of 
1915·16 was 10'8 tons, the wholesale introduction of vehicles of 40 tons, 
60 tons and 100 tons capacity would doubtless enable heavier ~agon 
loads of coal and other heavy commoditie.s in bulk to be carried, and so 
probably increase the average wago~.Ioad; but it would at the same 

. time enormously increase the dead-weight or unproductive load hauled 
owing to the impossibility of getting full wagon -loads of general 

- merchandise. Except in the case of special staples, it is impossible 
to ensure full loads at all times in large capacity wagons. In this con
nectiori, the following summary extracted from the Indian Railway 
Administration Report is interesting:-

At'erage Weight oj Goods Trains, 1915·16. 

High 
Freight. Dead- Percent- Capacity - weight. age. Bogie . wagons • 

Tons. Tons. 
East Indian Railway. • · · 317 - 391 23 Nil. 
Bengal.Nagpur Railway • · · 282 351 24 Nil. 
Great Indian Peninsula Railway · 233 342 46 604 
North-Western Railway . · · 258 376 '46 679 
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In other words, for every 100 tons of freight, the East Indian Railway 
hauled 123 tons dead-weight and the Great Indian Peninsula 146 tons. 

The gross ton goods mileage (dead-weight and freight) for the four 
railways for the year 1915 was as follows :- -

Ea.st Indian Railway . 
Bengal-Nagpur Railway 
Great Indian Peninsula .Railway 
North. Western Railway 

11,149,003,000 
3,746,857,000 
7,157,045,000 
5,968,059,000 

The average cost of moving 1,000 gross ton miles for the four railways 
is Rs. 4'27, but if we take only Rs. 4 as average, and assuming it costs 
the same to move 1,000 ton miles dead-weight, it will be observed what 
laten.t possibility of vast savings there is on the Great Indian Peninsula 
and, North-WesterJ\l Railways by reducing their dead-weight hauled 
per 100 tons of freight load;_ it is certain, however, that this result 
will,not be obtained in the c~nditions of traffic inIndia~ by the extended 
use of high capacity bogie wagons. A mere increase in wagon capacity, 
that is large dimensions and great weights, as advocated by X without 
regard to the average-load offering, will not conduce to economical 
transportation. 

The following figures show the increase of wagon capacity in the 
last five years :- ......... 

Average 
_ wagon. Increaae. I Capacity. 

------------------~------------11---19-1-1.--~1------

Tons. I Tons. Ton •. 
Bengal-Nagpur Railway 
East Indian Railway. • 
Great Indian Peninsula Railway 
North Western Railway • 

16·05 17·00 ·96 
16·25 i 17-45 1·20 
16·01 I 17·37 1·36 
17·98 19-47 1049 

I 

It might be expecte~ that the Great Indian Peninsula and the North
Western. Railways with the largest increase in wagon capacity would 
show, to advantage in a comparison of freight and dead-weight train 
loads. But what do we find' Let the figures speak for themselves :-

Percentage 0/ Dead-weight Load ove, Freight Load. 

East "Bengal- Great North Indian _.- Indian Nagpur Peninsula Weetttrn 
Railway. Railway. Railway Railway. 

• 
percent .• per cent; per cent. per cent. 

1911 • · .. · · · 22 35 56 54 
1912 • · . · 17 37 49 60 
1913-14 · · · . · 23 31 39 32 
1914·15 · · · . · 22 31 54 40 
1915-16 · · · · 23 2, 46 45 , 

-
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The North-Western Railway, which had the largest increase in wagon Loss ofm01ley 

cap' acity, shows some tendency to increase its percentage of dead-weight i,!:~Il?'tal 8e 
..' anu Increa 

hauled to freight load, while the Great Indian PenInsula Railway shows in apen-

fluctuating results. The B~ngal-Nagpur Railway, on th.e other h~nd, :::;:~~:1° 
shows a steady decrease In the percentage.of dead-weIght to freIght not rising .. 
hauled, while the East Indian Railway is more or less steady at a Ctorr~p~.nf/.. 

. 0 nse , •• 
relatively low figure." capacity. 

The better utilization of wagons is a matter of primary importance 
From the details given in the preceding pages and in Appendix IV to 
this chapter it would appear that in the past the tendency has been to 
increase the wagon supply without a correspQ.I1dingincrease being effected 
in transportation capacity of the various railways, with the result that 
it has been impossible to move 'Yagons as freely or utilize them as fully 
as has been done in the earlier years. It must be borne in mind that 
unless the movement capacity is increased in correspondence with the 
increase in the number of wagons, additional stock merely serves to 
accentuate difficulties and' render congestions more probable and fre
quent. 

In this chapter on " Economics of Transportation" it will also be Net profit(o~ 
interesting to see how the average het profit works .out on the basis baBis of ta8!llt' 

f '·· I f ki averages II o average statIstIca cost 0 . wor ng. ticaloJOst of 
. _ working. 

For our example let us take Rudauli, a station on the Oudh and 
Rohilkhand Railway, 100 miles from Cawnpore and 154 from Moghal
serai. 

1£ the traffic in grain goes to Calcutta the Oudh and Rohilkhand 
Railway proportion of the through rate wo"ftld be Re. 0-3-1 per maund 
for 154 miles and 0-3-0 per maund if the traffic' goes to Qawnpore en route 
to Bombay, for a lead of 100 miles over the Oudh and Rohilkhand 
Railway. It may also be assumed that the traffic in both cases will be 
in wagon loads although the rates are alike to small and large lots .(the 
rates to Calcutta formerly used to be cheaper for . large than for small 
lots but they are now the·same). 

The freight on one ton of grain from Rudauli to Moghalserai would 
be (27·22 m~.XRe. 0-2-9}=Rs. 4-10-10 and to CaWftpore (27-22 mds. 
X Re. 0-3-0}=Rs. 5-f-8. . 

, .• At the average cost of haulage of the Oudh and Rohilkha.ud Railway 
at say 2·6 pies per ton per mile the total cost would be-

I 

to Moghalsari 
to Cawnpore 

Its. A.P. 

2 1 4, 

1 {) 8 
x 
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Thus the profit to the Oudh and Rohilkhand Railway would be-

. (I) In the ca.se of Mogbalserai 
Lese • 

(2) In the oa.se of Cawnpore • 
Less. 

, 10 10 

2 1·' 
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Ii 1 8 
1 Ii 8 

3 12 0 

Taking the load at 10 tons per wagon the profit would be-

for Mogbalserai • 
for Cawnpore 

.. 
./ 

Per wagon. 
RI. A. 1'. 

25 Iii 0 
37 8'0 

. On these figures it would appear that it would pay the Oudh and 
iRohilkhand Railway better to send Rudauli traffic to Bombay than to 
Calcutta. 
. .,Assuming that Oudh and Rohilkhand Railway wagons are used in 
both cases the wagons would be away from the Oudh and Rohilkhand 
Railway longer in the case of Bombay than in the case of Calcutta 
traffic for the distance from Moghalserai junction to Calcutta is 419 
miles against 840 from Cawnpore to. Bombay. Although the wagon 
,would be earning hire while away from the Oudh and Rohilkhand Rail
way the amount of hire is but Rs. 2-4-0, whereas if the wagon is on 
the Oudh and Rohilkhand Railway it would be earning Rs. 4'more, so 
that on. the whole it is to the advantage of the Oudh Jmd Rohilkhand 
Railway to send the traffic ~o Calcutta in preference to Bombay. The 
apparent gain of Rs. 12-0-0 per wagon in the case of despatches tOi 
Bomba~n be more than counterbalanced by the loss of at least 
Rs. 2-0-0 per wagon per day for the longer period the wagon is away on 
the Great Indian Peninsula Railway than on the East Indian Railway. 
It will be away on the Great Indian Peninsula·· Railway for at least 
double the number of days, if not more, as compared with the number 
of days the wagon will take in returni~g to the parent line when 
sent to Calcutta, via Moghalserai. 

Further, in the case of traffic to Calcutta, if Oudh and Rohilkhand 
Railway wagon is used it may come back loaded with coal and thus 
give ,freight to and. from Moghalserai to the Oudh and Rohilkhanll'Rail
way, or theOudh and Rohilkhand Railway may be able to back load 
from Rudauli f!,ll empty East Indian Railway wagon returning to. the 
parent line after discharging its load of coal. 

NOTE.-Attention is also invited to Appendix IV in Part m 01 this monograph. 
The necessity for this appendix is that the present position 01 transportation 01 goodII 
on Indian Railways requires examination having regard to the latest results. -
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CHAPTER IX. 

WHEAT. 

Indian wheat represents ordinarily nearly 10 'per cent. of world's World'8pro-
production of wheat duction oj 

Taking the years'1911-12 and 1912-13, yield of wheat (in tOM) in the wheat. 

principal foreign countries was as follows :- . 

1911-12. 1912-13. 

ions_ Tons._ 
United States • 19,520,000 20,405,000 

Russia (European) 16,673,000 22,394,000 

Russia (Asiatic) 2,574,000 3,064,000 

France 8,937,000 8,536,000 

Argentine 4,442,000 . 5,009,000 

Italy 4,430,000 5,741,000 

Canada. 5,992,()()()" 6~94,000 

Hungary 4,935,000 4,497,000 

Spain ... .. 2,936,000 3,005,000-

Australia 1,915,000 2,459,000 

Germany 4,283,000 4,573,000 

Bulgaria. 1,196,000 1,621,000 

Austria 1,861;000 1,594,000 

Great Britain and Ireland 1,534,000 1,515,000 

Roumania 2,390,000 2,250,000 

Algeria 726,000 985,000 

Egypt 826,000 1,027,000 

Japan 687,000 674,000 

C4ili 601,000 630,000 

Tunis 103,000 218,000 

Belgium. 410,000 395.000 

New Zealand 211,000 137,000 

Denmark 135,000. 179,000 . 

Switzerland 85,oob 95,000 



IMia', 
ProtJincial 
production. 
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against the productions in India during the same~ periods be,ing :-
1911·12. 1912·13. 

ToDB. Tons. 
9,924,500 9,853,000 

So India ranks third in the list of countries producing wheat. 

The quantities of wheat produced it). the various provinces of India. 
during 1911-12, 1912-13 were as given in the table appended below :-

1911·12. '1912·13. 

ToDB. TOM. 

Punjab (including Native States) 3,809,000 2,989,000 

United Provinces .3,032,000 2,938,000 . 
Central Provinces and Berar (inoluding Native 

States). , 
904,000 1,062,000 

Central India. States • 1186,000 1,049,000 '" ' 

B9mbay (including Native States) 265,000 543,000 

Bihar and Orissa 557,000 529,000 
~ 

North West Frontier Province . 280,000 195,000 

Hyderaba.d Sta,te 43,000 48,000 

~ 'Rajputana States 204,000 244,000 

Sind (including Nativ~ States) 97,000 204,000 

Beng~l . 47,000 51,000 

Mysore State 
i-" 

500 1,000 

The total quantity of wheat imported into the chief ports, viz., 
Calcutta, Bombay and Karachi, by rail and river was as follows :-

Calcuua,-1912-13. 

Benga.1 
Biha.r and Orissa 
United Provinces 
Punjab ~ 
Sindh 
Central India. and Rajputana. 
Bombay 
C'entra.1 ProTinOes and Bera.r 

, Other pla.ces 

TOTAL 

Cwts. 
93,316 

952,503 
5,313,186 

4;691 
102 

34,163 
31 

248,976 
551 

6.647,519 

1lr--332 376 tonlf, against exports by sea from Calcutta during 1912-13 
of 139,947 tons. 
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Bombay-1912-13. 

Bengal 
Bihar and Orissa 
United Provinces • 
Punjab 
Rajputana and Central India 
Bombay 
Central Provinces and Berar 
Other places 

TOTAL 

Cwts. 
...... 13 

201 
1,855,444 

212,429 
1,745,388 

123,157 
2,664,274 

8,634 

6,609,540 

or 330,477 tons, against exports by sea from Bombay during 1912-13 of 
198,854 tons. 

Karachi-1912-13. 

United Provinces of Agra and Oudh 
Punjab 
Bindh ana British Baluchistan '. 
Rajputana and Central India 
Other places '. 

Cwts. 
7,506,917 

20,949,329 
97,014 
13,915 

2,60~ 

TOTAL • 28,569,781 
'~ 

or 1,~8,489 tons, against exports of wheat by sea from Karachi of 
1,321,378 tons during 1912-13. ' 

There are several interesting features in the foregoing figures. 
In the first place, it will be seen that while Calcutta received 332,376 

tons it exported only 139,947 tons, thus there was a balance of 192,429 
tons, so that by far the largest quantity of wheat was retained in 
Calcutta for local consumption. The flour mills in Calcutta must have 
consumed a good quantity, but even then their productions of flour 
must have also been for local distribution in the province because the 
total quantities of wheat flour exported from Calcutta by sea during 
1912-13 was but 4,851 tons. This proves that so far as the wheat trade 
is concerned the arrivals into Calcutta are more for the local market 
than for export. 

The United Provinces, during 1912-13, produced 2,938,000 tons of 
which- ~ 

Calcutta took 
Bombay took 
Karachi took 

Tons. 
265.659 

92,772 
375,346 

Although by far the largest supply of wheat into Caicutta was from the 
United Provinces yet th~ po'rt of Karachi dr~w 110,000 tons more from 
this Province than the Calcutta port, the takings of Bombay being 
compa.ratively small. 

II 
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296 MONOGRAPH ON IND1.4N 1lAILWAY RATES. -The surplus of Bihar and Orissa and Bengal was. all sent to Calcutta, 
but from the Central Provinces (which produced 1,062,000 tons in 1912-13), 
Calcutta took but 248,976 cwts. (or 12,449 tons), the despatches -to 
Bombay amounting to 2,664,274 cwts. (or 133,215 tons). 

Besides United Provinces, other important \ources of supply for 
the Bombay port are Rajputana and Central India, which some~ 
times sends more than the Central Provinces and Berar. A small 
portion of the Punjab wheat is also drawn by Bombay. 

The Karachi port is fed mainly by the Punjab districts and_partly 
by Sindh and the North-West Frontier Province. . 

It has already been observed that'out of the total quantity of wheat 
received inCalc~tta more is retained for local consumption than is ex
ported and that its' Hour mills riill1 principally for the local market. 

But while Karachi receives an enormous quantity it exports practically 
the whole of it, only 10,711 tons were for the local market out of 1,428,489 
tons. 

Bombay received 330,447 tons and exported 198,854 tons, so that 
there was a balance of 131,693 tons for the Bombay local market. 

Alike Calcutta, both Karachi and Bombay have Hour mills, and of 
the quantities that were nqt exported out of the total arrivals at these 
ports a portion must have been used in the mills .. Moreover, there were 
fairly large exports of Hour trom these two ports during 1912-13 . . 

From '1'0011. 
Bombay 31;050 
Karachi 32,281 

as compared with only 4,851 tons of Hour exported from Calcutta. 
The advantages of the Indian wheat for the British market are 

described to be as follows in Professor N. G. Muke!l~s Handbook of 
Agriculture- . 

L The yield of Hour as. compared with Australian and Russian 
wheat are as follows :-

Indian wheat giyes 
English wheat gives 
Australian wheat gives 
Russian (Saxonska) wheat gives 

75 to 77 per cent. of flour. 
_69 
72 
72 

.. 
" 

" 

- .. 
2. Indian wheat is remarkably free from excess of moisture and 

. is, therefore, bettef adopted for mixing with English 
wheats, which are too moist. Canadian wheat and 
U. S. A. wheat are however better kinds. 

3. While' the -soft white wheat of India generally fetched better 
price in England than the hard white, the latter WiS in the 
past in demand in Southern Europe for macaroni making 
industry. 

For a long time the complaint was that Indian wheat was mixed 
with dirt: . For many years wheat eXported from Calcutta was subject 



~WHUT. 297 

to a refraction of 5 per ceni., !lnd Bombay wheat to 4 per cent., and it was 
asserted that this refraction was largely responsible for cultivators or 
middlemen being induced to mix earth or other foreign matter. The 
question was discussed both in England and in India from time. to time, 
and since the refraction has been reduced to 2 per cent., (a) the com
plaints of impurlties have almost'disappeared although certain amount 
of other food grains .are found mixed with wheat. 

The following extract from the Government of India Resolution 
No. 8758-8765-56 (Commerce and Industry Department), of 29th Novelll.
ber 1906, which was published in the Government of)ndia Gazette for 
the information of the pUblic will prQ.ve interesting as it bears oJ!. this 
question of refraction. 

"The Government of India were then disposed to think.that the rigid 
adherence of English buyers to the system of purchase on a fixed basis oJ. 
refraction was to a great extent responsible for the systematic adultera
tion as opposed to the addition of impurities owing to the system of culti
vation and the methods of preparation for the market of wheat beforeit 
left India; and they therefore suggested -that considerable improvement 
might be affected if Home dealers were authoritatively informed that 
there would be no difficulty in supplying clean wheat on a basis of two 
per cent. refraction, which would cover the ,maximum amount of im
purities due to natural causes and would preclude deliberate adultera
tion. The replies received from the Chambers of Commerce were, how
ever, not sufficiently explicit on this point, and it was necessary again 
to consult them and the local millers in regard to this matter. It ap
peared to the Government of India that, if the existing system under 
which the grain is sold was altered, no action on their part would be 
necessary, and they therefore again proposed, with the object of streng
thening the position of a certain section of English buyers who were 
known to be in favour. of procuring cleaner wheat, to state authorita#vely 
that wheat could be regularly supplied from India containing not more' 
than 2 per cent. of..impurities. The point specifically referred for opinion 
was whether this announcement could safely be made." 

The system, under which wheat is purchased from' the agriculturist Purcllaaif 

and .sold to the shippers through the banias and mahajans is fully de- :;:!7i~ 
scribed in the Report of the Committee, appointed by the Railway.Board, the Punjab. 

to report on certain questions concerning the grain traffic to Karachi from 
the territory, served by the North Western Railway, issued in 1910:-

.. Up to recent years the cultivators, speaking generally, were poor, 
but latterly they have become much better off. This improvement in 
their position has been brought about by two reasons :-

(i) The increasing purchases made by exporter of -wheat. 
, (ii) The substantial rise in prices which, they have been able to 

obtain for the wheat. -

NOTE (al. The limit of 2 per cent. is limited to food grains other than wheat, but 
IlO allowance is made for dust or other impurities. -
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" The wheat crop is ready for harvesting about the end of April and 
is immediately made ready for the market. 

"The small cultivator at once brings the whole of his crop to the 
market for sale except a small portion which he keeps for his food. 

U The moderate cultivator brings to market much the larger part of 
his crop but as his position fin~ncially is better than that of the small 
cultivators, he in practice keeps a, part of the crop back for sale at a 
later period of the· yeari" . 

" The la,ge ~ultivator will, as a rule, only market about one-half of 
his crop, as he looks t? obtain higher prices later in the year should the 
rains nQt be satisfactory or should there be shortage of food at some part of 
India which will increase the demand in his locality. 

" The reasons for bringing the respective portions of the crop to 
market, as above mentioned, by the small, moderate and large cultivator 
are common to all, viz., the obligation to pay their water or revenue 
taxes or both, and in a great many cases, to discharge their indebted
ness to the money lender who has helped them with advances to pay the 
expenses of cultivation and gathering their crops. 

"The Committee are of' opinion that sufficient means of storage do 
not exist to enable cultivators to hold up the whole of their crop to 
secure higher. prices on the chance of an extraordinary demand for 
wheat, but even if such storage did exist in however satisfactory a form 
the financial reasons just stated would preclude this being practicable, 
as the- cuitivator is forced to market a very larg~ portion of his crop 
immediately it is gathered. 

"The exporting firms do not deal direct with the cultivator but. 
make all their purchases through an agent who in turn buys partly from 
the cultivator, and partly from the "vania," or what is known locally 
as the grain merchant. As above stated the exporters' agents buy from 
the wMat stacked in the mundis at the time the new crop comes to market, 
but they also buy wheat for forward delivery; these transactions take 
place at different times during several months before the crop is ready. 
In such cases the exporter takes delivery of the wheat when deliverable at 
the railway station and in some cases in the godowns where he has go
downs of his own at certain important centres. 

" The purchases of the exporter are entirely governed by the demand 
whicli arises for the wheat in western Europe but principally in England, 
and this demand is in turD. governed by the supply of wheat grown in 
England or otb'lr countries, such as Russia, United States of America, 
Canada, Argentine and Australia, all these crops come into the market 
at a different time to the Indian crop, the result being that in conse
quence of the small quantity of grain m..England the importer there must 
have wheat to sell to the millers who, in the absence of other available 
wheat, are willing to pay a good price for the Indian wheat. The period 
when there is least wheat available in Europe is during the months of 
June, Julyand August and therefore the prices then rule high, so that. 

" -
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the importer instructs his agents in India, who are the exporters, to 
buy certain quantities of wheat at certain prices and it is this state of 
affairs that makes the exporter in India so anxious to obtain his wheat 
in time to ship it during the months of May, June and July, in fact he 
obtains a somewhat higher price for the May shipment than he does for 
the June shipment and again the June price is slightly higher than July; 
after that prices become more even.. It was stated to the Committee 
that, as the exporter can afford to pay higher ,prices for the above'~ 
three months' shipment, he can in turn afford and does pay a higher 
price to the owner upcountry in India for deliveries in these months." 

It was remarked not many years ago that the demand for wheat as 
people's food will go on increasing and that no country need therefore 
fear of over production so longas there are transport facilities at a 
reasonable price. 

Hitherto the principal taker, of India's wheat has been the United 
Kingdom. 

The imports of wheat into the United Kingdom from all countries, Position of 

per year, calculated on the average of the five years 1910 to 1914 were as I~~tn: 
WI .... ~n 

follows :- the United. 

United States of America 
Canada 
Russia 

- Germany 
Roumania 
Turkey 
Argentine Republio 
Chili 
Australia 
New Zealand 

Tons. Kingdom. 
1,121,502 
1,506,190 

682,986 
18,906 
39,706 

9,224 
699,181 

22,178 
611,768 
, 17,107 

whereas the imports from India into the Umted Kingdom on the same 
basis come to 929,326 tons per year, or India comes next to America 
and Canada. 

The percentage of imports of wheat into the United Kingdom from 
the various countries was as follows :-

- 1910. I 1911. 1912. I ~913. 1914. 
I 

'United States of America 10-4 13-2 18-2 32·2 32·9 

Russia . 27·5 18·5 8-2 4·7 7·0 

Canada 15·6 14-7 19·7 20·6 30-3 

India . 17·0 20-6 . 23·2 17·7 10·3 

Australia. . 12·5 14·2 10·9 9·6 11-7 

Argentine 14·4 15·0 IN 13·9 6·3 
/ 

Other countries • . 2·6 3·8 2·7 1·3 1·5 
-
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In . addition to, getting ,wheat from. foreign countries the United 
Kingdom also receives Hour from all countries, the larger takings hither
to being from America, Canada, France, Germany and Australia. 
The despatches of' flour from India to England for all practical pur
poses may be called" nil." 

The imports of wheat flour into the United Kingdom were as follows 
during 1913:-

Russia 
Germany 
Netherlands 
Belgium 
'France 

Italy . .' 
AUStria Hungary 
Roumania • 
United States Q£ America 
Argentine Republic 

Other foreign c~untries . 
British India 
Australia 
Canada 
Other British possessions 

Tons. 
119 

22,790 
2,120 
1,605 

15,085 
5,125 
4,985 
2,430 

307,882 
9,565 
1,220 

75 
17,454 

'208,428 
25 

After the war it will remah~, to be seen whether India will be in a 
position to capture some of the wheat and wheat flour trade that will be 
lost to the enemy countries. • 

In connection with the supply of wheat in the British market the 
following extract from the 'MeID.9randum on wheat for the British 
market by Sir James Wilson' st,!\te fully the difference in the qualities 
and trade conditions of the productions of various countries :-

" -4f! regards all Indian wheat the quarter means a net weight of 
4921bs. So that when the quoted price is 408. per quarter, this means 
that the buyer pays only 398. for 4S0 Ibs. The quotations are c.i.f. ; 
that is; the seller pays,th~ cost of insurance and freight, and the.buyer 
gets the' wheat delivered over the ship's side at the price stated. The 
bags are given free, and as the buyer'can get about Stl. a quarter for 
them, that means that he pays for the wheat itself Stl. less per quar~er 
than the price agreed on. The buyer gets off 2 per cent. discount and 
interest for 60 days at 5 per cent., or in a1121 per cent. so that if he pays 
cash, he pay:s 18. ld. 'per quarter less than the price agreed on (taking 
that pric~ as 408.). On the other hand, under the conditions of the Indian 
wheat contract, the buyer pays at the wheat price for 2 per cent. of barley 
gram and other feeding grains, and, of course, generally gets at least 
that. proportion. If we assume that those grains are worth to the buyer 

- half the price of whea~, this means that he loses 1 per cent., or, in other 
words, he would pay 1 per cent. more than the price agreed on, if he 
were sur~ of getting nothing but pure wheat. That is, he considers the, 
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wheat itself worth5d. more per quarter than he pays 'for the mixture. 
Making all these allowances, it appears that when th~ price quoted for 
Indian wheat is 40s. per quarter, the buyers really pay only 37s. Sd. 
for 480 Ibs. of pure wheat. _ 
- "British wheat is paid for in cash at 504 Ibs. to the quarter, free on 

rail, so that, without making any allowance for ·the varying railway 
freight, when it is quoted at 37s. a quarter, the buyer pays only 35s. 3d. 
for 480 Ibs; 

"In the case of Russian wheat, two per cent. discount is allowed, 
plus interest at fi~e per cent. for about 75 days, and the buyer gets a. 
mixture containing about four per cent. foreign matter, practically all 
cockle. The quarter is 492 Ibs., fi;0 that, after making all allowances, 
when Russian wheat is quoted at 398. 6d. per quarter, the buyer really 
pays 38s. IOd. for every 480 Ibs. of pure wheat he gets. 

" Argentine wheat is pa.id for by the gross weight at 480 Ibs. to the 
quarter, and is generally impor~ed in bulk. Inj;erest is allowed for 90 da y8 
from date of arrival of the bill of lading at a half per cent. over short 
deposit rate, say, thre~ per cent. The buyer expects to get about six 
per cent. of oats and other foreign matter, s,o that he really values the 
wheat at higher than the quoted price. It thus appears that when the 
buyer pays a nominal price of 37s. 6d. a quarter for Argentine 'wheat, 
he really values the pure wheat at 3§,i. 2d. for 480 Ibs. 

c. The eastern ports of the United States ~ow practically export only 
flour. White Walla wheat from California is bought at 500 Ibs. to the 
quarter gross weight. Interest is allowed for 60 days at about three 
per cent. After making all. allowances for interest, tare, and value of 
bags, when the quotation is 40s. per quarter, the buyer actually pays 
about 38s. for 480 lbs. of wheat. 

" Australian wheat is bought at 480 Ibs. to the quarter, and similar 
allowances have to be made in this case also; so that when it is quoted 
at 39s., the buyer pays 38s. 7d. for 480 Ibs. The wheat is practically 
pure. 

e, Canadian wheat is imported in bulk, and is practically pure and 
carefully graded. The quarter is 480 Ibs., I/.nd the only allowance to be 
made is that for interest, so that when No. 2 north~rn Manitoba is quoted • 
at 40s., the buyer actually pays 39s. IOd. for 480 Ibs. It appears that 
Canadian wheat is the most valuable wheat imported in any quantity. 
This is partly owing to its own quality, but partly also to its being care
fully graded and transpprted in bulk, so that it is pure and uniform in 
character. 

"About three-fourths of the wheat imported into the United King
dom from India come from Krachi, and all the wheat that comes from 
Karachi is classed in the LoIi.den market as soft wheat. Of the ~mports 
from Karachi about 55 per cent. consist of what is ,known as choice 
white Karachi, a soft white wheat; 10 per cent. of choice white Delhi, a 
more even-running soft. whi~e wheat; and 35 per cent. of red Karachi, 
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a. soft rea wheat. with Some raiher· hard grains. Thus nea~ly half of an 
the wheat imported from India is the choice white Karachi. which is 
very mixed in character, but mainly consists of soft white. grain, with. 
some admixture of red or hard grains, the fewer the better. Although 
wheat iIi the Punjab is often grown froIri mixed seed, there are ma.ny 
fields. vyhich produce wheat much more uniform in type than the cargoes 
which reach England, and what probably happens is that when a Punjab 
or Karachi merchant buys wheat for export to England, if the lot is large 
enough to make it worth while to handle it separately, and consists flf 
even-running soft white plump grains, with few red or hard grains, he 
ships it as choice white Delhi (very little wheat grown near Delhi really 
comes through Karachi) and expect. to get 6tl. or 9tl. per quarter extra 
for it. If the lot, while still consisting ehiefly of soft white grains, is not 
even, and contains some red or hard grains, he ships it as choice white 
Karachi, the standard class for export.. If it contains too many red or 
hard grains to be so classed, he mixes it with red Karachi, the inferior' 
class, which commands a price of 6tl. or Btl. per quarter below that of 
choioe white Karachi. He will not, if he can avoid it, buy for export to 
England any really hard wheat (that is, flinty or horny, as distinguished 
from dry or translucent) whether white or red. 

"Choice white Bombay, No.1 club Bombay and No.2 club Calcutta, 
which command a price in the bwldon market "from la. 6tl. to 9tl. a 
quarter above choice white Karachi, are all soft white wheats j and hard 
red Bombay, which is practically the only really hard wheat imported 
from In<¥a, is priced lowest of all, about Is. 3tl., below choice w~te 
Karachi. 

"Bioadly speaking then the softer ~nd whiter a parcel of wheat is, 
the better price does it command in the London market j and the more 
it consists of red and especially of horny and flinty grains, the lower is 
the price it Will fetch. Other qualities which tend to raise the price are 
the size, boldness, plumpness, uniformity, and healthy appearance of the 
grains composing the sample. . ' 

" When one compares the net prices· !l-ctually paid in the London 
market for 4BO Ibs. of wheat received ~OB1 different countries, it appears 
that the best Indian wheats fetch a price about a shilling a quarter.of 
4BO Ibs. below the prices of good Canadian wheat, and that choice white 
Karachi, which forms the bulk of the imports from India, is worth about 
28. a quarter below Canadia~, and about Is. a quarter ,below Australian 
wheat. When one sees the beautifully clean uniform wheats received 
from those countries, as compared with the mixed wheats received frem 

. India, the wonder is that the difference in price is not greater. Indi~n 
wheat commands in the London market a price about 2s. 6tl. per quarter 
of 480 Ibs. higher than average British wheat, its superiority over tne 
home-grown 'grain being chiefly due to its greater dryness. On the 
whole, Indian wheat is of a quality which meets the requirements of the 
British miller, and if we could only supply him with uniform cargoes of· 
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the best qualities of wheat now groWIl in India, they would command 
as good a price as almost any in the mar~et." 

The above remarks were made in I91O;and Mr.Duttin rus report of 
1915 on'the Rise in Prices in India states as follows :-

" India is able to spare'IO to 15 per cent. of its total' production 'of 
wheat for other countries, unless unfav-ourable agricultural conditions 
reduce the supply to, an abnormally low level, when not only do exports 
to foreign countries shrink to very small dimensions but the supply also 
becomes insufficient to meet the internal demand, and consumers of 
wheat have to take r~urse to rice and other kinds of food grains. 
Foreign wheat can hardly ever compete with the other grains of IndJa, 
and is, therefore, seldom imported to any substantial extent. 

" The foreign demand for Indian wheat is essentially different from 
that for Indian rice. Indian wheat is ordinarily inferior to the wheat 
grown in Russia, the United States, Argentihe and the other great wheat 

-exporting countries of the world. It does not actually compete with 
the wheat of these countries but is required outside India only to supple
ment deficiencies. Apart, therefore, from internal conditions affecting 
the supply, the eX}lorts are subject to violent fluctuations arising out of 
variations in the supply in other countries. In one yea.r, the demaud 
will be very large and, even if the Indian harvest is, abundant, prices 
will rise; in the following year, the_foreigrrdemapd may be largely re
duced owing to abundant supplies from Russia, the United States and 
()ther exporting countries, and, even # the harvest in IJ)dia be deficient, 
prices might fall. The Europeaxi" demand, therefore, 'exercises a very 
important influence on the price of Indian wheat. 

"The following stabement shows the productions, export ' and 
~vailable supply of 1"'heat in British India." , 

(In thousands 01 maunds.) 

• 
Net available 

Years. Total production. Exports. 
supply including 
wastage and re-
quirements for 

, seeds. 

1 2 3 4 
-

... 
/ 

, 

1908 . 14,65,45 35,47 14,29,98 

1909 18,91,~0 
I 

3,02,68 15,88,92 

1910 23,09,83 3,64,17 19,45,66 

1911 . . 23,60,77 3,94,28 19,66,49 
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The world's outtum of wheat in millions of bushels was :-
~ ----

I ~ . ~ 

I t ~ !.~ " IZI r:. -4 a .i 8 ~~ " " .. ' Q - , ~"'I .! r:. a .!l 1 '8- ! ~ 1l ~ .. ~ 
.. ~ ~.g ~ 

pO ~ ell '" o~ 0 ... "'I .... ..., 0 "'I 
r--: ---- ----. 

Average for 5 
yeara 1905 to 

693 531 842 279 220 171 187 120 8,839 1909 122 158 666 

1910 695 699 266 324 255 163 149 137 150 131 697 8,661 
-

1911 621 
4471 

316 843 252 192 149 148 216 146 668 8,51. 

-

. The price of wheat in -India and in certain foreign countries was as 
follows in 1912.and 1913, March to May-

INDIA. I UNITED ARGl!l'1-
RUSSIA. UNITED KIl'IODOIi. CAI'IADA. STATBS. TII'I!fJ. 

Bomba". Karachi. Win" ... I Chkago. BtunD. Odu,/J. LitJlW- London. . 
~I~ 

.Air". pool • 

'Date. Delhi r-=--
No.1 No: 2 No.2 Winter No.2 En~llsh 

Cholc. 
White Hard Barletta white White per Nor· Winter per wheat N.Mani white Karachi pessy 4921bs. thernper per 4S01be. per '1~8!~ per per per 480Ibe. 480Ibe. 4SOIl>s. 5041be~ 4921"'. 4921bs. ------ -- ----i-

- r 
I. ti. I. ti. i I. ti. I. ti. I. ti. I. ti. I. ti. I. ti. I. d. 

1912- , 
I • < 

/ March 3010 31 6
1 

... 33 6 ,32 8 .. .. 87 8 .. 
I 

April 33 9 32 6' 3' 1 35 4 .. 3611 .. 41 2 .. 
I 

May 31 8 31 6 33 9 B9 3 3110 36 6 .. 40 • .. 

1913-

March 32 8 33 0 27 &; 29 5 . - 86 4 86 8 36 2 .. 
1A.prll . 33 4. 32 0 29 3 30 7 .. 34 6 .", I 87 II .. 

I 

May . 3211 30 
61 

29 7 29 8 31 6 34 1 37 1 87 8 .. 

The reasons for taking 492 lbs. to a quarter for Indian wheat have 
already been explained in Sir James Wilson's Memorandum, extract 
from which bearing on this point has already been given. 

The jollowing table gives a comparison of the difference in pric~8 of 
Indian wheat between those charged in the Punj').b and those paid in 
England. . 
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Average ·price Differenc& be-in England tween Punjab . Rupees per Sbillings per and Wales and English Calendar year. maund. quarter. of Indian price. Shil-Wheat. Shil-
lings per lings per 

quarter . quarter. 

. 
1901 - 2·6:; 21·2 29·8 8·6 

1902 2·52 20·2 31-1 10·9 

1903 2·45 19·6 29·8 10·2 

1904 2·26 18·1 31·3 13'2 

1905 . 2·67 21-4 32·7 11·3 

1906 2·73 21·8 31-2 9·4 _. 
1907 2·90 23·2 33·6 10·4 

1908 4-19 33·5 35·0 1-5 

1909 3·67 29·4 39·7 10·3 -. 
It_was remarked in 1910 that so long as there was a difference of 

108. per quarter between the PUnjab and the English prices the Punjab 
wheat could have a good chance in the Lond<?n market as will be seen 
from the following remarks of Sir James Wilson. 

" The Railway freight of wheat from Amritsar, one of the principal 
Punjab markets, to Karachi, a distance of 816 miles, is lOt annas per 
maund, or 58. 3d. per 'quarter, and the freight by sea ·from' Karachi to 
London is now about 168. per ton of 18 ewt., or 3s. 10d. per quarter, so 
that the total cost of carriage would be 98. 1d. per quarter, and, allowing 
for insurance, profit, etc., it would seem that it should 'pay to export 
wheat from the Punjab to London, whenever it can be bought in the 
Punjab, at, say, 118. per quarter below the Lo.ndon price." 

The average wholesale prices of whe.at in India at the three ports and 
some of_ the important centres were as follows before the war :-

, Pu MAUND O~ 82 LBS. 

-
)lombay. I Karachi. !JUbbulPur. Irawnpore.1 La/\ore. Calcutta. Meerut. --_. _. __ 1 ___ , 

Re. A. P. R, •• A. P. Rs. A. ~'I Rs. A'-P. Re. A. P. Re. A. P. Re. A~ P. 

January. S 9 6 4 0 S S 14 II S 10 S S S 2 3 611 S 911. 

February 812 6 4 2 9 4 1 9 S 10 S S 9 0 3 12 0 4 1 5 

March 3 15 6 4 1 9 4 1 9 4 0 0 310 3 8 12 0 S 13 0 . 
April S 15 0 4 2 0 S 15 3 :I 7 6 S 9 0 3 8 0 311 2 
May S 10 6 , 2 0 S 13 11 i 3 5 9 3 5 4 S 5 5 3 6 7 

~he ruling prices at the porta eombined with the railway freights 
generally decide th~ flow of traffic. Taking the month of March and " -I.' ". y 
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with the price nJI.ng at Ca~pore at Rs. 3.12-0, it was not possible for 
either Calcutta or Bombay to d!)- any business except such business 
which had already been transacted and contracted for under the forward 

. sal~ system. The' prices quoted at these ports were Re. 3-"15-0 and· 
"'Rs. 4-2·0, whereas with the railway freight of Re. 0-5-3 to Calcutta and 

Re, 0-7-0 to Bombay, the total cost of the Cawnpore production would 
be Re. 4-1-3 at Calcutta and :Rs. 4-3-0 at Bombay. Such prices cannot 
hold on and the price came down in April to Re. 3-8-0 at Ciwnpore and 
with Calcutta price at Re. 3-15-0 and the Bombay price at Re. 4-2-0, 
the latter port would.command the traffic as the margin of profit would. 
be greater in the case of Bomba! buyers even with higher Railway 
freight to that port thus :-

Cost at Cawnpore • 

Railway freight to Bombay 

Bombayquotation 
-

Margin of difference 

Cost at Cawnpore • 

Railway freight to Calputta 

Price in Calcutta • 

Margin of dHference 

TOTAL 

TOTAL 

Re. A. P. 

380 

070 

315 0 

420 

030 

3' 8 O. 

053 

3 13 3 

315 0 

019 

'rhe average price per maund of wheat in Calcutta, Bombay and 
Ka!8chi for t~e years 1908, 1909, 1910, 1911 and 1912 are given :-

Year. Calcutta. Bombay. Karachi. 

R8. A. P. Re. A. P. Re. A. P. 

1908 5 9 7 6 1 3 5 0 1 

1901' 415 0 5 13 0 4 .12 9 

1910 3 15 3 5 i4 1 , 2 3 

1911 314 7 ·5 1 10 4 0 4 

1912 
" 

- 4 1 4 5 13 5 4 611 

, 
The Bombay prices were generally the highest, Karachi came next 

high o.uring 1910 to 1912. 
Karachi commands a large wheat area and from most. districts in the

Punjab (except from places close to Bhatinda, Kot Kapura, Rew-an and. 
Delhi where Bombay can compete), the railway fre~g"Jlta.Jo K~cbl peing 
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much lower because of shorter distances, it draws the traffic in com
petition with Bombay, ~ven though the Bombay prices may rule high. 

-The sea freights for wheat from 1908 to 1912 to the United Kingdom. 
from the three ports were as follows :- " " # 

Steamer freight on 'Wheat to Eng70!nd per ton. 

-
I I -- 1908. 1909. 1910. 1911. 1912. 

• 
£ 8. d.1 £ 8. d. £ 8. d. £ 8. d. £ 8. d. 

c a\cutt&- I 
London o 13 3 o 17 11 1 0 1 1 2 61 1 10 0 

Li\'~rpoo\ 013 :\ o 18 4 1 0 6 1 2 61 1 10 0 

Bombay-
London 0 9 6 o 12 1 o 13 0 015 6 1 3 0 

Liverpool 0 8 2 '0 12 4 o 15 0 o 16 6 1 5 0 

Karat'hi-
Liverpoql, . 0 9 0 o 14 0 o 15 0 01511 1 0 6 

, 

The difIerence between the freights to London during the following 
years from Calcutta and Bombay were as follows :-

£ 8. d. 
1908 0 3 9 
1909 0 510 
1910 0 7 1 
1911 , 0 7 1 
1912 0 7 0 

Taking the average difference at £0-7-0 or 84d. per ton (i,e., 
As. 84 + 27 per maund) between the Calcutta and the Bombay steamer 
freights, the difference per maund comes to 3! annas, and thus Bombay 
was able to offer a. better price than Calcutta. The steamer freight 
from Karachi does not compare unfavourably with Bombay according 
to the figures given in the statement ~bove. It is also significant 
to note that in 1908 the steamer freight from Calcutta. was at its 
l.owest figure taking the freights from that port for the years 1908 to 
1912, a.nd during "that year "Calcutta offered the best price for wheat 
taking the prices ruling at that port from 1908 to 1912. 

The question of providing elevators for wheat in the Punjab was Eler-a/orB. 

examined by a committee appointed by the Railway Board in 1909, 
anA·it was d~cided that if the Local Government provided elevators at 
plaoes in the .Puniab the railway would afford facilities in the way of 

y2 
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providing siding accommodation to the elevators and also supply certain' 
DU:mber of wagons fitted to carry grain in bulk. Elevators would assist 

. the ryots in storing grain in order to encourage ryots or the merchants 
in hJ.dia (who can afford to buy and store...jvheat) to keep the grain in 
elevators awaiting a rise in the market, although it was held that the 
ryotii generally must dispose of the grain soon after it was harvested. The 
pric~s o~ wheat in winter in England being higher it was held that the 
traffic could be held back in India to the advantage of the Indian ryots, 
zemindar~ or banias, whoever can hold the grain till then, and that 
mstead of all the trafll~ being rushed through in 3 or 4 months it would 
be distributed throughout the year.· 

The traffic carried by the following railways in wheat and wheat 
flour was as follows during 1910 to 1913-14 :-

1910 -

1911 

1912 

1913 

191Q. 

1911-

i912 

1913-14 

NORTH WESTERN RAILWAy. 

OUDH AND ROHlLKHAND RAlLWA.Y. 

GREAT INDIAN PENINSULA. R.uLwAY. 
~ 

19]0 

1911 

1912 

1913·14 

~1910 

tDll 

1912 

1913·14 

EASf INDIAN. RAlLWA.Y. 

Wheat .. 

Tons. 

1,146,061 

1,290,804 

1,704,409 

1,344,357 

230,468 

246,721 

302,098 

216,776 

184,138 

321,395 

404,437 

500,709 

349,030 

402,943 

474,068 

321,154 

Wheat flour. 

Tans. 

73,486 

82,782 

88,756 

98,495 

18,706 

21,062 

21,229 

21,115 

19,909 

20,263 

24,912 

25,164 

40,009 

40,349 

43,030 

47,326 
t 

• Wl1eat 1l1ev(p.tor is Ilearly ready or allt'adynrkinS.,at "~!))fur. 
. , 



WHEAT. a09 -, 
Wheat. Wheat Hour. 

BENGAL NAGPU& RAILWAY. Tons. Tons. 

1910 83,707 6,851 

1911 122,15~ 6,617 

1912 90,936 7,184 

1913·14 80,029 9,532 

BOMBAY, BARODA AND CENTRAL hUlIA 
(BROAD GAUGE). 

1910 118,153 8,050 

1911 117,936 9,970 

1912 153,068 12,944 

1913-14 131,337 , .l.O,841 

BOMBAY, BARODA AND' CENTRAL INDIA 
(METRE GAUGE). 

1910 183,188 10,589 

1911 248,705 13,191 

1912 261,119 16,377 

1913-14 215,306 16,527 

BENGAL AND NORTH-WESTERN RAILWAY. 

1910 92,196 4,434 

1911 106,666 5,235 

1912 118,502 4,583 

1IH314 94,22Q 9,226 

ROHILKUND AND KUMAON RAILWAY. 

UHO 64,531 2,18; 

1911 64,123 2,427 

1912- 82,218 2,159 

1913-14 65,715 3,612 ' 

JODHPUR-BIKANER RAILWAY. 

1910 81,792 2,614. 

1911 168,615 3,O6!) 

1912 172,03\ 2,925 

te13-a ., 166,910 3,l!I3 
... 



S10 MONOGRAPH oii iNDiAN RAiLWAY BATES. 

To analyse these figures detailed statistics of station to station traffic 
for 1911 for important railways have been examined and they are 

-commented upon in the following paragraphs. 

Dealing first with the North ,Western Railway, it is found that the 
total wheat traffic of this Railway in 1911 was 1,290,804 tons or 35,135,685 
maunds, of which bookings to Karachi alone amounted to 30,578,676 
maunds giving the North Western Railway an earning of Re. 1,51,05,724 
on Karachi traffic whic~ works out to Re. 0-7-11 per maund, and taking 
the export rates to Karachi that were in force at the time (1911) this rate 
was charged for distances of 601 miles so that the North-Western Railway 
got a very good average rate and lead on export wheat traffic. 

Nortll-Wutern The -traffic in wheat from the North Western Railway 'to Bombay 
Railway WMaI and' Calcutta was as follows ._ traffic and ' • 
rat~". 

TO

Calcutta 

Bombay 

l'IIo.unds. 

23,763 

216,019 

T4e higllellt lead on traffic to Bombay via Delhi (the despatches vid 
the junction being most to Bombay) was 195 miles, and 65 miles via 
Ghaziabad, and 89 miles via Bhatinda, whereas great bulk of the traffic 
to Calcutta was made over by ,the North Western Railway at Meerut 
a.nd some via Ghaziabad, and on via Meerut traffic the North Western 
Railway lead was less than 20 miles. 

\ The North Western Railway scale rate for grain (Col. H. rate) is as 
follows :-

,Telescopic seale. 
Pie per maund per mile. 

For first 150 miles 1 . , 
For extra diStances over 150 but not exceeding 300 miles i 

For extra dietances above 300 mil J8 but not exceeding 450 miles • 1 
For extra die~anoes above 450 miles 1 

plua a terminal of 3 pies per maund. 

These rates apply generally, except that lump sWn rates lower than 
this scale are in operation for export traffio to Karaohi for distances of 
ntore than 300 miles. 

'T1?-erefore the North Western Railw:ay rates to rival ports are not, 
"block rates," because .the North Western Railway rate starts with, I 
pie per maund per mile, whereas the Bengal Nagpur, East, Indian and 
Great Indian Peninsula Railways' rates on grain to rival ports start ~t 
i pie per maund per mile, and 8 to 9 pies terminals are charged. .-
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The principal wheat despakhing stations on the North Western 
Railway are aa follows and the traffic forwarded from- each of these sta
tions or group of stations during 1911 are shown below:-

lIeerut "
MuzafIamagar 
Saharanpur • 
AmballaCity 
Ludhiana 
Phagwara 
JuUundur City 
Amritsar 
Stations on Delhi-Lahore section 
Gujarkhan • 
Multan City and Cantonment • 
Stations on the Lahore·Rohri section 
Khanpw:.. 
Stations on the Rohri·Karachi section 
Sukkur 
Sangla Hill • 
Chinio!; Road 
LyaUpur 
Gojra • 
Tohatek Singh 
Sargodha 

.. 

Maunds. 
444,002 
572,973 
397,153 
419,336 
316,839 
741,351 
670,800 
83,700 

2,230,077 
195,840 
347,710 

2,170,335 
57,988 

333,125 
1,040,362 

961,428 
837,212 

1,579,178 
1,889,461 

974,399 
911,108 

The distances and the old and new rates to Karachi are as shown 
below:-

Rate per 
Rate per 
maund in 

maund ~ force previous 
present. to October 

1916. 

Miles from Karachi. Re. A. P. Re. A.. P. 

948 Meerut City 0 9 9 0 8 1 

933 Muzaffamagar 010 0 0 7 10 

897 Saharanpur 0 9 10 0 7 6 

842 AmbaUaCity 010 3 0 8 

806 Ludhiana o 10 10 0 9 8 

816 Phagwara 011 1 010 0 

802 JuUundur City 011 3 010. 4-

786 Amritsar • 011 6 010 6 

727 Ferozepore 010 3 0 9 0 

765 Lahore 011 2 010 0 
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Rate per 
Rat. per 

Milos from Karaohi. 
maund in , 

maund at foroe d:reviouil 
present. to otober 

1916. 

Rs.~. P. RB.~. P. 

864 Gujarkhan o 12 3 OIl 6 

575 Multan City 0 9 3 0 7 0 

428 Khanpur 0 7 0 0 :;.9 

299 Sukkur 0 5 10 0 4 6 

711 Sangla Hill 010 8 0 9 6 

684 Lyallpur 010 5 0 9 3 

653 Gojra 010 1 0 8 9 

636 Tobe.tek Singh 0 9 10 0_ 8 8 

721 Sargodha o 10 10 0 9 9 

282 Larkhana. '0 3 D 0 3 9 

731 Kasur o 10 4" 0 9 6 

Except in the case of Gujarkhan the enhanced rates are not higher 
thanRe. 0-11-6 per maund, and accordingto Sir James Wilson's ~alcula
tions 10 to 11 annas were considered to be about the rate suitable from 
the Punjab to Karachi which would admit of movement of wheat to the 

-London market taking the railway freight, steamer freight and the price 
in the Punjab and the London price into account. What rates will be 
suitable, aft.er the war is over, is a question which is difficult of decision 
at the present moment.- The total supplies of London from all wheat 
producing countries, the steamer freights from all such countries, and 
the prices at the place of production and in London, will decide the 
point.- But the following factors might be borne in mind. 

1. The rise in steamer freights will be all around and will not be 
cqnfined to cargoes from India alone. 

2. For a time, the supplies from the continent of Europe WHl---be 
of a limited nature whereas supplies from India will be no 
less than what India has supplied in the past unless t~ere 
is scanty rainfall or an unfavourable season in some 
other way. 

3. India will, however, have" to compete with supplies from the 
United States of America, Canada and Argentine Republic, 
and if the steamer freights from those places are lower, 
India will be at a disadvantage, but the general curtail
men,t of supplies from Europe will give India a chance, at 
any rate for a few years after the war. 
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There will be a rise in the prices owing to- restricted freight being 
available and the slight rise in the railway rates to the extent of 
Re. 0-1-3 to Re. 0-2-4 per maund can not do much harm ill the way of 
restricting the despatches from India, but a great deal will depend on 
the freight available for the carriage of produce from the different. 
countries which supply England. 

It cannot be said that the railway rates on the North Western 
Railway are not lower for longer distances than for shorter distances. 
This maybe said to be -due to a certain extent;-

1. to rates. at places like Delhi,._ Amballa, Amritsar, Meerut, 
Saharanpur, Muzaffarnagar, Ferozepore having to be 
low necessarily for longer distances than for stations in 
the interior owing to existence ofcQmpetition with Bombay 
and Calcutta at the former places, 

2. to so many junctions and parallel lines on tlle North Western 
Railway. 

But on the East Indian Railway, the rates on parallel lines were 
. adjusted on the basis of rates from corresponding stations on the main 

line and the ~st Indian Railway rates !}olso rule the rates for Oudh 
-and Rohilkhtxid Railway and the Bengal andN.,orth-Western Railway. 

Now to refer again to the rates of the North Western Railway:-

The rates to Karachi are from-

Lahore for 70S miles . 

Jullundur for 802 milos 

Ludhiana for 806 miles 

Amritsar for 786 miles 

Rs. A. P. 

o 11 2 

o 11 3 

o 10 10 

o 11 (; 

, . 

which iriight have been a group rateo£ Re. 0-11-3, and this rate would 
have commanded the area around these centres except at places near 
l!'erozepore and near Amballa. 

According to Government of India list. of 'mills and factories there 
arc the following flour m!lls in the Panjab and Sind :-

Amballa City 

Bhatinda 
Lahoro 

Sikarpur 

besides the mills in Delhi and Karachi. 

Amritsar. 
Forozeporo. 
Sukkur 

'l'he railway traffic in wheat and flour to and from these places were 
Il.§.follows although each of the above places are wheat centres and 110 
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large quantity of wheat was available for purchase locally in addition 
to the quantity brought by rail :- . 

(Figures /01' 1911.) , 

WBBAT. Won FL017B. , 
Names 01 stations. Quan· Average Average Quan· A verDge I A yer~ge .. tity Earn- rate lead tlty Ear.· rate lead 

received. Inge. per In dee· logs. pw 10 
maund. mlIee. patabed. manod. m1lee. 

-- ---- -- ----
Maunda. Re. A. P. Manoda. Ra. A. p. I 

! 
Amba\la Cantonment and 190,4S5 ~2,217 

1 10 I 71 295,839 '6,271 II IIi 108 
City. 

i 
Lahore • 147,653 12,2711 1 4 '1 7,301 1,286 210 I lit 

Amritear 24,537 3,230 2 11 8' 81,570 8,727 111 : 78 

Forozeporc 34,077 4,217 2 0, 8' 6,899 790 1 10 I 70 

Sukkur • . ' 31,725 4,462 2 It 92 21,218 8,687 2 • 1111 

Shikarpur 431,7113 85,365 8 2 Ul 274,945 67,361 811 lU 

Deihl 40,3311 8,452 1 , 40 27,U9 2,217 1 4 40 -
BbatJnda 135,508 23,052 II 0 120 81,908 18,488 • II 166 

The above statement discloses the following facts :-
1. The average lead on wheat received by rail b"!-the mills was 

, less than 150 miles and generally between 70 and 95 miles 
-on which the rate charged was Ith pie per maund per mile 
plus 3 pies terminal. 

2. Similarly in the case of flour each mill did not oommand a 
large area', tne highest average lead on flour traffic being 
164 miles. 

3. ':fhe wagons carrying wheat to the mills got back loads of 
flour, 

Thus indicating that although the traffic to and from the mills is for 
short lengths, the traffic gives loads to wagon in both directions at 
paying rates and that if rates for long distances are reduced the railway 
earnings on present traffic cannot be affected, while long distance traffio 
will be encouraged. 

EAST lNi>IAN RAILWAY WHEAT TRAFFIO. 

The figures of wheat traffic to Bombay froIQ the East Indian Railway 
have been given in chapter VII on Maxima and Minima. rates and they 
are, therefore, not repeated here, and the terminals and rates on such 
traffic .have also been discussed in the chapter on .. undue preference 

. and block rates." . ' 
The East Indian Railway'lraffio in wheat is principally to Calcutta, 

part of which is consigned to Khidderpore Docks and the remainder 
to Rowrah. The traffic consigned to the Docks is for direct shipment, 
and of the traffic to Ro.wrah a portion is also eventually shipped. The 
East Indian Railway goods she~ at Rowrah provide faC(lommodation. 



315 

for brokers, and buying and selling is done there and a portion of the 
produce brought to Howrah is sold to -expOl:ters and is repacked in 
double bags and sent on by boats across the river Hughli to the Docks 
for shipment. 

Out of the total traffic in 1911 of 402,943 tons on the East litdian 
Rai!way the quantities of wheat received at Howrah and at the Khidder
pore Docks were as follows during 1911 ::..-

Howrah. 
Khiddcrpore Docks 

1st half 1911. 2nd half 1911. Total. 
Tons. 

93,255 
115,227 

Tons. 
84,035 
31,729 

Tons. 
177,290 
146,956 

324,246 

The total earnings of the East Indian Railway wheat traffic in 1911 Ea81 Indian 
were Rs. 22,69,946, of which traffic from the Bengal and North-Western Rh!,way 

Railway aI\d the {)udh and Rohilkhand Railway to Calcutta (Rowrah:oo rat~l!'c 
and Docks) contributed no less than Rs. 14,01,293. The.traffic via 
Mokameh Ghat and via Moghalserai was as follows:-

Via Mokameh ghat traffic. 

East Indian Rail· Tons. Rs. Average rate per maund. 
R.A.P; wo.ylead. 

284 miles. 64,137 3,38,947 0·3·1='13 pieper maulld per mile. 

Miles. 
419 

Via Mogha7serai traffic. 

Tons. 
171,356 

Re. 
10,62,346 

Average rate pCI' maund. 
R.A.P. 
0·3·8='105 pie per maund per mile. 

It will be seen that the traffic via Mokamehghat did not give the 
East Indian Railway a higher rate than between fth and Ith pie per 
maund per mile Q.nd the rate via Moghalserai averaged between T1o-th 
and ith pie per maund per mile. . 

The enhancements that have been made in the East Indian Railway 
rates will tend to increase these figures to ith and Ith pie per maund 
per mile respectively or slightly more. The rates from particular stations 
will be referred to when we come to the Oudh and Rohilkhand Railway 
and the Bengal and North-Western Railway rates. . 

The principal local stations on the East Indian Railway sending 
wheat to Calcutta were as follows and the old and new rates work out 
as under:-

Distances from Oalcut~Or-
Present rates. Old rates. 

Miles. Rs A. P. Rs. A. P. 

202 Rajmah&l 
} LOop line 

0 3 5 (400 maunds) 0 2 9 
219 Sahebganj • 0 3 7 0 3 4 
24.5 Colgong 0 311 .. 0 3 4 
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Distances Irom Oalcutta- " 

Presen~ rates. Old rat", 

Mile3. R8. A.. P. 'Ra. A.. 1'. 

{ Kh . i River out agencies 0 5 3 (400 maunds) i 
296 G ag:arJa on the loop line 0 , 3 

ogrl viIS Mong~r ,0 , 6 .. , 

332 Patna 0 411 .. 0 , 8 

411 Buxar • On chord lino 0 5 9 
" 0 5 3 

:i36 Sas:uam . (On Grand chord) 0 5 Z .. 0 5 2 

Rates irrespective of load. 

537 Bharwari 0 610 0 5 3 

f:64Khaga 
, 

0 6 10 0 5 3 

633 Cawnpore 0 6 10 0 5 3 

720 Etawah 0 8 0 0 6 0 

'820 Farukhabad (branch line) 0 8 10 0 6 io 
806 Hathras 0 8 9 0 6 9 

825 Aligarh 0 811 0 611 
856 Khurja City 0 9 0 0 7 2" 

86/i Bulandshahr (branch line) 0 9 1 0 7 3 

891 Ghaziabad . 0 9 3 0 7 5 

The foremost feature in these rates is that whether the stations' are 
sltuated on the Loop line close to the river Ganges, or on the chord line, 
or on the Grand Chord line, or on a-branch, the charge for a lesser dis
tance is not greater than for a longer. To observe this principle it will 
be seen that the low rate quoted at Cawnp'ore has been applied 
differentially as far as Bharwari (i.e., 633 mile rate has been applied 
differentially up' to 537 miles). 

It may, however, be argued that this principle has not been applied 
in the matter of through rates in that the East Indian Railway propor
tion of through rates say from the Oudh and Rohilkhand Railway or 
from the Bengal and North-Western Railway are lower than the rates 
applying locally from' stations nearer Calcutta than Moghalserai "Or 
Mokameh. Bu~ the two cases are not analogous. In the case of the 
through rates the public are concerned in the sum of ,the through rates, 
i.e., in the charge on the whole distance. If it be brought forward as 
an argument that while the rate from Sasaram, 356 miles from Calcutta, 
is Re. 0-5-2 per maWld, that vi4 Moghalserai, 419' miles, on Babrala 
traffic is Re. 0-4-4, the reply to this point will be that the through 
rate from Babrala to Calcutta is Re. 0-9-3 for 833 miles, which is 
based on the Aiigarh-Howrah rate of Re. 0-8-11 for 825 miles. So that 
if rates from stations of origin to destination are compared distance 
for distance tIie rates are fair. ' 
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The scale rates for all grain pulses and common seeds on the follow- Scale f'ale8 

ing railways work out as under:- ' ~~w~~~ 
__________ ~------~----~--------------~----~------~aiMon 

I Bomba", ! aU Indian 

lIilea. 
Ea..t 

Indian 
Railway. 

North 
"'estern 
Railway. 

J I Oudh -Groat . Baroda d RailwaY8. 
Indian I ami . Ranhil Bengal 

. 0 - Nagpur 
Pe~l1sula I ~ent~al I khand l~ailway. 
Railway, India I' R '} ! Railway, 0.1 way. 

------~~/I--~---I.-------I--,-----i ,------~-------

50 • 

75 • 

100 • 

150 . 

Rs. A. P. Rs. A. P. 

o 1 8 o 1 8 

o 1 10 0 1 10 

023 024 

Rs. A. P. ' Rs. A. P. ' Rs. A. P. Rs. A. P. 

o 2 4! 0 LI0 0 2 2' o 1 8 
I 

029 1 024 I 

035 030 

027021 

02.7029 

o 2 10 0 3 4 _ 0 4 10 0 3 4 0 3 0 0 4 2 , 
200. 0350420630311 0310 057 

250. 0400510770540460611 

300 • 0 4 6 0 5 11 0 9 - 0 0 6 3 0 4 8 0 8 4· 

350 . 0 5 2 0 6 7 0 9 5 0 6 9 0 5 4 0- 8 8 

450. 0620711 095 077 069 090 

500 .. 1068086095080075081 

600 • 

650 • 

700 • 

750 • 

078 ~ 9 7 095 086 
I 

o 8 1 0 10 0 0 9 5 • 0 8 9 

o 8 6 0 10 7 0 9 5 0 9 0 

o 8 10 0 11 1 0 10 1 0 9 3 

Scale 
BI 

Col: 
'R 

Col. 
J 

Scale 
A 

.,/ 

Col. 
o 

0_710 

060 

066 

o 6 11 

Scale 
Q 

There are, however, special lump sum rates, which are generally 
lower than scale rates, applicable on export traffic to the port, which 
gives the railway on which the traffic originates the longest lead. 
The Great Indian Peninsula Railway rates are the highest, except for 

,distances 600 miles and beyond, w~en the North Western Railway rates 
become the highest for long distance traffic. It will be noticed that 
the East Indian Railway rates are the cheapest for all ,distances up to 
600 mi~s. . 

The Bengal Nagpur Railway rates.are the highest, next to the, Great 
Indian Peninsula Railway, for all distances 150 to 450 miles, but for long 
distances beyond 600 miles the Bengal Nagpur Railway rates are --the 
lowest. But in, the first place the traffic on this line over 600 miles is 
nominal, and it is particularly to be noted that while the rate for 250 
miles is Re. 0-6-11 that for 750 miles also is Re. 0-6-11, while the rates 
for 300, 350, 450 and 000 miles work out to Re. 0-8~4. Re. 0-8-8, 

\ 
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Re. 0-9-0 and Re. 0-8-1 per maund respectively.. Further when the" 
traffic goes to Bombay the .Bengal Nagpur Railway rates for distances 
up to say 150 miles are very high-as high as those of the Great 
Indian Peo.insula Railway-

·Bengal Great - India.n Miles. Nagpur Peninsula Railway. Railway. 
Re. A. P. Rs. A. P. 

50 0 2 1 0 2 1 
75. 0 2 6 0 2 7 

100 0 3 5 0 3 3 
150 0 410 Q 4 8 

It can therefore be said that low average statistical cost of working 
of a railway (Bengal Nagpur Railway for instance) or a low average rate 
is no proof that such a railway always charges even a commodity like 
grain at low rates. Their low average rate is purely due to the heavy 
coal traffic.' , 

Great Indian Peninsula Railway. 

Out of the total wheat traffic of 8,748,369 maUnds 5,789,216 maunds, 
were for Bombay and the bookings to this port were principally from 
the following stations :-

From I ilia"," i "" .. PO' Miles. 
I • I maund .. 

IRs. A. P. 

r·~n 
25,683 i 0 4 0 113 

I 

Bombay Presidency Nasik . 71,289 : 0 4 117 

. Main ~ine. _Nandgaon 
25,3331 0 5 4 162 

~ LaBalgaon 256,250 J) 411 147 

Harda 381,096 0 9 0 417 

Timarni . 124,620 0 8 9 435. 

Main Line, Central Banapura 147,336 0 8 9 443 
Provinces. 

!tarsi 79,046 0 8 9 464 

Semri 104,775 0 8 9 488 
Central Provinces 

Jubbulpur branch. Pipariya. 223,350 0 8 9 505 

Gadarvada 79,333 0 8 9 536 

t~ . 162,061' I 0 8 '9 554 

. Gotegaon 124,297 0 7 9 583 

Shahpura 56,892 0 7 6 597 

·The Bengal Nagpur Railway have Bince introduced the following teleacopio rate. 
for wheat andother grains and seeds :- -

For distances up to 300 miles 1rd pie per maund per mile plus for any additional 
distance above 300 miles {.;th pie. Therefore, the disparity in ratel pointed out will 
not now exist. . 
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From I Mannlls. I 
Rate per Miles. mannd. 

- ----~~ . I 
I 
Rs. A. P. -

Jnbbnlpnr 200,740 0 7 0 616 
Central Provinces ~ 

Jubbulpur branch Nagpur . 47,391 }o 7 0 520 
-con/d. 45,230 

ViII Gwalior (from G. L. 25,125 
Railway). 

roo . 63,235 0 9 7 607 

Central India, Main Bamora 174,728 0 9 7 597 

Line. Bhilsa 288,937 0 9 7 555 

Bhopal · 51,822 0 9 7 521 
-

Cawnpore branch, { Cawnpore . 30,719 0 8 7 840 

United Provinces. Kunch 34,801 0 9 5 767 
I 

Katni branch, Central { 
Saugor 503,742 0 9 7 654 

Provinces. Damoh 458,978 0 9 6 702 · 
Central India Bina { Guna · · 130,888 0 9 7 681 

Kotah branch. Baran 318,469 0 9 6 754 · 
U j j a i noB hop a I{ Shnjaulpur 102,557 0 7 3 571 

. branch, Central· 
India. Akodia • · 44,642 0 7 3 579 

Agra-Delhi Chord Kosi · .- 62,97.2 0 9 4 894 
Railway, United 
Provinces. 

Central Provinces ~East Indian Railway 
Jubbulpur.' 

viII 115,574 0 7 0 616 

United Provinces East Indian Railway 
Delhi. 

viII 208,486 0 911 957 

\ 

Bengal and North-Western 36,720 840 , Railway viII Cawnpur. between 
0 8 0 

Cawnpore branoh. and , 
United Provinces. 0 8 7 

per 

Oudh and Rohilkhand Rail- 81,521 maund. 
840 

way vi4 Cawnpore. 

Agra-Delhi Chord North·Western Railway viII 52,228 0 911 957 . 
Railway, Panjab. Delhi .. 

{ ....... N ...... R,.."" .... 1,340,880 0 7 0 520 
Nagpur branch, Cen- Nagpur. -~ 

tml Provinces. - Bengal Nagpur Railway viII 449,296 0 7 0 616 
Jubbulpur. 
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It has already been observed that the Great Indian Peninsula 
Railway rates for grain, as compared with the rates of other lines, are on 
the whole rugh. 

It "in also be noticed that while the rate from Jubbulpur is Re. 0-7-0 
'for 616 miles the rates for stations nearer Bombay· are higher; for 
instance, while from all stations, say Kareli to Timarni (for distances 
554 to 435 miles), a group rate o( Re. 0-&-9 is quoted, the rate from 
Harda on the same line of the railway is Re. 0-9:0 for 417 miles. It 
does not, however, seem that this higher rate has affected the traffic 
in any way, because taking all stations Jubbulpur to Harda, the 
quantity despatched from Harda was at the highest figure. Harda 
is a changing station from which goods trains start, it gives a bigger 
traffic, and the merchants at· Hard& may say that they are not 
accorded the same treatment as merchants at stations further away 
from, Harda, which include road side stations with lesser traffic. 

The rates ~om. stations Jubbulpurto Gotegaon, for distances of 
616 to 513 miles,liore still lower for longer distances. This is because 
the East Indian Railway rate frOm Jubbulpur to Howrah is Re. 0-8-0 . 
per maund for 733 miles. But a group rate of Re. 0-8-9 or a rate of 
Re. 0-9-0 per maund seem to be possible for all stations Shahpura 
to Harda (597 to 417 miles) if the Jubbulpur rate ·had heen fixed a~ 
Re. 0-9-0 as only one anna diffetenctl in favour of Calcutta cannot 
have much effect on the despatches to either port 

The rates on the Jubbulpur-Gadarvada section of the Great 
Indian Peninsula Railway have some relation to rates on the Katni
Saugor . section (which runs parallel to and north of the former 
section and there are pucca roads running from Damoh and Baugor 
to Jubbulpur and Karachi on the Jubbulpur branch); but it is 
observed that the rates from' Baugor anJ Damoh. two important 
stations on this latter section,'to Bom,bay are quo~d at Re. 0-9-7 
and Re. 0-9-6 respectively, .so that a rate of Re. 0-9-0 from stations 
on the Jubbulpur line will not be such as to divert the- traffic or 
to affect the traffic adversely, J>ecause the traffic from stations with 
Re. 0-9-0 rate is bigger. This will avoid disparity in rates, which now 
eliSts. ! 

. Besides the traffic to Bombay, the next important traffic in wheat 
is that'to the cotton producing district stations, such as the followIng, 
which rec~ived the traffip noted ag&inst each station :-

Maund&. 
Jalgaon .- 116,"3 
Dhamangaon 114,214 
Amraoti . 100,829 
Malkapur • 59,727 
Nandura • '0 53,466 
Shegaon 64,482 
Akola 39,436 
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The traffic to such stations give loads to wagons in both directions, 
for the wagons coming in with grain are back loaded with cotton. The 
traffic received at Amraoti paid an average rate of Re. 0-6-2 per maund 
(weight 100,829 maunds-earnings Rs. 39,162), and according to their 
local scale of grain rates this rate gives them an average lead of 220 
miles, for which distance the East Indian Railway scale rate would have 
been Re. 0-3-7 per maund. 

Some interesting features in rates making of a railway will be se~ll 
{rom the following statement of rates:- • 

Rates lor wheat Irom stations on the Jubbulpur !tarsi section oUhe {}reat 
J ndian Peninsula Railway to Delhi. . 

Distance to Delhi--

ROUTB RoUTH 
No.1. No.2. 

-
~~~:;-G):e< s -p..Q'C~ RATB BY BOUTB (1). RATB BY BOUTB (~). 

~!~;§ Vid East Indian 
Railway (,-ill Jub-.s ~ ~&! bulpore anel All,.. 

i=~e habad). ~A'rIONS. 

"P!-'~ .. r:." 
~~~; 

-
Great Grea. 
Indian Indian East Ordinary Great East 
Penin- Penin- Indian TOTAL Special scale Indian Indian TOTAL. 

8ula 8ula Rail· rate. rate. Peninsula Railway. 
Railway. Rall. way. Railway. way. 

- -_.---- --------
lliles. Miles. Miles. Miles. Rs. A. P. Rs. A.. P. Rs. A. P. Rs. A. P. Rs. A.. P. 

627 19 618 637 Shahpura 0 711 .. 0 1 3 0 6 8 0 711 
I 

613 33 618 651 \lotegoon 0 8 4 .. 0 1 8 0 6 8 0 8 4 

603 43 618 661 Karakbel 0 8 7 .. 0 111 0 6 8 0 8 7 

594 53 618 671 ~arsingpur 0 811 .. 0 2 3 0 6 8 0 811 

584 63 618

1 

681 Karell 0 9 2 .. 0 2 6 0 6 8 0 9 2 

646 .. 618 618 Jubbulpnr 0 6 8 .. . . 0 6 8 0 6 8 

The rates by route (1) are those obtainable by route (2), under the 
Great Indian Peninsula Railway rule, which specifies that in local 
booking between any two stations on the Great Indian Peninsula Rail
way the rates obtainable by the alternative foreign railway route are 
applied to the local route and the traffic carried thereby provided that 
the rates do not fall below the minimum, which they do not in this case. 

A di8cussion 
on adjust. 
ment of ratu 
by alternative 
route causi1l9 
undue pre· 
ference. 

In the first place, it may be pointed out by the public that while 
the rate by the Great Indian Peninsula. Railway route for 646 miles 
from Jubbulpur to Delhi is Re. 0-6-8 the rates from Shahpura j Ootegaon 
and Narsingpur for 627, 613 and 594 miles by the same route, Great· 

Z 
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Indian Peninsula Railway route No. (1), are Re.0-7-11, Re. 0-8-4 and 
Re. 0-8-7 respectively, i.e., the rates for shorter distances are higher. 

The Great Indian Peninsula Railway case is this :-, 
Their ordinary 'scale rate from all their stations, including Jubbulpur 

to Delhi, is Re. 0-9-3, i,e., the rates for shorter distances are not greater 
although they are not lower. 

But as the East Indian Railway rate from Jubbulpur to Delhi for 
618 miles is Re. 0-6-8, the Great Indian Peninsula Railway have betwee~ 
the same points (viz., between Jubbulpur and Delhi). equalised their 
rates with those of the East Indian Railway and have reduced the 
Jubbuqmr-Delhi'rate from Re. 0-9-3 to Re. 0-6-8 per maund although 
their distance is 646 miles against the East Indian Railway distance of 
618 miles. This is under agreement with the East Indian Railway. Even 
if the Great .Indian Peninsula Railway had not reduced the rate from 
Jubbulpur Junction they would have had to do so from their intimal 
stations short of Jubbulrur if they wanted to retain the traffic, origina
ting on its line (which line also offers the. shortest route) to their local 
route instead of letting it go over the 'East Indian Railway via Jubbul

.pur (longer route) giving the Great Indian Peninsula Railway a very 
short lead. 

The Great Indian Peninsula Railway have therefore, for such internal 
stations, quoted special rates 1fower than their scale rate of Re. 0-9-3 
and equal to the rates obtainable by the longer route via 
Jubbulpur), but in doing so the rates for longer distances by the 
Grea~ Indian p'eninsula Railway) from stations near Jubbulpur have 
become higher than the rates for shorter distances. For instance, while 
the rate from Gotegaon, 613 miles to Delhi via the Great Indian Penin
sula Railway direct and 651 miles vi4 Jubbulpur, is Re. 0-8-4 per 
maun~, 'that from Shahpura (627 miles by the Great Indian Peninsula 
route and 637 miles via JUbbulpttr) is Re. 0-7-11. 

The Great Indian Peninsuia Railway argument will be that the rates 
are not fixed by the shorter ,route but by the longer route, and that if 
the latter is taken into account (although the traffic follows the former 
or shortest route) the rates for shorter distances are not higher than 
for longer distances and that but for reductIons on the part of the East 
Indian Railway ill the rate from Jubbulpur the despatchers at the 
internal Great Indian Peninsula Railway stations would not have had 
the benefit of a lower rate than Re. 0-9-3. 

~ut the reply of the merchants, say at Gotegaon or at Narsingpur, 
will be that under the scale rate they had the same advantage in the 
Delhi market as the despatchers at say Shahpura and that although 
they .have now the benefit of low rates they cannot afford to compete 
with Shahpura. 

They may also point out that taking the shortest route via the Great 
Indian Peninsula Railway GotegaOll or Narsingpur is nearer Delhi 
than evenJubbulpur by-the shortest East Indian Railway rOIl.te. 
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They may say that they do not object to the Great Indian 
Peninsula Railway quoting Re. 0-6-8 rate from Jubbulpur, but what 
they point out is that if the Great Indian Peninsula Railway can afford 
a rate, of Re. 0-6-8 from Jubbulpur to Delhi f~r 646 miles they can 
surely afford·a lower or an equal rate from Narsingpur or Gotegaon for 
594 and 613 miles respectively. 

-
But the Great Indian Peninsula Railw:ay reply again will be that 

in case they had not reduced the rate from Jubbulpur to Delhi the 
merchants could not have raised the point of undue preference and that:' 
Jubbulpur would have yet had a lower rate than Narsingpur or Gotegaon 
with this difference that the Great Indian Peninsula Railway would 
have been the loser without any gain to the Narsingpur or Gotegaon 
merchants. This is a v~ry forcible argument. 

However there is one more point. If the Great Indian Peninsula 
Railway had not reduced the fates they would have earned on Narsing
pur or Gotegaon traffic not. more than Re. 0-1-8 or 0-2-3 per maund as 
the traffic would have then gone via Jubbulpur over the East Indian 
Railwa.y. Whereas if they charge Re. 0-6-8 from stations short of 
Jubbulpur the same rate as from Jubbulpur they would be-

(1) retaining the traffic to their route and 
(2) earning much higher than Re. 0-1-8 'or Re. 0-2-3 
(3) and a"t the same time adhering to the principle that the charge 

for the lower distance should not be greater. 

The Great Indian Peninsula Railway will naturally say that they are 
minimising the loss in their earnings by charging for-internal stations 
such rates as they can afford to charge without loss of traffic to the 
Great Indian Peninsula Railway, whereas the merchant's case is that 
the Great Indian Peninsula Railway rates are causing. discriminations 

-and placing the merchants at stations near Delhi at a disadvantage as 
compared with merchants at stations further away, and that if the 
Great Indian Peninsula Railway can afford to accept the same rate 
as the East Indian Railway at Jubbulpur they· should be able to 
accept the same rate for internal stations. To put -briefly the 
merchant's case is this :-

" Minimise your loss as far as possible but at the same time consider 
()ur loss too. Do not cause such discriminations in oUr rates so as to 
reduce our chances of profit at a market to which we are nearer than 
places to which you give l,?wer rates of freight." 

There is Ii great deal to be said on both sides. The English Act, 
provides as follows :-

"The Commissioner shall have power to direct that no higher charge
shall be made to any person for services in respect of merchandise carried 
over a less distance than is made to any other person for siniilar services 

z2 
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in respect of the like description 8'ld quantity of merchandise carried 
over a greater distance on the same line of a railway." 

There is no such clear law in India. While this clause is in favour
of the merchants, the following clause seems to protect the railways. 
to a certain extent :-

"In deciding whether a lower charge or difference in treatmen~ 
does or does not amount to an undue preference the court having juris
diction in the matter or the Commisoioners, as the case may be,.may, 
so lar as they thiytk reasonable, in addition to any other consideration 
affecting the case, take into consideration whether such lower charge 
or di!Jerence in treatment is necessary for the purpose' of securing in 
the interests of the public the traffic in respect of which it is made, and 
whether the inequality can not be removed without unduly reducing: 
the rates charged to the complainant. Provided that no railway company 
shall make, nor shall the' court or the- Commissioners, sanction any. 
difference in the tolls, rates, etc., or charges made for or any difference 
in the treatment of home and foreign merchandise in respect of the
same or similar services." 

A great deal depends on what in each case can be fixed, o~ the circum
stances of the case, the limit beyond which the reduction will be undue. 
The merchants in the particular case will make out for reasonS' already 
stated that such a limit in the particular case would be Re. 0-6-8 whereas. 
the Great Indian Peninsula Railway case would be that the limit would 
be the rate obtainable by the longer route. 

Oudh and Rohilkhund Railway., 

This railway, deals with a fairly large amount of traffic in wheat,. 
_ the largest proportion of which finds its way to Calcutta. 

Taking 1911 as a good average year, it is noticed that out of the
total weight of 6,681,203 maunds handled by this railway, the follow
ing traffic went to the three ports (viz., Calcutta, Karachi and Bom
bay). 

To-· 
Cal~utta 
Karachi 
Bombay 

Maund&. 
4,167,707 

348,761 
17j,229 

4,680,697 

so that about ~o lac3 of maunds were booked to stations in India fOI 

local consumption. 
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The distrioution of traffic from the important Dtations)o the vaIious 
ports was as follows ;-

Weight 0/ traffic in maunds in the year-1911. 

Name of Station. ! Calcutta. Bombay. Karachi. 

I 
Maunds. Maunds. Maund.·. 

Barabanki 98,045 .. .. 
Bahramghat 175,207 3,239 .. 
Thompsonganj 101,505 1,561 .. 
lIadhoganj 281,100 6,544 .. 
Hardoi 204,845 3,148 .. 
Shahjahanpur 347,155 2,737 6.077 
Malihabad 7,653 8,058 .. 
".rilhar 169,487 .. .. 
Bareilly 126,456 .. .. 
Roorkee .. .. 31,253 
Chodiala .. .. 15,914 
Rampur 102,529 .. 104,517 
Aonla 141,973 9,280 .,. 
Chandausi. 652,382 21,353 71,209 
Harduaganj .. 1,031 .. 
Bijhoi · . 139,888 .. .. 
Hapur 29,682 .. .. 
Moradabad 180,634 .. 65,681 
Kandarki • 47,761 .. 9,911 
Khanth 157,475 .. 38,771 
Lucknow . . . . . . . 37,586 .. .. 
Vid Lucknow (from Rohilktund and Kumaon 477,193 5,051 .. 

Railway). 
Rai Bareilly 59,946 .. .. 
Akbarpur. 48,737 .. .. 
Katahri - 25,258 .. .. 
Daryabad 65,133 1,691 .. 
Safdarganj 39,865 .. .. 
Bindaura • . 40,529 .. . . 
Sandila ,. 64,224 14,818 .. 
Balamau 60,294 2,723 .. 
Anjhi .. 70,560 27,729 .. 
Maholi 37,507 .. .. 
Fatehganj · 51,139 .. .. 
Babrala 64,714 .. .. 
Dibai 76,830 66,233 .. 
Amroha 69,511 .. .. 
Raisi · .. .. 3,544 
Landhaura . . .. .. 6,464 

It will be seen that the takings by the Karachi port were confined 
to stations situated outside the province of Oudh (Shajahanpur and 
west thereof). ' 

Oudh and 
Ro1t.ilkhu1I< 
Rqilway 
wh;al traffi 
and ra!u. 
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A statement is appended shoWing the railway rates (old and new) 

!tUBS TO KARAOHl, RAftS TO KARACHI, RAftB TO BODA Y, I RAnB TO 
NBW. OLD. OLD. BOII.AY, lIlIw. 

Oudb ·Oudb I OUdb Great Oudb Oreat 
ami North and Nortb and Indian and Indian 

Rob i1- W .. tern TOTAL. Robil· ,W""tern TOTAL. Rohll- PeDiD- TOTAL. Bohil· Penln-
khunc1 Railway. khnnd Railway. kbuud lula khaud lula 

Railway. Railwa,.' Railw.,. l!.aUwa,. l!.aUwa,. Rail ... ,. 

---- ------------ --- --- --- --- -, , 
A. P. A. P. A. P. A. P. I A. P. A. P. A. P. A. P. A. P. A. P. A. P. 

S ; 8 7 12 2 8 1: 7 II 10 7 I II 7 0 " 8 • II 8 7 

! 

3 0 8 7 12 , 8 3 
I 

7 II 10 9 2 7 7 0 II 7 I " 8 2 

- I 
4 I) 8 7 127 8 81 7 

81 
"11 0 2 7 7 0 II 7 8 1 8 & 

I 

, 0 8 7 127 8 6 7 

:1 
11 0 2 7 7 0 9 7 8 1 8 & 

: 
! . 

8 a ·910 181 2 II 7 10 0 Bll 7 0 911 8 6 8 1 

8 2 811 121 8 5 7 6 1011 I 6 7 0 \I II 8 0 8 8 

3 1 8 9 1110 3 5 7 II 1011 8 8 7 0 108 8 I II II 

0.&11.. 
8 \I 

B. I. B . 

01 , 910 112 1 , 7 II 810 .. .. .. 0 • II 5 

vi/J Meerut city fIi/J Ca .. upore E.J.B. 

• 0 8 7 127 8 8 711 112 • 4 7 0 114 8 1 \I II 
. 

I 0."11.. 
I 0 • 
I " 

.8 11 

I 
9 0 121 2 8 7 II 102 8 • 7 0 10. , 0 8 • 

I 

I Vid Meerut City 0."11.. 
I -n 

1/ 
8,10 1111 210 711 10 II .. .. .. 111 0 8 

B.J.B. 
0 , 

4 0 8 7 127 8 II 7 6 110 2 7 7 0 • 7 I 

"I 
8 5 

Vii Meerut Cit, 

1 S 8 8 10 II 1 81 711. 0 II .. - .. .. 00 .. 
Vic! Allgarb Hatbraa, Kach-

0 
man Road and B,derabad 

Sind. 

210 8 0 1010 1 8/ 7111 
0 8 2 6 7 0 • 6 III 8 • 
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to the three ports from the important stations. 

'i! ~ 
<:. 

RATBB TO CALCUTTA, RU~BB TO CALCUTTA, .c ~ OLD. NBW. .. 
0 Co> .c 
::!l .. 
:'S :'J !". 

TOUL. Oudb Oudh .. .. ~ 
and East and East " " " RobU- Indian TOTAL. RohU- Indian TOTAL. ~-; 

",. 

j~ "" kbund RaUway. lj:bund. B,ailway =~ ~~ 
Railway. Railway. ::!l'" 5ii'" Sij"" , 

--------- --- --- ----

A. p./ 
-

A. P. A. P. A. P. A. P. A. P. A. P. 

111 Barabankl 2 5 3 8 6 1 3 2 410 8 0 192 62 340 
I 

10 11 Bahramgbat 2 7 3 G 6 1 3 
51 

4 7 8 0 213 84 361 

116 lIadh<l\!anj 2 10 1 3 6 6 4 3 8 4 7 8 3 255 102 294 

I 
116 Hardol 2 9 S 6 6 3 3 7 4 7 8 2 261 108 259 

116 Shajbshanpur 3 2 3 6 6 8 4 1 4 6 8 7 299 147 220 

116 Aonla. 3 5 3 6 611 4 5 4 6 811 361 208 178 

1211 BareDly 3 5 S 6 611 4 3 4 4 8 7 343 191 176 

13 6 Roorkee· 4 10 a s 8 6 5 91 4 5 102 ~98 .. 22 

I 

12 11 Rampuro 3 '0 3 61 7 3 4 9 4 5 9 2 382 .. 13i 

124 Chandausl 3 9 S 6 7 31 4 9 4 6 9 3 387 234 147 

-
1211 )loradabado • 4 0 3 6 7 6 5 0 I 4 9 4 399 .. 120 

112 RIll Bareilly 2 51. 3 6 5 11 3 2 4 8 7 10 149 93 370 

I 
I 

Hapur 311 i 3 6 7 5 5 0 4 4 9 , 464 .. 185 

I 
I 

'/ 115 Debal. 
.3 10 \ 

3 6 7 , 10 , ;; 9 S 122 269 182 

° The rares for th ... stabon, to Bombay vi<! A~rll Delhi Ch.>rd and' the Bombay. Baroda anll 
Contra! Iodia Railway broad gauge route are ooe anna lower. 
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On the whole the rates appear to be fair although some of them might 
be complained of by certain traders, for instance, from Shahjahanpur 
the Oudh and Rohilkhund Railway rates-

for Calcutta. (up to Moghalserai) for 299 miles (or say 300 miles) 
is Re. 0-4-1. . 

for Bombay (up to Cawnpore) for 147 miles is Re. 0-3-5. 
for Karachi (up to Saharanpur) for 220 miles is Re. 0-3-3. 

In this case the-Bombay port may have cause for complaint, whe~as 
in connection with. say Aonla, Karachi has more cause for complaint 
because . 

for Calcutta (up to Moghalserai) for 361 miles the rate is Re. '0-4-5, 
for Bombay (up to Cawnpore) for 208 miles the rate is Re. 0-3-0 

but 
for Karachi (up to Saharan pur) for 173 miles the rate is 

Re.0-3-2. ' 
But if the same telescopic scale of tate or a sliding-scale ohate (subject 
to the differential rate, that is, the charge for the greater distance should 

-not be smaller than for the lesser distance) were applied to the junctions 
-for all the ports this disparity would not have occurred and at the same 
time the object of making the mileage rate lower as the distance increases 
would have been attained. 

As it has already been observed in previous chapters, it pays the 
Oudh and Rohilkhund Railway better to carry traffic to Calcutta 
,because of such traffic being used for back loading empty wagons 
returning to the East Indian Railway after discharging coal, and as 
the weight of coal traffic to the Oudh and Rohilkhund Railway Wi 
Moghalserai is greater than the proportion of grain and goods traffic 
from this Railway to vid Moghalserai, it is economic working to find 
as much traffic as possible to reduce the percentage of empty running, 
but such an action is only commendable so long as it does not unduly 
hamper the flow of traffic in the direction it has the tendency to move 
and is not detrimental to the interests of the producer. 

It is seen that the flow of traffic from the Oudh and Rohilkhund 
Railway is in the direction of Calcutta and it is also observed that the 
area under wheat cultivation in the districts served by the Oudh and 

, Rohilkhund Railway has steadily improved, for instance as follows:- . 

In Meerut District--
from 327,496 acres in 1908-09 to 385,500 acres in 1912-13. 

In Bulandshahr District-- -
from 163,756 acres in 1908-09 to 210,282 acres in 1912-13. 

In Aligarh District--
from 134,875 acres in 1908-09 to 189,690 acres in 1912-13. 

In Bareilly District--
from 177,953 acres in 1908-09 to '222,869 acres in 1912-13. 

In Bejnor District-- ' 
from 166:.823 acres in 1908-09 to 175,029 acres in 1912-13. 
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In l'tIoradabad District-
from 319,188 acres in 1908-09 to 383,398 acres in 1912-13. 

In Shahjahanpur District-
from 226,217 acres in 1908-09 to 268,518 acres in 1912-13. 

In Jaunpur District-
from 44,627 acres in 1908-09 to 52,100 acres in 1912-13. 

Taking the Agra Provinces north and west, including Oudh, the 
development has 'been in the wheat acreage as sho~ below:-

Acres. 

1&90-91 5,606,000 

1902-03 5,984,000 

1904-05 6,539,()()() 

1910-11 6,126,000 

1911-12 \ 6,310,000 

Bengal N agpur Railway Wheat traffic. 

The great bulk of the wheaf traffic of the Bengal Nagpur Railway Beng21 Na~ 
is from the Central Provinces, principally from the districts of Nagpur, 11;: ~ail; 
Bhandara, Balaghat, Drug, Raipur, Bilaspur and Chhindwara. The :ndwra~: 
improvement in the area under wheat cultivation in the Central 
Provinces has not been satisfactory.* For instance, the total acreage 
under wheat was 4,112,000 in,1890-91, whereas the largest figure since 
1900-01 to 1911-12 was during 1911-12, viz., 3,291,000 acres. This, 
'however, is not the case in connection with rice in which there has been 
a satisfactory rise in the area under cultivation in this province, for 
while during 1890-91 the acreage was 4,009,000 that in 1911-12 was 
.5,503,000. 

Whereas the wheat traffic is principally for export which finds its 
'Outlet via the port of Bombay, the rice grown in the Central Provinces 
is partly exported and partly sold in the cotton growing districts 
of Berar. During the year 1911, the weight of the wheat traffic on the 
.Bengal Nagpur Railway was 122,155 tons of which more than 70,000 
tons were sent to Bombay via Nagpur while Calcutta took 36,688 tons 
(Jnly. The principal wheat despatching stations were :-

Tons. 
Tumsar Road. 3,339 
Sconi. • 11,494 
Dongargarh • 8,239 
Chhindwara _ 1.739 
Raj Nandgaon II,930 
Drug " 10,439 
~~. ~~ 
Bhatapara 14,593 
BiI,aspur 2,376 

The rates from these stations as they were previous to October 1916 
and as .they are to-day to both Calcutta and Bombay are shown in the 
statement appended on next page-

~ Due largely to area previously under wheat being now nuder rice or cotton culti
vation. 



BOMBAY NEW :BATES. BOMBAY OLD BATES. ~EAGE TO BOMBAY. CALCUTTA. 

Mileage 

Bengal Great Name of Station. 
. to 

Bengal Great Bengal Great Indian Shalimar 
Indian Indian Nagpur Nagpur Peninsula TOTAL. Nagpur Peninsula' 'TOTAL. Rail- Penin- TOTAL. , (Caloutta. ) Old rates. New rates. 

Railway., Railway. Railway. Railway. way. Bula 

I 
Railway. 
---

Rs. A. P. R8. A. P. Rs. A. P. Rs. A. P. Rs. A. P. &S. A. P. Rs .. A. P. Rs • .L P. 

0'2 1 0 '1 0 0 9 1 0 2 1 0 5 5 0 7 6 50 520 570 Tumsar Road 651 0 6 2 0 6 2 

0 3 10 0 7 0 01010 0 5 7 0 4 4 0 911 201 520 721 SeQni . 740 0 7 0 0 7 0 

0 3 4 0 7 0 010 4 0 4 0 0 4 4 0 8 4 241 520 761 Chhindwara · 780 0 7 5 ,0 7 5 . 
,0 4 2 0 7 0 011 2 0 4 2 0 5 5 0 9 7 127 520 647 Dongargarh · 575 0 611 0 7 9 

0 4 9 0 7 0 011 9 0 4 9 0 5 5 o 10 2 146 520 666 Raj Nandagao~ 556 0 7 1 0 7 6 . 
0 5 3 0 7 0 012 3 0 5 13 0 5 5 o 10 8 165 520 685 Drug .. 

5:71 
0 7 9 0 7 9 . · · 

0 511 0 7 0 01211 0 5 10 0 5 5 011 3 188 520 708 .Raipur • · 514 I I 0 8 3 0 8 3 

0 7 0 0 7 0 014 0 0 7 0 0 5 5 o 12 5 228 520 748 Bhatapara · 474 0 8 6 0 8 6 

0 7 2 0 7 0 014 2 0 7 2 0 5 IS o 12 7 257 520 777 Bilaspur · · 443 0 9 1 0 9 1 



WHEAT. 331 

Taking Dongargarh, Drug and Raipur, which are respectively 
127, 165 and 188 miles from. Nagpur, it is observed that the 
rate charged is i pie per maund per mile plus 7 to 8 pies terminal. 
That these are undoubtedly "block rates" is evident _ from the fact. 
While there is absolutely no terminal levied by that railway on 
grain traffic (including wheat) for distances over 75 miles, a special 
terminal is levied on Bombay traffic in addition to the maximum rates 
even though the lead of -the Bengal Nagpur Railway on such traffic 
may be nearly 200 miles in some cases. It is also to be observed that 
while the rate from Rajnandgaon to Calcutta for 556 miles over the 
Bengal Nagpur Railw,ay was Re. ,O-7~1 per maund that from Bilaspur 
to Nagpur on Bombay traffic for 257 miles only"> was Re. 0-7-2 per 
maund. 

It may also be pointed out that while th1l rate from Rajnandgaon 
to Calcutta has since October 1916 been fixed at Re. 0-7-6 for 556 miles 
that for 537 miles from Drug to Calcutta is Re. 0-7':9 ; that is charge 
for lesser distance is greater on the same line and for traffic carried in the 
same direction and in same quantIties. -

These rates have been discussed in the chapter on "Undue 
Preference" * 

Bombay, Baroda and Central India Ifailway rates. 

. T~e ~heat traffic of the Bombay, Baroda and Central' India Railway ~:W~~nd 
IS prmClpally from the United Provinces a:nd the Punjab and partly Oentral 1nd 

from Central India. The great bulk of the traffic is to -the Bombay ':h~~n 
port and the following were the places which despatched wheat largely 
to Bombay dUring 1911 :-

Vid Kankra Khari (Tapti Valley Railway) 
Indore .' 
Vid Nagda 

Stations on the Rewari Bhatinda and Fa.zilka. Section 
Vid Delhi (Ea.st Indian Railway) 
Vid Bhatinda (North Western Railway) 
Kot Kapura -. 
Stations on the Godhra Rutlam Nagda Section 
Vl'd Bharatpur • 
Vid Mnttra. 
Mhow 
Stations on the Malwa section except Indore, Mhow and 

. vid Chitorgarh. • • • • • .• 

Weight in 
tons. 

4,462 

2,760 
19,813 
17,321. 

1,002 
2,75& 

883 
3,338 
2,470 
1,684' 

798 

1,847 

~ Since writing the above the R.N. Railway have removed the anomalies by intro
ducmg a telescopic scale of rate and by making their 8 p'es te,minal and the scale gene-
ral, i.e., they apply equally to Calcutta and to Bombay. . 



Bengal and 
North
Western Rail
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rates and' 
traffic. 
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The railway rates ,over the Bombay, Baroda and Central India 
-Railway from these places are as shown below as compared with rates 
t~at were in force prior to October 1916 :-

Old rate. Btatioll8. Miles. New rate. 

Rs. A. P. Rs. A. P. 
0 3 3 Yid Kankra Khari . . 163 0 3 3 
0 6 2 Babarttlati . 313 0 6 2 . 0 7 3 I;dore 480 0 7 3 
0 7 0 Nagda . 432 0 7 0 
0 9 5 Bhatinda 983 o 10 5 
0 9 6 Kot Kapura 1,009 o 10 7 
0 7 4 Mhow 493 0 7 4 
0 511 Godhra ~ . 290 0 5 7 
0 3 3 Burat 165 0 3 3 
0 6 2 Ahmedabad 308 0 6 2 

Wheat rates of this line -have already been commented upon in 
<chapter III. The Bombay, Baroda and Central india Railway rates 
-for both local and through traffic are on the whole fair, vide pages 
218 and 317. . 

Bengal and North- Western Railway rates. 

The Bengal and North-Western Railway serves a fertile area north 
-of the .Ganges and does a fairly large business in wheat. During the 
year 1911, its total wheat traffic amounted to 3,453,573 maunds, of 
which a very iarge portion was despatched to Calcutta via Mokameh 
Ghat, and almost every station of this railway in the United Provinces 
and Behar has got some traffic in: wheat. The largest despatching 
stations were as follows in 1911 :-

Total wheat traffic during 1911-maundfl 3,453,573=Rs. 7,44,685. 
Outward traffic of the following stations: -

Names of stations. 

Gonda 

Ba.sti 

Balrampur 

Tulsipur • 

Uska Bazar 

Bahraich • 

Nanpara .. 

Naipalganj Road 

Nawabganj • 

Bongal and North-Western Railway vid Ca\1'Dpore 

Weight, 
maunds. 

228,373 

64,312 

326,633 

64,107 

101,860 

".18,219 

182,737 

90,123 

150,525 

36,720 

1,453,609 
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Inward ~raffic of the following stations :-

Name of station. 

Chupra. 

Muzaffa.rpur. . 
Via Mokameh Ghat (East Indian Railway) . 
.. Bhagalpur (East Indian Railway) 

Weight, 
maunds. 

69,012 
29,244 

1,947,979 
102,124 

33~ 

As have' been remarked in previous chapters, the rates of the Bengal' 
and North-Western Railway are very' largely dependent on the rates, 
to and from the corresponding stations of the East Indian and Oudh 
and Rohilkhund Railways south of the Ganges and the Gogra respectively ~ 
A table is given on next page showing the present rates and those in 
force prior to October 1916 from a few important stations to both. 
Calcutta and Bombay; 



'. I HOWRAH AOTUAL BOlllBAY OLD .RATE. o HOWRAH OLD RATE. BOlllllAY NEW RATE. WlIIGHT NEW RATE. 

Benga! Great' Bengal Great Bengal, Bengal Names-of Ben~a! I Great Bengal 
and Indian and Indian and East and East TOTAL. stations. and India.n and 

E.' t North- Penln- TOTAL. North- Penin- TOTAL. North- Indian To:rAL. North- indian N orth-, Penin- TOTAL. North- ;Indian TOTAL. 
Western suiii' Western Bula Western Rallwa¥ Western Railway. Western sula W .. tern. Railway. 

Railway. Railway. Railway. Railway. Railway. Railway. 

-/-
Railway. Railway. Railway. 

--- --- --- --- ,------ --- ------ ---
, , 

MUes. Mlle •• Mllea. A. P. A. P. A. P. A. P. A. P. A. P. Miles. Miles., Miles. A. P; A. P. A. P. A. P. A. P. A. P. , 
122 840 1162 2 6 7 0 9 6 , 0 3 0 7 0 819 284

1 603 Gonda 3 0 8 7 117 4 5 3 4 7 9 

• 
146 840 980 S 0 7·0 10 0 4 5 3 1 7 6 937 284 621 Balramrur 3 6 S 7 12 1 4 5 3 1 7 6 

I 

" 

160 840 1,000 8 8 7 0 10 S 4 7 3.0 7 7 357 284 641 Bahralch :\ 4 8 7 1111 4 8 8 1 7 II 

I 

I . 
• . . • 

181 840 1,011 S 9 7 0 10 II , 10 S 1 7 \1 378 284 662 Nanpara 3 • 8 7 121 4 10 3 1 711 

·4 

158 840 . 898 8 II T 0 10 I 3 , I II • , 81 • 284 800 NawabganJ 3.8 8 7 12 1 , • S • 8 0 

o Grain and leeda ill ronalgnment. of SO tona or multI plea of SO tons. -
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The method of division of -rates between the East Indian and, the 
Bengal and North-Western Railways'has already been given on pages 
,t39 and 128 in Chapter II, and in the Chapter on maximum and 
minimum rates the traffio to Bombay and Calcutta in wheat from 
the Bengarand North-Western Railway has been dealt with. 



CHAPTER X. 

RICE. 

Rice is the staple food of a great mass of the Indian populatio~. 
India's share of world's production of rice is estimated to be not less. 
than 46 per cent. ; but this includes Burma rice as well. - • 

India (proper) grows a large q~antity of rice; but consumption 
is gradually exceeding production, for there has not been any marked 
expansion in the rice acreage of India. The rice lands in Bengal and 
East Bengal, which grow by far th~ largest quantity of rice in India 
(proper), are being utilised more and more for the cultivation of jute,. 
which fetches a higher market price than rice. 

Rice produc· Looking at the figures of acreage under rice cultivation in India. 
tion 0/ India. proper it is noticed that in: the period 1890·91 to 1911·12 (20 years} 

the year 1909-10 had the highest record' of 68,277,000 acres, which is. 
shown' as follows :-(the next highest figure previous to this year was 
that of 1898-99 when the total acreage for India (proper) was 67,275,OO() 
acres). 

Prwince. 
Assam 
Bengal-Northern and Eastem • 
Bengal-Southern and Western' • 
Chota N agpur • 
Behar 
Agra Provinces, East 
Bundl)lkhund • 

'. 

Agra Provinces north and west, including Oudh 
Panjab East 
Panjab West 
Sind 
Gujrat 
Konkan 
Deccan 
Berar 
Central Provinces 
Madras-North·East • 
Madra&-North • 
Madras-South • 
Madras-West 

Upper Burma 
Lower Burma 

I 

TOTAL 

1909·10 
Acree. 

4,386,000 
9,724,000 

14,031,000 
4,754,000 
9,671,000 
2,464,000 

82,000 
3,542,000-

577,000-

109,000' 
1,098,000-

313,000 
1,014,000 

539,000-
63,000-

5,470,000' 

4,464,000- I "I 
409,000- -

4,089,000 
1,478,000. 

68,277,000-

2,150,189' 

7,930,01'" 
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• Of the total acreage of 68,277,000 acres in India proper Bengal 
accounted for 23,755,00Q acres, or nearly 35 per cent., against 
10,080,203 acres, the rice acreage of the whole of Burma.; 

Bengal grows two crops, viz., -winter rice (or aman) and autumn 
rice (or aus). Whereas the soils best considered for aus paddy are 
loam and sandy loam, situated ~ather on a higher level, low-lying 
clayey soils are preferred for the aman (winter) crop. High lands, 
which cannot be easily irrigated, are not considered suitable for the 
winter rice crop. 

Taking India as a whole, including Burma, the total exports iIi 'a 
year amount to 9 to 10 per cent. of the production; but if India proper 
and Burma are separated the proportion of India's exports to its pro
d~ction dwindles down to about 2 or 3 per cent. 

Failure of the monsoons in India at once affects the rice crop, but 
Burma rice intended for export is grown in Lower Burma, where failure 
of rains is practically unknown. Deficiency of crops in India at 
once creates a demand for Burma rice, but ordinarily a portion of the 
surplus of India is exported to Europe and to the Far East. 

Indian rice (inClUding Burma r~ce) taken by Europe is used more 
for " the distillation of spirits and manufacture of starch than for food, 
and has to compete with a number of other grains, viz., oats, rye and 
maize, even with beet and potatoes" ; but the exports to Ceylon, the 
Straits, Mauritius, -East Africa, Brazil and West Indies are for 
purposes of food. Japan also sometimes takes Indian rice, although 
it grows considerable quantity itself. 

The years 1896 and 1897 saw a widespread failure of crops in India, 
and during the two years twenty five million maunds of . BUrma rice 
were imported into India. There were also imports from Burma during 
1900 and 1901, but not in such large quantities as in the two years 
above mentioned, as the deficiency in India was not so large. r,,;~ 

The total production of rice in India (excluding Burma) was as 
follows during the years 1901-02 and 19U .. 12 :- . 

Maunds. 
1901-02 68,70,64,000 
1902-03 .- 81,47174,000 -
1903-04 78,22,72,000 
1904-05 . 77,20,9'1,000 
1905-06 74,50,11,000 
1906-07 75,23,62,000 
1907·1)8 59,95,06,000 
1908-09 67,66,33,000 
1909-10 ,. 84,13,45,000 
1910-11 82,36,49,000 
1911-12 79,51,38,000 

. It is true that during 1909-10 there was a distinct rise in the pro
duction, which, however, did not equal the, figures of 1894-95, when the 
yield amounted to 88,11,35,000 maunds. Therefore it is not wrong 

2A 
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to say that there has not been an expansion in the rice' production oj 
"India (proper) during recent years. On the next page is a statement 
showing the rice traffic of the various railways carried during the period 
1908 to 1914-15. The figures of rice (not in the husk) and of paddy 
(rice in the husk) are given separately. 

'It may not be generally known that the varieties of rice grown in 
India are innumerable. Dr. Watt mentions 4,000 varieties of Bengal 
rice alone. 

The outturn of Paddy (rice in the husk) in Bengal districts varies 
from 12 to 25 maunds per acre, and of straw from 20 to 40 maunds. 
The outturn differs in different districts, under varying conditions; 
Sir W. W. Hunter gives 15 maunds per· acre as the yield of clean rice 
whereas Sir A. P. ¥cDonell gave 10 maunds of rice f01: aman'" and 8 
malllnds for aus. The average yield per acre f01: Bengal for cleaned 
rice was 851 lbs. or over 10 maunds. 

The finer grades of rice are long, thin, sharp pointed grains. The 
finellt rice is also fragrant. The coarser kinds are full bodied grains 
and deeply scored. The finer qualities are either yellow or white, while 
the coarser kinds are ~tther dark. 



I>:) 

II-
I>:) 

I 

Railway •• 

Eastern Bengal • 

A .... mB.ngaI 

Kast Indian 

BengaI Nagpnr • 

Madra. and 
South.rn 
Mahrlltta. 

South Indian 

Nlzom'a Guaran' 
teed State. 

Greot Indian 
PeniBBUla. 

Bombay, Baroda 
and C.ntral 
India. 

Oudh aud Rohll· 
khund. 

Bengnl and 
North Western. 

Rohllkhund and 
Kumaon. 

North Western . 

Burma. 

, 

Weight. 

r---' 
Tona. 

142,373 

11,428 

62,540 

95,201 

; 174,911 

128,038 

t 575 

10,018 

7,122 

107,720 

8,884 

83,056 

726,275 

1908. 1909. 

Earnings. Weight. Earnings, 

---- -----
Ra. Tona. Rs. 

4,28,943 172,491 7,44,985 

40,701 24,551 90,683 

2,45,691 142,441 6,52,165 

8,21/938 87,753 4,24,347 

7,,\7,312 86,806 3,97,559 

4,33,564 171,001 6,41,773 

6,677 1,090 6,002 

12,100 3,376 12,847 

36,700 17,832 66,320 

26,930 4,941 18,878 

5,40,300 66,220 2,40,345 

10,260 9,207 24,724 

1,10,227 38,482 1,13,567 

82,67,557 , 735,633 34,27,548 

Rice in the husk (paddy). 

1910. 1911. 

Weight. Earnings. Weight. Earnlnga. 

Tons. Rs, Tons. Rs. 

141,913 4,64,994 162,819 5,58,587 

21,050 .67,586 8,876 24,586 

40,010 1,14,375 67,582 2,30,739 

60,947 1,68,990 52,D52 1,57,442 

71,389 3,22,383 112,504 0,33,280 
, , 

170,701 6,26,626 269,026 13,06,246 

801 6,695 605 3,837 

, 
3,660 12,239 2,063 11,780 

21,158 73,484 17,420 61,224 

3,662 15,018 2,822 14,512 

68,007 2,44,858 60,505 2,42,777 

6,047 16,574' 6,783 20,116 

I 
36,855 1,10,155 34,601 1,17,587 

831,530 40,97,444 843,748 42,22,063 

1912. I 191s-a. 

Weight. I Earnings. I Weight. • Earnings, 

Tona. Rs. Tons. Rs. 

201,268 8,51,215 223.233 6,60,592 

68,794 3,22,242 61,216 2,18,012 

102,592 3,35,501 111,981 3,54,739 

96,606 3,92,018 88,550 2,80,801 

126,691 0,15,409 120,944 5,62,332 

238,210 11,19,839 204,301 8,95,687 

873 6,398 1,145 7,471 

3,263 14,650 8,225 12,625 

11,191 48,840 13,867 53,521 

2,508 11,790 6,877 32,609 

5·1,578 2,11,883 72,517 2,04,871 

8,400 20,022 3,737 12,528 

4:3,136 1,15,Oi8 63,108 1,57,213 

809,046 38,50,906 940,222 43,00,631 

1914-15. 

Weight. 

Tons. 

176,830 

58,881 

101,121 

68,440 

123,217 

100,330 

993 

3,028 

16,995 

8,728 

58,426 

8,170 

39,961 

873,219 

EarnlngB. 

Rs. 

6,28,064 

2,17,297 

8,55,021 

1,75,022 

6,52,761 

8,52,041 

6,826 

11,677 

62,902 

87,400 

1,07,68.4 

24.778 

1,17,569 

U,41,630 
.. 

~i~ 
l!'~ 
~ i' 

~ 
~ 

e", 
e", 
~ 



Rice not in the husk. 

1908. I 1909. 1910. 1911. 191Z, • 1913-14. 1914-15. 
--

Rallwaya. I E~IPgs'l Weight. I Earnings. Weight. Weight. Ea.rnIpgs. Weight. Earnipgs; Weight. Ea.rnIpgs. Weight. E~ings. Weight. Ea.rnInp. 

----,-- ----..... 
I 

Tons~ RB. Tops. R •. Tons. Rs. Tons. Ro. Tons. Rs. Tons. Rs. Tons. Ro. 

/ 
\ ! 

Eastern Bengal 158,844 5,07,469 242,372 10,68,666 169,881 4,39,687 162,745 4,20,402 209,184 6,59,274 236,524 7,42,800 268,408 10,27,400 

Auam Bengal 58,540 3,08,899 85,167 2,20,461 84,698 1,93,088 44;t86 1,89,369 55,699 2,46,594 124,222 5,40,227 93,490 474,676 

East Indian 48~~9/ 85,98,211 45ij,518 80,92,007 827,641 20,17,887· 343,228 16,70,811 412,775 19,44,019 385,226 24,82,287 561,292 48,72,078 

Beng~l Nagpur 227,84.1 15,77,454 270,808 19,18,172 250,458· 16,78,117 294,567 20,81,566 870,891 29,69,881 286,218 20,87,562 229,826 16,24,106 . 
Madras and 247,868 10,81,174 266,082 16,99,135 279,069 16,68,004 266,910 16,40,016 293,497 19,13,726 256,014 15,31,356 308,660 19,5'.109 

Southern 
Mahratta. 

South Indian 184,252 6,89,076 191,953 7,75,788 185,475 _ 7,67,006 226,509 9,97,460 226,641 9,59,780 216,885 9,08,662 242,004 10,70,333 

Nt.am'. GUMan- 84,654 1,96,620. 18,574 1,00,491 88,964 2,80,989 58,849 3,62,072 51,977 3,61,902 62,808 4,67,825 62,119 4,39,983 
teed Stete. 

Great Indian 107,522 8,60,149 110,013 7,70,715 115,924 8,10,608 168,679 12,22,278 200,708 16,23,544 139,052 11,64,887 148,280 9,86,251 
l'enlnluJa. 

Bombay, Baroda 82,073 '6,54,857 72,408 5,12,696 70,558 4,72,166 68,737 4,,41,563 71,075 5,07,801 59,538 4,,60,847 71,720 5,53,839 
and Central , 
India. 

Oudh and RohU. 118,969 4,22,520 '57,110 11,16,866 43,2711 2,88,038 38,677 1,118,917 82,712 1,89,545 68,987 8,13,158 133,162 5,77,147 
khund. 

Bengal and 
North Western. 

180,794 8,01,086 169,285 5,82.301 243,27' 11,21,3111 284,583 14,01,504 310,981 16,34,561 180,483 7,73,272 212,789 8,411,047· 

RohUkhund and 23,127 60,725 11,801 31,2011 10,997 117,144 i 11,"655 26,807 9,714 30,1107 8,808 23,789 12,693 32,585 
Kumaon. 

NorthWestern 136,620 8,5'0,656 162,701 10,47,197 188,786 13,43,002 1118,174 13,65,873 177,002 11,09,840 211,877 13,57,143 198,708 12,32,797 

Burma . 141,248 7,18,319 137,430 6,72,027 154,,888 ',36,137 140,826 6,81,671 167,767 8,58,455 218,373 11,09,542 245,031 12,46,811 
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The exports of rice (not in the husk) from 1908-09 to 1912-13 were E~rl4 
M~m~ ~~ 

- 1908-09. I 1909-10. 1910-11. 191H2. 1912-13. 

--- ---
Cwta. Cwta. Cwta. cwta. Cwts. 

. To Possessions In - the British 18,317,448 16,350,978 19,679,442 21,577,936 ' 22,805,813 
Empire. 

To Foreign countries '. 16,356,328 23,044,125 27,623,395 29,794,223 31,518,589 

. 
--- ---

TOTAL CWTB 29,673,771 38.395,103 47,302,837 61,372,159 54,324,40 2 

fA 

Of the total exports the shares of the various provinces during 1912-13 
(which shows the largest figures) were as follows:-

Bengal-
Bihar and Orissa 
Bombay 
Sindh 
Madras 
Burma 

Cwts. 
9,635,374 

464,318 
500,481 
542,443 

2,220,007. 
40,961,779 

54,324,402 

Although the rice acrea~ of Bengal is considerably greater than (even 
double) that of Burma, the latter province exported more than four 
times as much as that exported by Bengal, due entirely to the large 
,consumption of rice in Bengal by its vast population. 

The railway rates for wheat and rice are the same, and the scale Indiall Rail

rates of the various railways compared in the chapter on wheat apply :~ 
to rice as well, and so also the eXport rates of the two commodities are 
identical. . 

But the rates of some of the rice-carrying lines have not been shown 
in the chapter on "wheat," because railways like the Eastern Bengal 
State, Madras and Southern Mahratta, or the South Indian, while 
carrying large quantities of rice, have a small traffic in wheat. 

The Eastern Bengal State Railway' scale rate for grain (which in
cludes rice) for the Behar and northern sections is as follows :-

For 1st 100 miles t pie per maund per mile, pius, for distance in excess 
of 100 miles, l pie l?er maundper mile. -

Over the Eastern, Central and the Dacca sections the Eastern Bengal 
State Railway charge in through booking 1 pie per maund per mile. 

These rates are -low enough, but there are also special 
Jates quoted to meet special conditions, principally water 
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competition. Some instances of these special rates are give 
below:-

RAtes to Oalcutta.at owner', risk in consignment, 0/100 maut'IdB. 
DiatancI 

Per maund. in 
milea. 

Ba. A. •• {N ......... C."" ... 0 I 0 159-

Central section 
Jessore to Caloutta • . 0 I II 73-• Daulatpur to Caloutta 0 1 6 105 
Khoolna to Caloutta • 0 1 6 109-
Chandpur ghat to Caloutta (vi' • Khulna) Eastern Benga.1 State 

Railway proportion 0 1 4 
Barisal to Calcutta (!lid Kliulna) 

.Eastern Bengal State Rail. 
way proportion • 0 1 G 

{ Purneah to Caloutta • 0 15 6 267 
Behar section • Forbesganj to Calcutta 0 6 '0 309 

Kissenganj to Calcutta 0 IS 0 308 
Ranaghat Lalgola seotroll.LaIgolaghat to Caloutta 0 210 144 

Eastern section • {ChOOadanga to fa.1cutta 0 1 8 84 . 
Poradah to 9alcutta • 0 111 103 

Poradah Goalando sec. {Kushtia to Caloutta • 0 III 111 
tion. . Goalando to Calcutta 0 2 0 U50 

Golakganj . · Golakganj 0 IS 1 321 
Dhubri extension • ........ Dhubri to Calcutta 0 IS 3 333 

Over the same section of the line the rates for the 1esser distan( 
are not higher than those for the greater. 

It will, however, be observed that the via Khulna rate (for steame 
traffic) is lower than that from Khulna itself or from stations sho] 
of Khulna such as Daulatpur .. , This is due to traffic via Khulna bein 
av",ilable for carriage to Calcutta by the all river route withou 
touching the railway at all. 

The" rice" rates of the Assam Bengal Railway have been deal 
with separately in Appendix I, and they will not, therefore, be referre 
to here. 

The rates of the East Indian, the Bengal Nagpur, the Bomba, 
Baroda and Central India, the Great Indian Peninsula, the Oudh an 
Rohilkhund or of the Bengal and North-Western Railways are no 
necessary to be referred ·to again as they are the same for wheat, anI 

~ the charges over these railways for various distances in local booking a 
well as for export traffic have already been fully discussed. 

The Madras and -Southern Mahratta Railway have more than onl 
scales of rates, one set for loads of 81' maundsapplicable on the Eas 
Coast· Railway, and the other for 300 maunds lots on the East Coas 
Railway, and the third schedule applies over the Madras and Southell 
Mahratta Railway section proper (i.e., excluding the East Coast secti~n) 
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I.-For loads 0/81 maunds OV/l1' the East Ooast section. 

For the first 150 miles 
plfU for distances 151 to 300 miles 
.. for distances over 300 miles 

Pie per maund 
per mile. 

Ith 
tth 
Ith 

II.-For loads 0/300 mau1Ids OV/l1' the East Ooq,st Railway. 

For the first 120 miles 
plus for distanoes 121 to 220 miles 

.. for distanoes 221 to 370 miles 

.. for distances over 370 miles 

Pie per maund 
per mile. 

Ith 
tth 
Ith 
ith 

343 

III.-For grain and seeds on actuaZ tceight applicable over the Madra, 
and Southern MahrattaSection. -

For the first 75 miles . 
plus for distanoeS 76 to 150 miles 

.. 151 to 225 .. 

.. .. 226 to 300 .. .. 
.. 
II 

.. .. .. 
301 to 400 It 

401 to 500 .. 
601 to 600 .. 
above 600 .. 

Pie per maund 
per mile. 

1m 
Ith 
tth 
Ith 
tth 
Ith 
tth 
nth 

The rates for the East Coast section are necessarily low because of 
water competition; for instance, while grain (which includes rice), 
when booked from Cocanada to Madras is charged Re. 0-5-3 per maund, 
over a distance of 402 miles, the rate from Bangalore City to Madras, 
for 219 miles, is Re. 0-5-4 per maund. 

The South Indian Railway have two separate scales of rates for 
grain, one applies to grain and pulse generally, and the other applies 
to rice, jowar and gram. The scales are respectively (c) and (d) and they 
are as- follows :-

Scale (c). 

For the first 100 miles 
.. the next 100 (101-200) miles 

60 (201-250) 00 

.. .. 350 (251-600) .. 

.. 601 miles and OV8l' 

Scale (d). 
For distances of above 350 miles 

Per maund 
per mile. 

pie. 
'30 
·20 
·10 

·015 
1/10 
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While the .. d " scale applies to rice carried for distances less than 
350 miles, the" D " scale is chargeable when the lead is over 350 miles; 
the latter was introduced with the specific object of developing rice traffic 
for .long distanc~s. Apart from these scales there are special quotations 
which are governed by special circumstances which account for the 
disparity in the rates; for instance, while the rates from Tanjore and 
Budalur to Tuticorin are Re; 0-4-2 per maund for 215 and 226 miles 
respectively the rate from ShiyaH on the Coromandal Coast to 
Tuticorin is but -Re. 0-2-6 per maund for paddy and Re. 0-3-5 per 
maund for rice for 282 miles. The rate of Re. 0-2-6 is equal to '106 pie 
per maund per mile, or nearly equal to the minimum. 

There is traffic in . rice via Erode Junction, and for such internal 
traffic; the Jates are comparatively high. As for instance, the rate 
from Aduturai to Erode Junction for 151 miles is Re. 0-3-5 per maund. 

The rice traffic of the South Indian Railway finds its outlet tici 
thd" ~everal ports, such as the following :

Via· Tuticorin 
Via Dhaneshkudi (through traffic to Ceylon) 
Via Madras 
Via Porto Novo 
Via QUilon, etc. 

and the rates are low when the distance is over 300 miles and where 
there is competition.' by sea, such as flom ShiyaH to Tuticorin. In any 
case, the South Indian ~ailway scale rates are fairly low. 



CHAPTER XI . 

. JUTE. 

The cultivation of jute in India is rapidly advancing owing to the 
increased demand of its fibre both by the local mills as well as by Euro
pean countries, Japan and America. A statement is appended below 
showing figures of exports of raw jute, and local consumption :-

Total 
Local Estimated jute 

All Mill country consump-
Unil<ld Contlnenl: America. other Totel consump- consump- tion 

Kingdom. exporl<ld. tiOD in Indian porte. bal •• tion in and 
(actual.). bales. Foreign, 

Dales. Dales. Dales. Dales. Dales. in bales. 

-- - ------
1914-15 1,667,169 704,872 538,871 56,150 2,967,062 4,806,000 300,000 8,073,062 

1918·14 1,548,093 1,962,042 657,105 25,478 4,192,718 4,374,000 300,000 8,866,718 

1912·18 1.919,129 2,308.440 683,330 81,262 4,942,161 4,434,000 800,000 9,676,161 

191H2 1.879.584 2,077,857 642.094 26,765 4.626,250 3.993,000 300.000 8.919,250 

1910·11 1.810.814 1,854,584 848,746 16.922 8,531,066 3,980,000 800,000 7,811.066 

1909-10 1,660,860 1,947,880 881,802 19,881 4,009.373 4,459.911 300,000 8.769,284 

1908-09. 1,621,771 2,034,533 95~,199 18,108 4,630,611 3,593.000 300,000 8,523,611 

1907-08 1.650.468 I 2.000.222 612,492 13,098 4,276,275 8.658,000 800,000 8,234,275 

The exports in the past to tlie United Kingdom were principally 
to Dundee for its mills, while London also took a consider~le amount 
for re-export to the continent and thus made middleman's pfofit. The 
following account of the early jute. industry is given in. "The In-
vestor's India Year Book 1911." /., . 

Local con· 
sumption 
andEzpol 
of Jute. 

" The manufacture of jute fabrics is one ofthe most important of ~artyjute 
the industries of India, whether looked at froni the point of view of the;:~~. 
amount of capital invested in the industry, or from that of its develop-
ment and general prosperity. The use of jute fibre woven by hand-
looms into bags and coarse cloth for clothing and many other domestic 
purposes dates back from time immemorial but it was not until the 
year 1838 that the increasing exports of bags "Rnd cloth from Calcutta 
to the United Kingdom and to various other_ parts of the world drew 
attention of the flax and hemp spinners of Dundee to the value of the 

• Indian fibre, and led to the foundation of the Dundee jute inqustry, 
which for a long series of years poured wealth in abundance into 
Dundee." 

In 1855, however, the possibility of starting jute mills in India 
occurr~d to one Mr. Ackland and the first mill was started in that 
year. 
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The figures below give the nUlllber of looms and the outturn of tb 
Bengal jute mills during 1890 as compared with 1915:-

I ~ 
Total Number Heasiana 

Year. Sacking Hessian Dumber of~g8 in millions looms. looms. of 10 of yards. loom8. millions . 

. 
1890 . 6,006 1,958 7,964 137-7 333·9 

1915 15,871 22,781 38,652 813·5 1,178'7 

Although jute is grown in most districts of Bengal and also in Eastern 
Behar and in Assam, the following are the p~cipal jute growing districts 
of Bengal. The acreage and productions are also given below. The 
figures are for'1912-period before the war- . 

Outtum in 
District. Acreage. bales of 400 

lhe. each. 

24.Purg&D&8 89,200 -294,360 
Nadia 91,000 259,350 
Murabidabad • 40,000. 114,000 
Jessore • 

" 
165,000 544,500 

Khuma 38,100 120,015 
Hooghly 60,000 198,000 
Rajshahi 80,900 218,430 
Dinajpur 116,800 315.360 
Jalpaiguri 106,300 227,500 
Raogpur .. 290,000 783,000 
Bogra 130,000 312,000 
Pabna 220,000 693,000 
Maldah. 38,000 114,000 
Dacca 188,000 535,800 
Mymensingh 756,000 2,154,600 
Faridpur ,125,000 427,500 
Bakarganj . 29,000 82,650 
'J;ippera 268,000 763,800 
Noakhali 

" 
26,000 74,100 

The Cuttack District in Orissa and some of the other Districts in 
the new province of Bihar and Orissa produce jute but as the quantity 

I is small it is not mentioned. Madras Presidency also grows some jute. 
It will be seen that the districts in order of importance are as follows :
Mymensingh, Rangpur, Tippera. Pabna, Dacca, J~ore, Faridpur. 

Dinajpur. 
When Purneah wa~ included in Bengal it used to come third iD. order 

of importance, next t~ Mymensingh and RangpUr. 
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During 1910-11 the total area, the outturn and quantities of export p . . rmnncl 
of raw jute were as follows :- oldtum~ 

-
EXPORT TO 

Provinces. Area under Outturn. TOTAL Export -cultivation. British C:=~r.:.. EXPORT. I7i4 
Empire. 

Acrea. lIfaunds. Tons. Tons. Tons. Tons. 
I 

Assam 80,000 935,000 285,183 401,440 636,623 Calcutta 633,563 

Jlengal. 2,618,000 88,029,000 .. .. .. lIfadras] 8,060 

Behar • 240,000 2,212,000 .. . . .. 
2,838,000 8\176,000 .. .. --. 

Of ' the quantity exported to the British Empire, United Kingdom 
alone took 234,719 tons; out of that exp\>rted to the foreign countries 
Germany alone took 149,066 tOns. 

The following statement gives the traffic in raw jute of the railways 
carrying jute largely. . 

oJ jute, 



\ . , 1908. 1909. 1910. 1911. 1912. 1913-14. 1914-15. 

• , \ 

--
w ..... ,I_ ~ 

Weight. Earnings. Weight. EarnIngS. Weight. Earnings. Weight. Earnings. Weight. Earnings. Weight. Earnings. 

---- ---
Tons. Ra. Tons. Rs. Tons. Rs. Tons. 'Ra. Tons. Ra. I Tons. Ra. ~ns. r RI. 

, 
54,95,267 Eastern Bengal 1,081,878 68,88,048 975,171 64,20,819 923,922 . '58,47,864 997,517 68,81,875 1,118,254 72.89,868 1,180,662 74,01,891 969,326 

RaUway. -

-
I , 

Aaaam Bengal 117,808 2,70.088 94.542 2.81,800 77.208 1.111.038 117,492 2,28,139 108,417 2,86,104 85.848 2,27,870 84,829 2,28.519 
lI.aI1way. 

, 
. 

East Indian lI.aI1. 156,448 7.04.975 71,787 1,84,082 78.714 2.11,176 77.820 2.29.724 118.742 4,47,14~ 95.500 2,52,927 104,068 2,29.710 
way. f 

• I . 
B~ Nagpm 19.891 88.944 18.399 80.078 26,827 44,894 21,476 87.888 Sli,706 87.178 41.452 1.09.248 83.225 90,200 

way. 
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It is only necessary to discuss the jute rates of the Eastern Bengal 
State Railway, as the Assam Bengal Railway rates have been dealt 
with in Appendix I. 

The busy season jute rates for drummed jute from the principal 
despatching stations on the Eastern Bengal State Railway to Calcutta 
and to .the mills in the suburbs of Calcutta are as folIows....;.-

- Calcutta. Distance Titta..' I Sham· Kanki- Naihatl. Budge-
In miles. ghur. nagar. nara. Bndge. 

~ -
Rs. A. P. Rs. A. p. Rs. A. P. Rs. A. P. Rs. A. P. RB. A. P. 

I 
J!'uIcbhari 010 0 243 0 0 71: 0 0 4 0 9 2 0 9 2 010 

Daulstpur 0 311 105 0 4. 11! 0 311 0 3 10 0 3 9 0 4 

Khoolna Ghat 0 , 1 109 0 4. 31' 0 4 1 0 4 0 0 311 0 4 6 

Kushtla 0 4. 8 111 0 81011 0 8 7 0 3 5 0 3 4 0 4 8 

GOalundo 0 5 3 150 0 , 101' 0 4 7 0 4 6 0 4 5 0 5 
! 

Atral 0 610 171 0 6 51 0 6 2 0 6 0 0 6 0 0 7 3 

Baldpur 0 0 6 253 0 0 If 0 810 0 8 8 0 8 8 0 911 

Domar 010 0 I 276 0 9 71: 0 9 4 0 9 2 0 9 2 010 5 

Baldlbarl 
, 

010 , 292 0 o 1111 0 0 8 0 0 6 0 g- 6 010- 9 
I 

Rungpore 0 9 10 266 0 0 51 0 9 2 0 9 0 0 9 0 010 

Dlnalpore 0 9 6 263 0 9 61
1 

0 9 6 0 0 6 0 9 6 0 911 

Kissengunge 010 8 808 010 

::1 
010 8 010 8 010 8 011 1 

Vid Narainganl 010 0 .. 0 9 0 9 4. 0 9 2 0 0 2 010 

ViC! J agannathganl 0 8 1 .. 0 7 

=, 
0 7 6 0 7 4 0 7 4 0 8 

Seralganj 0 8 1 .. 0 7 0 7 6 0 7 4. 0 7 4 0 8 

Vid Laimanlr Hat 010 2 288 0 0 Of 0 0 6 0 0 4 0 0 4 010 7 

• 
These rates have been taken from the Eastern Bengal Railway 

Jute Tariff Part I of August 1915 and were in force from 1st July to 31st 
October. 

The following are the rates for pressed jute in bales of 4 maunds 
from the undermentioned stations to Calcutta:-

Rate per 4/ Rate per 
Miles. Name of station. maund Rate per 

pressed maund. maund' 

bale. per mile. 

-
Rs. i... p. Rs. A. P. Pie.~. 

243 Fulchhari 1 13 0 0 7 3 ·35 
105 Daulatpur 011 4 0 210 ·32 
109 Kboolna Ghat . .. 011 10 0 3 0 - -'33 
HI Kushtia . o 12 4 0 3 1 ·33 
171 Atrai 1 3 10 0 5 0 '35 
253 Saidpur 1 11 7 0 611 '32 
276 Domar . 1 13 0 0 7 3 '31 
292 HaJdibari 1 14 0 0 7 6 ·30 
266 Rungpore 1 12 6 0 7 2 ·32 
263 Dinajpore 1 13 5 0 7 4 ·33 
308 Kissenganj . . 1 14 11 0 7 9 '30 
288 LaJmanir hat. . 1 13 6 0 7 5 '30 

Railway: 
lor ju~. 
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The following are the basis of xates of the Eastern Bengal State 
Railway from the various sections of that line :_ 

" Eastern Sectio,n. During the busy season, which extends from the 
'1st July to the 31st Decemberj approximately~ith pie per maund per 
¥ille from the majority of stations~ and 1 pie per maunc:l per mile 
from the other stations." 

" During the slack season, which coyers the remaining six months 
of the year, the busy,season rates are reduced by 30 per cent. over the 
Eastern Section in through booking via Bhairamara, and by 2 to 10 
per cent. in bookings from a few stations on the Section, e.g., Goalundo. 
Pachooria, KhankhMlapur, Basantapur, Shivarampur, Faridpur, 
Rajbari, Belgachi, Kalukhali and Pangsa. The, rates from the 
other stations on the Section are not r~duced during the slack 
season. 

" Northern' Section and Rayganj and stations East thereof on the 
Behar Section. During the. busy season, in thxough booking vid 
Bhaira1ii8.ra or M Lalgola, 1 pie per maund per mile for distances 
below 100 miles, and" C " Schedules (1 pie for first 100 miles, pluB 1 

. pie for distances in excess of 100 tidies) for distances 100 miles and 
above 

" In,the slack season these rates are reduced by 30 per cent. 

" In local booking over the Northern and Behar Sections the classi
fied rate (3rd class) is charged all the year round. 

" Stations West of Rayganj on the Behar Section~ During the busy 
season, approximately jth pie per maund per mile~n booking via Lalgola • 

...and full classified rate (3rd class) plus 6 pies terminal in booking via 
Manihari Ghat, the rates to Calcutta stations via Lalgola being equal 
to those t6 Howrah . via Manihari Ghat.' -

"DUring the slack season, the portion of these rates, which apper
tains to the Behar Section only, is reduced by 30 per cent. 

"Central Section. Approximately jth pie per maund per mile all 
~he year round. -

. "Dacca Section, including MJIP.ensingh-Jagannathganj Railway 
and 'Singhjam-Fulchhari Extension4 pie per-maund per mile all 'the 
year round. 

" In booking by the combined Rail and Steamer Service via Goalundo 
from Naray~nganj and via, from Jagannathganj and ma, and from 
.Sirajganj and Dhallesary and Pildda stations, as also in bookings viti 
.Khoolna from Madaripur, Bharamganj, Chandpux and via, Narayanganj 
.and via, and Pudda stations, the year is divided into thxee seasons, 
'Viz., the busy, which extends from the 1st July to the 31st October, 

'the intermediate from the 1st November to the 31st December, and the 
.slack from the 1st January to the 30th June.' • 
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The Railway rates from these stations during the three seasons com
pare as follows :-

Busy Interme- Slack Stations. diate Route. BeasOn. Beason. Beason. 

Rs. A. P. Rs. A. P. Rs. A. P. 

Sirajganj and Bem 0 4 8 0 4 5 0 a 4 v id Goalundo. 

Jagannathganj and vid 0 4 6 0 4 3 0 3 2 Ditto. 

Narayanganj and vid 0 4 0 0 3 9 0 3lO Ditto. 
-

Dhallesary and Pudda stations • 0'4 0 0 3 9 0 2 10 Ditto. 

.chandpur and vid. Narayanganj 
0 

3 0/ 
2 V id Khoolna. and vid and Pudda stations ,0 3 3 0 3 

lIadaripur a.n..d Bharamganj 0 3 3 0 2 10 0 2 3 Ditto. 

The traffic is principally in " kutcha " bales (half pressed) i.e.-

(1) bales Feighing not less than 4 maunds each and measuring 
not more than 13i c. ft. 

(2) bales weighing 3i maunds each and measuring not more than 
13i c. ft. . 

(3) bales averaging Ii maund each and measuring not more than 
5·28 c. ft. 

The traffic in fully pressed jute (i.e., in bales of 5 maunds each measur.,. 
. ing not more than 10! c. ft.) is comparatively small with the result that 

the space occupied in wagon is more than what would be if fully pressed 
bales are despatched. In order to encourage traffic in pressed bales 
instead of despatches being made in loose 01: half pressed condition the 
following rebates are granted on the rates calculated on the above basis :-

Per cent. 
off 1h.e drum 

rate. 

Full pres.cd (pucca) bales averaging 5 maunds each and measur-
ing not more than 101 c. ft. • 30 

Half pressed (kutcha) bales weighing not less than 4 maunds 
each and measuring not more than 131 c. ft. • 271 

Half pressed (kutcha) bales averaging 3! maunds each and 
measuring not more than 131 c. ft. • 25 

Half pressed (kutcha) bales averaging 11 maunds each and 
measuring not more than 5·88 c. ft. • 20 

Jute occupies an unique position for until it is replaced by a fibre 
equally useful, durable, cheap and similar in qualities there will be 
demand for jute. 

Whereas jute is very largely used in India in the manufacture of 
sacks for the carriage of produce, gunnies for packing and clfnvas, the 
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European countries have used jute in the manufacture of clothing and 
shirting, and jute rejections are also,used for the manufacture of 'paper, 

Seeing that the railway rates even for commodities like wheat, flour 
and pulses and other articles of food ha v~ been enhanced on Indian 
Railways it is a matter for considerati~n whether the railway rates 
on jute should not also be enhanced, especially because-

R1!4801l8/or (I) it is an expensive commodity to carry; it gins light load to 
enh;ancemen~ wagons. The,figures'given in the chapter on Economics of Transporta
~'1:,late8 i/ tion show that'the load per wagon on the Eastern Bengal State Rail-

way is very poor, thus engaging proportionately a larger number of 
wagons having regard to weight Of traffic carried, which not Only means 

,a bigger capital cost but greater expenses in working the traffic. 
(2) The traffic is subject to several handlings either in tranship

ment from metre gauge to broad gauge wagons or from river flats into 
wagons. , 

(3) The working expenses,on the Eastern Bengal State Railway have 
gone up from 45'35 per cent. in 1897 to 60'8 per cent., which was the 
averag~ for the years 1911 to 1914-15. 

(4) The traffic can very well bear a higher charge as will be seen 
from the following remarks on page- 78 of The Investor's India Year 
Book for 1916 :-

" The outs~de cost of production as already 'tnentioned, is stated 
by Mr. Finlow to be Rs. 35 for a crop of 15 maunds to the acre, so that 
the cost per maund is Rs. 2-5-0. Jute, therefore, at an average selling 
price of Rs. 5-8-0 pe! maund, should le~ve ample margin of profit to 
those engaged in the handling of the jute before it reaches the mills, 
whereas the average ,selling price per maund in Calcutta during the 
past five year!! has exceeded Rs. 8 per maund,a price quite but of pro
po:ction to the cost of production. Further the cost of the raw material 
to the consumer is materially raised by fraudulent watering to increase 
its weight which is extensively practised .. The water is added not by 
the cultivator, but by the middleman, who thus reaps an illicit gain. 
It is a 'blot on the industry which it appears unable to check eHec

,tively." 
It is said that jute helps the ryots a great deal, but the ryots' gains 

.. are comparatively'small and the gains of the middlemen, who act 88 

buyers for the mills and the shippers in Calcutta, and of the brokers 
and shippers in Calcutta, all taken together are far greater-, whereas the 
Railway freights are,low. 

The position of middlemen who buy jute up country was described 
as follows by the Chairman of the Indian Jute Mill Association at a 
special meeting of the committee of the association with Sir Henry Burt 
of the Railway Board on 20th November 1912 in (:Onnection 'U.uh tke 
transport of jute- ' 

" It is a question that aHects the members of our association but 
it aHects; in a much greater degree the upcountry seller who are res
ponsible fo~ buying of our jute in the districts." 
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That the traffic can well bear a much higher rate is abundantly 
evident from the remarks quoted above from'the Investors' Year Book, 
but the point is that it requires a combination 'between the Railways 
and the Steamer Companies. Each have an area of its own and the Iates 
are fixed by mutual arrangement, and if both agree that they will not 
try to filch each other's traffic an increase in the rate is possible. 

It may be apprehended that the shippers and mills may combine 
. and build a Heet of their own for jute which can be carried by steamers, 

but in the first place this must mean a large capital expenditure, even 
when distributed between the several 'shipping firms and the mills in 
Calcutta, and the upkeep and maintenance and the cost of transport 
will mean heavy operating expenses and all this taken together and 
seeing that steamers cannot reach many places in northern Bengal, in 
Assam, Behar and in East Bengal, the mills and shippers will realise 
that it would pay them to pay higher charges than to build their own 
Heet of steamers in competition with Railways and the River Steam 
Navigation Companies. But with the large difIerence between the ~ost 
of productiQn and the selling price the rise in the Railway freight will 
mean reduction in middleman's profit rather than increased cost to the 
miller or to the shipper. -

Every industry and export and import traffic are paying higher 
rates since October 1916 over the East Indian, the Great Indian Penin
sula, the Bombay, Baroda and Central India, the Oudh and Rohilkhund 
and other Railways, and as enhancement in the rates for jute will not 
affect the area under cultivation or the d!'lvelopment of traffic, it is 
worth while l'aising the railway charges in consideration of the rise in 
the' working expenses, The Railway and Canal Traffic Act· of 1913 in 
England was specially introduced to meet increase of rates in cases of 
this nature. 



CHAPTER XII. 

COAL. 

Among the mineral products of India, coal is by far the most valuable 
mineral product which is now being worked. The coal mining industry 
of India has gradually been on the increase, and this has been effective 
in gradually diminishing the import of foreign coal i~to India; nay. 
a small proportion of Indian coal is now being exported every year. 

The following extract from my book, entitled "Iridian Railways 
and Indian Trade-" published in 1911, gives some idea of the deve
lopment of coal industry of the country. 

Coal ind1J.8try " The reIDltrkable expansion of the coal output has enabled India 
of Ind». to hold the first position amongst the coal producing dependencies of 

the British Empire. The raisings in India are not much below the 
quantity raised in Japan, but are in excess of the output of Australia, 
Trltnsval, Natal, or British Columbia. But the total weight of coal, 
raised in the United Kingdom, is yet nearly 24 times as much, when 
compared with -the tons of coal raised in India in a year." 

" Cheap coal is essential for any real progress in industrial develop
ment, of the, country; and cheap fuel is again bound up in the question 
of cheap railway carriage not only in connection with the export trade, 
but also on the long lead between the collierie3 and the consuming 
market. But it will be demonstrated later on that the railways have 
done more in this direction than perhaps was expected at the time the 
trade was agitating for reduced railway rates, not very long ago. The 
railways in India have, however, been as much benefited by the re
duction as the public, if not more. But above all, if one likes to see 
mill chimneys vomiting forth clouds of smoke in every part of India, 
the first care of the wellwishers of India's future industrial development 
E~ould be to see that India can at all times command cheap coal. 

" Sir George Watt's Dictionary of Economic Products of India tells 
us that about 1884 the estimated am~)Unt of coal (exclusive of waste) 
available inBengal was 14,080,000,000 tons, viz., 14,000,000,000, tons 
in the Raniganj Field; 80,000,000 tons in the Karharbari or Giridih 
Field. 

" The quantity of coal, min~d in Bengal during the 9 years from 
1885 to 1893, was ,13,747,825 tons; or, towards the end of 1893, the 
available ooal in the two fields named herein was 14,066,252,175 
tons. 

" The Jherria field was opened in 1893, and the estimate of Sir 
George Watts in 1889 was that the available coal in the Damudar Valley 
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(which includes the )herria, North Karanpara and South Karanpara 
Fields) was as follows :-

Jhenia Field . 
North. Karanpara 
South Karanpara 

Tons. 

465,000,000 
S,750,OOO,OOO 

75,000,000 

" It cannot be said how far these estimates are correct, but from the 
heavy raisings in the Jherria Field and subsequent investigations, it 
would seem that if there has been a mistake, it has been on the side of 
moderation. Anyhow these figures shew that in 1894 the quantity 
Qf available coal in Bengal was 23,356,252,175 tons. 

H During 15 years, from 1894 to 1909, the raisings amounted to no 
less th~n 96,805,059 tons, and assuming that the coal mined in 1910 
in these fields was more than in 1908, the total coal, now available in 
the three fields mentioned, (viz. Raniganj, Jherria, and Giridih) would 
be somewhat near 23,000,000,000 tons in round figures. The output in 
a year in Bengal comes to, say,. 12,000,000 tons; and accepting that 
this figure will be very nearly doubled in, say, 7 years and quadrupled 
in about 10 years,* there is enough coal in the land -to meet any future 
development for many years; but every year the mining operations 
will be deeper, which will mean greater cost and more risk in raising. 
There are other important coal mines in India, which have been dis
covered, for instance the Ramgarh and Bokaro fields, but these are not 
being worked for want of railway communication.t 

"In 1908, the total quantity of Indian coal mined was 12,769,635 
tons, of which the coal fields in Bengal accounted for quite 90 per cent.' 
The interesting note of the Director General of Commercial Intelligence, 
issued towards the end of October last, on the coal production and con
sumption in 1909, shews that Jherria contributed 49'1 per cent., Raniganj 
at per cent. and Giridih 5 per cent. ; so that in 1909, tJte raisings in 
Bengal were over 88 per cent. of the total coal produced in India in 
that year. The exports of. coal in foreign countries and the "bunker 
coal," used on st.eamers touching Indian ports was 18,49,150 tons, 
or 16 per cent. of the total output. 

"Before proceeding to remark upon export coal, tt will be more 
useful to deal with the internal ooal trade of the country. The use of 
.coal for domestic purposes is yet confilled to the districts situated at 
distances of not more than, say, 250 miles from the coal fields. By 
far the greatest quantity of coal consumed inland is by railways and -

• Since the above remarks were made in 1911 the drain on CJe.l Mines of India hM 
been very great, due to supplies demanded by the war, and the question of future coal 
supply is of great importanoe. The Ra.mgarh and Bokaro 6elds require very deep 
mining operations. 

t Ra.ilway oommunioation h'l.s been opened to(} these fielcls by an extension of the 
Bengal Nagpur Ra.ilway from MOHUDA to BERMO-;See pages 362 and 363. 

2B2 
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partly by mills (cotton and jute), factories, foundries, steamers plying 
on Indian rivers and for brj,ck burning. 

"It has very often been remarked that if coal is freely used as 
domestic fuel in all parts of India, the agricultural classes would bE 
able to obtain an abundant supply of • cow-dung' for manure. Further 
although the opening of new railways has placed several forest tractl 
within the reach of the thickly inhabited parts for the latte~ to dra" 
the supply of firewood from these forests, and it is also to the interesl 
of the country that the jungles should be cleared to allow of more cuI· 
tivable land being available for agricultural -purposes, it is equall, 
essential to the well being of the people that tracts of land should nol 
be denuded of trees for miles together, as it is said that the effect 01 
trees in· equalising temperature, in the distribution of rain, and ir 
entrapping rain, is universa.lly recognised. The cutting down of treel 
in millions every year has been, it is remarked, the cause of rain fall ir 
India becoming more capricious. Thl}refore, the expansion of coal tradl 
for domestic fuel is really very important, and the development of coa 
traffic in this direction is really the future of the coal trade of India 

, It is said on authority that in some parts, the real difficulty agains 
the use of coal is the want of suitable • choolas' to minimise thl 
discomforts from smoke from coal in an Indian hut, and ipr bakin, 
hand-made' chapatis.' There is a great future for anyone who wi] 
undertake the invention of such' choolas/ and place them along wit] 
cheap coal within the reach of the people in the districts far awa: 
from the coal fields. . 

"It cannot at this moment be argued that the high price of C08 

prevents it from being used more extensively as fuel for cooking ;'ther 
must be some other reasons, such as those mentioned above, operatin. 

- against the universal use of coal in India for cooking. It may be interest 
ing to know th.at in Agra the price of 'ghootias,' or dried cow-dun~ 
is 12 annas per maund, or say, Rs. 20 per ton, whereas coal can Dm 
be had in Agra at, say, Rs. 12 per ton, including all charges (not excludin 
the middle man's profits). In Benares the price of retail firewood i 
usually 6 annas per maund, or, say, Rs. 10 per ton, but the price of co~ 
iJl Benares cannot be more than Rs. 8 per ton.. It is true that chea~ 
ness of price must have its effect in 'the long run, but if coal is sold i 
carts from door to· door, and suitable 'choolas' are supplied at th 
same time, the eifect will be quicker.· Anyenterprisein this directio 
on the lines indicated will be amply repaid. 

" As already remarked, the Railways in India consumed the largel 
quantity of coal produced in the country; during 1909, the weig~ 
of coal so consumed was 3,689,093 tons; an ide·a of the increase ( 
coal, used by railways, can· be better imagined, when it is pointed Ol: 

tbat in the year 1905 (i.e., before the existing low ~ailway rates cam 
into operation) the quantity of coal, used on railways, was 2,668,42 
tons, or, in the space of three years the consumption under this hea 
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has gone up by more than 1,000,000 tons. Therefore, it is c.!)rrect to 
say that Indian Railways have equally profited· with the other Indian 
industries by the reduction in coal rates. 

" The following were the prices of coal since 1 £04 per ton load£d 
iuto railway wagons :-

Jherria. Raniganj. 

Rs. A. p. Rs. A.P. Rs. A. P. Rs. A. P. 

1904 12 0 2 4 0 2 0 0 2 8 0 

1905 1 14 0 2 12 0 2 8 0 3 4 0 

1906 3 0 0 5 0 0 3 8 0 4 8 0 

1907 3 8 0 4 4 0 3 8 0 4 0 0 

1908 4 8 0 5 0 0 4 0 0 5 0 0 

1909 2 0 0 4 8 0 2 0 0 3 8 0 

First class. 

Rs. A. P. Rs. A. P. Rs. A. P. Rs. A.-I'. 

1910 3 0 0 3 4 0 3 0 0 - 3 8 0 

Seconil class. 

Rs. A' r. Rs. A. P. Rs. A. P. Rs. A. l' 

1 120 2 4 0 1 8 0 - 2 0.0 

"' 
" It will be seen that high prices prevailed in the years 1906 to 1908, 

the effect of which is so well known that it does not require much re
eapitulation beyond the remark that the markets in the far East, Ceylon, 
and t~e railways in Western India were compelled to turn their attention 
to Natal and Australia for their coal. The large profits, made by the 
colliery proprietors in India, did not satisfy them, and they were so 
expectant of priees going higher and higher that they were reluctant 
to make forward contracts, which drove their customers, principally 
railways, to buy far in excess of their actual requirements, although 
this course meant blocking up of enormous sums of money without 
interest, but even this they were ready to risk as the fear of the serious 
eonsequences of rapid increase in the prices was great. The mills in 
Ahmedabad, which had been taking Bengal coal, were compelled to 
use wood from the Godhra and Rutlam forests. Besides, the smaller 
collieries which were perhaps aware that they would not survive in the 
long run, and were therefore most anxious to make as much profit as 
possible to bring quick and large returns on their capital, did not take 
,so much care to keep to the quality of coal they contracted to supply. 
Thus Bengal coal got a bad name. This is however, not said of res
pectable miners. Such a condition can .never succeed in establil!hing 
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th; prosperity of any trade on a sound blt~is, nor can it be considere4 
beneficial to the country. 

"Even the colliery 'proprietors, who in their shortsighted polic, 
raised the profits to almost impossible figures, had to suffer in the lon, 
run, for the slump in the coal trade, the result of the loss of some of til 
important fore~ markets, and the overstudding of the coal depot 
of Indian railways, causing supplies to be in excess of the demand 
affected the colliery people seriously towards the end of 1908 and i] 
1909. Some idea of the rise in the pripes at the consuming mar~et 
can be formed ~en it is shewn that Bengal coal was available in 1901 
in Bombay B,t prices varying between Rs. 10-0 to Rs. 12-0 per tOll 
against the price of English coal at Rs. 12-8 to Rs. 18-6 per ton, bUI 
during 1907 and 1908 Bengal coal was selling in Bombay at Rs. 16 all< 
Rs. 17 per ton respectively, but at the present moment the prices hav4 
come down to Rs. 13-4 to Rs. 13-8 per ton. Now that the time fo] 
cheap coal has come, it is to be hoped that the local consumption 0 

coal in India would be greater every year. It has been lately remarke< 
in 'Capital 'that if coal were used in the Cantonments where Euro
pean troops are stationed in India, there would be a saving of SOmE 
lakhs of rupees to the Government." 

Railways have been the chief consumers of Indian coal, and thE 
increase in: Railway mileage in India hall urged the necessity of workin~ 
the Indian fields on a larger scale so that supply might compete :wit~ 
demand. , 

The increased..consumptiop of coal is also due, but to a slight extent 
to the industrial activity of India, as the result of improved facilitiel 
of transport and of consequent access to new markets. 

The average cost of coal in India during the years 1~08-1912 wal 
low compared to that of most of the principal coal producing 
,countries of the world, as will be seen below ;-

Per ton . 

•. d. 

India 4 8 
United Kingdom 8 5, 
Japan. 7 8f 
United States 5 Wi 
Germany 10 41 
France 12 7 
Australia ' 7 6 

Taking five years, 1909 to 1913, it is found that there has been an 
increase in the imports, and a smaller increase in the exports as well. 
A certain portion of the imported coal comes from Africa, as they have 
an ,idea of capturing a portion of the Indian market. 
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The following statem{lnt taken from Geological Survey Quin- Imporl8l1"j 

qu(',mial Review of the Mineral Production of India gives the imports rt~ 
and exports of coal during the years 1909 to 1913 and other in~erest- 0 coo 

jng information regarding Indian Coal :-

Year. Imports F,xports 

Ton •. Tons. 

1909 490,421 563,940 

1910 315,996 988,36u 

1911 318,61l!} 862,177 

1912 560,791 898,739 

.1913 644,934 759,155 

".Of the total imports during the years 1909-13, it is found that the 
United Kingdom sends the largest quantity, Natal coming second, as 
will be seen from the following statement :-

From }'rom From From From 
Year. United Australia. Natal. Japan. other TOT.<L. 

Kingdom. countries. 
, 

I 
I 

I Tons. Tons. Tons. Tons. Tons. TOllS. , 
1909 . - 311,213 54;792 1 91,907 11,413 21,096 ! 490,421 , 

i 
1910 • 261,245 28,Q!0 18,224 6,654 I 1,833 315,996· 

1911 . 245,043 35,703 15,086 6,975 I 15,862 318,ti6!} 

1912 • 145,097 ' 92,087 j 96,076 97,289 i 130,242 560,791 

1913 . 185,034 1 51,344 136,730 97,208 1 
I 644,934 174,618 I. 

".As regards export of Indian coal, Ceylon and Straits Settlements 
are the principal customers. During the period 1909-1913, there was 
an increase of the export of coal to Ceylon as compared to that of the 
previous quinquennial period, while there was a. decrease in the export 
to the Straits. The following statement shows the exports during 
1909-1913 :-

I 

I . Country. 
I 

1909. 1910. 1911. 1912. 1913. 

Tons. Tons. Tons. TOM. I Ton~ 
Ceylon 313,385 522,019 494,063 579,151 I 426,206 

Straits Settlements 128,768 lI36,933 225,459 149,031 I 197,433 

Sumatra .79,394 100,234 109,383 
119,427

1 
102,759 

Other countries' 42,393 129,180 33,272 51,130 32,757 

TOTAL ·1 563,940 ~88,366 862,177 898,739 I 759,195 
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PrifICipal • "The followiD:g was the Origin of Indian 90al raised during the years 
coalfield·· 1909-1913 :-

FRoM GONDWANA FRoM TERTIARY 
STRATA. STRATA. 

Yea.r. 
Total 

Production. 

Tons. Per oent. Tons. Per oent. 
of tota.1. of total. 

Tons. 

1909 • ., 11,463,299 96·57 406,765 3-43 11,870,064 

1910 . 11,635,540' 96·58 411,873 3·42 12,047,413 

19l1 . 12,329,458 96·96 386,076 3·04 12,715,534 

1912 . 14,298,083 97-23 408,256 2·77 14,706,339 

1913 . -. 15,814,304 97-57 393,705 2-43 16,208,009. 

-----. 
AVERAGE 13,108,137 97·03 40],335 2·97 13,509,472 

"During this period, 1909 to 1913, the percentage of coal from 
Gondwana Strata rose. to 97'57, due to great activity in Bengal and 
Bihar, and especially to the rapid development of the Jherria coal
field. When ,the Review of Mineral Production was issued in 1903, 
the Raniganj field was still the leading field in India, and it main
tained its lead up to the year 1905. In 1906, however, Jherria went 
ahead of Raniganj, and in subsequent years has steadily increased its 
lead, until it now produces more than half of the total production 
of India. 

" The sub~divisions of the Gondwanas represented on the field are :-
3. Panchets. 

\ 2. Damudas:-
(c) Raniganj stage. 
(b) Ironstone shales. 
(a) Barakar stage. 

1. Talchirs. 

"There is a general dip to the south and south east throughout 
'the neld, 'and consequently the Talchirs are' exposed as a band along 
the 'northern margin, succeeded by the younger formations towards 
the south. ,- As th~ beds dipping to.the south east are overlapped by the 
alluvium of the Damuda Valley, the distance to which the coal-bearing 
rocks extend in this direction towards Burdwan and Calcutta is unknown. 
In order to test the field in this direction ~ bo~ing was put down by the 
East Indian Railway Company in the years 1903 to 1906 at Durgapur, 
16 miles south-east of Raniganj, but to the depth of just 3,000 feet the 
only rocks penetrated were those of the Panchet series and perhaps 
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upper part of the Raniganj stage. At this point, therefore, the coal
scams are buried to a greater depth than 3,000 feet. As the Damuda 
river stretches away to the south-east in an almost straight line for a 
distance of about 45 miles beyond the Raniganj field and thus runs 
approximately parallel to some great faults within the field, it is 
possible that its alignment is determined by a great dip~fault, and the 
Gondwana strata possibly continue along the left bank of the river far 
beyond the visible limits of the field. Although the Durgapur boring 
shows that the coal-seams are at that point mOTe than 3,000 feet below 
the surface, it is quite possible that the depressing effects of. the 
general south-easterly dip may be neutralised by strike faults. Whether 
the coal measures are brought up in this way to within workable 
distance of the surface in the south-east direction, or whether they are 
now hopelessly beyond reach (if they ever were developed in this area), 
can only be determined by trial borings to the south-east of Durgapur. 
So long as there are abundant supplies nearer the surface in the 
Raniganj and Jherria fields, it will be to no one's financial advantage to 
risk the money required to test this interesting question . 

.. The information at present available for publication regarding 
the quality of the coal being worked in the Raniganj field is compara
tively limited, for the correlation of the various seams being worked 
in the different collieries is still doubtful. We are indebted to Dr. W. 
Saise for .a series of assays published in 1904. These show the follow
ing extremes and averages :-

Assays 0/ Coal/rom the Rant'ganj Fields (W. Saise). 

- Moisture. Ash. Volatile Fixed 
Matter. Carbon . 

. _---- ---------

rh~' 
9'05 22·67 38'53 60·50 

Raniganj (Upper Lowest 4-60 8·00 26'40 32·40 
Seams). 

Awrage of 11 6·86 14·93 32·22 45·99 
assays. -

rh~ 
6·20 22'50 38·25 61,00 

Raniganj .. (Lower Lowest 1-50 8·84 2.7,00 46'00 
Seams). 

Average of 28 3·81 13·54 3HO 51·25 
assays. fhOO

' 

1-50 25·00 29·25 61·00 

Barakar Seams Lowest 0·50 11·00 23·75 49,00 

Average of 8 1·00 17,00 26,75 55·25 
-assays • 

. 
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Jherria field. 

"In the Jherria field the only Gondwana formations prt\served are 
the Talchirs and the three divisions of the Damuda series-the Barakar 
Ironstone shales, 'an~ Raniganj. The Barakars are by far the most 
important to the coal miner, and no attempts were made to work the 
thinner and poorer seams -of the Raniganj series until the ' boom' of 
1906-08 led to the opening up of every tolerable seam of coal within 
range of the two railway systems tltat serve the field. 

" During 1903 a number of coal samples from the Barakar seams 
was taken by Messrs. E. P. Martin and H.- Louis at the working faces 
in some leading mines iD(this field. The average of fifteen assay8 made 
on these samples was as"follows ;-

Fixed carbon 
Volatile matter 
Ash 
:r.Ioisture .. 

63·50 
21'31 
!-l·29 

0·90 

" Ten of these were tested for sulphur and were found to contain 
on an average 0'57 per cent., while the same ten samples showed an 
average evaporative power of 12'82 Ibs. of water per lb. of coal. 

"Subsequently in 1909 assays made by Lieutenant-Colonel F. 
Cunningham Hughes gave similar results; these are summarised below ;-

Moisture Volatile Fixed Ash Calorifio 
- per cent. matter carbon per oent. value (in 

per cent. per cent. calories). 

----.- ----
Raniganj or Upper Measures 1·68 30·61 57·26 10·45 . 7,195 

(2 samples.) 

Barakar or Lower Measures 1·25 23·21 63'77 11-78 7,197 
(22 samples.) , 

" The Jherria field. ike those of Ranig;nj and Giridih, is traversed 
by trap-dykes, the most destructive being a· peculiar form of mica
peridotite which spreads out as sheets in the coal seams destroying 
large quantities of valuable coal. The seams kp.own as Nos. 14 and 15, 
which otherwise' include a hjgh quality of coal, are especialr damaged 
by trap intrusioM in the centre and east of the field. 

Bokaro and Ramgarh fields. 

" Immediately west of Jherria on the other side of the J amunea 
river lies the western termination of the Jherria field, now some times 
known as the Bokaro-Jherria field. This is being developed by a few 

.
I 
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Companies s.nd will be served by a short branch line taking off from 
the Bokaro extension of ~he Bengal Nagpur Railway. West of this 
again lies the Bokaro field, to develop which the Bokaro Ramgarh 
Colli~y Company was formed a few years ago after obtaining mineral 
concessions from the Rajah 01 Padma.. A portion of this field is already 
being developed as a -joint colliery between the East Indian and the 
Bengal Nagpur Railways, and the joint railway line owned by these 
two Companies has recently been opened for traffic up to it. The lay 
out of the colliery is in progress and the machinery is now being delivered 
from England. The coal is of good quality, equal to first class Jherria 
coal. The small field known as the Ramgarh field lies from 15 to 20 
miles south-west of the Bokaro field. It is traversed by the Damuda 
liver in the bed of which the coal crops out in numerous places. But 
the coal is not considered, at present sufficiently attractive for develop
ment. 

Bye-products recovery. 

" In the last Review (page 30) reference was made to the erection 
of bye-product recovery ovens on {he Giridih field. Two ~atteries, 
one of eighteen, the other of twelve, ovens of the Simon-Carves type 
are now installed. The products recovered are tar and ammonia, the 
latter being converted into ammonium sulphate. The two ovens are 
said to be capable of producing 40,000 tons of coke annually. The 
production of sulphate is about 360 to 400 tons per ann~m. 

Other fields. 

" The other principal coal fields being worked in the Peninsula are 
Mohpani, the Pench Valley, and Ballarpur in the Central Provinces, 
Umaria in the Rewah State, and Singareni in the Nizam's Dominions. 
Of these Ballarpur has been opened up during the period of the present 
Review to take the place of the Warora colliery, which was closed down 
in 1906. 

Ba~larpur. 

"In' anticipation of the failure of Warora prospecting operations 
were undertaken by Government at Ballarpur, 38 !niles to- the south
south-east in the Chanda district, on"the left bank o"f the Wardha river .. 
Coal was proved by borings over an area of Ii square miles and a shaft 
was commenced. The large quantities of water met with in sinking 
proved to be a for!nidable obstacle, as all fuel used for the pumping 
engines had to be carried by road from Warora. Ballarpur was joined 
to the Great Indian Peninsula system by an extension of the Wardha
Warora branch, which was opened for traffic on the 1st February 1908. 
Meanwhile two 14-foot circular shafts had been sunk to the coal at 
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depths of 257 feet (No.1) and 236 feet (No.2), imdin 1906 a smaH 
quantity of coal was raised for use on the r.ailway.onstruction works. 
One of the shafts is lined with brick and ferro-concrete, and the other 
with fire-bricks moulded to the circle of the shaft. 

" The seam is 50 feet thick, including thin partings of shale; but 
the only part at present being worked is an 8-foot layer in the middle 
of the seam. The workings are on the bord-and-pillar system, the 
pillars left being 60 feet square. The output between 1900 and 1912 
was between 200 and 300 tons a day. 

Pencil. Valley. 

,~ In the year 1913 the output of the Pench Valley coalfield was 
89,905 tons. The output of coal from this field, however, has hitherto, 
been limited by (1) the trade obtaining i.u. the districts served by the 
Bengal Nagpur Railway, (2) the carrying capacity of the same railway 
or rather of that branch of it serving the coalfield. Three collieries have 
been opened by the Pench Valley Coal Company, Limited :-(1) Chanda-

. metta~ (2) Barkui, (3) Buteria. 
" At Chandametta one incline fitted with direct haulage was opened 

and has been worked out as far as was deemed advisable; the pillars 
have been worked back and are now exhausted, with the exception of 
abQut 3,000 tons still to get. It is estimatea that 93 per cent. of the 
coal of this area has been won. A barrier has been left between the 

·above workings and a shaft 15 feet in diameter sunk well to the dip, 
forming a new colliery, which is named Wallace Pit Colliery. It is -
to be served by the Great Indian Peninsula Railway, which is now laid 
througn the coalfields, and is expected to carry coal about October 
1915. 

" At Barkui one incline was opened and worked up to a certain point. 
It was then considered that, by reason of danger from Hooding from 
the river which ran past the mouth of the incline and for other reasons, 
th~ pillars should be worked out, and a strong barrier left, and a new 
colliery opened out to. the dip. Two inclines have been opened out 
therefore to the dip of the barrier, which is 300 feet wide. 

" Collieries are being opened out at Parasia for the Central Peneh 
Coal Company, Limited, at Jatachpar for the Upper Pench Coal Com
pany, Limited, at Bhajipani and Eklahra for the Pench River Coal 
Company, Limited. All the above collieries are served by the Great 
Indian Peninsula Railw~y and are expected to be loading coal for that 
rail:vay to carry by October 1915. . 

"The Siskol CQal-cutters formerly used in this field have been 
abandoned as the coal eventually proved too hard, and shot holes are 
now drilled by meaWl of ratchet drills of the COIlqueror type. 
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.. The average number of persons employed daily during the years 
1909 to 1913 was 761 ; this, with 12 deaths, gives a death rate of 3·15 
per 1,000. The annual labour figures are :-

Persons. 
1909 • 937 
1910 • 765 
19\1 • 470 
1912 • 802 
1913 • 832 

" The diamond boring operations at Nimji and Bazargaon, 16 miles 
to the west of Nagpur, were carried to a depth of 900 feet and abandoned, 
as no coal was found. 

Mohpani . 

.. The oldest colliery in the Central Provinces is Mohpani. The 
Mohpani coalfield is situated in the Narsinghpur district on the south 
side of the Nerbudda alluvial valley, and at the foot of the northern 
spurs of the Satpuras. The divisions of the Gondwana system exposed 
in this field are the Mahadevas, the Barakars, and the Talchirs, the 
known coal-seams lying, as usual, in the Barakars. About forty years 
ago, the Sitariva Coal Company carried out a certain amount of work 
on the field, but the actual development of the Mohpani coalfield is due 
to the efforts of the Nerbudda Coal and Iron Company, Limited, which 
commenced operations in 1862, and, from then until 1904, spent more 
than £150,000 on the undertaking. The mines are divided into the 
old field and the new field. The old field was abandoned in 1902 after 
practically the whole of the coal workable to the existing shafts had 
been won, the total amount so extracted being 450,845 tons, the deepest 
shaft being the Helen pit, 405 feet deep, and the number of coal seams 
four. 

U The new field, forming part of a second concession adjoining the 
old field, was first opened up in 1892, and up to the end of 1.903 the
Company had raised 181,080 tons of coal and splint from the two upper 
coal seams. As in the old workings on the Sitariva river, faulting and 
heavy water diScharge were, in 1903, giving considerable trouble; so 
that, in order satisfactorily to work out the already proved coal, addi
tional capit~ was necessary for. hauling and pumping plant. This 
capital the shareholders of the Nerbudda Coal and Iron Company were 
unwilling to supply. On the other hand, the Great Indian Peninsul8' 
Railway Company, to whose system the mines are connected by a ten 
mile branch line to Gadarwada, and who had been taking the output 
of the Mohpani Collieries at a uniform rate of-Rs. 6 a ton, was dissatis
fied with the small output; consequently, after a report by Mr. R. R .. 
Simpson of the G~ological Survey of India, the properties were sold 
to the Great Indian Peninsula Railway Company for £40,000 with 
effect from the 1st July 1904. The results of the change are seen in 
the rapidly increasing output of this colliery, which sunk as low as 26,61S 
tons in 1904 and 22,998 in 1905, but has been, on the average, over 
50,000 tons in recent years. 
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., Amount of coal raised in the British Empire in 1910 and 1911-

1910 1911. 

, Cou~tries. i Tons of Tone of I coal raised. coal raised. 

United Kingdom I 264,433,028 271,891,899 

Aus~ralia ! 9,676,549 10,493,060 

11,327,771 I 10,019,166 

87,551 79,485 

2,294,746 1 
2,392,456 

2,197,362 2,066,073 

.canada 

Cape Colony 

Natal 

New Zealand 

474,742 I 430,973 

3,548,550 I 3.878.286 

()range River 

Transvaal • 

"rojal British Empire except India . I 294,040,299 I 301,251,:l98 

India. I 12.047,413 I 12,715,534 

TOTAL BRm,SlI EMPIRe 1306,287,712j 313,906,032 

The following. statement shows the quantity of coal carried year 
by year both on Public and Departmental account ,from the Coal Fields 
served by the East Indian Railway from 1906 to 1916-17 inclusive, and 
from those served by the Bengal Nagpur from 1909 to 1916-17 :-

! From East From Bengal Coal output 
Year. ' Indian Nagpur in millions I Railway Railway of TOni. collieries. collieries. 

I 
I ----
I Tons. Tons. 

1906 I 6,800,585 8} 

lil07 7,308,607 10 

1908' 8,320,104 • 11i 
.1.909 7,2!l0,539 1,728,633 10} 

1910 8,337,295 1,968,550 101 

1911 8,119,031 2,506,304 1I} 

1912 9,600,399 2,689,095 131 

1913 10,205,854 3,277,650 141 
I 

1914 10,263,967 2,797,842 15 

1915 10,335,300 2,il0,481 15, 

1916·17 11,825.069 2,997,688 15t 
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Now to deal with the coal rates. The Government had for quite a Redudio,. •• 

long time been in correspondence with the East Indian Railway Ooal Ratu. 

regarding reduction of rates for coal, especially having regard to the 
high cost of fuel on State lines; and it was accepted by the East 
Indian Railway in 1891 that the rates should be reduced and the 
following scale of rates, chargeable on through distance over all the 
railways concerned, was accepted by the East Indian Railway and 
thl! State lines, and other railways were moved to accept the revised 
rat('s :-

(-1 Coal, coke and patent {uel-
(a) For consignments of less th.an 3,000 maunds

For all distances up to 400 miles inclusive • 
For distances over 400 miles-

For first 400 miles 
For the distanoe in excess of 400 miles 

(b) For consignments of 3,000 maunds and over-
For all distances up to 400 miles inclusive· • 
For distances over 400 miles

For first 400.miles 
For the distance in excess of 400 miles 

(e) Rebate on simple consignments.-The charges under 
(i) (b) were subject to rebate in the.case of a con
signment exceeding 50,000 maunds made at one 
time on account of anyone railway for delivery at 
one place. A rebate was given at the rate of 2! 
per cent. on the quantity in excess of 50,000 maunds 
up to and including 2,00,000 maunds. Thus on a 
consignment of 2,00,000 maunds a refund was given 
of the freight on 21 per cent. of 1,50,000 maunds, 
or the freight paid for 3,750 maunds. In the case 
of consignments exceeding 2,00,000 maunds, re
bates will be given as follows:-

Per maund 
per mile. 

pies. 
0'165 

165 

II 

I.; 

10 

On quantities in excess of 2,00,000 maunds up to 
4,00,000 maunds • • . • • • 7 per cent 

On quantities in exce~s of 4,00,000 maunds up to 
6,00,000 maunds • . • .• • • • 7! 

On quantities in excess of 6,00,000 maunds up to 
8,00,000 maunds • • • •• 10 

On quantities in excess of 8,00,000 maunds 15 
(d) Rebate on aggregate of consignments.-At the end of 

any half year a railway administration whose aggre
gate consignments to one station during the half 
year exceeded 50,000 maunds were entitled similArly 
to claim a refund in respect of the. payments made 
in accordance with the follQWing scale. H, however, 
the claim is not made within two months after the 
expiry of the half year, it will be admitted :-

On quantity in excess of 50,000 up to 2,00,000 
2,00,000 .. 4,00,000 
4,00,000 6,00,000 
6,00,000 
8,00,000 

.. 8,00,000 

.. 

Quantity on 
which refund 
is claimable. 

Per cent. 

2i 
5 
71 

10. 
15 
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EXAMPLE. 

RBBATB. 

COlISlgnments. Quantity 
Rate. on which Amount. calcu-

lated. 

Hauuda. Per Hauuda . Hauuda. 
cent. 

Jat • 40,000 .. .. .. 
Ind 1,20,000 2i 70,000 1,760 

3rd. 6,00,000 7i i,oo,oOO 7,600 

6 2,00,000 10,000 

2l 1,50,090 3,750 

---:------" --
TOTAr. ~ .. .. .. 23,000 

----,----
'fatal quaD- 6,60,000 10 60,000 6,000 

tlty. 
7. 2,00,000 16,000 

5 2,00,000 lO,OOO 

2i 1,50,000 3,750 

---
TOTAL . 84,750 

Deduet amount on which rebate has 28,000 
already been allowed as above. _ -. 

Quantity for refund at the average 
rate eharged. 

11,760 

Before making this refllnd, any rebate mad~ 
under (i) (c) was first dedlloted. 

(e) The rebatea under (i) (c) and (II) on 
14,25,000 maunda and on all larger 
qnantitiea wa, limited to 10 per cent. 
on the to.tal qllantity carried. 

CJ) The oharge nnder (i) (a) and (b) W&IJ 
made on the full oarryiDg oapacity of 
the wagons employed. 

,Before long the above scale was in force on the East Indian Railway 
on all the State lines. and also on the Indian Midland, the Bengal 
Nagpur, the ..Bengal and North-Western and the Rohilkhund and 
Kumaon Railways. 

In May 1895 the Government of India revised the coal rates again. 
The Schedule of 1891, and the reduced rates for large quantities were 
made gene~a.lly applicable. Formerly there were two scales, one' for 
consignments of less than 300 maunds and the other for consignments 
over 300 maunds with effect from 1st FebrUary 1895, the lower scale 
of rate, applicable however to quantities of more than 300 maunds,. 
was introduced for consignments in full wagon loads 80 that any station 
despatching even one wagon load h~ the advantage of the lowest ra~ 
IlS follows:-

For all distances up to 400 miles 
For distances above 400 "iniles . 

'18 pie per maund per mile. 
For the 1st 400 miles ·15 pie per maund per 

mile. For distances in excess of 400-
miles -10 pie per inaund perJUile. 

In addition, th~rebates formerly allowed were continued. 
It was intended that there were to be the maximum scale of rates, 

but this was not made quite clear. It was laid down that the rates. 
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between two points were to be calculated at the above scale by the 
shortest· route. But if traffic was carried by a longer route it could 
be done by charging the rate by the shortest route without the consent 
of the railways forming the longer route. But if any railway, which 
formed part of the shortest route, also carried the traffic when it followed 
the longer route, such railway could, if it liked, claim in division the same 
mileage rate as it would ge~ if the traffic was booked by the shortest 
route. But railways that formed the longer route, did not. form any 
portion of the shortest route, would not get more than the mileage 
division of the rate. -

In order to meet cases of railways which did not accept the above 
Schedule of rates, such as the Great Indian Peninsula and Madras Rail
ways, on whom the Government could not yet impose the schedule 
under the contracts, the following clause was provided ;-

" When the traffic is booked over railways whose administrations 
have not accepted the schedule, the through rates with such railways 
shall be the sum of local rates." 

But subsequently a dispute arose as to the interpretation of this 
last clause. While it was intended that the clause should apply to rail
ways that did not accept the schedule,. it was never the intention that 
if any railway that had accepted the schedule, quoted a rate within 
the schedule, but not lower than the minimum of -ftth pie per maund 
per mile, the other railways should apply, in through booking with 
such a railway, their local charges up to the junction. 

The question of the entrance of the Bengal Nagpur Railway into 
the Jherria coal field& by a branch line from Midnapur to Jherria, and 
of an independent route from Calcutta to N orthern Indi~ had been 
engaging the attention of the Government and of the Calcutta merchants 
for a long time especially in view of the congestions that were taking 
place on the East Indian Railway. A committee was appointed in 
1900 to investigate the following points ;-'-

(1) The entrance of the Bengal Nagpur Railway into Jherria. 
~ (2) The relief of the congestion of traffic on the East Indian 

Railway. 
(3) The provision of an independent access to Calcutta from 

the United Provinces of Agra and Oudh. 
It was accepted as the result of the enquiry by the committee and after 
hearing the evidence of the mercantile and railway bodies interested 
in the question, that the Bengal. N:agpur Railway shoula have free 
and independent access into the Jherria coal fields, on equal terms with 
the East Indian Railway by the construction of their branch from 
MidIIapur to Jherria. 

It was proposed that the East Indian Railway should have their 
Grand Chord LIDe from the north-east to the north-west running nOlth 
of the field, and that the Bengal Nagpur Railway_line from Midnapur 
to connect both the Grand Chord, should run from the south-east to the 

20 
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south-west .. running south of t'he field, and that no line should run through 
the centre of the field as was proposed by the East Indian Railway. 

The East Indian Railway ~ere to construct, own and work. loop 
line (to be known as the outer loop) from Pathardihi to Khanodih, 
including the Dhanbaid-Jherria Chord, and the Bengal Nagpur Rail
way were to build the line from Bhoojodih junction to Mhoda and to 
work and own it and this was to be known,as the inner loop. 

Suhsequently connections were formed between these two loops 
by short links so that every colliery in the field, whether situated on the 
Bengal N~gpu~ Railway or on the East Indian Railway, could call for 
and be supplied with wagons of whichever Railway Company (Bengal 
Nagpur Railway or East Indian Railway) it desired to send the coal 
by, i.e., a colliery on the Bengal Nagpur Railway desiring to send traffic 
by the East Indian Railway could indent for and obtain for loading 
wagons' of the East Indian Railway, and vice versa. 

This arrllngement was alright, but at the ti~,it was not anticipated 
that siter the Bengal Nagpur Railway got entrlnce into the field they 
would for some time be debarred from carrying the export coal traffic 
to Calcutta because of thei:!; rate on the longer distance vi4 Midnapur, 
falling below the minimum when effecJing equalization with the rate 
by the shorter route of the East Indian Railway .• 

The entrance of the Bengal Nagpur Railway, into the Jherria coal 
nelds did 'not at once give the coal"trade of Calcutta that advantage in 
.respect of the export coal trade which was expected. 

The distaqces from the .nerria coal fields to Calcutta compare as 
follows:- ' 
From East Indian Railway coal invoicing 
stations in the Jherria-field to Howrah (or 

Khedderpore Docks. The Howrah 
distance is applied to Dock traffic) 

vid Dhanbaid chord. 

Jherrla 
Miles. 

173 
Kasunda 171 
Dhanbaid 169 
Katrasgarh . ..... 177 
Pathardihi . 181' 

From the Bengal Nagpnr Railway 
coal invoicing statiollll in 

the Jherria field to 
Shalimar. 

'Bhaga 
Malkera. 
Mohuda 
Bhojoodih. 

Miles. 
202 
211 
209 
195 

The East Indian Railway had already quoted their rate for export 
coal on thll minimum of loth pie per maund per mile, which prevented 
the Benga. Nagpur Railway giving the same facilities in the matter of 
Railway freight to the Calcutta traders. . 

TJie Be~gal Nagpur Railway h~d at first equalised witll the East 
Indian Railway rate by going below the minimum, but' on the East 
J.ndian Railway bringing this to the notice of the Government, the 
Bengal Nagpur Railway, were prevented from doing so, with the result, 
'that while there were complaints of short supplies of wagons to collieries 
of the Eas~ Indian Railway the Bengal Nagpur Railway new ~ne wa~ 

* The reduoed rates of the E3.st Indian Railway intro:lnced in 1902 are given' on 
page 123. . 
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not doing much traffic. But it was not very long after that the two 
lines came to an arrangement under which equal facilities for the export 
trade to the Kidderpore Docks from the Jherria coal fields were allowed 
by both the routes. It was accepted that the freight on coal by both 
railways from all stations in the Jherria coal field to Howrah, Shalimar, 
Kidderpore Docks, Bracebridge Hall and other Calcutta stations should 
be equalised, and that the chargeable distance by both railways should 
be 170 miles irrespective of the actual distance. It was also accepted 
that in the case of collieries on the East Indian Railway in the Jherria 
field, desiring to send coal to Calcutta via the Bengal Nagpur Railway, 
the East Indian Railway would call upon the Bengal Nagpur Railway 
for supply of wagons, and that in the Jase of such despatches, while 
there would be no extra freight chargeable to the public, the Bengal 
Na~pur Railway would, out of their proportion, pay to the East Indian 
Railway freight for 20 miles, and exactly similar arran~ements were 
also agreed to in the case of despatches from collieries on the Bengal 
. N agpur Railway to _ Calcutta in East Indian Railway wagons and by 
the East Indian Railway route. 

The Government of India and the East Indian Railway had been 
for 2 or 3 years considering the advisibility of making a still further 
and more liberal reduction in the rates for coal, the object aimed at 
being to place coal at a cheap~r price withj.n the reach of the industries 
of the various provinces in India situated at great distances from the 
coal fields. But this could not be done unless the minimum for coal 
traffic for long distances was reduced. Therefore, with effect from the 
1st September 1905 the following minimum rates were introduced subject 
to the· undernoted cqnditions :-

•• For distances up to 300 miles 
Per maund per mile. 

• loth pi .. or 0·10 
Plus hr any distanoe in excess of 300 miles and 

up to 500 miles inclusive . r~th pie or 0·066 
Plus for any dist~ce in exoess of 500 miles . nth pie ~r 0·05 

" Oondition' 1.-That the rate shall be calculated on the through 
distance between the station of origin and the station of destination 
of the consignment. 

"Oondition 2.-That when there are two or mo;e routes to deatina
tion from the colliery where th.e traffic originates the railwa:v or rail
ways forming the longer route may calculate charges on the same mileage 
as the railway or railwa.ys forming the shorter route. 

" Oondition a.-The coal for the use of foreign railways is to be 
charged at the same rates and under the same conditions as coal carried 
for the public. . , 

,I Oondition 4.-That the rates charged are' divided between the 
railways over which the traffic is carried in proportion to the mileage 
of each, pr(lvided that if the distance the coal is earned overany rail~ 
wa! is less than 25 miles, the mileage of that railway in diliidmg ,the 
freIght shall be reckoned as 25 miles. 

2 c2 
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" Oondition 5.-That these rates shall be subjll.ct to revision at the 
end of three years from the 1st of September 1905 ... 

It is to be observed that these rates were. minima rates and were 
ther~ore permissive and not obligatory, although it was felt that the 
railways stlOuld at once go down to the minimum rates. Almost simul
taneously with the sanction of the rates above referred to for coal the 
East Indian Railway Board of Directors proposed for introduction on 
their lines the following scale "for coal traffic :-

East" Indian Railway proposed-

Up to distances of 75 miles 
Plus for distances 76 to 200'milcs 
Plus " 201 to 450 miles 

Plus" over 450 miles 

Per maund per mile. 
pie. 
0"14 
0·12 
0·10 
0·05 

Taking the foilowing places (Cawnpore, Agra, Delhi, Nagpur and 
Bombay), the rates then (in 1905) in force from the Jhema' coal 'field 
compared as under with those proposed by the East Indian Railway 
and the minimum rates sanctioned by the Government-

, 

East Railway 
~ 

Stations. Existing Indian Board'. . rates. Railway propoaal. . propoaal. 

R8. A. P. R8. A. P. Rs. A. P. 

Cawnpore · · · 7 7 3 7 5 0 514 IS . 
Agta . 9 6 tJ 8 "7 0 7 0 IS 

- , 
Delhi · 10"13 3 9 2 3 7 14 0 

-
Nagpur · · . · .. . 9 6 9 8 7 0 7 0 6 . 
Bombay · · . · . . 16 I> 0 12 1 6 10 11 0 

Howev~r, the reduction in rates did not actually come into operation 
generally over Indi~ till about a year later, viz., November 1906, because 
in, the first place the :coal carrying railways, viz., the Bengal Nagpur 
Railway, and East Indian Railway, which would have to supply wagons 
for this traffic, were not prepared with the extra rolling stock ; and 
secondly, the East Indian Railway Board of Directors decided that-as 
the opening of the Grand Chord Line in 1906 would affect the distances 
between the coal districts and all places north and west of Moghalserai 
by reduction in the mileage to the extent of 50 miles, it was thought 
advisable to bring about the reduction on and from the same date as 
the rates for other commodities, lowered to the extent of the reduction 
in mileage, came. into force along With the lower passenger fares for the 
ssme reason. 
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The following was the revised scales of rates for coal introduced 
in November 1906 :-

Consignments in full wagon loads-
Per maund per mile. 

pie. 
For all distances up to 75 miles inclusive 0·14 
Plus for any distance in excess of 75 ·miles up to 200 

miles inclusive _. 0·12 
Plus for any distance in excess of 200 miles and up t()' 500 

miles 0·06 
Plus for any distance in excess of 500 miles . 0·05 

Hence we find that. during the years 1901-1907 there were two re
-ductions in the coal rates, the first one in August 1902 and the next 
in November 1906. The rates from the Jherria coal fields to the following 
place in 1901, 1902, and 1907 were as 'under* :-

I 1901. 
Por ton. 

1902. I 1907. 
Per ton. Per ton. 

IRS. A. P. Rs. A. P. Rs. A. P. 

Patna 4 15 0 4 2 0 3 9 O. 

Bonares 8 1 0 6 2 0 ~ 2 0 

.Cawnp()re 11 0 8 15 0 5 15 0 

Delhi 14 14 0 12 5 0 7 15 O. 

Lahore 19 5 0 16 9 0 9 13 0 

.B()mbay :·121 4 0 21 7 0 11 4 0 

Karachi . : 27 13 0 25 2 0 12 10 0 

The rates to Lahore, Bombay and K~~achi from the Jherria coal 
field in 1907 were reduced by 41, 48 and 50 per cent. respectively from 
the rates in forQe in 1902. . 

The remarks on "Ledu Valley and A.'isam Coal, will be found in 
Append,ix (1). . 

There have been some enhancements in the coal rates since the war, 
notes on which are given below :-

At the meeting held at Kingsway in Delhi on the 14th February 1916 Sligh# 

.at which were present the Hon'ble Member in the Railway Department, ~nha7ICle~~~.u 
• • an coo r.....,., 

the PreSIdent and the Members of the Rallway Board, and the Agents ;n 1916 •. 

of the East Indian, Great Indian Peninsula, Bombay, Borada 'and . 
{Jentral India and Bengal-Nagpur Railways, the following decision was 
arrived at :-

With effect from the 1st September 1916 the through rate frl)m the 
~oal-fields to Bombay were to be Rs. 12-2-0 per ton of which the Great 

• For full p .. rtioulars rel .. ting to routing and division of tr .. ffio in Beng&l' ooal to 
various parts of India, see p .. ges 159 to 162. 
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Indian Peninsula Railway would receive on each of the f~llowing routes 
the amount shown against each:~ 

Viti Jubbulpore • 

" Katni • 
.. Cawnpore 
.. Nagpur 

I 

Rs. .L P. 

81210 
7 12 7 
8 , IS 

IS 111 8 

which figures include the Port Trust 2 pies terminal and the Ghat charge. 
The Bombay, Baroda and Central India Railway would receive for 

traffic sent via Agr!lo Rs. 7-2-1 which figure includes the 2 pies Port Trust 
terminal, the East Indian or Bengal-Nagpur Railway retaining the 
balance. 

Local rates were to be adjusted where necessary to prevent rebooking. 
This rate included a charge of 2 annas per ton to be levied by the 

East Indian and Bengal-Nagpur Railways for terminal services in the 
coal-fields; The charge of 2 annas was made on all coal traffic 
in the Bengal coal-fields with effect from the same date, 1st September 
1916. But in the case of traffic to Madras Railway stations the charge 
was more than 2 annas per maund. The extra charges in ~his case were 
as follows :-

-Over Bengal-Nagpur Railway 

Over Madras and Southern Mahratta Railway :
For distances up to 100 miles from Waltair 

, Per·ton. 

Rs • .L P. 

0 4 0 

0 1 0 
}'or distances over 100 miles but not exceeding 200 miles • 
For distances above 200 miles but not exceeding 300 miles 
Fer distances exceeding 300 miles • 

0 
0 
0 

2 
3 
4 

0 
0 
0 

. . With effect from the 1st. October 1916 the rebate on shipment for 
Indian ports excluding Burma was"abolished. 

These increas~s were approxi~tely as follows:-

(1) To Bombay • 
(2) To Madras 
(3) On export coal 
(4) Other destinations , 

Annas 
per ton. 

14 
8 

10· 
2 

The following were the figures of output of coal in British I~dia 
during 1916 -

,. Bengal 

Dehar and Orissa. • 
Punjab 
Assam 
Baluchistan 
C'«ltra.l Provinces 
North-West Frontier Province 

-
TOTAL 

Tona. 

• 4,992,378 
• 10,762,222 

47,446 
286,965 

42,163 
287,832 

75 

• 16,419,682 
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The upward and downward despatches of coal over the East Indian 
and the Bengal-Nagpur Railways were as follows during the years 1915 
and 1916;-

U.WAIIlI DESPATCHES. DoWIfWAIIlI DI!SPA!'ClIBS. 

East Indian 
.B&ilway. 

Bengal-Nagpur 
.B&ilway. 

East Indian 
.B&ilway • 

Bengal-Nagpur 
.B&ilway • 

I 1918. I 1915. I 1918. I 1915. I 1916. I 
---,---;---;.--- ----.----:----t----

I --.1'. I .LU,," Tons. ToIlS. Tons. Tons. 

1915. 1915. 1916. 

Tons. Tons. ToIlS. 

1,716,1371 

I 

I 

4,887,667 1,504,244 1,622,451 
, 

5,84S,H3 4,416,050, 2,239,598 

I i 
5,509,814 

The output of Bengal coal from 1910 to 1915 was as follows :-

--- 1910. 1911. 1912. 1913. 19H. 1915.' 

----------.-------- ---------, 
Tons_ Tons. Tons. , Tons. Tons. Tons. 

{- 2,168 488 5,310 3,319 7,000 4,333 
Bamgarb. 

Bazarlbagh • Glrldlh. 679,304 704,443 730,530 806,810 ~25,026 872,647 

JbarIa • 82 55 110 2,087 21,646 63,579 

fJham . 5,794,53& 6,373,673 7,653,342 , 8,606,223 9,125 007 9,077,221 
lIanbham llanJgonge 

47S,332 451,273 635,784 674,864 519,371 507,077 

-
Sonthal r~ge 1,952 2,109 2,375 2,532 2,88' 2,059 

PaIganu. 
Jlajmahal 2,788 1,978 2,775 3,572 7,150 • 39,SSC-

PalnmAu, Daltonganj 84:996 70,662 71,917 85,345 81,880 85,78. 

Sambalpur, BInglr Bampur 880 5,669 21,314 42,805 60,883 58,825 

lIanlmra-Rani@urge .!-098 1,057 7,534 5,225 /;,702 6,197 

1Ilrbhum . l,M4 1,258 1,728 2,461 2,023 1,9U 

1I11l'dwm 3,731,560 3,850,259 4,296,867 4,642,lM ~,,u8,815 4,1168,319 

Darjeellng . .. .. .. '"F: . . 

7cnAL 
I 

13,429,5M 1~,877'542 15.075,587 15,686,816 . 10,777,306 ,n,W,004 

- F'lgure ohown for lainty. 

Oulpu' O/ 
Bengal coal. 
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and the average prices of Bengal coal/. o. r. at mines were as shown 
below from 1899 to 1915,:--

Per ton. 

RB • .L P. 

1899 4 0 0 
1900 4 1 0 
1901 3 12 0 
1902 3 7 6 
1903 3 7 0 
1904 • 3 8 0 
1905 3 8 0 
1906 410 0 
1907 6 4 0 
1908 . . 6 12 0 
1909 4 4 0 
1910 4 9 7 
1911 312 0 
1912 6 3 7 
1913 6 8 0 
1914 7 5 0 
1915 5 1 0 

A statement is appended below of production and consumption of 
coal in India (in Tons) from the years 1907 to 1915 :-

Oomparative Statement oj ProduCtion and Oonsumption 0/ Qoal in India 
(in Tons). 

I 

. Years. I 
Imports of Available Consumptioo 

, - Foreign supply of EXPof°rts of Coal 
Production. Coal f' d . 

exdudihg orelgn an Indian CoaL m variou. 
I Indian Coal. ind)lstriea. 

___________ I _________ I_re_._ex_p_o_rt&~-----·~-,I----------r-------
1907 • I 11,147,339 301,539 11,448,878 I. 658,145 10,277,000 

1908 I 12 769 635 384,286 13,153,921 659,596 12,654,000 

1909 : 111:8;0:064 490,421 12,360,485 563,940 11,797,000 

1910 '112,047,413 315,987 

.1911 • • ,,12,715,534 318,462 

12,363,400 

13,033,996 

1912. 14,706,339 560,534. 15,266,873 

]913 

1914 

1915 

.16,208,009 644,879 16,852,888 

418,741 16,883,004 

190,59! 17,294,523 

I 

988,366 

862,177 

898,739 

11 ,375,000 ..... 

Il!,172,ooo 

14,368,ooc:. 

759,155 16,094,000 

579,746 16,303,000 

753,042 16,541,000 
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A sketch map of the..Bengat coal-fields is appended below :-

SKETCH N2 F'. 
JHERRIAH & RANEEGUNGE COAL FIELDS 

SCAle' iNCh - 16 Hil.s 

N. 
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CHAPTER ~III. 

COTTON. 

As an introduction to chapter on cotton the following remarks from 
the report on " Enquiry into the Rise of Prices in India ", published m 
1915, will be found interesting:- , 

" India produces, roughly about one-eighth of the world's require
ments of cotton. The manufactures of the Indian mills are chiefly 
confined to the coarser kinds of yarn and piece goods, while India con
so.:ines a large quantity of cotton manufactures of finer qualities imported. 
from abroad mainly the produce of Lancashire'. India also exports a 
large quantity of both raw material and cotton manufactures to other 
count,#es. China is its chief customer in regard to yarns, while 
Ceylon, the Straits, Aden and East Africa consume the 1arger, share of 
its manufactured piece goods available for export. The fluctuations in 
the price of ootton thus depend partly on the relative abundance or 
scarcity of the yield in India and, partly on the demand from other 
countries, which, !lgain, is largely influenced by the crop in the other 
cotton-growing countries of the world, chiefly the United States, Egypt. 
and China. The demand for Indian cotton has been largely infl.~enced. 
by changes in the courSe of the trade in Indian cotton during the period. 
under enquiry. Prior to the period under enquiry, England was th&' 
country which took most of the Indian cotton, not"" so much for local 
manufacture, for tb,e competi,tion of the Indian mills had already 
materially reduce4 the spinnings and weavings for which this short. 
staple cotton :was required, as for distribution over the continent of 
Europe, where the coarser kinds of cotton goods are still made for th& 
use of the peasantry and the artisans. Grac1ually, the shipments t<t 
England declined, as direct communication was established with the 
consumers of the continent. Then Japan entered the market and, in 
consequence of the exceptional development of her spinning mdustry r 
speedily became a much larger consumer than any other country. As. 
the Japanese mills increased their spinning capacity, the demand in 
Ellgland for short staple cotton continued to decline; Japanese yam 
and cloth of the coarser 14nds gradually ousting English yam and 
cloth of the same class in the markets of the Far E~t. Another 
reason for the contraction of the demand in Europe was the growth of 
the prod1!Ction of cotton in the United States, where an abundance of 
the supply so effectively reduced the price of the fibre as to make the use 
of that cotton economical in comparison with Indian cotton." 

" The follpwing statement shows the world's production of cotton 
from 1900 to 1910. Statistics of the outturn of previous years for the 
other countries are not aVl\iIable. 
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.. World'8 Ootton Orop Irom 1900 to 1910 (in thousands 01 bales). 

United Other 
Year. Btetee India Emt. China. ABlatio Brazil. Hexleo. coun· GRAND 

of (II) RuaBla. trlca. TouL. 
America. 

--.--- -- - -------- ---
1900 10,123 1,810 1,126 1,192 633 209 101 249 

, 
15,«2 

1901 . 9,510 1,711 1,320 1,200 482 210 103 3S0 14,866 

1908 10,e31 2,069 1,210 1,200 426 805 1.04 317 10,262 

1903 9,851 2,029 1,349 1,200 529 285 169 828 15,785 

1904 13,489 2,822 1,805 1,200 504 220 258 857 19,600 

---------_. I---- ----- ------
Average 10,711 1,988 1,262 1,198 515 246 146 815 16,381 

----- r-- ---I---- ------------
1905 10,577 2,036 1,231 1,200 539 270 227 . 877 16,457 

1008 18,274 2,649 1,428 1,200 688 865 270 397 20,271 

1907 11,108 1,795 1,486 1,200 549 848 70 469 17,025 

1008 18,242 2,210 1,898 1,200 546 231 
140 I 667 19,534 

1909 10,005 2,633 1,000 1,200 543 277 . 90 640 16,888 

r--- r---- r---,--
Average 11,641 2,266 1,309 1,200 673 298 1501 490 17,935 

.1 11,609 

r---
---;;;-I~ 1910 2,338 1,571 1,200 688 270 18,456 

_ (II) Yeare repreeent omclal yean. 

World· ... 
collon crOJ 

.. 

The acreage and outturn of cotton for the year 1910-11 of India' 
the different provinces of India were as given below:-This was on eo/lon crop. 

the average a good year for the Gotton crop. 

Area 
Provinoes. under Outtum. 

cultivation. 
~ ---._----

Acres. Maunds. 

Assam 10,000 I 5,000 
Bl'nga.! 11,000 13.000 
Chota Nagpur _ 16,000 25,000 
Behar. • • 38,000 49,000 
Agra Provinoe~, East 5,000 5,000 
Bundelkhand · 122,000 1,25,000 
Agra Previnces. N~rth a~d W~t. htoludi~g O~dh 1.205,000 \7,57,000 
Panjab, East • • • • • • 926,000 14,09,000 .. West . . . 133,000 1,75,000 
Sind . 274,000 8,58,000 
Gujarat 904,000 12,69,000 
Deccan 3,483,000 28,21,000 
Bernr • . · 3,188,000 28,77,000 
Central Provinoes • . . 1,297,1)00 ]4,87,000 
Madras . . . · 2.321,000 13,32,000 

- TOTAL 13.933,000 1.42,07,000 
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The exports of cotton from India vid the different ports were &s EzporlBo/ 
raw cotton. "under duri:O.g 1911 :-

Calcutta 
Bombay 
Karachi 
Madras 
Burma 

Qwts. 

or 1,17,26,640 maunds 

Cwta. 

256,447 
6,188,889 
1,208,881 

971,981 
60,202 

8,686,400 

and out of this th:.e quantities principally exported to different coun 
tries were as shown below:-

United Kingdom 
Hongkong 
Japan 
Germany. 

.' 
Cwta. 

567,916 
91,850 

2,852,453 
1,391,357 

It will thus be seen that out of totai production of 1,42,07,000 maunds. 
1,17,26,640 maunds were for export, and therefore 24,80,360 maunds 
~emained for local consuinption ; the proportion of local consumption 
to the exports was Bmall. 

Local pro. The total productions ot cloth" in th~ Indian cotton millB for the 
d/ucti.onoJ five years 1910-11 to 1914-15 were as follows :-
and ImporlB 0/ . , 
cotton cloth. 

Year. Million of 
yards. 

1914·15 1,135 
1913-14 1,164 
i912-13 ;- 1,220 
1911-12 1,136 
1910-11 1,042 

Of this a certain amount was exported, chiefly to the Straits Settle:
-ments, the Persian Gulf and Ceylon. 

The total exports 01 cotton were :-

Year. 

1914-15 
1913-14 

-1912-13 
1911·12 
1910-11 

Million of 
yards. 

67 
89 
86 
81 
99 
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Whereas the amount of piece goods imported into India was a!J Railway tr 
follows :_ in cotton. 

Year. Million of 
yards. _ 

1914-15 2,445 
1913-14 3,197 
1912-13 3,022 
1911-12 2,437 
1910-11 2,308 

- It will thus be seen that inspite of the fact that India produces one
eighth of world's requirements of cotton it has to import large quantities 
of clo~h from foreign countries, especially from the United Kingdom, 
and India sends away a large amount of its raw production to foreign. 
countries. 

A ~tatement on the next page shows the weight of cotton (raw} 
traffic carried by different railways for the period 1910-1914 and the 
earnings derived therefrom. 

The number of cotton-weaving and spinning mills in India are 
about 266, of which 86 are in Bombay. Ahmedabad ~ also a big 
cotton-milling centre, next to Bombay. In 1916, of the total number 

. of 6,839,877 spindles and 110,268 looms, Bombay accounted for 
2,984,575 spindles and 52,205 looms. 
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I' 1910. 1911. 1912. 1913. 
I 

1914. 
- I \ 

--
W .... : 1.-.. Weight. Earnings. Weight Earnings. Weight. Earnings. Weight. Earnings. 

I 
Tons. Rs. Tons. Rs. Tons. Rs~ Tons. Ra. Tons. Rs. 

Ea.st Ind.i&n Railway . · 61'r5O 0,81,304 31,243 2;68,580 43,481 3,52,542 66,258 4,63,332 59,361 4,51,478 

Bengal Nagpur Ra.Uway • · · 16,787 2,11,214 11,393 1,61,811 Ui,147 2,01,883 31,438 4,53,971 27,643 4,04,893 . 
Madra.s and Southern Mahratta Rail· 133,321 

way. 
14,05,062 1\1,468 15,04,695 134,323 16,92,182 126,740 15,36,341 97,535 12,52,395 

, 
South India Ra.Uway . · 44,795 _2,!l7,090 56,729 3,53,887 73,330 4,63,918 08,290 4,09,623 48,164 3,74,966 

N~m" Guaranteed State Ra.Uway • 7,328 46,17& 6,977 00,1)39 10,263 71,044 14,838 97,686 10,402 61,171 

Great Indian Peninsula Ra.Uway · 370,163 85,93,858 284,960 65,34,574 357,185 83,07,948 451,576 98,55,830 384,759 86,04,687 

Bombay, Baroda and Central India 220,267 24,36,222 182,588 20,01,824 169,996 25,43,663 256,375 39,97,167 227.547 28,78,896 
Railway. 

I 

Oudh and Rohilkhund Ra.Uway 23,671 1,10,899 6,132 32,592 12,012 02,995 14,296 82,413 22,272 1,64,299 

Rohilkhund and Kumaon Ra.Uway 2,763 8,180 623 3,058 850 ·3,400 744 3,501 4,544 19,621 

North Western Railway. · · 134,421 17,36,870 96,584 9,58,817 149,954 19,09,315 17C,220 24,58,459 130,821 14,23,850 
, . , 
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It will be observed from the above statement that the yrincipal 
cotton-carrying lines are :-

1. The Great Indian Peninsula Railway, 
2. The Bombay, Baroda and Central India Railway, 
3. The North Western Railway, 
4. The Madras and Southern Mahratta Railway. 

Dealing with the rates for cotton on the Great Indian Peninsula Railway 

Railway it. may ~e men~ioned that the g~neral cl.assifica"1ion for cotton ~::::n~n 
~n all Indian RaIlways IS second class, v~z., '50 pIe per maund per mile; , 
but the Great Indian Peninsula Railway have been allowed to maintain 
.a higher classification, viz., '80 pie per maund per mile. The reason 
for, higher rates of the Great India,n Peninsula Railway has already 
been given in pages 128, 129, 215, 216 and 217. 

The weight of the traffic despatched from the principal cotton-des
patching stations on the Great Indian Peninsula Railway during 1911 
was as shown below, and the rates from such stations to Bombay have 
~lso been shown as the traffic was principalJ.y to Bombay-

Distance , Owner's Railway 
Maunds. from Nampa of station. risk risk 

Bombay. rates. rates. 

Per maund. Permaund. 

Miles. Rs. A. P. Rs. A. 1'. 

3,51,864 239 DhuI~a -. 0 11 6 o 12 0 

1,09,378 232 Pachora 0 15 1 o 15 7 

.2,08,785 261 JaIg'aon 0 14 7 o 15 1, 
1,85,343 280 ErandoI Road 0 13 6 014 0 

1,83,270 340 Shegaon 1 4 11 1 5 3 

2,73,181 363 Ako)a. /0 . 1 6 2 1 6 8 

.6,17,081 419 Amraoti . . 1 4 7 1 5 1 

1,31,543 472 Wa.rdha \ 1 2 5 1 211 , 
.:1,47,625 453 PuIga.on 1 3 0 1 3 6 

.3,18,220 341 Khamgaon 1 4 11 1 5 5 

1,37,335 308 Malkapur . 1 3 2 1 3 8 -
.2,40,228 353 Khandwa 1 2 8 1 3 2 

3,25,579 520 Na.gpur 0 14 1 o 14 7 

4,97,359 119 Vid Poona ... 0 3 3* 

3,24,01l 162 Vid Ma.nmad .. 0 114-
-

• ThIS IS the Grea.t Indian Perunsula proportion of the Hubli rate. 
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The subject of these special rates constituting undue preference .. 
i.e., charges for longer distances being lesser than for shorter leads, haa. 
been fully dealt with in the chapter on .. Undue Preference." 

The despatches fro~ the Bombay, Baroda and Central India Rail
way stations to Bombay during 19I1 and the rates, that are [now 
in force, are shown below;-.-

Distance. Name of station. r Maund8., 
Owner'. Railway 

Risk. Ri.k. 

-
Miles. Rs. A. P. Rs. A. P. 

-
134 Bilimora . 22,625 .. .. 
147 Navasari' 2I,8I~ 0 3ll 0 , 50 

165 Surat 92,680 0 4 6 0 5 0-

174 Sayan. 18,551 0 4 0 0 5 3-

196 Anklesvar 1,60,891 0 ,- 9 0 Ii 3· 

202 Broach 1,89,643 0 4 II 0 15 3-

218 Palcj 2,16,534 0 - 6 2 0 6 8· 

227 Miyagam 1,24,806 0 6 7 0 7 _1 

234 !tola 52,045 0 611 0 7 5-

348 Viramgam . 1,00,836 0 8 10 0 9 4-

388 Wadhwan 34,771 .. 0 8 11) 

227 Vid Miyamgam 1,7J,OIIt 0 6 7 0 7 Ii 

313 Vid Sabarmati 3,48,427 013 4. 1 1 8 

~ 

During the years, viz., from 1909-1911, the average annual pric~ 
per maund of cotton in Bexar and in Bombay varied as under ;-

Berar Price. 

1909. 1910. IlIll. 

RS.A. P. Rs. A. P. Rs. A. P. 

Ginned 20 6 0 -26 Ii 8 27 11 O· 

Unginned: 7 8 6 8 9 2 9 10 ,-
Bombay Price. 

Cotton Broach fine 28 8 2 37 12 Ii 36 3 f 

Cotton Broach good 240 9 33 0 
.. 

Ii 31 Jl 3 

Khandesh F. G. 23 1 8 28 13 2 . 30 7 10 
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Difference between the price of cotton at ginning centres and that 
in Bombay-

- 1909. . 1910. 1911. 

"~ .... 

Rs. A. 1'. Rs. A. 1'. Rs. A. 1'. 

Cotton Broa.ch fine 8 2 2 11 6 9 8 8 4 
-

Cotton Broo.ch good ." 3 10 9 7 0 9 4 0 3 

-
Khandesh F.G •• 2 118 1 7 6 2 12 10 

In the first place, there is a wide difference between the price of 
ginned and unginned cotton. Taking even Rs. 6 per maund as the 
cost of ginning, pressing and baling, and the gain from cotton seed at 
Re. 1 per maund, there remains a good margin of profit for the seller 
in the mofussil. Then, again, the difference between the prices of 
Bombay and those of the" ginning centres also leaves a fair margin of 
profit to the seller. It will be seen ihattaking Khandesh cotton, 
for which the price in Bombay was at the lowest figure, there was 
a difference of not less than Rs. 2-10-6 per maund, wliereas the 
highest railway freight was Re 0-14-7 per maund from Jalgaon to 
Bombay. The Great Indian Peninsula Railway rates, though based 
on a high ~guIe as compared with the rates of other lines, are therefore 
such as the traffic can bear. 

The rates of the Bombay, Baroda and Central India Railway are 
necessarily low because of their st.ations, which despatch .cotton to 
Bombay, being situated not far from the sea coast on the west. Whereas 
the Great Indian Peninsula !tailway rate frOID Pachora to Bombay, 
232 miles, is Re. 0-15-1 per maund, that on the Bombay, . Baroda line 
from Itola to Bombay, 234 miles, is Re. 0-6-11 per maund (less than 
half for practically the same distance)." • 

Now to deal with the special rates for cotton that are in force over 
the Bombay, Baroda and Central India and Great Indian Peninsula 
Railways for local mills. The following special quotations, at owner;s 
risk, appear.in both Railways tariffs-

Bombay, Baroda_and Central India Railway :-

Per maund. 

From Miles. To Rs. L. P. 

Amaln~ , 
" 302 Ahmedabad , , 0 13 2 

Cllaltkan 152 Do. 0 GO 
Nandurbar 242 Do. . 0 16 2 

2D 
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Owner's Railway 
Distance. From To Risk Rate Risk Rate 

per maund. per maund. 

Miles. Rs. A. P. Rs. A. P. 

196 Khamgaon - Nagpur 0 9 1 0 9 7 

94 Warora Do. 0 5 4 0 5 10 

114 Amraoti · Do. 0 6 6 0 7 0 

384 Harda Do. 1 4 7 1 15 1 

311 Malkapur Jubbulpore · 1 .4 9 1 5 3 

475 Morena Do. I 0 12 6 0 ]3 0 
~ 

The Great I-l!dian Peninsula rates are on a higher basis, whereas the 
Grea~ }ndian Peninsula rate for 114 miles is Re. 0-6-6, the Bombay, 
Baroda and Oentral India Railway rate for 152 miles is Re. 0-5-0. 

Out of 2,296,769 maunds of cotton traffic carried by the Madras 
ana Southern Mahratta Railway during 1911 the -despatches to via 
Murmagao -Harbour were 745,474 maunds. The principal bookinga 
were from :---: 

Distance. Name of station. Rate per Maunu maund. 

Miles. Rs. A. P • . 
334 AdoniJ · .. 0 15 8 35,86~ 

142 Hubli • · · · · · · 0 7 5 255,874 

178 Gadag • · 0 811 98,396 

119 Belgaum · I · · 0 6 6 16,939 

236 Bagalkot · · · 0 11 4 125,637 

292 Bijapur · 0 10 8 148,811 

232 Devangere · · 0 11 2 30,519 
• 

Whl~ the despatches to Madras were from :-

-Distance. Name of station. Mo.unds. Rate per 
maund. 

Miles. Rs. A. P. 

. 
43 Arkonam · · 15,329 0 2 7 

186 YeiTaguntla · .. · · 19,560 0 8 3 

228 Tadpatri · · . · · · · 33,643 0 10 0 

I 276 Guntakul · . · · · · 90,600 0 12 0 

• 
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Distance. Name of station. Maunds. Rate pel: 
maund. 

Miles. BB. A. 1'. 

308 Adoni • . ,- 85,519 ° 13 4 . 
351 Raichur 91,172 ° 15 2 , 
307 Bellary 55,989 ° 13 4 

367 Nandyal 45,238- 0 15 10 

265 Guntur , .. 33,491 0 8 0 

421 Devangere 28,001 1 2 1 
-

351 Vid Raichur 17,399 0 1411 

132 Vid JaJarpet 25,473 0 5 9 

268 Vid ,Bezwada 18,431 ° 7 5 

Via Poona:-

Distanoe. Name of station. Maunds. Rate per 
maund, 

Miles. Rs. A.1'. 

333 Hubli • 161,909 0 8 8 

369 J Gadag 130,378 0 10 0 

171 Shedbal 99,134 ° 7 5 

160 Miraj . 13,738 ° 611 

423 Devangere 29,517 ° 1111 

Out of the total traffic of 2,629,026 maunds carried by the North 
Western Railway during 1911, 1,557,873 maunds of traffic were de
spatched to the Karachi port .. The principal despatching' stations 
",ere :-

Distance. Name of station. Maunds. Rate per 
maund. 

-

Miles. Es. A. P. 

575 Multan . 64,115 1 ° 9 

929 Peshawar . · 32,982 1 10 7 

111 Hyderabad (Sind) . · 226,016 0 31O 

786 Amritsar · ~ 36,178 1 6 8 

684 Lyallpur 70,74? 1 3 9 . 
2D2 
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Distanco. Namo:of station. Maunela. Rate per 
maund. 

Miles. Re. 4. 1'. 

721 Sargodha . . -. 13,786 1 4 9 

897 Saharanpur , . 31,091 1. 6 5 

847 Amballa Canto~ent 22,338 1 6 1 

802 Jullundur City and-Cantonment 29,503 1 6 10 
--

755 Lahore .. ., 27.710 1 5 9 

731 Kasur. . 105,470 1 5 4 

711 Sangla Hill 39,394 1 , 6 

653 Gojra • . 35,707 1 211 
-

-

Whereas the rates to Delhi where there is Ii. cotton mill. from these 
places compare as under :-

Distance. Name of Rtation. Rate per 
maund. 

Mile& Rs. 4. P. 

4.54 Multan' 1 3 2 

582 Peshawar 1 8 6 

. 798 Hyderabad (Sind) • 2 1 6 

288 Amritsar . 0 1111 

387 Lyallpur 0 5 

471 Sargodha. 311 

240 Jullundur City 0 9 0 

297 Lahore 0 12 8 

255 Kuur • 0 10 11 

858 SangIa Hill • 0 15 2 

417. Gojra • 1 1 8 

A,glance at the' above statement will show that North Western 
, Railway rates for cotton are favoUrable for export trade via Karachi. 
whereas the rates for local qrllls such as Delhi are comparatively higher. 
The :rate for cotton from Multan to Karachi. 5711 miles. is Rs. 1-0-9 per 

. maund. whereas the rate from the same place to Delhi is Re. 1-3-2. the 
distance bein~ 454 miles. Similarly while the rate from Peshawar to 
Karachi. 929 iniles.~is Rs. 1-10-7. the rate for Delhi, 582 miles. is Rs. 
1-8-6 ;"or if a comparison of rates is made distance for distance it would, 
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appear ~hat for an extra lead of 347 milea the NQrth Western Railway 
charge ·is Re. 0-2-1, or less than even lith pie per maund per mile in 
the case of Karachi. 

In conn~ction with the groWing of cotton in India, the International 
Cotton Federation sent a deputation to the Secretary of State on 22nd 
July 1913 to urge upon him the imporlance of encouraging in every 
way the growth of cotton in India. The President of the Federation 
amongst other things.pointed out the following:-

"The Internatio~al. Fe~eration .of . Master Cott?ILSpinner'~ and t~ 
Manufacturers AsSOCIatIon Includes In Its membershIp, or has,In co- of co, 

operation with it, practically all the cotton growing and cotton manu- c:ul~t 
facturing countries 'of the world; and it has become increasingly evi- tn 1 

dent that the problems connected with the supply of the raw material 
of the world's cotton industry Can only be dealt with effectually by 
international co-operation. 

'I Five-eighths of the cotton crop of the world is provided by the 
United States of America, and it is from lndia that the next largest 
supply comes. The present season's crop of Indian cotton, it is esti
mated, will amount to 6,000,000 bales of about 400 Ibs. each and when 
I mention that the cotton crop of the world now averages over 
20,000,000 bales of an average weight of 500 !bs. each, it will show 
what an important factor the Indian cotton crop is in the supply of the 
raw material for this industry which plays the chief part in clothing the 
people of the world. . 

"The development in the cultivation of' Indian cotton has been 
very marked during recent years, and if the present season's crop reaches 
6,000,000 bales, as is anticipated, its total value at the present prices 
will amount to something like £50,000,000. 

'I Statistics show that the cotton crop of the world is now about 
3 times greater than it was 35 to 40 years ago, byt notwithstanding 
thjs remarkable development, it is obvious to those who study future 
requirements, that the extension of the cotton fields of the world must 
proceed much more rapidly than has ,beell the case if the raw materiai 
is to keep pace with the demand for cotton goods. It is, therefore, 
apparent that in India which, owing to exceptional circumst::.nces, 
is capable of much .more rapid development than any CJther part of the 
world, no effort should be spared to bring about this much needed 
development. A study of the'annual and the special Reports issued 
by the International 80tton Federation since its inauguration in 1904, 
will show that this important subject has received a l4I.rge share of 
attention, and that an adequate supply of Indian cotton is a matter 
of supreme interest, not only to India itself, but to Japan, Germany, 
France, Italy, and Belgium, and to a smaller 'extent to Lancashire. 
But no narrow view of the question must be taken, for the greater the· . 
supply of cotton from I~dia for those countries which can use it largely, 
the greater will be the quantity of those other qualities of cotton more 



S90 MONOGRAPH ON 1NDIAN RAILWAY RATES. 

suitable to the requirements of the English cotton industry .~hich is 
engaged in producing a much larger proportion of the finer. qualities 
of goods than other countries, which are exported to practically all 
the countries of the world." 

The German representative said :-
" The coarse Indian cottQn suited the German. trade, but it should 

be remembered that every bale of Indian cotton used by Continental 
nations liberated a bale In: American or Egyptian cotton for the English 
industry." 

Whereas Mr. J. B. Tattersall, representative of England, stated 
as follows:- . 

" There was a strong feeling that the increase of the growth of cotton 
in India free from adulteration would be of great financial benefit to 
the people of India as well as to the workmen-of this country." 

Lord Crewe made the following remarks in his reply :-
" It was a striking fact that not merely the interests of the great 

cotton manufacturing trade of this country were supported by the 
presence of a number of Members -of Parliament, but that representatives 
of Germany, France, Japan, and Belgium had advanced arguments in 
favour of the promotion of cotton-growing in India on large and 
cosmopolitan grounds. • 

"The most generally important subject which they had brought 
to his notice was that connected with an increase in the growth of cotton. 
Herr Langen (the German'representative) had mentioned the belief 
that the output of Indian cotton might in a short period be increased 
'from 6,000,000 bales to 10,000,000 bales. This expectation, though he 
did not attempt to dispute it, might be regarded as being somewhat 
on the sanguine side. AB regards large and immediate expansion, it 
was recognised that certain qualifications mu!!t be admitted. It was 
not reasonable to ask the Indian cultivator to displace other crops by 
cotton unless the cultivator could be defj,nitely assured that the cotton 
crop would be more lucrat~ve than that of which it took the place. Of 
course there were other means of expansion beside that of replacing 
one crop by another. There were, for instanc7 canal colonies; that 
was to say land which haa been brought into cultivation by irrigation. 
Some part of such land was set apart for the growing of cotton. There 
was also the possibility of the substitution of a superior for an inferior 
quality of cotton. He was glad to admit th.atsomething substantial 
might be hoped in the direction of an increased output, but it was also 
necessary to admit that in. the effort to improve disappointment some
times occurred." 

_ The Cotton Commission and the Indian Industrial Commission 
respectively will deal with the agricultural and the industrial davelop
ment of cotton, and nothing more, therefore, is necessary to be stated 
in this book: 



CHAPTER XIV. 

OILSEEDS. 

Oilseeds can be class~d with the principal agricultural produces ot 
India. The importance lies in the fact that not only is oil extracted 
from oilseeds, but that the bye-product of oil extraction (oil-cake) is 
used as cattle food and as manure. 

The following useful and interesting article on " The Indian Oilseeds " Area unMr 

contributed by :Mr. S. A. Pande, :M.A., LL.B., in the HindustaIi Review, oilseed8. 

giyes a clear and comprehensive idea of the subject. 
"The term' oil-seeds' includes, linseed, sesamum or til, rape seed, 

castor seeds, ground nuts, pOPEr seeds, coconut-seed and cotton seed. 
Linseed is grown chiefly for its seed, which is valuable for the oil extracted 
therefrom, and for the oil-cake which is a very important cattle food. 
In more temperate countries this plant is grown for its fibre also, but 
experimental efforts made to extract flax from the Indian plant, were 
not crowned with any appreciable succes,. 

" Sesamum or til is grown, and prized for the oil which is used to a 
large extent in Indian cookery, and for the oil-cake which is an exceIIen~ 
cattle .food. Some varieties o( it are largely used in the preparation of 
native sweetmeats also. Rapeselld is valuable on account of the oi~ 
and the oil-cake which is a very good cattle-food. Castor-seed is valu 
able because of the oil. The oil-cake is not suitable for. cattle-food, 
but is good for manur~. Poppy-seed is chiefly exported to Europe 
it yields clear and limpid oil which is used to adulterate olive oil; the 
oil-cake is a good cattle-food. Coconut-seed is valuable for its oil which 
is used in soap-making; All the above oil--cakes are very effective, and 
economic manures for. crops like sugar cane, in addition to thl)ir other. 
uses. 

Area under Oil-SeeM. 
" The table given below shows the area under oil-seeds for some 

years ; the figures are taken from the official . sources. and relate to 
Britiah India only. 

TABLE I.-Area in Acres . • -
Name of the crop. 1903-04. 1906-07. 1910-11. 1912-13. , 

Linseed 3,234,213 2,514,884 2,512,032 3,125,067 
Sesamum 4,652,765 3,908,328 4,211,829 4,164,045 
Rape & Mustard 3,430,525 4,231,554 3,898,746 3,555,300 
Other oil-seeds 3,228,463 3,310,599 3,911,623 4,091,368 

TOTAL OUo-SEEDS · I 14,545,966 13,965,365 14,534,230 U,935,780 

Rice i 
73,541,118 78,524,391 78,752,493 ., 69,596,654 

Wheat • 23,612,730 25,137,416 24,397,699 23,861,185 
Net area und~r cr~ps • 208,273,095 214,025,596 233,064,601 224,165,602 
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" A carefUl survey of the above figures will reveal to the reader, the 
place which the oil-seeds occupy, among the important crops of British 

. India. Rice occupies the first place with respect to the area under 
cultivation, among all sorts of crops' in British India. Wheat occupies 
the second place. ' Jawar.(or millets) of which', figures are not included 
in the .above table, comes the third, and fourth in the list are the oil. 
seeds. Then comes the cotton; al1 other crops like, sugar-cane, jute, and 
food grains of different kinds stand lower in the scale, so far as the area 
under cultivation is concerned the table given below is intended to show 
the area. under cultivation in the different, provinces of British India 
in the official year of. 1912-13. The table shows the area in acres occu
pied by different oil-seeds, 

TABLE H.-Area in. Acre, /01' 1912-13. , 

P.orinces. LInseecL a_mum. ]!.ape anel ~I . Total 
- muatard. OU....eda. oll....eda. 

Bengal . 199,800 251,200 1,825,400 46,800' 1,822,200 

Behar and Orissa 677,200 228,400 724,800 6n,700 2,178,900 

United Provinces, ·Agra 840,169 297,197 76,146 68,12D 770,680 

United,Provinces, Oudb 153,316 19,998 
\ 

72,487 1,804 247,801 

Panjab 43,313 157,928 887,781 4,668 l,093.J190 

Oeu\ral Provinces . 1,410,879 694,917 ~229 888,804 . ~638,629 -, 
Bombay \ 166,866 280,915 4,29' ~81,409 \182,48' 

Madras . . 22,486 812,87. .. - 2,107,168 2,942,49& 

TOTAL INOLDING ALL ODD PRO- 3,126,067, 4,164,046 1 8,655,800 I 4,091,888 14,935,78, 
_ 1VHI000S. 

",In addition to the provinces enumerated above, extensive area 
is devoted to the cultivation of oil-seeds of one sort or the other, in the 
provinces of Burma, Assam, Berar, Sind, Coorg, Ajmere, and North-
West Frontier .. It will appear from the table H that linseed is most 
important in th~ Central Provinces, with an average cultivation of 
about 1,600 square miles, including Berar. It is also extensively grown 
in Behar anli Orissa, United Provinces, Bombay and Bengal. Nearly 
5,000 square miles of linseed 'are grown in India. 

« About 6,600 square miles of sesamum are cultivated in India. 
Bengal had the largest average area under cultivation for the ten years 
ending 1899-1900. In the year under review we have the largest area 
in Upper Burina. Next stands Madras; then Central Provinces and 
Berar. Large areas are cultivated also in Bengal, Behar and Orissa, 
United Provinces, Bombay and P.anjab. Generally also these provinces 
grow til or sesamum on a large scale. 

"Rape is principally grown in Bengal, :Behar and Orissa, United 
Provinces and the 'Panjab. In the year under review, Bengal has by 
far the iargest area under rape ,; then comes Panjab; third is Behar 
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and Orissa; Assam also devotes large area. Coconut and ground~nuts 
are produced more in Southern India than the North. -

Production. 01 OilrSeeda. 

" Figures are available to show the estimated yield of some of the 
oil-seeds of British India, including some of the Native States. The 
table given below shows the estimated yield in tons. 

TABLE III.-Production in Tona. 

Name of the crop. 1903-04. 1906-07. 1910-11. 1912-13. 
, 

Linseed .. 571,832 425,200 563,600 535,700 

Rape and .Mustard 1,165,206 1,053,100 1,233,200 1,220,400 . 
Sesamum .. 609,478 541,000 511,800 471,700 

Ground-nut • -; 94,419 273,700 503,200 631,400 

" This table may serye to show the general trend of production;· 
the increased production is as a general rule due to increased area under 
cultivation. It is not due to intensive cultivation, but due to extensive 
cultivation that there is an increase in production, ~herever increase 
is found. Manuring the exhausteti soil liberally would iinprove pro
duction without a corresponding increase in area in provinces where 
water supply is ensured by irrigation or otherwise. 

" But circumstanced as the general Indian farmer is, he cannot have 
manures because of the cost being beyond his scanty means. The 
Question of cheap manures can be effectively solved, if our large exports 
of oil-seeds cease. 'If we improve our oil pressing industry, if we find 
uses and markets for the pressed oil instead of for th.e unpressed oil
seeds we shall be able to keep a large amount of oil-cake in the country 
itself; the oil-cake in that case will be cheaper than it is at present and 
may perhaps be utilized by the Indian agriculturist for manuring pur
poses. Under the present state of affairs, oil-seeds are exported to an 
enormous extent, because the country itself has not been able as yet to 
devise and invent uses and in~ustries involving considerable consump
tion of the di:fIeren~vegetable oils. Once efforts are made in this 
direction the oil-seeds will be purchased in the country itself, will be 
pressed also in the country itself, and thus much oil-cake will be available 
1n the country, thus leading to the fertilization of considerable areas; 
the manure o~ the oil-cake will surely be ch~per than it is at present 
and perhaps will be within the means of manfa farmer- because of the 
increased supply. 

"Under the present circumstances, it becomes impossible or at 
least ·prohibitive for the average agriculturist to import the oil-cake 
from abroad, of the oil-seeds exported from India. Careful research 

P,otlucliort 
ofoi/.8ed& 
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and investigations should be made into the possibilities of the uses for 
the vegetable oils e;x:pressed from the oil-seeds of British India in British 
India herself. 

'Exports 01 OiTrSoods and OiTrcakes. 

" To give the readers a rough idea of the exports of oil-seeds, a table 
showing the value of oil-seeds, oil and oil-cake exported from India to 
foreign countries overseas is given below. The figures are in sovereigns. 
The figures are given for a few years to show only the general trend of 
affairs. . 

" The tigures are taken from official sources and may serve to sho}V 
approximate results:-

TABLE IV.-Showing the Value 01 Exports. 

Name of export. 1903·04. 1906·07. 1910·11. M 1912;13. 

£ £ £ £ 

Oils . . . . . 633,059 382,891 572,539 571,946 

Oil·cake . . . ., 261,231 506,608 559,594 821,387 

9il.seeds . , 9,958,8~1 8,807,509 17,275,098 15,139,836 

" From the stand points of value, the oil-seeds occupy a very high 
position in the scale of exports. Added to oils and oil-cake, they form 
a very important item in the table of exports. They stand fourth 
in the scale, 'cotton, jute, and rice being above them in the scale of 
the principal exports from .British India by sea tp foreign countries; 
besides some quantity may be going to adjoining countries by land 
also. This shows the enormous toss of oil-cake as a manure to India. 
As regards the exports of 'oil-seeds the Gazetteer, Volume III, has the
following :-

" There is a large export of oil-seeds from India, the principal heads 
being linseed, sesamum, rape, cotton seed, castor seed, ground-nuts. 
~oconuts and poppy seed. The export of these seeds instead of the 
expressed oil is injurious from an agricultural po~nt of view, as it ae
prives the soil of useful manurial constituents. • It is ~atisfactory 
therefore' says the Gazetteer, 'to note that the local production of 
()il from these seeds is making progress. In 1903, the number of the 
more important'oil-miIls' was ninety-nine, employing about 4,600 
persons. The suburbs of Calcutta are crowded with castor oil-mills.' 

" Practically all the oil-seeds exported are sent to Europe for utili
zation in the soap and candle factories of the United Kingdom. and 
the continent, mainly France, Germany and Belgium." says the 
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Gazetteer. The trade in cotton seed, though of recent origin, has also 
assumed considerable proportions. The magnitude of the commerce 
in oil-seeds is surprising. The exports of oil-seeds' continue to expand' 
subject to the fluctuations that affect all agricultural produce. Earnest 
endeavours should be made to find markets and uses in the country 
itself for all oil-seeds thus leading to decrease in exports of oil-cake. 
The agriculturist and the middle ,man both dispose of the raw materials 
of oil-seeds to slake their immediate thirst for profits, thus leading to 
the sacrifice of the more remote but permanent 'interests, viz., enriching 
the land by the manure of oil-cakes and enriching the poor Indian cattle 
which will generally be found in all parts of India, to be in a very famished 
state. 'At present we take ,everything from the land; and give back 
virtually notliing, an economic drain a1in to liV;ing on one's capital' 
says Mr. Silver, Director of Industries, Cawnpore. The same holds 
good of our poor cattle. We neglect them also too much. 

The Uses 01 the Oil. 

" According to Mr. Silver, the conditions in .this country are quite ~kt~ ~~ 
suitable for oil-pressing. 'As a matter offact,' says he, . 'they approach 0 e, . 
to the ideal. All seeds give a better yield of oil, and of a better quality 
when crushed fresh,' and the oil-cells yield'their oil more readily in a 
warm climate than in cold. ,Here then we have two factors in favour 
of manufacturing the oillcicalIy, namely, seed available on the spot,. and 
a climate more favourable than that of Europe for the purpose of manu
facture. The .disposal of the cake may present .some difficulties in the 
earlier stages as the agriculturists have not yet taken largely to this 
for feeding and manurial purposes, but its use is extending fairly 
rapidly' (vide Mr. Silver's article in .' Wealth of India,'.' Decemger 
1915). Besides the uses of oil-cake as a manure and cattle food, oil 
itself has many industrial uses. Linseed oil is used largely in prepar-
ation of oil paint and varnishes. Linseed oil is also the principal 
ingredient in printing and lithographic inks. Dyers and leatherworkers 
use oil for their trade. In soap. and candle manufacture, oUs form a 
very important and an indispensable factor, oils are also used for the 
anointment of the person, and for illuminating purposes. With careful 
experiments and research, we may be able to establish soap industry on 
a sound commercial basis, thus leading to larger consumption of oils. 
Also we may, if we try, discover good modernized but cheap lamps 
suitable to the use of the vegetable oils for illuminating purposes. 
We may thus be able to dispense with a little of the foreign kerosine 
oil. We must jnvent s,uitable lamps f()r the purpose: It is said, 'when 
the American Standard Oil Company exported their kerosine 00 China, 
they were unable to sell it satisfactorily, on careful inquiry, they 
found out, that the absence or-good' lamps was the deterrant 
factor in the sale of the kerosine oil; they therefore arranged 
for the manufacture of good and s~table lamps which wheD 
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placed on the China market enabled the company both to dispose 
of the lamps and the oil. If somebody invents lamps with chimneys 
enabling us to ~se some of the vegetable oils for illuminating 
purposes, and if the oils prove cheap in comparison with· the foreign 
kerosine, indigenous oils will find greater sale in the country itself 
Experiments therefore need to be made to see if it is possible to subs
titute some of the vegetable oils of India, for kerQsine for illumination . 
. As ror the cost of the vegetable oil~, they are sure to prove cheaper- , . 
than at present, if we cease to expor~ oil-seeds; and we shall surely . 
cease to export oil-seeds if we find out, and develop soma of the 
industrial uses of the oils in the country itself. In the production of 

, fabrics that bear the name of the "wax-cloth" Indians e:x;liibit the 
knowledge of the drying prop~rty of oil. The oil of safflower is much 
used for the manufacture of the wax-cloth by preparation,of.Roghen. 
Wax-cloths are prepared by Afridis in Peshawar, and other towns in 
North India. Linseed and castor-seed oil are also -used for the same 
purpose. 

The Gazetteer has t.he following on this point :--;-

" This small and unimportant industry is the only example in India 
\ akin to the wax-cloth and linoleum industries of Euro~e ; India imports . 
a considerable amount of wax..:c10th and linoleum. In 1903-04 they had -
risen to 4·2 lakhs of rllJ>ees. There. would thus seem ample room for 
the establishment in India of oil-cloth, linoleum, ant;! waterproof sheeting 
factories." Some students may be sent to thefoteig~ countries to study 
this industry of oil cloths, so that they may open the same in India, 
oils are also used as a base for the preparation of perfUlhery and essential 
oils; Oils of India may also be substituted for the foreign tallow, and 
in paints and- "dying s;ubstances, oils ~ust be forming important 
ingredients. Considerable quantities are imported of these three subs
tan pes into India. Careruland organised inquiry should be made to' 
find out uses and markets for our oils rather than oilseed. Students 
should be sent abroad to study the uses of oils in foreign countries, so' 
that the ~ame maybe devt:Jloped 'in India; that the Indian con6iti6ns 
are favourable is shown by Mr. 'Silver whom I have quoted.above. We : 
a~o import large quantities of lubricating oils from abroad for machi-l 

"nery, cycles, motors and the like. I' think, with careful. experiments, 
we may be able to substitute good purified castor oil or other vegetable 
~il for foreign products for lubricating purposes. I shall now show 
the imports of oils ana. other substances for which our oils may perhaps 
be a propefPsubstitute. 

Imports 01 Oils and other Kindred Substances. 

" I give oalo .... a table showing the value 'of imported oils, vegetable 
and mineral; and other subsfances akin to oils for which oils may be 

. substitu:ted, or in which oils f<;lrm an important ingredient. I think 
lndia should develop the manufacture of all such substances. 
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TABLE V.-Value in £ oj imports into India. 

Name of the import. 1903·04. 1906·07. 1910·11. 1912·13. 

OilS; mineral . 2,299,253 1,615,397 2,248,707 2,502,097 

Oils, animal, vegetable, etc. 103,192 227,193 145,338 158,070 

Tallow ~ 39,542 60,989 79,933 126,887 . 

" Besides the above there are imported into the country large quan
tities of dyeing substances,.paints, and soap. Oils are required to a 
large extent in the manufacture of the above mentioned substances. 
With the imports of Bome other. ingredients, we may be able to manu
facture the above substances ourselves. 

" Investigations may also be made as to the uses to which the foreign 
, oils imported as shown in the above table are put in India, and efforts 
should be made to substitute indigenous oils for the same." 

The following statement shows the quantities of oil-seeds carried Takings of 

to Bombay, Calcutta and Karachi by the principal railways during the oil-~eeds by 
varIOUS ports 

year 1911 :- and ezport 
_____________ ,...-_..,..._-:-____ ,...._..;0... __ trade. 

Railway. 

Great Indian Peninsula. . • 
Bombay, Baroda and Central India 
East Indian 
Bengal Nagpur 
North·Western 

The export trade in principal kinds of oil-seeds was as follows during 
the following official years :-
'-. 

1907·08. I 1908·09. 
~ 

1909-10. --

Castor seed { . ·Cwta. 1,993,717 1,650,466 1,900,769 
" Rs. 1,51,78,026 1,05,82,03 1,26,06,522 

Cotton seed { Cwts. 4,249,832 3,683,372 ·5,649,817 
Rs. 1,31,60,577 1,31,27,300 2,03,17,968 

Ground nut seed { Cwta. 1,524,055 1,781,849 3,243,163 
l. Rs. 1,17,88,693 1,35,05,528 2,47,00,222 

Linseed { Cwts. 6,197,882 3,209,547 4,677,197 . Rs. 4,78,67,253 2,55,52,807 3,92,53,017 
t>oppy seed { Cwts. 1,256,562 790,028 853,140 . . Rs. 1,25,21,086 83,00,583 80,91,356 
Rape seell { Cwts. 5,343,420 2,765,776 6,629,313 

" ." Ra. 4,32,55,886 2,36,93,033 4,68,32,420 
Til or Gingilly seed ( Cwts. 1,553,378 1,657,292 2,983,630 . l. Rs. 1,69,17,266 1,62,61,076 2,65,91,511 

• Included With Great Indian Peninsula. Ra.il~y traffic. 
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The export of oil-seeds during 1910-11 was as follows :-

To. I ~~: I 
Castor 
eeed. 

Cwte. Cwte. 

The British Empire • . 712 1,11',292 

Other ForeigD eonntries 861,088 1,033,741 

TOTAL . 861,800 2,148,033 

Ground LlDaeed. nutl. 

Cwte. Cwte. 

63,690 2,773,746 

8,636,646 4,687,290 

8,690,136 7,Ul,036 

Rape and 
muatard. 

Cwte. 

821,2111 

6,861,187 

6,672,406 

TIl 
-.t. 

---
e ..... 

16,lt 21 

388 8,230, 

--
8,246,6311 

The following statement shows the quantities of Poppy seed, Caste\:! 
seed, Ground nutf!" Linseed, Rape and Musta~d seeds, and Til seed el 
ported from the ports of Calcutta, Bombay, Madras, Karachi and Burmal 
during 1910-11 ;..:..-

Poppy 

I 
'Castor Grouud Llnaeed. 

RaIW aud TU - seed. seed. nute. lIluatard -.t. eeed. 

~ 
Cwts. Cwte. Cwte. Cwf4. Cwte. Cwte. 

Calcutta. 
" 

262,861 216,044 • 27 4,644,896 607,948 98,874 

Bombay. 608,936 1,788,610 982,977 2,819,799 2,249,808 2,4119,098 

Madras .. 160,206 2,698,347 .. 46,956 78,664 

Karachi • , 2,812 1,201 ",802 8,788,706 674,818 

Burma . " . 862 107,684 89 .. 680 

r-
TOTAL 861,800 2,1",038 8,690,136 7,411,036 6,672,406 8,246,680 

, The total traffic in oil-seedS over. the Great, Indian Peninsula Railw~ 
during 1911 was 799;609 tons, of which 718,943 tons was to BombaJ 
alone. Much of this traffic to Bombay was through traffic, as will be 
seen from the following statement:- . 

Traffic in oil-seeds to Bombay Irom foreign railway, during 1911. 

Weight. Earnings.. 

Tons. Rs. 

Nizam's Gua.ra.nteod State Railway vid Wadi 125,056 8,18,264 

Hyderabad Godavari Valley Railway vid'Manmad 55,337 4,60,452 

Madras a.nd §outhern Mahratta Railwa.y viIS Poona 55,112 2,66,620 

Bengal Nagpur Railway viIS Nagpur 42,745 3,91,977 

Barsi Light Railway vid Barsi Road 38,569 4,57,557 

Oudh and Rohilkhund Railway lIitJ Cawnpore 33,504 4,00,165 

Bengal and North·Western Railway viIS Cawnpore 13,173 1,57,502 
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As regards local traffic to Bombay in 1911 the principal despatching 
stations were :-

Name of station. 

Generalganj (Cawnpore) 

Nagpur 

Khandwa 

Warora 

~holapur' 

. Akola 

Hingangh8:t • 

Weight. Earnings. 

Tons. Rs. 

14,410 1,71,059 

13,765 1,26,73() 

11,192 1,36,587 

10,678 1,49,671 

10,664 1,58,633-

10,492 1,32,778 

10,356 1,34,242 

We find from the above that of the whole traffic in oil-seeds over 
the Great Indian Peninsula Railway during 1911 about 90 per cent. was 
to Bombay alone, obviously for export. It should now be the endeavour 
to minimise the export of oil-seeds an.d gradually increase the export 
of oil. By this means not only will it be provjding means of livelihood 
to many people by giving them work in the oil-millst· but that the bye
product of oil-manufacture, viz., oil-cake, will be available for cattle. 
feeding and also for manuring purposes. 

The value of manures in increasing the fertility of the land cannot 
be overestimated.. Oil-cake is an important "manure," and so the 
question of fertility of Indian soilis intimately blended with that of: 
export of oil-seeds. Bones are no doubt injurious to health when they' 
lie in the state in which they are stocked and dried before being des-. 
pa tched by rail, and they should, therefore, be stocked and crushed as. 
far away ~om human habitation as possible. But all the same,_bone,. 
bone dust, and' bone shavings are very rich in phosphates, and bone 
meal together with castor, cake has been found to be' yery good manure 
for sugar cane. But the crushed bones are exported to be used as. 
manure in other countries, and although the railways serving the 
Calcutta, Bombay and Karachi ports quote very low rates from up-· 
country to t~se ports, there are no special rates for crushed bones. 
from Bally, Thana, Karachi (where bones are crushed) ttl the 'agricul
tural districts. Oil cake is most needed for, manuring sugarcane 
fields. 

Until the oil industry. in India is in its full sWing which, however~ 
can only be if it receives every assistance from all possibledirections~ 
it will not be wise to ask Government to stop the export of oil-seeds by -
legislation. Until there is a large demand for oll-seeds in the lIidian 
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oil mills, the endeavour to stop the expor;t of oil-seeds would end in 
-stagnation, and eonsequent decrease in tu area under cultivation. 

The Mustard'and Rapeseed crop in the Panjab is also of importance, 
The export of rl'-pe and mustard seed from Karachi is pretty heavy, 
but there are hardly any exports of mustard or rape seed oil from that 
port.. This is partly due to the want of local enterprise in starting oil 
mills in the Panjab on a large scale. • 

The total traffic i~ Rape and Mustard seed over the North Western 
Railway in 1911 amounted to 5,767,262 maunds, out of which 4,601,229 
maunds was to Karachi for export to Europe and other cOllntries, the 
export traffic amounting to 80 per cent. of the total traffic. 

The prinCipal despatching stations were :-. 

Lyallpll1' 

Gojra • 

Sargodha 

Toba Tek Singh 

Bhatinda 

Sangla Hill 

Narwana 

Meerut City . 

Rohtak 

-Chiniot R.oad 

Name of station. Weight. 

Maunda. 

372,009 

329,570 

270,477 

241,089 

214,527 

176,715 

136,087 

62,548 

60,155 

55,333 

Earnings. 

RI. 

1,89,677 

1,76,779 

1,53,496 

1,13,935 

67,759 

92,936 

40,080 

32;302 

18,509 

29,179 

The total traffic in oil-seeds during the calendar year 1911 over the 
East ~'ndian Railway amounted to 586,182 tons, yielding an income 
of Rs. 41,10,347 to the railway. Out of this 176,317 tons was to Howrah 
and Sheds and 261,833 tons was to Khidderpore Docks. The traffic to 
Ultadanga and Chitpore was. small, amounting-to only 4,295 tons. So 
.the total traffic to the' Calcutta statiC?ns was 442,445 tons, or over 7~ 
per cent. of the total traffic in oil-seeds of the railway. 

Favourable rat~s are guoted by the East Indian Railway for oil-seeds 
hom the United Provinces to Calcutta for the oil mills situated in or 
about Calcutta; but mustard and rape seed oil-cake, which are im
portant articles of cattle fodder, are not carried at a low rate of freight 

. from Calcutta stations to upcountry stations. It is a matter of much 
regret that while the United Provinces an<r Behar produce large 
quantities of oil-seeds, they are deprived of the oil-cake obtained'by the 
crushing of these seeds in the oil mills Calcutta and the vicinity, al
though -there are heavy e~ports of oil-cake. from Calcutta to forei: n 
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countries. The country is being deprived of the fertilising value ·of 
the oil-cake as well as its use as cattle-fodder. 

Most of the oil-seed traffic to Calcutta dUring the year 1911 was 
through traffic, the bookings via Moghalserai and via Mokameh Ghat 
being pretty heavy, viz., 62,923 tons and 156,422 tons respectively. 

The Oudh and' Rohilkhand Railway also carry a pretty good 
traffic in oil-seeds. The traffic in rape and mustard seed during 1911 
amounted to 1,009,670 maunds, in cotton .seed to 166,047 maunds, and 

.in other oil-seeds to 2,242,106 maunds. The traffic in rape and mustard 
seeds to Calcutta and Bombay was 624,129 maunds and 243,091 maunds 
respectively. • 

The principal rape and mustard seed despatching stations were :-
-

To Calcutta via Moghalserai. 

Name of station. I "'(eight. Earnings. 

---- .1 
Maunds. Rs. 

Jaunpur City 64,290 1,983 

Badshahpur 60,656 4,51)4 

Yia Lucknow 55,304 11,876 
\ 

Shahganj 48,124 3,646 

Akbarpur 33,770 2,985 

ChiJbiJa 30,394 3,747 

Bhadohi 25,325 2,325 

Katahri 24,527 2,680 

Hardoi 22,968. 2,786 

Bareilly l7;809 2,574 

Suitanpur 16,554 1,986 

Rai·Bareli 15,757 2,495 

Malipur- 13,888 1,270 

.ToBombay. 

Na.me of station. 
- j 

Weight. Ea.mings. 

I 
Maunds. Re. 

Badsha.hpur 
Q 

2,237/ 10,410 

Parta~garh 13,224 2,312 

Siwait. 13,132 1,824 

2E 
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Mau Aima 

Suitanpur 

Kure Bhar 

Chilbila 

Antu . 

Rai-Bareli 

V id Barabanki 

To -Bombay-()ontd. 

Name of station. Weight. 

Maunde. 
15,717 

34,417 

17,641 

27,443 

10,641 

15,090 

30,015 

~arninga. 

R.!. 
2,504 

6,656 

3,340 

5,167 

1,878 

2,257 

1,927 

The total traffic on the Bengal and North-Western Railway during 
1911 in ijnseed amounted to 3,897,392 maunds with an earning of 

. Rs. 5,97,852, and in rape and mustard seed to 1,740,310 maunds with 
an earning of, Rs; 3,06,500. The linseed and rape and mustard seed 
traffic to Calcutta via Mokameh Ghat in 1911 was 3,457,958 maunds 
and 885,831 maunds respectively. The 'principal linseed despatching 
stations were :-

Name of station. Weight. Earning .. 

MaunM RIo 

Gorakhpur 109,228 19,&18 

Chauri Chaura. 187,217 33,814 

Savan. 50,611 6,978 

Uska. Bazar • 47,704 9,614 

lkidgmanganj 59,694 12,984 

Nawabganj • 133,621 28,690 

Mllzaffarpur - 147,244 17,023 

Darbhanga 223,096 24,271 

Motihl!:!.i ~,644 8,534 

Raxaui 60,388 11,021 

Bettiah 169,997 29,091 

Sitamarhi 199,503 29,026 . 
NinnaJi 78,662 11,484 

Begu Saral 47,777 2,321 

Bairampur 65,574 16,802-

Bahraicb .. ~ 44,524 8,760 
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The principal rape and mustard seed despatching stations were :-

Name of station. Weight. Earnings. 

Maunds. Rs. 

Basti .. 34,981 7,322 

Uska Bazar 41,666 8,428 

Nawabganj 34,320 ~,830 

Darbhanga 38,418 4,458 

Raxaul 20,688 3,756 

Bettiah 18,155 2,798 

Sitamarhi ~ 
20,024 2,600 

Balrampur 55,369 15,369 

Tulsipur 58,771 14,630 

Jarwa Bazar 66,667 14;475 

Bahraich 53,468 12,425 

Nanpara 51,230 13,817 

.. 
~e oil-seed traffic on the Bengal Nagpur Railway is su,all compared 

with that on some other railways. The following gives the total traffic 
in the different kinds of oil-seeds on the Bengal Nagpur Railway ip. 
1911:- _-

Weight. Earnings. 

Tons. Rs. 

Rape and mustard seed 19,524 1,48,958 

Linseed 42,196 3,72,184 

Castor seed . 1,546 7,242 

Poppy seed. 605 3,093 

Earthnuts 8,434 76,949 

Tilseed 42,006 3,23,6S2 

Other seeds . 20,040 1,19,910 

TOTAL 134,351 10,52,018 

Out of the total of 134,351 tons. 42,745 tons were carried to Bombav 
via Nagpur, 1,495 via Katni and 1,984 vJ Jubbulimr. The total traffic 
to Shalim~r was 15,580 tons. , So it is seen that a ~ood portion of 

2 E 2 
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this trll-ffie- was to ~ombay and Calcutta. There are a few oil mills in 
Calcutta, where a portion of the Calcutta traffic might have come to for 
oil manufacturing, but the Bombay traffic is for the most part meant 
for export of oil-seeds in the raw state. 

The principal stations despatching linseed were :-

Name of station. • Weight. ~arnings. 

Tons. Rs. 

Tumsar Road . 1,661 5,862 

Gondia 1,704 8,809 

Dongargarh • : 3,067 26,750 

Raj Nandgaon 5,491 53,588 

Drug .. 2,106 25;143 

Raipur 4,801 52,469 

Dhambari 1,935 22,601 

Bhatapara 6,961 88,772 

Bilaspur _ 1,076 10,382 

The principal til seed despatching stations ~n the Bengal Nagpur 
Railway were :-

Name ofiftation. Weight . Earnings. 

. -
Tons. RA. 

Raipur 6,588 63,571 

Sahdol 1,526 10,051 

Raigarh . ,. 908 li,211 

Sambalpur 2,593 36,939 

Cutta.ck . 4,843 21,540 

The traffic in Groundnuts, or Pea-nuts as it is locally called, is pretty 
heavy on lhe South Indian Railway, the railway carried as much as 
4,167,733 maunds in the year.1911, earning an income of Rs. 6,11,329 
therefrom. 

As regards traffic to the ports in 1911, Pondicherry comes first with 
- an inward traffi~ of 1,409,618 maunds; next comes .Cuddalore with 
995,910 maunds, theh Negapatam with 873,269 maunds . .!l'he traffic 
to Madras Beach was 143,499 maunds, to Madras Egmore 22,952 maunds 
and to Porto Novo 121,278 maunds. 
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The traffic of the principal South Indian Railway stations to the 
respective ports is given belo~:- . 

To Pondicherry. 

Na.me of sta.tion. Weight. Ea.rnings. 

Ma.unds. Rs. 
Tindiva.na.m 247,532 33,820 

Villupuro.m 179,877 18,815 

Pa.nruti 78,354 10,800 

Tiruma.nga.lam --. 22,420 6,1120 

Arkona.m 12,798 1,728 

Va.io.vanur .. 278,826 25,165 

Tirukoilur 75,059 11,709 

Tiruva.nna.ma.lai . 153,459 28,083 

.Api - 30,955 6,489 

Veil ore Cantonment 22,012 4,741 
, 

Ba.nkaridrug 23,929 7,184 

J'id Arkona.m 98,540 12,455 

Vid Katpadi 
" 

82,984 14,372 

To Ouddalore O. T. 

Na.me of sta.tion. Weight~ Ea.rnings. 

Ma.unds. Rs. 
Pa.nruti 508,489 27,355 

Va.la.va.nur 49,161 4,521 

Tiruva.nnama.ia.i 99,052 18,797 

Villupuram • 38,611 4,747 

Trichinopoly Fort 32,710 7,255 

Ka.rur. -1/# 21,130 5,195. 

Poda.nur 18,958 5,698 

Dindigul 18,952 4,717 

Ambaturai 17,358 4,430 

Tirukoilur 16,362 2,738 

Kumba.kona.m 
~ 15,692 2,937 

Tanjore Junction. 14,444 2,877 

Polur • .. 13,004 2,410 
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To Negapatam. 

Name of station. Weight. I Earnin~~ 
Maund&. Rs. 

Tanjore Junction. : 287,003 45,579 

Budalur 27,370 4,9U 

Dindigul 33,923' 7,496 

Mariammankovil 59,148 9,110 

Sa.Iiyamangalam 21,323 3,017 

Ammapet 53,816 7,069 

Nidamangalam 29,671 3,445 

Pattukkottai 173,847 . 31,238 

Trichinopoly Fort - 19,441 3,794 

Peravuruni 24,082 4,725 ... 
Ayingudi 41,557 9,172 • 

To Madras Beach. 

Name of station. Weight. Earning~. 

Maunds. Rs. 

Ami • 49,157 8,272 

Tindivanam 44,906 8,500 

Conjeeveram 7,738 1,087 

Panruti 6,20' 1,347 

Villupuram 5,866 1,23\Jo 

Trichinopoly Fort 5,767 1,682 

Tanjore Junction. 
l 

4,180 1,132 

J;'olur 3,610 582 

... 
To Madras Egmore. 

Name of station. Weight. Earning8. 

Maunds. Rft. 

Va.Iavanur 9,551 1,900 

Polur .' " 3,095 512 

Tilldivanam 2,424 475 



OIL8EED8. 407 

From an article which appeared in the Journal of the Royal Society 
of Arts, the following useful remarks on the-Pea-Nut industry of South
India are quoted~-

"The pea-nut, or ground-nut (Arachis hypogea), alth{)ugh grown 
in places all over India as a garden anqeven an occasional field crop, 
is produced on a commercial scale oruy in,the Madr3:s and Bombay 
Pre~idencies~ in Burma, and in that part of French India (Pondicherry) 
that adjoins Madras. Cultivation in Bombay may be said to -be con
fined to the Deccan and the Karnatik, with Sholapur and Satara, lying 
just north of the Madras Presidency; as th~ost important districts. 

" According to the latest official figures ,lor the 1915-16 pea-nut 
crop, the total area in British India was..-J;935,000 acres, as compared 
with 2,413,000 acres in 1914-15, and tb,e total yield for 1915-16 was 
1,011,000 tons of nuts in shell, as against 947,000 tons for the preceding 
year. The area in the Madras Presidency was 1,441,000 acres, and the 
yield 633,000 tons; 'in the Bombay Presidency, 232,000 acres with a. 
yield of 275,000 tons; and in Burma, 262,000 acres and 103,000 tons. 

" Exports from ports in the Madras I;>residency amounted to 115,20() 
tons in 1914-15, and 151,236 tons in 1915-16, the principal ports of ship~ 
ment in the latter year being Madras, Calcutta, Negapatam, and Porto 
Novo. Four-fifths of the total exports were consigned ,to Marseilles, 
the remainder going mainly-to Calcutta, Burma, the Straits Settlements 
and Ceylon. Practically all the exports to Europe are of hulled seed. 

" It appears from a report by the United States Consul at Madras 
that, in addition to the amou.nt exported from the ports ih the Presi
dency, a large quantity of the product grown in the Madras area 

.. is shipped from the French seaport Pondicherry, 150 miles south of 
Madras on the Coromandel Coast. The industry in India is said to owe 
its origin partly to this French Colony, which apparimtly began to 
cultivate the pea-nut on a large commercial scale at the suggestion of 
soap manufacturers in Marseilles. As the Pondicherry settlement is small 
in,area, 113 miles in all. the output of pea-nuts is not considerable in 
comparison with the adjoining British Provinces, part of whose crop 
thus finds a ready market close at hand. ' 

" At first Pondicherry was practically the only port in India that 
exported pea-nuts, but now Madras, Bombay, and the other ports 
mentioned rival it in importance .. Madras has lately greatly increased 
its share of the traffic as the resu1't of its improved railway connections 
with producing districts in the Deccan, and by reason of , the facilities 
by the Port Trust of Madras for the storage and drying of the product 
in harbour warehouses, and for quick and cheap handling between sheds 
and steamers. Exports from Pondicherry in 1915-16 amounted to 
42,238 tons, 475,000 bags (of 166 Ibs.) of kernels and 94,000 bags of 
pea-nuts in the husk. 

" The pea-nut crop is now a profitable one in the Madras PresidencJ'> 
but it has gone through precarious tim~s as the result of the use of inferior 
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seed by the cultivators; the deterioration of the crop by too frequent 
use olthe land with consequent exhaustion of the soil, the attacks of 
fungoid disease o~ pests, the irregularity in the water supply, and finally, 
although not the le~st important from the commercial side, the deleteri
ous methods in preparing the kernels for the market. The agricultural 
authorities and commerci~l interests )lave been endeavouring to effect 
improvements, and a good deal of progress has no doubt been made in 
some directions. As regards the quality and outturn of the crop, officers 
of the Department of Agriculture, after investigating various methods 
of cultivatipn, have published. the results with recommendations for 
the farmers. 

" The Indian pea-nut originally was grown as an edible nut, but 
the great importance of the crop in South India now is due entirely to 
the growth of the ~ed crushing industry both locally ahd abroad, and all 
efforts to improve the stock are with the view of increasing its oil-yielding 
l,roperty. _ The pea-nut now chitlfly grown in the Presidency is known 
as the t Mauritius' variety." 

. It Although the Madras crop owes its chief commercial value to the 
fact that a large part of it is bought for the French market, yet a good 
portion of the seeds are,used in expressing oil in the local native mills. 
J'his industry, which appears to be increasing, is being encouraged by 
the authorities with a view to accustoming the people of the country 
to put their raw material through as many processes of manufacture 
themselves as they have Jacilities for. The bulk of the Indian manu
facture of pea-nut oil is in the hands of the owners of ordinary native 
pestle and mortar pattern rotary mills. At Valavapur there are said 
to be 70 such mills, at Panruti 200,mills, and at Pondicherry there were 
formerly 200 mills. 

" Mills of European pattern were tried at Pondicherryand at Cudda
lore, but it was found that they could not compete successfully with the 
.native mills. It is said that the oil expressed in the first pressing by 
the European mills was good, Qut that that obtained frqmthe second 
pressing was dark, and consequently rejected in the European markets. 
The cake, being dry, wanting in 'oil, and powdery, was also rejected. 
So economically are the oil mills worked. in Marseilles, that pea-nut oil 
is cheaper in France than it· is in South Arcot. ;he seed produced on 
unirrigated land is more oily than that raised on irrigated land. 

" In 1915-16 shipments of pea-nut oil from Madras ports were 262,641 
gallons, valued at £27,800. One of the chief markets for the South 
Indian pea-nut oil is Burma. Shipments of oil to Calcutta have fallen 
off all a result of the opening of oil mills there, but the traffic in the nuts 
~as correspondingly increased. Locally, the oil is extensively used in 
cookery. As an illuminant it is now recognised as having but a feeble 
power. It is sometimes employed for adulteration of gingeli (sasame) 
oil and coconut oil. The oil is also used in tanning leather. At Panruti 
and near Pondicherry, as also in Europe, it is employed in the prepara-
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tion of a red dye from the Morinda citrifolia. The oil-cake-the residue 
of the seeds after pressing-is largely used by native farme:;:s as a cattle 
food; and as a manure for paddy, sugar cane, and plantains. In France, 
where the oil-pressing industry is_highly developed, the oil is used as. 
a salad oil for cooking purposes, in canning sardines, in the preparation 
of margarine and in manufacture of white soap." 

There are a few station to station rates charged on Ground-nuts 
by the South Indian Railway, but there are some discrepancies in the 
fixing of rates for Ground-nuts. For instance, the rate from Arkonam 
to Cuddalore O. T.-132 miles-is Re. 0-2-1 per maund (3 pies 

, terminal included), whereas a rate of Re. 0-1~1 per maund is charged 
from Panruti to Cuddalore for a distance of only 17 miles, the former 
rate is a little less than double of the latter, but the distance is more 
than eight times. Similarly, the rate from Tindivanam to Pondi
cherry, distance 47 miles, is Re. 0-2-2 per maund, whereas the rate 
charged for Pallur to Pondicherry, 118 miles, is Re. 0-2-1 per maund, 
an anomaly. . 

The rates cliarged by the other railways on oil-seeds need not be RailwatJ. rat, 
discussed here, as the remarks regarding rates, made in the chapter onJor oil-Beeas. 

Wheat,' apply to that of oil-seeds also, because the rates for wheat and 
for oil-seeds are the same.* .4 

Oil crushing mills have sprung up in several parts-'Of India, of which 
the most prominent are those at the ports and at places like Cawnpore, 
Lahore, etc. The point is whether the following factors do or do not 
operate against the rapid growth 'Of oil-milling industry in India ;-

(a) The flow of seeds out of India, encouraged by low export rates. EJfed oJ. 
(b) The Railway rates for oil-seeds for crilshing in the local mills rue.n,' ~a~u 

li 
. Jor 01 an,. Sil 

at places 'ke Cawnpore, Lahore, etc., beIng comparatively Bee.U on oil 

on a high . basis, due to short leads, the tendency is to dis- ~1f~~ng " 
'lli h'l d d' 17"'· ..... rg.oJ courage ml ng at t e 01 -see pro UCIng centres anci to ltulia. 

encourage exports ana milling of seeds at the ports~ thus 
depriving the producing centres of-

(1) employment of labour in the mills, 
(2) oil-cake, and 
(3) the profit in producing oil. 

Although the Railway gets a good traffic in oil-seeds for long leads 
Mr. Silver, the late Director of Industries of United Provinces, has 
shown that it is to the detriment of the interests of. the province; in 
which seeds are produced, to export them in their raw state. , 

(0) The scales of rates of the various railways shown in the chapter 
on " Wheat," which apply.to oil-seeds as well, indi~te clearly that on 
certan railways the short distance rates are high . .. 

* Oil·seeds are despatched a.Imost from the same stations as despatch whea£' and 
the wheat rate&-both for interna.I and export traffic-given on pages 310 to 334, apply 
equally to oil·seeds. # 
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(d) The maxim1!J1l rates and hign terminals or special terminals, 
say on the East Indian Railway for instance, operate against the 
levy of low rates to Cawnpore, Agra, etc. The terminals are special 
terminals, as they, apply to and via the junctions .with the western 
lines. The terminals are thus levied on traffic via the junctions as well 
as to the junctions themselves (such as Cawnpore, Agra) and have 
the effect of increasing the rates for. oil-seeds and wheat - to say 
-Cawnpore, Agra etc., required by, the mills there. 

(e) Whether or not the rates for pil should be made lower than they 
are' at present. The difference between the rates for oil-seeds and oil 
is perhaps all right from the point of view of difference in the prices, 
but whether the present rates prevent free milling of oil at the oil-seed 
producing centres and encourage export of oil-seeds to the ports is an 
important question and requires sifting enquiry .. 

(/) The oil-cake rates are low enough when booked locally over one 
railway, although, for instance (as shown in the chapter on "Through 
rates") the rates of the BOlIlbay;Baroda and Central India Railway 
for oil-cake are higher, distance for distance, than those of the East 
Indian Railway. Also when the traffic is carried over more than one 
railway the rates become high as shown also in the same chapter, 
viz., that on " Through rates." 

, (g) Whereas the railway rates for oil-seeds vary between lrd and 
lth fie per.-maund per mile, the rates for oil generally are higher, 
for the most part "class rate; " lrd pie rate is the average for vege
table oils whereas Ith to lth pie rates are levied for oil-seeds carried for 
long distances. Some railways, for instance the East Indian Railway,. 
have special rates for oil from Cawnpore to Calcutta, but low rates 
for oil carried for long distances are not at alho common as the low rates 
for oil-seeds. 



CHAPTER XV. 

SUGAR. 

Gur, most common form of raw sugar into which a greater part 
of the sugarcane juice produced in the country is ordinarily converted, 
is an important article.of food and is very much in demand by the poorer 
classes. India produces a very large quantity of sugarcane, but during 
recent yearuhe has imported sugar from other countries, due principally 
to the cost or foreign sugar being cheaper. 

Whereas during the period 1902-03 to 1910-11, there was a steady ~8~;i~:_of 
decline in the price of imported sugar due to competition with foreign du~t:Y of 
markets and improyed methods of cultivation of sugarcane in foreign Ind,a. 

countries the price of the indigenous production, specially that ofgur, 
the consumption of w.hich is the heaviest, has been on the rise. 

. India's production of sugar as compared with the production of 
other countries is hampered by the small and scattered nature of sugar
cane cultivation, but yet in 1910 out of 8,928,000 tons of world's pro
duction of cane sugar, India' produced 2,506,000 tons, or more than ith.* 

The next highest figures were those of Cub~ and Java, which were 
respectively 1,900,000 ,and 1,175,000 tons, but it is to he remarked that 
whereas the annual average for the five years ending 1899 was 2,767,000 
tons for India, that for Cuba and Java were but 286,000 and 609,000 
tons respectively. Between 1899 and 1910, the figures of Cuba and 
Java rose to 1,900,000 tons and 1,175,000 tons while that for India came 
down from 2,767,000 tons to 2,506,000 tons. 

The following was the distribution of sugarcane area between the 
val:ious provinces of India during 1910-11 and the outturn of each 

- province has also been shown, and it will be observed therefrom that the 
United Provinces of Agra and Oudh aj)counted for mor90 than 46 per 
cent. in both cases :- . 

Province. Area under Outturn. 
cul~ivation. 

_._ ... _./ -- ---- _.-

Acre •. Maunds. 

Assam 37,000 775,000 

Bengal 244,000 9,255,000 , 
Chota Nagpur 29,000 799,000 

* In India the only artiole of food stuff imported is Sugar arltl, therefore, the prices 
have gone down with large imports' whereas- India produces 9 tor.s of clean cane per 
acre, Java produces 40 tons. 
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Behar. 

Agra Provinces, East 

Bundelkhand 

Province. 

Agra Provinces, North and West including Oudh 

Punjab, East 

Punjab, West 

Sind • 

Gujarat 

Konkan 

Deccan 

Bera~ . 

Central Provinces. 

Madras 

, 
I 

· I 
I 

· j 
I 

· I 
I 

.\ 

Areaundor Outturn. oultivation. 

-----
• 212,000 '1,044,000 

283,000 8,807,000 

1,000 22,000 

762,000 23,225,000 

375,000 6,916,000 

43,000 652,000 

4,Ooq 193,000_ 

4,000 258,000 

4,000 278,000 

4!l,ooo 3,357,000 

1,000 35,000 

24,000 860,000 

95,000 5,742,000--

2,149,000 ! ~8,2J 8,000 

Sugar is an article of diet well suited to the Indians and the cultiva
tion of s;u.garcane crop on an extensive scal~ is to the benefit of India 
in the interests of both its agricultural and iudustrial development; but, 
as already remarked, owing to the scattered nature of the sugarcane 
fields in this country the development of Indian sugar industry has not 
been able to keep pace with the increase in the productions of other 
nations. The improved method of sugarcane cultivationisattractl,ng 
the attentioJ;l of the Government and need not be referred to in detail 
here. But it will' nevertheless be useful to show, side by side, the 
acreage under cultivation of sugarcane year by rear .during the period 
1900-01 to 1910-11, and the imports of sugar during the same period. 

It will be seen that while area under cultivation and out-tum have 
come down, the imports have considerably risen. Sugar is also-manu-
factured from date pa~ in Bengal. _ 

I 
Area under Outtnrtl. I Imports of 
cultivation. sugar. 

~--
.1 

Acres. Maunds. Maunds. 

\900-01 2,446,000 '14,729,~ 7,120,700 

1901-02 . ·1 2,467,000 70,545,000 • 8,010,900 
I 

-
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Area under Outturn. Imports of 
cultivation. sugar. 

,- ! -
;----

1902·03 2,358,000 66,610,000 ! 7,230,000 

1903·04 2,281,000 69,978,000 8,455,050 
I 

1904·05 2,411,000 74,315,000 9,201,600 

1905·06 2,240,000 65,446,000 10,866,150 

1906·07 2,428,000 73,278,000 14,697,450 
i 

1907-08 2,654,000 64,450,000 ! 14,878.350 

1908-09 2,198,000 56,246,000 I 16,097,400 

1909-10 2,142,000 ·61>,181,000 I 16,718,400 

1910-11 2,149,000 I 68,218,000 I 19,442,700 

It is remarkable that the heavy imports of Java sugar commenced 
from the same time, as the competition between raiI~ays· (1905) had 
the effect: of reducing the railway rates from the ports to the interior. 
The rates from the ports have now been raised and the East Indian 
Railway ~ew scale of rates for sugar from Calcutta is higher than the 
scale rate for sugar aI\d jaggery booked to and from other places. 
But the scale for both sugar and jaggery are the same. * • 

The following were the retail prices of sugar and gur at different 
ports during 1912.;-

Calcuttar-
Sugar, or.dinary 
Gur • 

Bombay-
!'lugar, ordinary 
Jaggery (gur) 

KarlWhi
Sugar 
Gur • 

Madras-- ... 

";per maund. 

Rs. A. P. 

10 12 3 
5 2 0 

10 6 3 
9 Ii 6. 

10 2 3 
8 14 0 

Sugar 10 13 4 
Jaggery:(gur) 7 8 0 

There is a margin of difference between sugar and jaggery prices but 
some railways quote lower special rate for imported sugar while others 
charge both sugar and gur (jaggery) at the same scale of rates. 

• Also see remarks on pages 229 to 232. 
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The weight and the earnings of the sugar I!ond jaggery traffic carried 
by different railways from 1908 to 1911 ar~'given below :-

--

Eastern llengnl 
Railway. 

'East Indian Rail-
..... "iI'y • 

Bengal Nagpur 
Railway_ 

Madras and 
Southern 1Ilah-
ratta Railway. 

Soutb Indian 
Rail"ay. 

Great Indian 
PeniDBula Rail-
way. 

;Boml>ay, llaroda 
and Central 
Indl& Railway. 

()udh and -Robil-
!<hood Rail-
way. 

.Bengal and 
North·Western 
Railway. 

ohilkhood and 
Kumaon Rail.,. 
way. 

orth Western 
Railway. 

;Eastern lleugal 
Railway. 

'East Indiau 
- Railway. 

)llengal N agpur 
Railway. ' 

jladr'" and 
-Soutbern Mah

.atta Jtailway. 

/lputh ludlan 
Railway. 

.Gneat Iudian 
Peninsula Rail-
way. ~ 

:Bombay, llaroda 
and Central 
India Railway. 

,Oudh and Rohil-
khood Rail-

,way • 

.Bengal and 
North-Western 
Railway. 

1908. 

Weight. f Earnings. 
I 

;oDB. Bs. 

21,580 1,68,085 

83,619 ' 9,25,871 

18,881 I 1,33,488 

20,180 1,53,681 

19,765 1,04,714 

' 80,230 10,97,058 

t 
42,798 4,87,957 

22,045 1,29,022 

10,544 6~397 

4,536 9,476 

123,656 23,55,&7i 

18,483, r 99,348 

69,910 6,52,762 

9,022 67,875 

6,907 • 33,06'1' 

3,439 22,792 

1,786 16,034 

48,609 2,46,615 

51,773 8,28,545 

Sugar (Refined). 

1909. 1910. 1911. 
- -

Weight. Earnings. Weight. : Earnlnga. Weight. 1 Earnlll&l. 

1------
Tons. Rs. Tons. _I Rs. 

21,964 1,59,067 23,908 1 1,82,202 

70,804. - 8,20,936 86,820 ' 11,13,054 
I 

16,749 1,24,603 '19,672 1,67,845 

25,963 =.15,117 21,871 1,59,973 

18,744 1,12,981 21,443 1,21,818 

76,200 9,80,784 85,929 10,64,800 

40,268 4,86,597 46,381 &,61,172 

25,366 1,61,062 24,166 1,74,048 

10,76. 67,019 io,068 61,412 

" 

5;127 15,716 .,242 17,159 

107,943 20,18,717 110,I!67 20,99,824 

/ 

Sugar (Unrefined). 

/ 

17,
637 1 

117,984 

3,287 

4,653 

~ 
3,570 

3,650 

-40,984 

29,428 

21,951 I \ 19,277 1 

8.6.2,.007

1

' 99,725 

3,714 

1,05,007 

86,788 

46,688 11,638 1,<\2,386 

21,826 

23,888 

31,950 

1,98,728 

l,71.1!!.1 

3,269 

6,948 

4,939 

55,035 

84,897 

16,527 , 

I 
'~659 i 
41,138

1 

2,85,315 i 
1,91,759 1 

Tons. Rs. 

22,989 1,79,215 

72,6U 8,44,621 

16,807 1,87,9M 

22,148 1,63,988 

21,500 1,17,087 

81,898 9,68,661 

43,992 6,60,661 

. 
28,012 1,81,627 

12,992 78,968 

8,104 26,70 

114,840 22,50, -
18,787 1,01,574 

108,155 8,98,893 

8,802 86,628 

7,900 

5,213 22,520 

7,165 62,090 

',152 48,987 

&2,059 2,63,07' 

43,8~ 2,78,461 
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Suga~J Unrefined)-contd. 

1008. 1909. 1910. 19n. 
I 

Weight. I Ea-nings. Weight. I Earning>!. Weigl!t. Earnings. I Weight. Earnings. 

--- ------ ----------
Ton.~. Ri. Tons. R •. Tons. :B.s. Tons. R3. 

llohllkhnnd and 7,860 24,041 _ 6,880 19,293 9,760 28,546 9,638 33,442 
Kumaon Rail-
way. 

North Westflrn 32,298 2,64,318 40,300 
Railway. 

5,03,736 40,702 3,78,275 49,323 3,86,365 

Sugar (Gur, r.ab, and iaggery, etc.) 

Eastern Bengal 
Railway. 

37,401 1,69,645 36,540 1,69,600 43,855 2,04,182 42,251 2,00,710 

East Indian 125,797 5,94,055 144,823 6,07,771 173,252 7,68,234 170,322 7,41,357 
Railway. 

Bengal N agpur 17,932 1,30,797 27,704 
Railway. I 2,00,351 18,795 1,22,751 18,863 1,25,596 

Madras and 103,331 5,99,994 91,023 
Southern Mah· 

6,34,614 95,919 6,51,898 85,202 6,69,486 

ratta Railway. 

50,645 I flonth Indian 57,629 3,12,295 48,655 2,92,440 48,470 3,07,192 3,12,086 
Railway. 

Great IndIan' 93,267 7,01,932 94,257 7,07,649 101,338 8,26,861 103,782 9,44,357 
Peninsula Rail· 
way. 

Bombay. Baroda 
and Central 

37,042 3,59,712 35,509 3.31,138 43,394 3,63,932 42,609 3,44,419 

India Railway. 

Oudh and RohlI· ,70,521 3,01,432 52,382 1,87,064 57,087 2,65,635 62,633 2,59,823 
khnnd Rail-
way. 

Bengal and 114,159 6,24,496 69,936 3,57,235 74,841 I 3,95,788 93,374 4,98,534 
North-Western, 
Railway. I 

R~~:::'..!!d n!ft~ 1 
15,595 62,960 17,591 '74,569 1~,276 60,470 17,895 70.385 

way. 

North Western 111,543 7,33,113 139,278 8,66,965 164,999 10,03,120 140,392 7,67,864 
RaiIway. 

The East Indian Railway scale rates for sugar is as follOJVS:-
For sugar 

and jagrec FQr sugar and 
other than jagreefrom 
to and from . Calcutta. 

Calcutta. 
Pie per maund permile. 

For first-- ·17 250 mil'es ·25 

251 to 350 miles ·20 ·22 

351 to 450 .. '18 ·20 
- 451 to 650 .. , '16 ·18 

Above 650 .. ;15 ·17 

It pays better (rather it costs less) to carry traffic to Calcutta than 
from Calcutta, but in certain cases the rates for the imported sugar from 
Calcutta are less, for insta,nce, the special rate for sugar on actual 
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weight from Rowrah to M:anikpur is Re. 0-9-10 per maund. whereas 
the special scale rate for. jaggery betweea M:anikpur and Rowrah is 
Re. 0-9-11 per maund, subject to consignment of 270 maunds. 

Similarly, whil,e the special rate for sugar on actual weight from 
Rowrah to Sutna is Re. 0-8-'11 per maund, whereas' the scale rate 
is Re. 0-10-7. • 

The Great Indian Peninsula Railway quote some low special rates 
for imported sugar as compared with the rates for indigenous produc
tion as the following illustration will show :-

Mileage. 

614 Bombay to Jubbulpur (M&da.n.Mohal) . 

Rate per. 
maund for 

lugar on 
actual 
weight. 

RH. A. 1'. 

o 8 10 

The Bombay traffic is in refined sugar which consists principally 0/ the 
imported article. 

527 Cawnpore to Madan·Moh&!- 0 15 0 

The traffic from Qawnpore is in country produce and the rate of 
Re. 0-15-0 applies to both sugar and jagree and is nearly double that of 
the rate for imported sugar although the lead is shorter for the country 
. produce than in the case of the imported article .. 

Even there is disparity in some of the special quotations from Cawn
pore in tha~ the charges for the lesser distance are higher than for 
greater ories-

Bate per 
m&undfor 

Mileage. sugar 00 
actu&! 
weight. 

A. P.' 

423 Cawnpol'e to Harde. 12 0 
448 Cawnporo to Ge.darvade. 9 9 
466 Cawnpore to Kareli 9 2 
476., Cawnpore to Narsingpur 9 0 
485 Cawnpore to Karakbel 8 6 
495 Cawnpore to Gotegaon 8 2 
486 Qa~npore to Khandwa 13 8 

These are all stations on the same line and in the same direction (viz., 
on the Jubbwpore-Bhusaval Section of the Great Indian Peninsul& 
Railway). 

Cawnpore is a sugar and jaggery mart and has sugar factories. 
OrdiDlirily, sugar is charged lrd pie. but when carried over distances. 
of 650 a~d 900 miles the rates are !th and tth pie respectively, subject, 
to the differential rule . . 
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The Bombay, Baroda and Central India Railway sugar traffic is 
principally from Bombay- .. nd the following are some of the stations 
where sugar is largely booked to :-

Mileage to Name of station. Rate per Weight in 
Bombay. maund. tons. 

/ Re. A. P. 

165 Surat . 0 5 1 2,759 

246 Baroda. O' 7 4 1;899 

308 Ahmedabad 0 8 11 7,942 -
202 Broach. - 0 5 1 607 . 
16:\ -Vid Kankra Khari 0 4 9 2,388 

432 Vid Nagda o 12 6 2,036 

775 l'id Muttra 0-15 1 1,005 

I 
/ 

The Bombay, Baroda and Central India Railway rate is ordinarily 
ith pie per maund per Dille for botp. sugar and jagree . 

.As regards imported sugar traffic on the North Western Railway, 
the heaviest- bookings are from· Karachi, while Calcutta and Bombay 
also send sugar to stations adjacent to junctions such as Ghaziabad, 

• Delhi, Amballa Cantonment; -Kalka, RJ>t Kapura. The name of the 
principal sugar receiving stations on the :t:rorth Western Railway are 
given below, and the rates charged from Karachi to 'those stations are 
also shewn :-

Mileage 
Name of station. Weight. Rate per from 

Karachi. ;maunda. maund. 

-
&S. A. P. 

786 Amritsar 202,546 1 0 8 
576 Multan City. • 200,909 0 12 3 
575 .. Cantonment .. 0 12 3 
929 Peshawar City 95,627 1- 3 7 
931 .. Cantonment .. 1 3 / 8 
933 Muzaffarnagar 134,138 0 158 
802 - Jullundur City 106,490 1 1 1 
299 Sukkur Mani • 72,460 0 6 6 
897 Rawalpindi 83,036 1 211 
755 Lahore 94,347 1 0 0 
897 Saharanpur 48,144 0 15 5 
842 Amballa City. 45,926 1 0 4 
847 .. Cantonment .-- .. i 0 1 -

It will be observed from the above statement that while the rate 
from Kmachee to Amritsar for 786 miles on a large volume l'£ traffic, 
viz., 202,546 maunds, is Ra. 1·0·8, the rate to Muzaffarnag!\l' for 93~ 

2F 
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miles is Re. 0-15-8, on a lesser volume of traffic, viz., 134,138 maunds. 
Similarly there are disparities between the Saharanpur rate and the 
rates for Lahore ot Vmballa City. Besides, when the traffic is for North 
Western Railway statioD.s3rom the Calcutta or Bombay port the 
following block rate is levied, as will be seen from page 330 of North 
Western Railway Goods Tariff Pamphlet No.1 of 1917 :- _ 

" Sugar booked via any North Western Railway junction (for traffic, 
from Bombay and Rowrah which includes Sealdah, Chitpur and via 
Cossipur Road, etc.) to any North Western Railway stations and via 
will be charged at 1st Class rate, no other rate applying." . 

, While the Oudh and Rohilkhand Railway scale rates for both sugar 
and jagree are the same the North Western Ra.ilway, which carries 
the heaviest traffic, charges sugar and jagree in small lots at 1 pie per 
maund per mile, but jagree in wagon loads at owner's risk is charged 
t p1e per maund per mile. . . 

The Oudh and Rohilkhand R~ilway inward ,traffic of sugar is largely 
from Calcutta, but stations nearer Saharanpur, such as Nagina, Najiba
bad, Roorkee, receive sugar vi4 Saharanpur, from Kurachee. 

I 

Despatches Irom ()alcutta via Moghalserai. 

Mileage . Rate per 
ma.und Ma.unds. from Name of station. from vi4 Moghalserai. Moghalserai. 

.1 Kashi 

-
A. P. 

10 . ~ 0 4 ",294 
I 

114 ~ . Sultanpur . 2 8 13,866 

149 Rai-Bareli . · 3 3 13,949 

t97 Lucknow . I 311 103,742 

130 Fyzabad 211 13,233 

·192 Be.ra Banki . 311 34,013 

261 Bardoi • . · 7 4· 20,658 

299 Shahjahanpur ; 7 4 12,397 

343 I Bareilly · . 7 8 27,973 
I 

382 . I Rampur . . 7 8 16,660 

387 Chandausi · . 7 3 19,120 

399 Mora.da.bad . 7 8 37,39'; 

46 . J aunpur City . · 2 0 8,601 .-
1M . Rudll.l!!.i . . 3 7 7,109 

These are all the Oudh and Rohilkhand Railway prol!ortious of the 
special through rates quoted from Howrah on traffic in small lots (actual 
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weight),. There were also bookings from Rosa where there are sugar 
works, and in 1911, the despatches from Rosa to the following 
stations were :-

Mileage Rate per Weight of 
from Name of station. traffio in 
Rosa.. maund. maunds • 

• 
A. P. 

98 Lucknow 3 3 1,400 

142 Cawnpore 3 3 '1,04.', 

49 Bareilly 2 1 1,060 

1.88 Meerut City 3 8 1,49~ 

:223 Vid Allahabad 4 3 1,767 

142' " Cawnpore. 3 3 1,117 

153 " Aligarh 3 3 1,364 
, 

j92 " Ghaziabad 3 8 2,303 

49 " Bareilly - 2 1 1,363 

225 " Saharanpur 3 1 19,719 

There is also good quantity of unrefined sugar or jaggery traffic on 
-the Oudh and Rohilkhand Railway and the principal despatches were 
from the following stations :-

rid Moghalserai 
.. Bara Banki 

" Benares 
Nagina 
Muazzampur Narain 
Bareilly • 

Badshahpl1l 
Shahganj • 
Akbarpur • 
Goshainganj 
Fyzabad • 
Barabanki 
Alamnagar 
Shahjahanpur 
Sitapur City 
Tilhar 
Chandau~

Gajroula 
Hapur 
Khanth 
Dhampur • 

' . 

.~ 

, . 

., 

" ~ 
Maunds. 

348,0l2 
189,465' 
214,695 
160,451 
122,168 
89,003 
53,167 
30,848 
30,694 
24,OC8 
86,722 
53,916 

252.036 
43,219 
21,318 
84,461 
64,735 
72,394 
80,108 
59,278 

458,133 
91109 
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The Oudh ~nd Rohilkhand Railway rates for sugar and jagree are 
based on the folIowing scale of rates :-=. 

1 pie per maund per mile up to 166 miles. 
t pie per mau.nd per mile from 161' to 288 miles. 
1 pie per maund per mile over 288 miles. 

For full wagon load the rate is 3 annas per wagon per mile. 
The total weight of the inward refined sugar traffic on the Bengal 

and North-Western Railway was 353,629 maunds, of which vid l\Iokameh 
traffic accounted for 201,088 maun<is, which was principally in imported 
sugar from Calcutta .. 
. The principal sugar receiving stations on the Bengal and North

Western Railway during 1911 were:-

.1 
Weight of Mileage from Name of station. 

\ 

Rate per traffic in Mok"meh, maund. maund ... " 

.... P. 

119 · Daronda . . · 3 1 29,531 

204/ Gorakpur . 4 10 0,180 

130 Saran 3 4 8,991 , 
92 Chtipra. 2 6 10,012 

336 Bah..-a.ich 7 2 '7,512 

60 Da~bhanga · 1 10 1',155 

69 -. Muz"tIarpur . 2 1 10,230 

149 · Ruul . 3 
I 

9 5,997 

145 : Bettiah . ---- · .1 3 8 7,54& 

102 · . Sitamarhi . 2 9 13,989 

243 -- , . I Basti . 5 8 ,8,397 

. 
The question whether imported sugar; having regard to the factor 

of its cheap production., requiresspeciallow rates at all is very doubtful 
and has 'been discussed in chapter V.'" The following are the list of 
sugar factories run under improved methods.:-

., 

Bengal-
24-Parganas. 

Behar and O~.asa-::.. 

Sha4abad • 

Champaran. 

Saran. 

MuzatIarpar 

Coasipar Sugar Works, Cosaipur. 

" f Behea Sugarcane ?tlilL 
· t Sugar, oil pressing, Nasriganj. 

{
puraa Sugar Works. 

• Champaran Sngar Works. 

{
lIIa.haraj Desi Sugar Works. Ltd., Siwao. 

• Marhaarah Sugar Factory. 

{
Sugar works at Otter. • 

• Private sugar factory, Japaha. 

• Pages 230 to 232. 
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United Provinces of Agra and 
Oudh-

Pilibit. • 
• Shahjahanpur 

Cawnporc 

Gorakhpur 

.Punjab-· 
Gurdaspur 

Amritsar 

:Madras
Ganjam 

Godavari 

South Arcot 

.TinJ:tevelly • 

L. lJ. Bros. sugar factory. 
• Rosa sugar works and distillery of Carew Co., Ltd. 

{

Sugar Works Company,'Ltd. 
• Indian Union Sugar Mills: 

Baijnath Jugilalls sugar factory. 
• Partabpore English Sugar Factory, ~apra, Dabauli.· 

• Punjab Sugar Works and Patent. Carbonic Aoid Gas 
Company, Shuganpore. ' 

y Hal' Kishen sugar works. 

Sugar works distillery and rerated water manu· 
facturing, Aska. 

Deccan Sugar and Abkari Company, Ltd., Semal· 
kotta. 

· East Indian diatilleries and sugar factories, Ltd., 
· Nellik)lppam. 

{

East India distillery and sugar fact.Ory, Kulase. 
• karapatnarn • 

A. R. A. R. S. M. sugar mill, Thachanallur. 

Note.-Itmaybeinterestingtoknow how the sugar and jagree traffio of Indian Rail· 
ways fluctuated during 1916.17, when the imported trlffic was not so.much in com· 
petition with the oountry produce. . 

In Ca.loutta, there were of course large stocks of Java sugar; therefore the East Indian 
Railwa.y did a good tra.ffio to the extent of 131 la.cs of ma.unds in refined sugar. Country 
sugar (both suga.r and jagree) wa.s also despa.tched Ia.rgely from the United Provinces 
and Behar, such as from Luckeeserai, Gya, Dighaghat, Bihta, Cawnpore, etc., the total 
weight of whioh was 6,673,000 maunds. -

The Great Indian Peninsula Railway despatched about 10 lacs of maunds of sugar 
from Bombay (both imported and country sugar). Country sugar was despatched largely 
from Poona, Koporgaon, from ,the Southern Maharatta country vid Poona, vid Dhond 
from the Dhond Baramuti Railway, and carried for both long .and short distances over 
the Great Indian PeninsnIa Railway. These few places accounted for riOt less than 
101 laos of maunds. Considerable amount of traffic in jagree was received on the Great 
Indian Peninsula Railway from the United Provinces vid Cawnpore,viti. Delhi and via 
Manikpur. . 

The Bombay, Baroda and Central India Railway also sent 17 lacs of maunds of sugar 
from Bombay. . 

The North. Western Railway dealt with about 231 lacs of maunds, but of this quantity 
nearly 17 lacs of maunds were from Karachi consisting of sugar mostly imported, and 
about 284,000 maunds of Java sugar were received at North-Western Railway stations 
from Calcutta. 

Apart from more than 6 lacs of maunds of traffic in refined sugar, most of which WIIS 
fl'om Caloutta, the Oudh and Rohilkhand Railway oarried locally produced sugar and 
jagree traffio to the extent of over 33 lacs of maunds, and similarly, owing to good 
produotion in United Provinoes and Behar the Bengal and North· Western Railway dealt 
with more than 00 lacs of maunds of sugar and jagree. 

The Madras and Southern Maharatta and the South Indian Railways dealt with a 
large traffio too. Despatches from Kolhapur, Sam,aikot, Hospet, etc., were large, Kolha. 
pur alone aocounting for over 01 lacs of maunds. 'The South Indian Railway traffio to 
and from the sugar factories at Nellikupam and Tinnevelly was also large. 

'rhe Eastarn Bengal State Railway dealt with about 9 lacs of maunds of sugar and 
Jagre!", of whioh a portion was date sugar and date jagree. 



CHAPTER XVI. . 

The iron industry of India can be traced to pre-historic days. The 
indigenous industry for the manuf,cture of ~on still persists in varioult 
parts of I9dia" particularly in the Central Provinces, where the Indian 
glanufactories, run under old Indian metho~, are on the increase. 
Sugar cane' c~ushing milIEi, pipes, cast iron railings, garden seats, 
etc., have been largely in demand during recent years and can be made 
-well and cheaply in this country. The methods and tools used in 
these factories are, in many cases, of European type but the.workmen 
are all Indians. The main business of the village smiths is, however, 
to make plough shares and other implements of agriculture, as well a& 
cooking utensils and other articles in every day use. 

Although iron ores are found in several parts of India the iron used 
in many such black smith shops. consisted" in the past, of imported 
bars add sheets, a good deal of which was Belgian, and cheap German' 
steel wa~ also used. But it will be interesting to know what has been 
done, in' India in regard to establishment of founderies and pig iron. 

t ' 
works under European methods ; one can do no better than quote 
the following extracts from the ' Records of the Geological Survey of 
India,Volume XLVI, 1915.' 

" Iron smelting was at one time ,a widespread industry in India, 
and thereis hardly a district away from the great alluvial tracts of the 
Indus, Ganges, and Bralj,maputra, in which slag-heaps are not found. 
,For the primitive iron smelter, finds no difficulty in obtaining sufficient 
supplies of ore from deposits that no/European iron-master would regard 
8S worth his serious consideration. Sometimes he will break up small 
friable bits of quartz-iron ore schist, concentrating the ore by winnowing 
the crU~hl!d. materials in the wind or by washing in a stream. Some-

, times he is content with ferruginous laterites, or even with the small 
-granule!! formed by the concentration of the rusty cement ,in ancient 
sandstones. \In ancient times the people of India seem to have acquired 
a. fame for metallurgical skill, and the reputation of the famous wootz 
steel, which was certainly made in India long before the thristian era, 
has probably contributed to the general impression that the count;y 
is rich in iron-ore of a high class type. It is true throughout the Penin
sula, which is so largely occupi~ by ancient crystalline rocks, quartz
hematite a.nd quartz-magnetite schists are very common in the Dhar
wArian system, the system of roc~s that lithologically, as well as in 
stratigraphical relationship correspoJ?ds approximately to the Lower 
Huronian of America. But most of t4ese occurrences consist of quartz 
and iron ore so intimately blended that only a highly siliceous ore of a 
low grade can be obtained without artificial concentration. These 
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occUrrences ofquartz-iron:ore schist are so common in India that newly 
recorded instances are generany passed over' as matters of very little 
immediate economic interest.- During the past few years, howeyer, 
distinct ore-bodies of considerable size and richness have been recognised 
in the Central Provinces and in the Mayurbhanj State." 

" Earlier attempts to introduce European processes for the manu
facture of pig-iron and steel, in India, had been such conspicuous failures 
.that there was naturally some hesitation in reposing confidence in the 
project launched by Messrs. Tata, Sons and Company. Perhaps the 
earliest attempt to introduce European processes was due to the 
enthusiasm of Mr. _ Josiah Marshall Heath of the Madras Civil Service, 
who, having resigned the service of the East India Company, obtained 
the exclusive privilege of manufacturing iron on a large scale in the 
Madras Presidency. In 1830, trial works were erected at Porto Novo in 
the South Arcot district, and were maintained by subsequent financial 
assistance from the East India Company. The business was taken 
over in 1833 by the Porto Novo Steel and Iron Company, and additional 
works were started at Beypur on the Malabar Coast. Varioull conces
sions were granted to Mr. Heath and the succeeding Iron Company, 
but in spite of these, the undertaking proved to be a failure. In 1853, 
a new Association, known' as the East India Iron Company, was 
started with a capital of £400,000. This Company obtained various' 
concessions from Government, and erected two blast furnaces, one in 
the South Arcot district, and another on the Cauvery river, in the 
Coimbatore district. These furnaces were stopped in 1858, whilst 
operations at Porto Novo ceased in 1866, and at Beypur in 1867. OtI!er 
attempts to introduce European processes have been made in the 
Birbhum dist.rict of Chota Nagpur and at Kaladhungi in Kumaon. 
But the only scheme which proved to be a financial success is that 

-now in operation near Barakar in ,Bengal. Even the Barakar Iron 
works passed through vari~us vicissitudes of fortune, and showed 
no signs of financial success until they were taken over by" the 
present Managing Agents, Messrs. Martin & Co." 

The following are figures 0/ iron ore raised in Bengal and Bihar and 
Orissa during the years 1909-1913. 

. i TOTALS FOR BENGAL 

I 
AND BIHAR AND 

YEAR. Burd- Singh- Man- Sambal- Maynr- ORISSA. 
WaD. bhum. bhum. pur. bhanj. 

Quan- Value. Value 
tity. per ton. 

'------------- --I-
Tons. - Tons. Tons. Tons. Tons. Tons. £-

1909 46,623 15,215 10,132 737 .. 72,711 13,698 3'77 
1910 , 24,387 17,646 .. 620 

300;000 
42,653 6,618 3'10 

1911 5,456 36,276 .. 610 342,342 28,179 1·64 
1912 9,882 83,425 .. 608 471,232 565,147 43.087 1'52 
1913 8,926 98,196 .. 666 247,025 354,813 ,35,582 2'00 

---- ----
339,419[275,533 

-- -AVBBAGB 19,055 50,152 648 25,433 1-85 
(3 years) 

Iron ores 
in Bengal 
and Bihar. 
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Barakar .5' The Barakar Iron works were taken over by the present Company 
Iron works. in 1889 and completely remodelled. There are now (1913) three blast 

furnaces in operation with d~ily productive capacity of 330 tons of 
pig-iron, but' the qutput is [,estricted to very much less on account of 
the limited demand for p!g-iron. During the five years under review 
the production of pig-iron has been as followll :- . 

Tons. 
1909 - 38:634 
1910 35,933 
1911 . 49,183 
1912 58,883 
1913 59,187 

" The following are averag~ analyses of the pig-iron produced :-

Grades Foundry 
- 1,2,3. pig 

3 and 4.. 
- -

Per cent. Per cent. 

Graphitic cubon - . . 3-13 2·98 

Combined 0·23 0'32 , 

Silicon - : 2·99 2·26-
... 

Phospborus . . 1·20 1-21 

Manganese . 1-40 1-13 

Sulphur 0·022 0:03 

" The iron foundries cd'ver an area of 104,000 square· feet, and include 
pipe-foundries, sleeper and chair foundries, as well as arrangements for 
miscellaneous castings. During the five years 1909-13 the production 
of castings }Vas as follows':-

Tons. 

1909 " 12,216 
1910 7,930 
1911 14,500 
1912 13,857 
1913 17,536 

" The site of the Barkar Iron works was originally chosen on account 
of the proximity of both coal and ore supplies. The 'outcrop of iron 
stone shales between the coal bearing Barakar and Raniganj stages 
stretches east and, west from the works, and for many years the clay 
ironstone nodules obtainable from this formation formed the only 
supply of ore usedin the blast furnaces." 
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co The ore from this formation as recently used gave the following 
analysis:-

Iron 
Silica. 
Ma.nga.nese 
Phosphorus • 

Per cent. 

43·43 

16'44 
2'15 
0·86 

"Recently, magnetite and hematite have been obtained from' the 
Manbhum and Singhbhum districts, and the production from the last
named district has, during the quinquennium, largely replaced the 
supplies of ore hitherto obtained neal; the Iron-wQrks. Finally, the 
Bengal Iron and Steel Company, Limited, have now given up the use 
of ores obtained from the neighbourhood of Barakar and Raniganj 
and are now obtaining their ores exclusively from the KoJ9.an Estate, 
Singhbhum. The' deposits are known as Pansira Hill and Buda Hill 
situated about 12 miles and 8 miles south-east of Manharpur Station, 
Bengal Nagpur Railway. The total quantity of ore in these two 
deposits has been estimated to be about 10 million tons. The ore shows 
an average analysis as follows :-

Iron • 
Silica. • 
Ma.nga.nese 
Phosphorus ; 

Per cent. 

64·00 
3·00 

'06 
·05 

" A 2'-6" railway line has Deen constructed by the Bengal Iron 'and 
Steel Company, Limited, from Manharpur to the former deposit, as also 
.an rerial ropeway capable of 50 tons hourly for transporting the ore 
from the top of Pansira Hill to the Light Railway at the foot. Since 
the use of this or,e the quality of this Company's iron has shown very __ _ 
considerable improvement and is now said to be superior to any imported 
from Europe. -

" The following table shows the quantity of ore used during the 
period under review :-

Year. 

1909 
1910 
1911 
1912 
1913 

Iron ore used at the Barakar Iron wo",ks. 

Statute 
Tons. 

77,971 
63,795 
67,653 
95,748 
96,230 

"The preliminary operations which led to the formation of the Tala IrQ'IJ 

Tata Iron and Steel Company were inaugurated by the late Mr. J. N. workB. . 

Tata, and were carried on by his succeS!lors in the firm of Messrs. Tats 
Sons & Co., Ltd., Bombay. According to the prospectus, th~ vendors 
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receive the expenses of their preliminary operations, amounting tl) 
Rs .. 5,25,000 paid (£35,000), plus Rs. 15,00,000 (£100,000) in ordinary 
shar~s, the cash for expenses being re-invested in shares plus an addi
tional sum of Rs. 4,75,000 (£31,666). Messrs. Tats. Sons & Co., alsl) 
become the Manag~ng Agents of the COlnpany for the first period of 
eighteen years on consi<J,eration of a remuneration' of 5 per cent. 
on the annual net profits, with a' minimum remuneration' of 
Rs. 50,000 (£3,333) commencing only from the 1st July 1910." 

"The Company, which was registered on the 26th August 1907, with 
a nominal capital of Rs. 2,31,75,000(£1,545,000 holds concessions for 
iron ore in the Mayurbhanj State of Orissa, and also near Dhullee, 38 
miles south of Rajnandgaon in.the Rajpur district of the Central PJ'o
vinces, . with smaller deposits in t,he Drug district. It also possesses 
a manganese ore property near Ramrama in the Balaghat district, Central 
Provinces, as well as deposits of limestones near Katni, dolomite in' 
Gangpur, magnesite and c~romite in Mysore, and coal in :.the Jherria 
field. " 

" The works are situated at Sakchi in the Singhbhum district to the
north of Kalimati Railway Station, 153 miles froIQ Calcutta, and at 
the junction of, the Khorkai and Suharnarekha rivers, from which is 
drawn the water required for the works and the new town. The main 
elements consist of coke ovens,. blast furnaces and blowers, electric 
power and pumping plants, foundry, steel pItnt, gas producers, rolling 
mills and bar mills, with the usual complement of machine shops, pattern 
shops, yards, etc. The coke-oven plant consisted ~n 1913 of ISO Coppee 
non-recovery ovens and 30 bee~ve ovens, p~oducing altogether about 
1,5,000 tons of coke monthly. This plant is being still further increased 
by the addition of a battery of bye-product recovery ovens, and the 
total output is expected to be ultimately over 800 tons a day. " 

"There are two blast furnaces, each 19 feet in diameter and 77 feet 
high, with Zoelly turbo.rblowers. In 1913 they had attained a maximum 
monthly production of nearly 15,000 tons, which, 'however, could not be 
maintained until larger supplies of coke were made available. The 
steel plant consists of one 300 ton gas fired mixer, four 50 ton basic open 
hearth furnaces, and three gas fi:red soaking,Pits. Gas is obtained from 
a. plant of sixteen Morgan mechanical gas producers. 

" The rolling mill consists of one bloo~ng mill, with rolls 80 inches 
long and 33 inches in diameter, and 01!e 28-inch two-high reversing rail
mill with three stands of rolls. These are operated by an Ehrhardt 
and Behmer three cylinder reversing engine, non-condensing, with 
cylinders 511 inches X 511 inches. The hot saw is placed in a separate 

- building 300 feet from the centre of the rail mill, whence the rails are
led to it by a -line of rollers." 

" The works were completed in 1911 ; the first blast furnace waa 
blown in December 1911 and the second in September 1912. The firs~ 
steel furnace was tapped early in 1912." 
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" Considerable difficulties were experienced at first in connection 
with the manufacture of steel; these, however, have now been over
come and the Government of India have placed a standing order 
with the· works for 20,000 tons of steel rails· 'annually for the Indian 
State railways; these rails are tested in a laboratory maintained by 
the Government of India at Sakchi under the supervision of a Govern· 
ment expert." 

., The output of the works upto the end of the year 1913 is shown 
below:-

Pig iron 
Steel ingots • 
Blooms 
Structural materials, beams, angles, channels aud heavy 

- Tons. 

231,925 
63,175 
53,015 

rails 34,312 
Bars, angles, channels, light rails and fishJllatcs 6,491 

" Although the Tata Iron and Steel Company possesses slightly richer 
and purer ore-bodies in the ;Raipur district, supplies of ore are at present 
drawn from the deposits in M:ayurbhanj, which are nearer to the site 
of the works and to which the Bengal Nagpur Railway Company has· 
built a. branch lina about 45 miles in length." 

"The occurrence of valuable iron-ore deposits in Mayurbhanj 'ras· 
first noticed by P. N. Bose who mentioned the following occurrences:-

(a) Bemanghati sub-division-

1. Gurumaishini Hill, over an area' of 8 square miles. 
2. Near Bandgaon in Saranda-pir. 
3. Sulaipat Badampahar range from Kondadera to Jaidhanposi, 

a distance of some 12 miles. . 

(b) Panchir sub-division-

At several places from Kamdabedi and Kantikna to Thakur
munda, a distance of 25 miles. 

(c) Mayurbhanj proper-

Simlipahar r~nge, and the sub-montane tract to the east (Gur
guria, Kendua, and Baldia). 

"Subsequently, on the possibility of these ores being suitable for 
the proposed iron and steel works, they were re-examined by Messrs. 
C. P: Perin and C. M. Weld, who arranged for detailed prospecting 
operations after securing prospecting rights from' His Highness the 
Maharajah. A subsequent examination of the ground liy Mr. W. 
Selkirk having demonstrated the existence of sufficient ore to warrant 
operations on a large scale, a lease was granted to the Company 'over 
20 square miles on a royalty ~cale that will work out to an average of 
2.625d. per ton for the first thirty years and 5d. per ton for the next 
following thirty years on an annual output of 200,000 tons of ore." 
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" ProspectiIlg operations determined the existence of over a dozen 
considerable deposits of high grade ore in the more accessible parts of 
the State. - Of these deposits three namely, Gurumaishini, Okampad 
(Sulaipat), and Ba~ampahar, so far overshadow the others that re
ference will be made in detail to them alone. The chief point of interest 
in connection with the smaller deposits is that in every case the nature 
or type of occurrence is practically identical with' the great deposits, 
they being miniature reproductions as it were of the latter. As tbe 
main work of the prospectors has been devoted to the first necessary 
problem of determining the superficial disposition' of the richer ore
bodies, very little has been done so far in the way of studying the geolo
gical relations and genesis of the ores." 

" The ore-deposits have all been found to take the form of roughly 
lenticular leads or bodies of hematite, with small proportions of 
magnetite, in close association with granite on the one hand and 
granulitic rocks on the Qther. These latter have been noted in the field 
~s charnockites, the term being employed, rather loosely no doubt, but 
probably in the niain correctly, to cover types of pretty widely varying 
acidity." -

But for the Tata Iron and Steel Works at Sakchi, railways in India 
wOuld have been in a worse position than they are to-day in connection 
,with the supply of their 'rails. 

Low Railwag Both the Bengal (Barakar) Iron and. Steel Company and the Tats 
_,~~={:,r:ta Iron works have received assistance from the railways not only in the 
arulJor_ 'matter of facilities of transport by the laying down by the railways of 
::a'::;'~8. sidings, etc., but exceptionally low rates of freight have been granted by 

• the Bengal railways, on whose lines the great works are situated. The 
~ncessions granted to the Tata Iron Work~s are as follows :-

" A reduced rate of iijth pie per maund per mile, equivalent to ·15 
of an anna pet ton mile, 011 all mateI?als and plant required for c~n
struction, and on all raw material to the works. This reduced rate also 
applies to all finished products and bye-products despatched for ship
ment from Calcutta." 
, Similar concession has also been granted'to the Bengal (Barakar) 

Iron and Steel .Company, Limited:-
I' Subject to a minimum of 20-million ton miles per calendar year of 

all traffic over the East Indian Railway to and from, 'Hengal Iron and 
Steel Company's wQrks at Kulti, a rebate will be allowed on the 1:arriuge 
of raw materials from any station on the East Indian Railway to the 

. steel works at Kulti for the manufacture of Iron and Steel of all kinds 
at .the works, and for the carriage of their finished products and bye
procIucts of the coking ovens sent from Kulti to Calcutta for shipment. 
The rebate will be arrived at by calculating the difference between the 
tariff rates and y~th pie per mauna per mile and will be granted on 
proportionate scale thus: if the ton-milllarul is 20 millions, the rebate 
granted ~ll be two-thirds of the ~fferences, if the ton mileage is 20 
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millions the rebate will be ~th of the ~1Ierence, if the ton-mileage is 
30 millions or over the difference will be paid in full." 

That there is yet scope for further development of iron works in 
India, under European· methods, is apparent from the enormous 
quantity of iron annually imported into this country, as the following 
remarks from the Record of the Geological Survey. of India, Volume 
XLVI, will show :-

" Except for the pig-iron and steel produced at Barakar and Sakchi 
(which amounted to 473,745 tons of pig-iron and 156,923 tons of steel 
during the period under review, as compared with· a total of 209,595 
tons M pig-iron produced at Barakar durIng the previous :fi:tI'e years), 
practically all the iron auu steel used iu India is imported; the steel 
furnaces in the Government Ord:r;tance Factories and in the East Indian 
Railway works at Jamalpur are supplied mostly with scrap steel and 
imported pig, while the iron produced by indigenous methods amounts· 
to only about 1,000 tons a year. The imports of pig-iron ~veraged 
13,130 tons a year during the past frve years 1909 to 1913, as compared 
with an annual !verage of 30,974 tons during the previoUs five years. 
The requirements of the country in iron and steel are indicated by the 
import returns summarised in table below. From this it will be seen 
that the total value of the unfinished and finished iron and steel pro
ducts imported into India fluctuated considerably, having ranged from 
a little over 151 million pounds in 1910 to nearly 27 million in 1913, 
the average annual value being £19,330,918 as against £16,910,432 
for the preceding quinquennium. A marked feature is the great in
crease in the imports of iron and steel beams, etc., in 1913." 

ImpMts into India 0/ IrQ1l and SteeZ Materials during the years 
1909-1913. ' 

- I 1909. 1910. 1911. 1912. 1913. AVERAGE. 

£ £ £ , £ £ 

Cutlery and Hard· 2.015.228 2.115.635 2.351.355 .2.566.315 8.006.104 2.410.927 
ware. 

Maohlnery and 4.097.848 S.408.064 
mill·work. 

8.245.496 3.468.397 5.174.059 3.878.672 

Railway plant and 
rolliog stock. 

6.254.536 8.654.743 7.627.259 5.432.748 8.622,887 5.718.435 

IroD. bars, pig. 873.210 849.846 871.220 419.702 
iron, eto. 

8.028.182 , Iron and steel 5.183.019 5.269.401 5.985.542 
, beams" sheets, 

pillars. rivets, 5.816.50~ 7.822,884 eto. 

~.694.4951 -
Steel bars, angle 940.558 1.154.508 '1,028.388 
, and channel. 

ingots. blooms. 
billets. etc. 

TOT.t.L . 18.183.515 15.675,229 16.997.860 18.852.560 26.945.429 ' 19.880.911! , 
-

ImplYrts oj 
iron,gooa.. 
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The Iron and Steel traffi" is generally carried fI;om the ports to the 
interior provinces and enjoy the benefit of special rates at competitive 
centres, such as Cawnpore, Agra, Delhi, and Jubbulpore, etc. 

But ordinarily iron articles, such as bars, beams, castings, columns. 
bolts, nuts, etc., which are commonly used in ..buildings, etc., are 
charged 1st class rate (or ird pie per maund per mile or 9 pies per ton 
mile). . 

Statements are given on page 431 showing the traffic carried over 
the various railways during 1912-13 in-

(I>'I~on. bars, sheets, girders and other commercial for~s of 
iron and steel. 

(2) Machinery and mill wor~. 
(3) Hardware and Cutlery. 

(4) Metallic ores (which includ,es bOth iron and manganese ore). 

The rates for iron ore which are principally consumed by the Tat~ 
Iron Works and Barakar Iron Works have already been discussed and 
also the rates for articles manufactured by these works. The manganese 
ore rates will be found in the next chapter. ,-",., 

As already stated, iron articles, such as bars, sheets beams, bolts. 
etc., are charged 1st class whereas machinery is charged 2nd class at 
railway risk and 1st class at owner's risk, but . machinery in full 
wagon loads is given the benefit of low rates and as the traffic is prin
cipally from the ports the rates of the East Indian Railway, Great 
Indian Peninsula Railway and the North Western Railway are given 
below:-

East Indian Railway. 

Pie per 
maund 

per mile. 

For first 100 miles .. '3333 
For extra distances above 100 miles, to 450 miles ·17 
For extra distances above 450 mile3 

Great Indian Penin8t1ta Railway. 
Sliding seal&-

For distance&- "' 
476 to 650 miles 
651 to 900 miles 
90l'miles and above 

" 

North-Western Railway. 
Hiding scale-

For distance,s---
299 miles to 574 miles 
675 miles'to 899 miles 
900 miles and beyond 

·12 

·33 
·25 



Iso,-, BAR8, SHEETS, GIJlDEBS 
IUCRI;EIIY UD MIUWOllK. BAIIDW 41111 AND CUTLEIIY. AND OTREII COldldEIICIAL rOR)l8 METALLIC ORES. 

or IRON AND 8TKBL. I 

--

\ 
1912. 1913. 1912. 

, 
1913. 1912. 1918. 1912. 1913. 

I 

Wel/!ht. Earnings. Weight. Earnings. Weight. f:;: Weight. Earn .. Weig: I ~arn-I Weight. Earn- Weight. Earll- Weight. 1 Earn-
"ings. . IDgs. logs. mgs. Ings. 

--- ----r--- ------------ L- ---
TODR. l\B. TOils. R •. Tons. RB. 'l'ODS. RB. Tons. Rs. Tons. Rs. TODS. n •. Tons. RB. 

Eo.tern Bengal 73,671 4,76,150 117,424 7,63,886 4,902 83,325 7,276 38,286 18,852 1,77,916 21,689 2,01,454 .. ., .. .. 
Railway •. 

Assam Bengal 14,097 65,233 31,242 1,14,586 1,355 16,192 1,189 12,81}3 4,454 47,968 '4,174 40,401 .. . , .. .. 
Ranway. 

East Indian 69,886 7,77,433 88,366 9,79,992 10,430 1,25,744 14,669 1,88,817 28,865 8,16,400 42,996 5,01,482 2,807 3,747 2,087 4,776 
Railway. 

Bengal N agpnr 20,069 2,02,091 36,126 3,35,807 5,856 49,444 4,157 47,901 6,738 98,503 8,064 1,22,21l!.. 809,402 12,74,692 1,065,891 18,30,81 
Rallway. 

lladras and 82,309 2,93,242 42,325 3,98,030 8,266 89,414 10,905 1,25,836 22,022 2,40,034 25,801 2,66,829 61,274 3,15,549 76,286 8,84,464 
Southern Moh-

6 

ratta Railway. 
63,332 i,32,808 lIouth Indian 24,885 1,69,310 22,161 1,64,104 6,321 52,097 5,669 10,870 12,853 1,,45,188 73 398 217 1,279 

Ni~:~!!a~~aran_ 5,706 41,845 7,826 60,058 1,028 11,578 1,004 11,455 3,121 31,033 3,238 86,145 .. . , .. I .. 
teed Stat. 
Railway. -

Great Indian 87,196 >11,32,701 03,225 18,16,481 tz,751 1,90,895 15,053 2,01,481 20,97i 8,45,455 22,986 3,76,765 469,821 84,77,544 566,338 41,94,93 
Peninsula RalI· 
way. 

5,68,259 Bombay, Borada 43,194 
and Central 

. 
56,833 7,72,295 9,034 1,24,981 15,814 2,19,870 7,887 1,04,095 9,845 1,34,563 69,028 2,87,268 56,572 2,82,67 

. India Railway. 
Oudh and Rohll- 13,178 79,539 15,818 98,164 1,228 11,021 1,063 10,899 10,951 77,801 11,211 7,5,794 .. .. .. .. 

khund Ranway. 

B·{:f::t:~: ~i~?' 10,272 58,840 12,984 79,158 1,189 8,267 1,861 p,520 6,778 47;866 7,572 54,207 3 38 6 3 

way. 
R"hllkund and 1,603 

Kumaon RaU-
7,167 8,148 16,138 311 1/.388 199 1,001 2,805 13,483. 2,375 11,909 .. .. .. .. 

.. a7. 
North Wost.rn 66,031 
R~llway. 

9,60,062 85,227 12,00,106 6,038 1,06,153 5,634 98,091 22,646 8,70,916 25,851 4,27,121 8,065 27,451 3,416 • 80,81 

-



Manganese 
oumtnes 
in I7Idia. 

CHAPTER XVII. 

MANGANESE ORE. 

Manganese ore industry of India is growing into importance. Thlt 
following from the Records of the Geological Survey of India, Volume 
XLVI, willshow the progress Qf the manganese ore industry in this 
country as well as the companies working and the production for the 
years 1909-13. 

" Most of the limited companies to work manganese ore mines were 
formed during"the years 1905 t~ 1907; but the Vizianagram Mining 
Company was floated in 1895 :-

Bombay-
1.. The'Shivrajpur Syndicate.· 
2. The Bamankua Manganese Company. 

·Central Provinces-
1. The Central India Mining Company. 
2. The Indian Manganese Company. 
3. __ The Central Provinces Prospect~g Syndicate. 
4. The Netra Manganese Company. . 

Madras-
1. The General Sandur Mining Company. 
2. The Bobbili Mining Company. 

Mysore-
1. 'l'he Mysore Manganese Company,. co~verted into-

The Mysore Manganese Company, and absorbed by
The Workington Iron and Steel Co~pany in 1909. 

2. The PeniIlllUlar Minerals Company of ¥ysore. 
3. -The Shimoga Manganese Company. 
4. The Hajee Prospecting Syndicate. 

Other prominent worker3 during this quinquennium have been
The Carnegie Steel Company: Central Provinces. 
The Tata Iron and Steel Comp,ny : Central Provinces. 
Byramjee, Pestonjee and Com~any :~tral·Provinces. 
D. Laxminarayan: Central Provinces. 
Rai Bahadur Bansilal ·Abirchand. .Mining Syndicate: Central 

Provinces. - .. 
Madhulal Doogar : Bihar and Orissa. 
Kiddie Reeve and Company: Central India. 
A Voigt: Madras. 
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" The following table* shows the prpduction from each district, state, 
and province during the past five years. From this it will be seen that 
the Oentral Provinces is by far the most important province as a pro
ducer of manganese: The figUres in this table represent, except il\>" 
a few cases, quantities of ore won or raised, and not of ore railed. 

".9omparing this quinquennium with the previous five years it 
will be seen that the average annual production of manganese ore for 
the whole of India has increased substantially from 509,143 tons to 
712,797 tons. But when comparisons are instituted for the separate 
districts and States it is seen that change has not all been positive. The 
four chief producing Ilistricts of the Oentral Provinces are responsible 

, for the greater part of the increase, the Chhindwara district taking its 
proper place for the first time in 1913 owing to the extension of the Bengal 
Nagpur Railway into the Sausar tahsil. Bombay Presidency also 
shows a large percentage increase due to the op~ning up of deposits 
in the Panch Mahals. Gangpur State in Bihar and Orissa shows a six
fold increase in the average annual Jrroduction, but the figures record 
a change from a maximum in 1909 to a, minimum in 1913. The Madras 
Presidency shows a small increase, which is the balance of a very great 
increase in the production: of Sandur State and a nearly as great average 
decrease in that of the Vizagapatam district. On the other hand Oentral 
India shows a g,reat reduction in output, due to the working out of the 
.easily won portions of the Kaflidongri deposit.in Jhabua State; whilst 
the Mysore output has nearly halved due to' a simifar result in the 
g~eat Kumsi deposit in Shimoga district." 

• See pages 434 and 435. 

2G 



"I"' . 
" Production 01 Manga~e Ore in India for the five '!fears 1909 to 1913. 

... BIHAR .CBNTRAL 
AND BOllBAY. INDIA. 

CIINrRAL FROVINOBS. 

ORISSA. 

• 
YEAR. ~. 

Gangpur. 
Fanch· Ratn ... TorAL •. Jhabua. BaI ... BhIln- Chhind" Jubbul- Nagpur. TorAL. i 

mahal. "giri. ghat. dara. wara. pore. 

I 

-----. --- ------ ---- ---'--~ ------
" 

Tons •. Tons. ToIlS. -rOIlS. Tons. Tons. ~OllS. Tons. Tons. ToIlS. tOIlS.' 

1909 • · · · 65,060 17,657 .. 17,657 10,324 134,677 110,856 17,464 .. 118,388 381,285 

1910 · · . 41,958 80.396 625 30,921 12.664 ~1,987 159,164 19,666 300 211,232 652,239 

" 

11)11 · · . . . . 25,152 45,330 .. 4~,330 7,319 144o,6!2 119,600 1.640 .. 179,263 445,051 

1912 
- 27.173 43,6.38 43,538 6,052' 135,435 116,365 16.517 

, 
U7.225 U4,542 

· · · . · .. .. 
I 

19l5 · · 11.216 40,914 .. 40.914 6,814 219.139 89.818 78,683 .. 261,767 649.307 

\ --- ---- ---------- --- ----~ 

TOTAL 160.558 177.835 625 17I!,360 42,773 795.780 594,809 133,660 300 917,876 1!,441!,424 

--- ----------
- --- --- , , 

Frovlncial averagf'S . 32,1111 .. .. 36.672 .,6.5 .. .. .. .. .. 488,486" 

I 
...... 
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MADRAS. MY80BB. , 
TOTAUI TO!rAUI 

170B 170B 
YBAII., WHOLB WBOLB , 01/ 017 

lNDI.6 .. llIDIA. 

Bellary. Sandur. Vizaga- TOTAL. Chital- Shimoga. liadur. TO!AL. -patam. drug. 

" 
f 

Tons. Tons. Tons. Tons. Tons. Tons. Tons. Tons. Statute, Metric 
Tons. Tons. 

1~09 .. 78.636 69,818 138,464 5,8.6 32,717 8,807 41,880 644,660 654,974 

1010 · 500 73,666 46,441 120,607 1,803 '0,715 .. 42,518 800,907 813,721 

1011 · .. , .. 66,950 b8,915 125,865 .. 21,573 .. 21,578 670,290 681,015 
, 

1912 . .. 62,488 54,758 117,246 .. 24,929 .. 24,029 683,080 6.:1,209 

\-
i 

\ 

1013 · . .. 52,169 44,127 96,296 .. 10,501 .. 10,501 815,047 828,088 

TOTAL 500 833,909 264,059 598,468 7,659 130,435 8,307 141,401 3,563,984 8,621,007 

, 

I I Provlncld liver ages .. .. .. n9,694 .. .. .. 28,280 712,797 724,201" 

--
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"The following were the exports of Indian Mp.nganese ore from 
Ap~illst, 1909 to March 31st, 1.914~ 

(Statute Tons.) 

Year. Vizaga. Bombay. Calcutta. Mormugao. YBARLY 
patam. TOTAL. 

1909-10 . ~ 67,600 382,599 50,145 81,060 581,404 

1910-11 43,200 449,488 80,291 101,053 6.74,03:1 . 
1911-12 50,800 436,194 49,083 88,226 624,30:1 

1912-13 54,000 51!I,690 72,391' 78,800 786,8tH 

1913-14 : I 36,750 606,724 74,575 86,747 804,7\J6 

" The figures of most importance are those relating to Centra.l Pro· 
,inces ore exported via Bombay. For not only did 71 per cent. d the 
Indian manganese ore exports for 1909-13 pass through this port, but 
91 per cent. of this amount was derived from the Central Provinces, 
Which provided 68 per. cent. of the lndian produ8lfJ!on. These figures 
are also the most accurate. It will be seen from the table given below 
that the cost of exporting Central Provinces ore via Calcutta was con
siderably higher than for Bombay. This was due to heavier transport 
charges, owing partly to the longer 'railway lead to Calcutta than to 
Bombay, and partly to the unfavourable situation, with regard to the 
railways, of the Chhindwara deposi~s. But th~ close of the 
quinquennium has seen the opening of the Bengal Nagpur Railway to 
Sansar and Ramakona, so that the Chhindwara ore is now railed to , 
Bombay. . 

I.GOBt 0/ mall· Average {Jost 01 Indian, Manganese ore delivered a.i.l. at En,glish ami 
,anue ore. Oontinental Ports. 

Area from which delivered. I Port from 
which exported. 

Average 
c'.>stol'er 

ton. 
I -

Rs. A. P. 

Central Provinces 
" BombiL' 26 14 0 

\ Ditto Calcutta • 31 10 0 

~a.ngpur, Bihar and Orissa '. Ditto 22 /; 0 
...... 

lhabua., Central India. Bombay. 22 3 0 

Thncn Mahals, Bombay Ditto 26 8 0 
~. 

Vizagapatam, Madras • I Vizagapatam • 23 7 0 . 
Sandur, Madras Mormugao 23 7 0 

Myeore Ditto . \ ft 8 0 
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~!tfANGANESE ORE. 

In my book on'" Indian Railways and Indi~n Trade," published in Railway~, 
1911, I wrote as follows in connection with Manganese are rates ~':"o,n:.'" 
by rail:-

"In demonstrating his case, the President of the Industrial Con
ference, held at Allahabad during December, 1910, laid stress on the 
point that during 1908 and 1909, the exports from India went down, 
but this was more or less due to the heavy fall in tUe prices and general 
depression in the trade, but things have altered towards better in the 
direction of increase in the exports .. It may be useful to remark in 
this connection that although the Railway rate from Sihora Road t() 
Calcutta is down to the absolute minimum of aile-tenth pie per maund 
per mile, viz., 0-5-11 per mauIid or Rs. 10-1-1 per ton still, during the 
period of depression, large stocks of manganese are were lying near 
the mines.* Both the Calcutta and the Bombay lines quoted the mini
mum rates, they are at the present moment a1l9wed to charge fOl 
this commodity. During 1906 about lrds ofthe manganese are exports 
from India passed through the Bombay port. The Great Indian 
Peninsula Railway also charge the minimum rate of -firth pie per
maund per mile from Nagpur to Bombay, which works out to Re. 0-4-4 
per maund for 522 mile~ or Rs. 7-6-0 per ton,-whereasthe railway freight 
on coal, for the same distance, is Rs. 6-6-0 per ton: so that the difference 
between the are and coal rates is Re. 1-0-0 per tori, and the present-· 
railway rates on coal in India are undoubtedly about the cheapest 
charged by any railway in the world. It is correct that -the value 
of export are is comparatively higher than the value of export coal, 
and it is also to be admitted that there is no prospect in the immediate 
future of the traffic in ores assuming the same hilge proportion as 

, coal, but as the deposits of manganese are are said to be enormous and 
the industry is in its infancy, which, if developed, will bring ,large 
sums of money to the country." At the coal rate railway freight on 
ore,from Balaghat to Calcutta would be at Rs. 7-4-0 per ton, whereas 
the lowest rate the railway is now permitted to charge is Rs. 9-3-5 
per ton. • " 

The charges over the Bengal Nagpur Railway from the various mines 
to Nagpur are, however, on a higher mileage basis than the rate of the 
Great Indian Peninsula Railway from Nagpur to Bomoay because of 
short hauls over the Bengal Nagpur ~ailway. The rates from the 
following mines to Itwari (Nagpur) arp. as under :-

Distance to 
',~ Nagpur. Stations. Rate per 

ton. 

Rate per 
maund 

per mile. 
- -- ---------,--~-----!----I----

27 
24 

Kodegohan 
Saoner 

Rs. A. 1'. 

170 
140 

pie. 

·37 
.:1'7 

• Due to ore being raised for shipment to America for the American St.6el Truss by 
their own steamers, but the trust were not allowed to use their steamers. 



438 MONOGRAPH ON INDIAN RAILWAY RATES • 

. .}t will be seen that the rates work out to '37 pie per maund per 
mile,' die maximllII! being '33 pie per maund per mile. This is because 
the rates quoted above are inclusive of terminal charges. These rates' 
are not unreasonable, having regard to the short lengths over the 
Bengal Nagpur RI!-ilway and also because for given weight of traffic the 
cost of haulage on 2'-6* gauge line is much greater than on a broad 

. gauge (5'-6") line as will_ be seen from Appendix IV. A 'transhipment 
charge of Re. 0-4-6 per ton is made to meet the cost of transhipment 
from narrow gauge to broad gallge at Nagpur. But from Tumsar 
Road, which is on the broad gauge section of the Bengal Nagpur 
Railway, this railway levies the rate of '20 pie per maund per mile to 
via Nagpur.for a distance of 50 miles. 

In the same way as the Great Indian Peninsula Railway levy a low 
rate of TIl)'th pie per maUnd per mile on manganese ore, the Bengal 
Nagpur Railway charge an equivalent low rate to the Calcutta port. 

" Remarking upon the industrial uses of manganese Sir George Watt 
writes in his' Dictionary of Economio Products of India ' as follows :-

" The uses to which the ores of manganese are put in the arts are 
somewhat varied. The peroxide is extensively employed in glass 
makings to destroy the green colour of glass which it does by oonverting 
the protoxide of)ron into the peroxide. When added to excess, it gives. 
the 'glass ,a red or violet colour. The same oxide is used in porcelain 
painting for the fine broWn colour, which it yields. It is also employed 
in glazing pottery, and in the preparation of enamels. Its most valuable 
property, ho:wever, is the ease with which it gives oft oxygen after the 
application of heat, a property which is largely taken advantage of in 
the arts. It is also used iD. the .manufactures of chlorine and calcium 
chloride. Of late years the ores of manganese have been extensively 
utilised in the manufacture of iron and steel, by the Bessemer pro. cess, 
the latter especially. Manganese, in the metallio state, is said to deprive 
iron of its magnetism. A process of application of this principle has 
been invented in England, by means of which the metal, in the pro
portion of 2l per cent., is mixed with ·the steel used for ship buildings i 
and, it is contended that this mixture deprives the steel of its magnatic 
influence on the ship's compasses." 

The above remarks were made years ago. More than 96 to- 98 per 
cent. of manganese is now used for steel making. Only certain kinds of 
special steel ~re DJ.ade ,without manganese, which is first made into 
ferro manganese and then used in the steel furnace. This is being 
done in India. The Barakar Iron Work's and Tatas Iron and Steel 
Works make ferro mane:anese and-use it for steel makin/Z. 



CHAPTER XVIII. 

OTHER FOOD GRAINS AND PULSES. 

Next to Rice and Wheat other food grains of importance are :

(Jow) Barley 
Ragi 
Maize , 
Jowar and Bajra (Millets) 
Gram and 

Pulses (moong, arhar; urid, masoor, matar or peas). 

The year J910-11 was a good year for all these crops, and the area 
under cultivation and the outturn of each ·province were as given 
below. The quantity exported, the ports via which each· commo
dity found its outlet and the destinations have also been shown :-

OuUurn-a: 
exports of 
Barull. 
Maiu. 
Millets. 
Gram 
ana pIII,e. 



/ 

-- , 
BABLEY (1910-1911)_ RAG! (1910-1911)_ 

---
PROVINOES. EXl'ORT TO 

I - Area. under Out-turn. 
TOTAL Exported via 

Area. under Out-turn. 
cultiva.tion. British Foreign EXl'ORT. cultiva.tion. 

Empire. countries. 

Acres. "Ma.unds. Cwts. Cwts. Cwts. " , Cwts. Acres. Ma.unds. 
" .. 

Bengal , 95,000 1,016,000 221,659 4;5,2511 266,914 Ca.lcutta. 1,229 53,000 - 433,000 

Chota Na.gpur . 29,000 161,000 Bombay "3,962 206,000 2,329,000 

Beha.r 1,262,000 17,357,000 Ka.ra.chi 261,597 589,000 5,539,000 

Bundelkhund · 99,000 1,185,000 I .. " BurlD6 12~ - .. . .. 
Agra Province East 1,495,000 21,575,000 58,000 459,000 

• 
Agra Prelvinces North and 3,404,000 48,865,000 99,000 930,000 

West including Olldh "'-

Panjab 1,113,000 12.133,000 I 18,000 514,000 

Sindh . 28,000 257,000 I 1,000 12,000 

Gujarat · . 17,000 169,000 96,000 1,975,000 

Konkan · .. .. 

J 
252,000 2,481,000 

" 

Deooan 9,000 125,000 317,000 4,487,000 
-

Central Provinoe. 21,000 251,000 

I 

13,000 177,O(JIJ ... 
Madras . ~ . .. .. 2,496,000 28,667,000 

\ 

I 
-.----

I \ 
4,198,000 I TOTAL '1',1172,000 103,094,000 I 48,003,000 

I --



MAIZE (1910-19ll). JOWAR AND BAJRA (1910-1911). 

PROVINQES. I EXPORT TO THE 
Area under Out-turn. Area under I Out-turn. TOT.!.L Exported via cultivation. cultivation. British Foreign EXPORT. 

I Empire. countries. I , 
-...---.----_._-

Acres. I Maunds. Acres. Maunds. "Cwts. Cwts. Cwts. Cwt •. 

Bengal 53.000 721.000 lO,OOO 94.000 355,105 /163.949 519,054 Calcutta 807 

Chota Nagp,ur 321,000 5.471.000 31.000 369.000 
) 

Bombay 297.169 

Behar 1.466,000 16,301.000 124,000 1,039.000 Karachi 17,26& 

Bundelkhund 15.000 1~7,000 892,000 5,407.000 , - Madras 360 

Agra Province East 432.000 5,250.000 222.000 1,457.000 Burma 203,400 

Agra. Provinces North and 1.727.000 22,300.000 3,903,000 26.899.000 
West including Oudh 

Panjab 1.426.000 19,043.000 3.133.000 20,076.000 

Sindh 3,000 21.000 1.644,000 12,947.000 

Gujarat 117.000 1.522.000 956.000 10,454.000 

Konkan .. .. 2.000 22.000 " 

Deccan . 39.000 507,000 10,516,000 84,422.000 -
Bera.r 2.000 16.000 2.487.000 19,619.000 

c entral Provinces 138.000 1,362,000 1.928.000 17,402.000 

Madra.s . 114.000 1.045.000 9,131.000 78.652.000 

-

I 
-' 

"TOTAL 5.853,000 73.706.000 34.979.000 278.859.000 



GRAM (1910·1911). 

PaovINcES. ' EXPORT TO THE 
Area under Out·turn. liritish 

TOTAL Exported tlid 
cultivation. Foreign EXPORT. 

Empire. countries. 
, 

, Acres. Maunds. Cwts. Cwts. Cwts. - Cwts. . 
Bengal · · · · , · · · · 208,000 1,592,000 449,872 459,140 909,OI~ Calcutta · 357,022 

Chota Nagpur. · · · · · 63,000 469,000 ' Bombay · 47,848 
/ , 

Bohar · · · · · · · · 845,000 7,856,000 Karaohi · 480,571 

Bundelkhund · · · · · · · 895,000 8,150,000 Madras 6,425 

Agra. Provinoe East • · · · · 793,000 7,069,000 Burma · 17,146 

Agra Provinoes North and West including Oudh • · 4,155,000 40,445,000 

Panjab '. · · · · · · ,4,051,000 36,084,000 .. 
Sind · · · · · · l44,OOO 569,000 ,- . 
Gujarat • 87,000 482,000 I · · · · · · · · 
Konkan. · · · · · · · 4,000 16,000 

Deccan · · ~ · · · · · · 506,000 4,428,000 . 
Berar · · · · · · · .' 148,000 971,000 

· Central Provinces . · · · · · 1,178,000 8,794,000 

Madras · · · · · · 162,000 1,511,000 -1 TOTAL · 13,239,000 118,436,000 . 



t 

OTHER FOOD GRAINS (PULSES) (1910-1911)_ " , 

PBOVINOES. EXPOBT TO mB 
Area under Out-turn. 

I 
TOTAL Exported wid oultivation. British Foreign EltPOBT. 

Empire. countries. 

-
Aores. ?Ids. Cwts. CW. Cwts. Cwts. 

Assa.m · · '. · . · 132,000 5,601,000 1,989,896 495,758 
\ 

2,485,654 Ca.lcutta . 1,543,251 

Bengal · · '. · 1,706,000 71,520,000 Bomba.y 307,480 

Chota Na.gpur • · ,. · 642,000 22,666,000 I Ka.ra.ohi 73,124 

Beha.r 3,180,000 110,185,000 
, 

Madra.s 16,490 · · · 
Bundelkhund · · · · 465,000 5,202,000 Burma ... 545,309 

Agra Provinces Ea.st. · 2,342,000 26,005,000 

Agra Provinoes North a.nd West inoluding Oudh 4,326,000 46,810,000 

Pa.nja.b · · · 1,709,000 19,412,000 

I Sind · · · · · 292,0~0 2,773,000 

Guja.rat '. · · · 550,000 6,604,000 

Konkan • · , 311,000 3,832,000 

Deooa.n · · · · · 2,486,000 26,416,000 

Berar · · · · · . · 659,000 2,628,000 

Centra.! Provinces · " . · · · · 4,600,000 19,272,000 

Ma.dra.s · · · · · · 7,502,000 67,299,000 
I 
} TOTAL 30,902,000 1436,225,,000 

, 
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It will be seen that barley, iowar "ind baira, gram and pulses are 
exported in small quantities, so. the q'Jantity consumed in India must. 
~~. . 

In N<?rthern India, the ryots grow wheat and oilseeds mostly for 
sale while the cheaper food grains, like iowar, bajra, 'maize, etc., are 
chiefly intended for local consumption, the grain is used as the food 
of the human beings and the husks (bhoosa) and stalks are utilised as 
cattle fodder. 

The percentage of exports of food grains, other than wheat and 
rice, to the outturnduringthe years 1907-08 to 1911-12 was as follows :-

1907-08 
1908-09 
1909-10 

. " 
'79 per oent. 
'23 .. 
·58 .. 

1910-11 ,52 ... 
Wll~2 .0 .. 

It will thus be seen that so far as the railway traffic in these food 
grains is concerned it is chiefly for locarconsumption in the country. 

Statements are appended showing the traffic in jowar and baira. 
and gram and pulses of the various railways. 



JOWAB AND BAJBA. 

1912. 

--'---.,-----

W-eight. Earnings. 
__________________________ J'I ______ __ 

Ea.stern Bengal Railway . 

Assam Bengal Railway 

,East Indian Railway 

Bengal-Nagpur Rail\Vay 

,-

Madras and Southern Mabratta Railway 

South Indian Railwa.v 

Nizam's Guaranteed State Railway, . 

Great Indian Peninsula Railway 

Bombay, Baroda and Central India Rail-
way. 

Oudh and Rohilkhund Railway 

Bengal and North-Western Railway 

Rohilkhund and Kumaon Railway 

North Western Railway • 

Tons. 

58,461 

2,728 

124,268 

28,508 

42,542 

.300,452 

151,'882 

36,005 

4,364 

30,779 

68,668 

Rs. 

1,39,214 

11,682 

8,51,465 

1,:15,748 

1,96,381 

2,762,525 

1,341,618 

1,63,804 

17,134 

82,041 

4,20,334 

1913. 

Weight. 

Tons. 

37,077 

4,243 

65,718 

13,713 

36,523 

175,388 

68,233 

13,906 

2,125 

7,713 

119,649 

Earnings. 

Rs. 

1,62,002 

17,6:17 

3,85,719 

59,483 

2,18,395 

15,90,824 

5,63,539 

64,251 

10.7~4 

17,813 

7.26,844 

GRAM AND PULSE~. J 

Tons. 

82,127 

12.037 

486,514 

108,490 

3,0:1.255 

76,649 

32,75,221 

S,01,351 

235,283 ' 15.19,459 

134,239 6,34,577 

25,784 1,26,623 

448,SOI' 4,605,15f 

124,470 

124,121 

169,213 

46,479 

562,543 

9,42,5S3 

519,718 

830,866 

137,123 

4,796,791 
\ 

1913. 

Weight. 

'rons. 

104,771 

14,079 

~91, 726 

J 12,415 

232,99:l 

139,293 

21,759 

:128,400 

84,508 

1,70,657 

1,21,900 

26,800 

4,66,204 

I 

I 
f 

Earnings. 

I 
! Rs. 

3,57,748 

83,885 

18,97,905 

7,S5,l!;5 

15,%1,525 

6,31,688 

1,13,391 

32,76,487 

6,32,606 

7,98,787 

5,44,360 

74,064 

20,80,924 



446 MONOGR.APH ON IND4..4N RMLW.AY R.ATE8. 

Wheatratu The railway rates for wheat apply to all food grains, and in the 
~Z:::!rs~':i"e, chapter on wheat both the local and the export rates have been dealt 
,pulse. with. The export rates are not of much importance to food grains 

other than wheat, but the scale rates apply to the commodities re
ferred to iIi this chapter.* These scale rates for the various important 
railways in India for different distance!! have been worked in the chapter 
on wheat, and remarks made therein apply in this case also. 

It may however be remarked that. there has not b~en a marked 
increase in the outturn of food grains, other than wheat and rice, as the 
following comparisons for 20 years will prove :-

OUTTURN- OF FOOD GRAINS OTHFR THAN RICE AND WHEAT. 

1891-92 
1892-93 
1893-94 
1894-95 
1895-96 
1896-97 
1897-98 
1898-99 
1904-05 
1905-06 
1906'07 
1907-08 
1908-09 
1909-10 
1910-11 
1911-12 

(In lakhs 0/ maunds.) 

.! 84,70 
93,89 
95,31 
93,30 
95,63 
63,65 

104,45 
111,27 
89,95 
85,19 
97,38 
83,61 
88,08 

103,16 
105,85 
98,44 

The area .under cotton cultivation has increased in higher propor
tion to the area under cheapedood giains, .and this is one of the main 

- reasons for. the outturn in cheap food stuffs not having increased, but 
the ryots have been benefited, for their wealth has increased by the 
groWing of high priced commodity like cotton an,d they imported cheap 
Burma rice for food consilmption, wherever there was a shortage of 
food stuffs. _. . 

* Viele page 317 for the soa.Ie rates of important railways for grain. 



CHAPTER XIX. 

GHEE, CATTLE FOOD AND CATTLE. 

First to deal with Ghee. The classification of ghee in the railway Gliee rata. 

tariffs is as follows :-

At Railway Risk • 
At Owner's Risk. 

Class. 

• 3rd 
• 2nd 

but in the exceptiMJ. list of the East IndiRjl and other railways, ghee, 
when booked at owner's risk and carried'for distances over 150 miles, 
is classified 1st class. This classification has been in fOrce for a nUmber 
of years. In 1909-10, however, there was a proposal to abolish the 1st 
class rate for ghee at owner's risk carried over 150 miles. 

About .this time, my book entitled " Indian Railways and Indian 
Trade" was published (in Febl'Uary 1911), and in connection with the 
proposed rise in the classification of ghee I wrote as follows :-

" It may not be out of place to mention here that ghee i~ an im
pOl:tant item of food to every Indian, and in the case of a commodity, 
which is so universally consumed by the people, it is naturally -expected 
that the railway rates would be reduced instead of increased, but 
the classification of ghee carried for distances of over 150 miles 
has been raised from 1st class (trd pie per maund per mile) to 2nd class 
(I pie per maund per mile). For ghee carried for 300 miles, the increase 
in the rate per ton is Rs. 7-1-0. Even the poorest Indian will take 
ghee, if he can afford it, and will not the rise in the railway rate affect 
him ¥ Even a middle class Indian iamily would be affected 9n ghee 
brought from a distance of 600 miles; the increase in the price per 
maund will be 100 pies or Re. 0-8-4 per maund or 21 pies a seer, and 
taking haIfa see:.: as the daily. consumption in a middle class family, the . 
extra money paid in a. month will be 31 annas, which should provide 
for one day's vegetable bazar for such a family, and toa poor this 
amount means one day's-w~es." 

Ghee is not so much an article of luxury to an Indian as is generally 
supposed to be. To him it is an article of necessity; but the con
tinual rise in the price of ghee is placing it beyond the reach of the 
poorer classes. It was argued by some at the time my book was issued 
(7 years ago) that in the case of a commodity, the price of which was 
so high as Rs. 50 per maund, the rise of 100 pies or Rs. 0-8-4 per maund 
in railway freight was an insignificant figure and would not affect the 
price paid by the consumer. This is no doubt a forcible argument. 
But there is another side oL the case too; gheecannot generally 
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be had by the consumer direct 'from the producer, and ~hen it is trans
ported from a distant place the middleman plays a very important part 
and it is on his margin of profit that a great deal depends as to the move
ment of ghee traffic., 

Now let us see what margin of profit there is to the middleman, who 
buys at distant places and sells in large towns. 

PM oj ghee. (The price of ghee has risen considerably during the past 10 years. 
The rise from 1907-1912 was as follows as compared with t'he prices of 
1890,!lond 1900.) . 

Wholesale prices per maund in Presidency towns or at principal ·ports. 

I~~ut~ Bombay. ~adr&8'1 K&rachi. 

Rs. A. P. ' Rs. A. P. Rs. A. P. R8;.6., !P. 

1890 30 8 0 32 8 9 33 8 3 26 o 10 

1900 37 4 0 34 411 33 010 33 0 0 

1907 46 0 {) 44 .6 0 45 12 11 35 3 0 

1908 42 8 0 42 4 8 42 14 11 36 3 0 

1909 41 '4 0 41 9 7 '44 1 0 34 !! 0 

1910 44 8 0 43 11 5 48 14 6 35 8 0 

1911 45 8 0 45 6 4 48 15 9 U 4 0 
i 

1912 .j 49 8 0 48 10 6 49 511 50 8 0 

The rise has been universal throughout India. and compared with 
1890 (nay even 1900) the rise has been enormous. • 

The enhancement in the prices lVas due to a limited supply of ghee, 
and it was. ,the rise in the prices at the producing centres that tended 
to increase the prices in large towns. . 

Calcutta, for instance, gets large quantities of ghee from the United 
Provinces of Agra and Oudh. Wlllle in 1911 and 1912.the average 
annual prices in Calcutta. were Rs. 45-8-0 and Rs. 49-8-0 respectively 
the prices in the United (Agra) ProVinces (East) were Rs. 44-10-6 and 
Rs.47-2-10. If the railway rate was 2nd class for ghee carried over 150 
miles, the freight for 500 miles would be Rs. 1-4-10 per JIlaund. 

At the 1911 and 1912 prices of ghee in Calcutta and in United Pro
vinces Districts the differe~ces were as foll~ws :-

1911-

Price. in Calcutta .. 
Price in United Provinces 

Dlft'EIIBNCB 

R8 • .6.. P. 

.14580 

44 106 

o 136 
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1912-

Price in Calcutta 
Price in United Provinces 

I'JI!'I!'ERENCE 

Rs. 4. 1'. 

49 8 0 
472 0 

2 5· 2 

449 

Taking the prjces prevailing in 1911 there would ·be no margin of 
profit at all, whereas on the figures of 1912 the profit would be Rs. 1-0-4, 
thus-, 

Rs. A. P. 

Difference In price of ghee between the producing centre 
and in Calcutta r • 2 5 2 

Railway freight 1 4 10 

Margin of profit 1 0 4 

But there are other expenses besides the railway freight, and above 
all thefts of ghee in railway transit are not un-common. Even the 2nd 
class rate is an owner's risk rate, (tlie railway risk rate being third claiJS 
or 50 per cent. higher), and the' Railway would not bE: responsible it 
almost the whole of the contents of a tin of ghee· were abs'tlracted, 
and an almost empty tin was delivered at destination. Merchants have 
therefors to take l!omerisk in ghee business but they have to avai! 
themselves of the lowest rate (which is an owner"s risk rate) as the 
margin of profit is small. .. 

In Bombay itself, the average annual prices in 1911 and 1912 were :-

1911 
1912 

Per maund. 

Rs. A. P. 

45 6 4 
48 10 6 

but the prices in the interior of the Bombay Presidency, such iSDeccan 
and Gujarat (or eyen in Konkan), were higher as shewn below ,:-

1911 
1912 

In Gujarat. Konkan Deccan. 

Rs. A. P. Rs. A. P. Rs. A. 1'. 

52 0'0 46 12 8 45 11 4 
52 O' 0 49 4 7 49 3 8 

So "that any business -in ghee from these districts with Bombay town 
could not have been a business of profit. 

The prices quoted above are all taken from Mr. Datta's report on 
the Rise of Prices in India. 

It will be seen from the examples given herein that any enhancement 
in the classification of gheeis not at all an easy thing, which call be 
effected without <!.onsidering all sides of the question. 

2H 
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Another question is whether the l;ailway traffic has expanded 
even under the present rates. Tp.e total railway traffic in ghee since 
1907 has been as follows :-

1907 
1908 . 
1909 
1910 
1911 
1912 • 
1913-14. 
1914-15 
1915-16 

.~ 

Tons. 

84,611 
90,180 
95,c~1 
94,198 
92.686 
87.551 
88.176 
92.,152 
94.660 

These figures do not, however, represent the actual total weight. 
for in the case of through traffic the same weight has been included in 
the figures of more than one railway. Therefore the total actual weight 
carried must have been less. 

It may be remarked that the development of traffic -in ghee on 
Indian Railways has not been unsatisfactory on the whole, but when we 
go further than 1907' and see that with the Railway mileage of 24,707 
in 1900 -the traffic was 110,084 tons, it cannot certainly be said 
that in 1915-16 with 35,883 miles of Railway lines open the traffic of . 
94,660 tons was an encouraging figure; the ligures of 1900 were never 

... reached during the years 1907 to 1915-16. . 
Decrease {n Before the Prices Enquiry Committee witnesses repeatedly put 
8'U,'!:ll~r::w forward the argument that the supply of both milch-cows and plough 
:uu!cks. bullocks was decreasing in consequence of the following reasons :-

(a) Closing of grazing grounds and pathways for cattle In 

villages; 
(b) Restrictions placed in grazing cattle in forests; 
(c) Epidemic diseases; 
(d) Slaughter of cattle for food and for hides. 

Further, the loss of nutritious cattle fo~d to India, which would be 
available if greater paIt of the oil seeds were crushed in this country, 
is another factor, which has to be taken into account for oil cake 
.makes very good cattle fodder. Then there is a regular export of 
cattle fr(lm the Southern India to Ceylon, and it is also said that not 
very long ago, some of the farmers of South America_ took away 6 large 
number of very superior <;attle for their ranches from India. Whether 
6uch exportsare good for the country and should be allowed is very 
doubtfuL" , 

* These are matters, which .properly co~e within the scope of an 
enquiry by a commission or by experts on the improvement of bre.ed 

- of cattle in India; but whether cattle food (such as graBS, hay, straw, 
cotton seed, oil cake) should ordinarily be carried at tbe rates which 

. * Some, however, say that exports of cattle may encourage'ryots to improve the breed 
. of cattle generally. . . 
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apply during famines or at a slightly higher rate is an important factor 
and requires consideration by the Government and the railways. 

Oil cake is sometimes charged at rates higher than those for grain I?r Railway rat, 

at equal rates.* From the point of view of economic working or on the for fodder. 

principle that low rates can only be quoted for a heavy or good paying 
load traffic, lower ratel than are now charged may not be permissible for 
cattle fodder; but seeing that India is so largely an agricultural country 
and as cattle is such an important factor in agriculture, the question 
of cheapening the cost of cattle food and making the same easily 
available in different parts of Ind~a, at least where there are railways, 
should attract the attention of responsible Government authorities. 

A rate of Re. 0-2-3 per wagon mile for cattle fodder including oil 
cake will not mean carrying traffic at a loss. During t~e financial year 
1915-16, the average cost of hauling a goods vehicle with its load one 
mile was les~ than 24 pies on all the broad gauge lines, excepting the 
Nizam's Guaranteed State Railway. In fact, during the second half of 
the year on most of the lines"the cost did not exceed 19 pies, and theril' 
fore it will not mean carrying traffic at a loss if the rate of Re. 0-2-3 per 
wagon mile ~s charged on broad gauge lines and Re. 0-1-6 per wagon 
mile for metre gauge lines for loads of 300 maunds and 240 maunds 
respectively. The rate will work out to '08 pie per maund per mile. 'I'he 
difference between th.e p!esent· minimum ( .. loth pie) and 'OB pie rate, 
which will of course require special sanction of the Goyernment, will be 
!'~ th pie per maund per mile. .. 

The traffic in cattl.e over all the Indian Railways, taken together, Railway rate 
~M~m~ .. ~~ 

Year. No. of cattle. Earnings in 

Rs. 
1909 426,832 10,19,309 
1910 423,48!l 11,95,683 
1911 529,364 15,80,538 
1912 532,796 14,76,440 
1913 .. 14 694,932 20,02,977 

The movements were principally in. milch cows anet buffaloes for 
sale in large towns; the carriage of cattle by rail for agricultural purposes 
and for grazing to and from big pasture grounds was small, if anv. J n 
America, there is a large railway traffic on last account. 

The railway rates in India are low enough. For 10 cows or buffaloes 
or 8 cows or buffaloes, with their calves, carried in a bro\1d gauge wagon, 
the rate is, for distances up to 150 miles, thre-e annas\ per wagon per 
mile and 21- annas for any distances beyond. So that up to 150 miles, 
-for 10 animals carried in a truck the charge is 3'6 pies per mile per head. 
The cattle rates ine however not provided for in the sphedule SJf maxima 
and minima rates for goods train traffic sanctioned by the Government 
~f India for each railway . 

• It has been pointed out to me that there should be no discrimination between the 
rates for oil cake for manure and oil cake for cattle food for the cake is the same. 

2H2 
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CHAPTER XX. 

HIDES AND SKINS. 

The following were the figures of the export value of hides and skins 
and leather from India to other parts of British Empire and to foreign. 
countries from 1908-09:-

H.ides and Skins (Raw). 

1908·09. I 1909·10. 1910·11. 1911·12. 1912·13. 

-
£ £ £ £ £ 

i -
5,559,103 6,434,147 5,996,131 6,295,718 7,845,484 

, -, 
/ 

Hides and Skin! tanned, or dried, and leather. 

2,761,169 2,655,236 
,,-

2,742,214 3,006,123 I 3,082,498 

It will be seen from these figures that there was a steady increase
in the rise' of the value of ·exports of hides and prepared leathers from 
this country, but the .figures'for raw hides are far greater than those' for

...,:tanned hid.es or leather. 
In 1908, Mr. A. C.Chatterjee, I.C.S., made the following remarks. 

in his Notes on the Industries of the United Provinces :-
" The local industry in leather has, on the whole, su'fferoo consider

aMy by large demand in Europe' and America for Indian hides and 
skins, and by -the competThion of foreign-made goods." 

The encouragement of exports in raw hides and skins helped to make 
the competition of foreign-made leather goods in India formidable, and 
the Indian industry in leather was, consequently hampered. India 
supplied raw materials to foreign countries' which compete with 
Indian made goods, and the railways practically encouraged the export. 
of raw material out of India by lowest possible rates. Mr. Chatterjee. 
I.C~S.~ went on further to say :-

" Another disquieting feature of lhe traffic is that there is a notable
decreas~ i~ the export of dressed hides and skins." 

The enormo.!ls rise in the exports of raw hides confirm the remark 
(which in the words of Mr. Chatterjee show), "that local industry has 
nO'I(lngLr any share even in the preliminary process of dressing fhe
'goods f',xported." 
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The chief. difficulty that the tanneries in Cawnpore had to contend 
with was the restricted supply of hides, due entirely to the abiormal 
rise in exports, which restricted the supply and raised the prices, thus 
handicapping the local industries. It is also to be pointed out that it 
was about the same time that the above remarks appeared in Mr. 
Chatterjee's notes on Indian· Industries, which· was published by 
the Government and made available for sale to the public, that the 
Indian Railways came down to the lowest figures in their railway rates 
for hides for export. 

The North Western Railway, the Great lndian Peninsula Railway 
and the East Indian Railway quoted rates to Karachi~ Bombay and 
Calcutta respectively at Re. 0-3-0 per wagon per mile for loads of 360 
maunds per wagon, which equals to Tt~th pie per maund per mile, i.e., 
the minimum rate permitted by the Government. 
. In suppor~ of this remark the following extract from the goods tariff 
of the East Indian Railway for June and July'1909 is given:- -

Hides and skins dry, at owner's risk subject to a maximum loads 01360 Ral€&Jor 

ds A · h . 'll b h d he exp:n-I 1Iid€s maul!. per wagon. ny we'l1l t tn excess wt e c arge at t pro-
portionate rate. 

From Amballa Cantonment and toid to Howrah 
.. Delhi and viii to Howrah • 
.. Agra to Howrah 
" Cawnpore and vid to Howrah 

Per wagon 
mile. 

Rs. A. P. 

0 3 0 
-0 3 0 
0 3 0 
0 3 0 

As already pointed out 36<J maunds at Re. 0-3-0 per wagon mile 
gives a rate of rt~th pie per maund per mile. 

Then again wet hides from Delhi were also given a similarly low rate 
which the following quotation from the same tariff will indicate :-

H ides aI~d Skins wet at owner's risk in lull wagon loads irrespective 01 tlLe 
marked carrying. capacity 01 the vehicles. 

From Amballa Cantonment and vi" .to Howrah 
&S. A. P. 

199 14 0 

Hides and Skins wet or dry at owner's risk in lull wagon loads, irrespectit'e 
01 the marked capacity 01 vehU;Jes used. 

&s. A. P. 

From t>id Delhi to Howrah • ,166 Ii 0 
.. toili Ghaziabad (except Oudh and Robilkhund Rail-

way) to Howrah and lIid..- • • • • 168 15 .0 

Hides and Skins wet at owner's ,isk in lull wagon load. Load ?Wi to exceed 
336 maunds per wagon. 

From viii Ghaziabad except Oudh and Robilkhund Rail-
way to Howrah • • • • • • 171) \ 0 
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Taking the Delhi rate at Rs. 170 per wagon and the load at 336 
maun4s, the rate comes to nearly Re.0-8-1 per maund, which was 
equal to the rate o~ '107 pie per maund per mile. 

Low rates for hides for export yet obtain from places like Cawnpore. 
Agra, De\hi to Calcutta as shown on pages 476 and 477 of the East 
Indian Railway goods tariff Pamphlet No.1 of .1917 :-

. Hides and Skins in u'agon loads 0/,436 maunds. 

From Cawnpore to Howrah 
II Agra to Howrah 
" Delhi to Howrah • 

These rates for hides work out to-

Distance 
from 

Calcutta 
Miles. 

633 From Cawnpore 
790 .. Agra 
903 .. Delhi • 

Rs. A. r. 
• 176 , 0 
• 217 0 0 
• 229 0 0 

Permaund. 

Re.~. r. 

066 
080 
o 8 IS 

or between ~th and Tloth pie per maund per mile; similar rates ~re 
also quoted by the Bombay lines to Bombay and by the North Western 
Railway to Karachi. 

It is true that the local tanneries in Calcutta and in Bombay had the 
~dvantage -'>f these low ex port rates, but following the example of the 
Great Indian Peninsula. Railway, in the matter of cotton rates to 
Ahmedabad,_ Surat, etc., it was possible for the railways to have 
made the lowest rates applicable to the local tanneries in Calcutta. 
and in. Bombay and to have applied ..rates of 5 annas to 6 an¥8 
per. wagon mile to the export traffic. ' 

While the Great Indian Peninsula Railway charge lower rates for 
cotton to Nagpur their rates via Nagpur ,to Calcutta are higher; and 
in the same way, the Tapti Valley Railway rates to· Ahmedabad, Surat, 
etc., are lower than their rates via Surat on Bombay traffic. 

The most important po'ln:t is that the low rates for export hide traffic 
were brought about pure\}' owing to competition between Railways. 
By an arrangement between themselves they could have levelled up the 
rates, as they did in the case of all other traffic, unless it was their inten
tion to let the export hides have the advantage of the lowest rates. It is 
well known that during the period that. the rates came down in 1909-10 
(principally to encourage export of hides to America) there was consi
derable demand, for hides and skins from India, in Germany, America, 
England, and in a few other European countries, and it was also shown 
at the time that the exports from In4ia were handicapping the local 



HIDES AND SKINS. 455 

leather industry of the country. If, therefore, the foreign countries 
wanted hides and skins from India they should have paid higher rates.* 

The competition was started by the Hansa Line Steamer Company 
and the East Indian Railway who combined together to divert the 
traffic from the Northern India to America via the Calcutta port, which 
traffic was taking the western ports for its outlet from India. The 
reduction in the rates of the East Indian Railway was followed bj reduc
tions on the part of the Great Indian Peninsula Railway and the North 
Western Railway to Bombay and Karachi respectively. It was never 
shown that the buyers in the markets of consumption could not pay 
a price which included cost of transportation in India at a rate higher 
than 3 annas per wagon per mile. During the period of co~petition 
it was to the interest of the Bombay lines to maintain as low mileage 
rate as possible to the ports so that the difference in railway freight 
from an important centre like Cawnpore would 'not be great in favour 
of Calcutta, as the following illustrations will shew :-

(1) Difference in favour of Caloutta at .;., th pie rates-- pies 
Cawnpore to Calcutta, 63.3 miles, at 'I\ith pie per maund per mile 63 
Cawnpore to Bombay, 840 miles, at ;ilth pie per maund per mile 84 

Difference in favour of Caloutta 21 

• (2) Differenoe in favour of Ca.louttBo a~ I th pie rates--
Cawnpore to CalcuttBo, 633 miles, Bot jth pie per maund ller mile 126 
Cawnpore to Bombay, '840 miles, Bot ith pie per maund per mile. 168' 
Differenoe in favour of Caloutta 42 

It was, therefore, not to the interests of the Bombay lines to let the rates 
remain at a higher mileage rate; but seeing that for all the commod
ities an arrangement was c~me to to level up the rates' by accepting 
the principle that the difference in favour of Calcutta would be the 
Ie bed-rock difference" (i.e.l the difference that would exist if both rail
ways went to their minimum), it cannot be understood why the rates to 
the ports for export hide traffic could not have been enhanced and the 
Ie 'bed-rock difference" maintained. 

The enhancements in rates, unless they were perhaps to the maxi
mum, probably would not have improved matters very much so far as 
the Indian industries were concerned, because the foreign manu
factures could have afforded to pay a higher price, but the higher 
freight per mile on Indian Railways would have slWed unnecessary 
loss of revenue to them, which would have been at least some com. 
pensation to India for the lo,ss of its hides and skins to the detriment, 
of the interests of its industries. The railways cannot say-that it 
was ever proved to them that the foreign manufactures could not 
buy at a higher rate. In their desire to dive~t traffic from one ,port 

, • It is said that Indian hides (raw mBoterials) occupy a very important place in the 
world's supply, and the prices have been on the rise, this disproving the necessity for low 
rates to encourage exports. 
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to another the railways could not come to an arrangement under which 
the mileage rate could be made higher than the minimum, as was done 
for many other commodities. 
~ 'l'he East Indian .dailway rates to Cawnporefor the local tanneries 

. and leather manufactures are decidedly on a higher basis. These are 
as follows :- . 

Per loads of 
To Rate pE'f maund 100 maundi 

maund. per mile. at Owner' 8 

ri.k. ~
I For wagon 

--------------- -:----:----1------

394 Amballa Cantonment 

159 Bhungaon 

!!.71 Delhi 

3(8 JubbuJpJre 

291 Katni. 

Cawnpore I 
A. P. 

6 9 

(j 8 

G 4 

9 8 

'208 

'427 

'280 

'303 

'247 

The foll,)wing were the figures of traffic in hides and skins of the 
following railways for the period 1911-1913-14, 

Hides and Skins. 

1911. 1912. '1913-14, 

-
Weight. I Earninga. Weight. Earnlnga. Weight. .!!I.!...nga. , 

- Toos. 118. Ton •• RI. Ton •. RI. 

Be!'llal Nagpur !t,ilway. 11,895 -1,16,400 15,246 1,42,579 . 14,678 1,42,595 

Bombay, Baroda and 6,881 
Central India RaIlway. 

65,835 9,063 86,569 5,625 67,659 

Eastern Bengal 
Railway . . 

.State 26,760 1,73,775 19,003 I,M,203 17,567 1,19,786 

East Indian E.ailway 40,624 5,48,905 45,845 '6,69,279 89,829 6,20,675 

-Groat Indian Peniosula 20,750 3,35,620 28,381 4,67,987 23,367, 8,53,540 
Railwar. 

Madras Bnd Southern -41,302 4,31,317 46,827 4,61,096 87,223 8,29,296 
Mabratta Railway. 

North-Weotern Railway. 30,012 3,25,814 42,249 4,61,250 88,976 4,65,540 

Or.db and 
B.ailway. 

RoliiIkbund 12,309 63,976 12,913 67,058 14,129 87,620 

Bengal and Northern-
Western Railway. 

13,355 97,409 10,781 71,192 11,"7 79,802 

outh Iodian Railway , 14,915 1,28,285 17,055 1,40,878 16,482 1,34,4311 



CHAPTER XXI. 

TEA. 

The following extract from the" Investor's India Year Book, 1916, 
Fourth ,Edition" will serve as an introduction to this chapter on 
'Tea :-

" It was not until 1834 that tea received serious attention in India. 'Na 
'The first tea company was started in 1840, namely, the Assam Company,"dr IT!{j 
hut it was not until some two decades later that the capital of the invest- ;:'~ie:t. 
ing public was attracted to any large extent in the industry. From ' 
that time onward, the growth and progress of the industry has been 
rapid and continuous. Th~re have been perio~ of depression brought 
.about by over production, but, on the whole, it may be confidently 
.assertcd that the tea industry has affordeg.,and exhibits every prospect 
.of continuing to afford, as good a field for the investment of capital 
.as any other industry in India. The main tea-producing districts arc 
Assam, Cachar, Sylhet, the Bengal Dl\arS, tLe Terai, Darjeeling, and 
in Southern India, Travancore, and the Nilgkis. The acreage under 
.tea has increased from 283,925 in 1885 to 619,630 in 1914, and owing 
to improved methods of cultivation the average outturn per acre has 
also doubled itself in this period. On the other hana, the world's con
sumption of tea has kept pace with the Increased production, and the 
latest available statistics show stocks to be rather below the normal. 
"In order to arrive at a-eorrect view 'of the position, the product investor 
must consider other sources of supply, outside India itself. The only 
tea-producing countries, outside India, which have to be reckoned with 
at the present time are China, Ceylon, Java and Japan, inch~ding 
Formosa. The use of tea as a beverage in China dates back from time 
immemorial, and until comparatively recent times China practically 
monopolized the tea. trade of the world. In 1879 only 34 million pounds 
of Indian tea were consumed in the United Kingdom, as compared wit.h 
126 'million pounds of China tea. About this period, owing to the 
disastrous effects of the coffee leaf disease, Ceylon planters turned their 
.attention to tea, and the production from this island has been a most 
important factor in the tea trade. ever since. IIi 1890 the relative con
~umption in the United Kingdom irom these three main producing 
countries was as follows :-China, 57,530,337 lbs., India,101,961,686 
Ibs., Ceylon, 31,516,4691bs. whilst in 1915 they were China, 12,779,972 ; 
India, 182,010,261 ; Ceylon, 92,729,080. It will be seen.at a glance how 
rapidly the stronger teas from India and Ceylon have ousted China tea 
from the English market. In Java considerable attention has been 
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given, during recent years, to the cul~ivati?n of tea, and during the past. 
six years the quantity of tea exported has risen from. 32 million pounds.. 
to 101 million pounds, and although a large area has been given u~ 
to the cultivation of rubber in the island, there is undoubtedly every 
reason to anticipate that the exports of tea will increase considerably
more in the near future, and is a factor which, must be reckoned 
with. 

" The exports from China are principally to Russia and the United 
, States, and those from Japan are principally to the latter country, but. 

during recent years there has been a very large increase in the Russian. 
demand for British grown teas and it is not saying too much to ascrib&
the present prosperity of" the Indian industry chiefly to this caUBe_ 
Russia has now become the. largest c<tnsumer of Indian tea, outside th&
United Kingdom, and in 1915 took no less than 48 million pounds by
direct imports from Calcutta. There is ample land of a suitable character
available5n India for extensions, as, in Assam,and Bengal, not mor&
than 30 per cent. of the total land acquired by tea companies and private· 
owners has been put under tea. Labour,"however, is a difficulty, as the· 
bulk of it has to be imported at great expense, .and this factor alone
is sufficient to prevent too rapid expansion in the acreage under 

. tea. 
U India, itself, has proved a disappointing market for tea up to the

present time~ but, although it is impossible to procure any reliable 
figures of internal consumption, there is no doubt that the demand is· 
steadily increasing year by year. !tis estimated that some 23 million. 
pounds of tea were locally used during 1915. 

Mr. L. S. S. O'Malley in his Geography of Bengal, Bihar anID 
O~issaand Sikkim, published in 1907, remarks in connection with the 
tea industry as follows :-

It The manufacture of tea is-the principal manufacturing industry
connected witl! agriculture. ,The experimental growth of the Chinese' 
variety of the plant was introduced .into Darjeeling by Dr. Campbell •. 
the Superintendent of the district, in 1840, and the industry became 
established there as a commercial enterprise about 1856. PlantationS: 
quickly multiplied and spread from the hills to the Tarai of DarjeeIing:
and the Duars of Jalpaiguri ; the first garden in the latter was opened 

. out in 1874. There are now 372 gardens in Bengal, the output of which. 
in 1911 was 65,000,000 lbs., almost all black tea. The Darjeeling tea 
has a high reputation for its fine flavour; generally speaking, the higher 
the elevation of the gardens, the better the quality of the "leaf. The 
bud makes Orange Pekre and Broken Orange Pekre, ihe young leai 
next to it Souchong, and the coarser leaf Pekre Souchong. The objec
tionable method of rolling the leaf by hand, which is practised by the 
Chinese, has long been givenup, .and machinery is employed for the. 
different· processed 'of rolling, drying, sifting, etc~' , 
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The following are the figures of area under tea cultivation and the Area ,,~d 
outturn (lbs.) in the various provinces of India during 1910-11 :_- tmcuUlI)a 

4 Area.~der I -- cultiva.tion. Outturo. 
-

Ac~es. lbs. 

Assa.m · · . . · 350,000 175,095,000 

Bonga.! . . · - . . · " 92,000 63,153,000 

Agra. Provinces North and West inoluding Oudh · 5,000 2,045,000 

Pa.nja.b Ea.st. . · . · · 10,000 1,419,000 

Ma.dra.s West · · · 16,OQO 5,646,000 

I 

TOTAL · 473,~00 I" 247,357,000 , 

" It will be observed that by far the largest quantity of tea was pro- T~ t~aJ!ic 
duced in the Provinces of Assam and Bengal. The IndlaIi Railways re;;~:~ 
carrying heavy traffic in tea were the Assam Bengal and the Eastern lines. 

Bengal State Railways. The Eastern Bengal State Railway is fe4 by 
the Darjeeling Himalayan and the Bengal Dooars Railways and the 
Assam Bengal by the Dibru Sadiya Railway. . 

The rates of the Assam Bengal Railway have been dealt with in 
Appendix I and need not therefore be repeated here. The traffic on the 
Indian Railways carrying "Indian tea" in large quantities is given 
below:-

- 1912. 1918·14. 1914-15. . 
Tons. Bs. Tons. Bs. Tons. Bs. 

E ... tern BeDgal Railway 36,553 6,81,779 42,667 7,65,676 40,881 7,53,920 

Bengal Dooars RaIlway. 19,683 4,06,629 22,930 5,10,697 22,003 4,55,419 

Assam Bengal RaIlway 42,386 5,31,275 41,723 5,10,607 41,978 4,89,584 

The general classification of tea on Indian Railways is 2nd class, 
but the Eastern Bengal State Railway, which carries the heaviest traffic 
in tea, has been allowed to fix: its classification at 5th Class (1 pie per 

"maund per mile), but over the Northern and Bengal sections of the 
Eastern Bengal Railway the. classifica.tion is 4th class (!th pie per 
maund per mile). But generally lower rates than the class rates are in 
10rce for traffic to Calcutta. 
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The following are special rates from the undernoted important tea 

. ..despatching centres to Calcutta:-
~ 

Miles. Rate per 'nate per 
From , maund maund. per mile. 

" - . 
\ Re. A. P. 

;.SjJigilli and via • 335 I .().O '573 

Via Jalpaiguri (for Dooars tea) 312 1 1 0 '654 

,Via Lalml!cnirhat 
" " . .' 293 o 13 1 '384 

VH Amingaon (for Assa.m tea) 468 o 15 0 '536 
~ 

Via Dhubri Ghat " 338 0 5 6 • ·195 
-

It will be Qbserved that while a rate of :,195 per maund per mile is 
charged on tea via Dhubri Ghat from the Brahmaputra Valley, which 
.(lan be carried direct by steamers to Calcutta, the rate via Lalmanir
hat-works out to '384 pie per maund per mile, the distance from Dhubri 
:being 338 and that from Lalmanirhat 293 miles. Here the charge for 
,3 shorter distance is more than double than that for a longer distance. 
'The vi4 SiIiguri and via Jalpaiguri !ates are higher still, the latter being 
.almost eqllal to 3rd class. -

The rates have ,been taken from the Eastern Bengal State Railway 
-tariff No. 5 o~ 1916 (which according to the advice received from their 
Traffic Manager -in November 1917 is the latest tariff). It will be 
<>bserved that the Eastern Beng~l Railway have not been able to 
'take advantage of their maximum class rate, viz., 4th clasS; allowed 
,under the classification either 'from Siligux:i'or from Lalmanirhat to 
-Calcutta although there is nc) other means of transport available 
either at Siliguri or at Jalpaiguri. It is howeve~ pqssible for traffic to 

, be booked from these two places to Dhubri an<!. then made over to the 
,steamers tl}ere, and if the Eastern Bengal Railway were to charge higher 

.• rates and there was no hurry in getting the goods quick through for 
.immediate sale in the Calcutta market, it would be cheaper to book to 
Dhubri fI1>m Siliguri and Lalmanirhat and then to bring tea froJIl these 
-places downwards, by steamers to Calcutta. 

The tea rates hetween Goalundo and Calcutta have been discussed 
.along With other rates between these points in Chapter 11* in connec
-tion with the competition between the Eastern Bengal Railway and the 
River Steamer Companies for traffic between Cal<l,utta and the Eastern 
Bengal and' Assam. 

It will be observed that the Bengal Dooars Railway, with a ,com
waratively small amount of traffic irr.tea~ h's apparently a bigger earning 

• YUle page 147. 
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than the Assam Bengal Railway although the -lead of the Bengat-
~ Dooars Railway must necessarily be smaller as the total length of the 

line including branches is not more than 121 miles. This is due to the· 
existence of very high rates for tea on that railway i while the maxi-· 
mum and minimum rates on the ·Southern section are the same as -on 

"the other State lines, the Bengal Dooarshave higher maximum san,c
tioned for their original line and the Eastern and Western extensions~. 
",here the maximum allowed for tea is 3 pies per maund per mile and 
the charge. on these section,s is actually made at 2·5 pies per maund peJ.\
mile, which accounts for the higher earnings. -



Railway 
traffic in lac. 

CHAPTER XXII. 

LAC. 

The lac industry of India is most important in the United Provinces 
and in Calcutta. Of the factories (both European and Indian) up 
country,*e largest number are centred at Mirzapur. 

The following are the figures of traffic in lac (stick lac and shellac) 
over the important railways in India:~ 

1911. 1912. I 1911l-u. 

- , • 
Weight. Earnings. Weight. Earnings. I Weight. Earnings. 

Tons. Ba. Tons. 

. I 
ToOl. Ba. Ba. I 

Bengal NagplU. Railway 13,838 1,52,239 19,876 2,17,372 15,026 1,65,678 

Bombay, Baroda ·and 
Central India RaUway. 

73 713 135 I 1,177 888 8,818 

Eastern Bengal State 1,256 
RaUway. 

9,858 1,491 11,014 1,178 6,697 

EaS~ Indian RaUway 3,00,511 
\ 

20,640 24,649 8,51,553 28,007 8,22,592 , 
Great Indian Peninsula 1,078 9,634 

Railway. 
1,630 15,621 1,468 1',415 

Madra.. and Sonthern 120 
Mabratta Railway. 

1,128 96 1,097 96 1,245 

N ortl!" Western Railway 631 8,073 682 5,551 896 7,691 

Oudb and Rubilkhund 347 1,901 460 2,53~ 777 I,on 
RaUway. , 

Bengal and Nortb· :.1,445 I 
Western RaUway. 

8,810 1,344 8,069 1,820 8,335 

Soutb Indian Railway 322 2,159 303 1,648 828 2,118 
I 

It will be observed that the East Indian Railway carried the largest 
-traffic and that the Benga~ Nagpur Railway came next to it.. This was 
due to the fact that Mirzapur is situated on the East Indian Railway, 

. and it receives both stick lac (raw material) and despatches manufactured 
lac in the shape of shellac and button lac in large quantities. The 
Bengal Nagpur Railway despatch stick lac to Wrzapur from the Central 
Provinces pia Katni; and both the Bengal Nagpur. Railway and the 
East Indian Railway bring lac into Calcutta for use in tho factories at 
Maniktollah and Cossipore. 

The following quotation from the" Notes on Industries of the United 
Provinces" give useful information regarding cultivation and uses of 
lac and about the trade and manufacture· of lac. " ' 

.. The magnitude of the lac indUBtry in the provinces may be judged 
by the fact that in 1905·06 the imports weighed 249 thousand maunds 
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i8nd were valued at 139 lakhs of rupees, while the exports amounted to 
164 thousand maunds valued at 155 lakhs of rupees. In the following 
yea"r the imports amounted to 181 thousand maunas valued at 101 
:1akhs of rupees and the exports were 183 thousand maunds worth more 
-than 165 lakhs of rupees. Mirzapur is practically the only centre of 
-the industry in the provinces . 

. .. The imports to Mirzapur are mainly in the form of the raw materia Notes on l< 
'(stick lac) while the exports go in the shape of finished products like industry. 

shell lac and button lac. The figures quoted above for exports exclude 
~lac. bangles and beads and lac dye, which are classed under other heads 
in the traffic returns. During -the last three years there has been a 
"Tapid growth in the demand for shellac and button lac in the markets 
d _the United States, Germany, United Kingdom and France. The 
·exports of shellac and button lac have increased in comparison' with 
"1ltick and seed lac and the ·prices have in many cases been regulated by 
:speculation. 

" There is no systematic cultivation of lac in the United Provinces. 
:It is principally collected from palas or dhak (Butea frondosa), pipal 
«ficus religiosa), siris (Albizzia.lebek), kusum (Sehleichera trijuga) and 
Khair (acacia catechu). Manihars and o.ther castes- gather the'lac from 
-the trees, paying a royalty to the owner. Witlt the exception of a small 
.(}uantity consumed locally all the lac collected is exporte~ to Mirzapur, 
-where good prices are obtained. The forests in the south of Mirzapur 
.yield a small quantity of kusum lac. About hal£ the supplies of Mirza
;pur are drawn from Manbhum lmd adjacent districts in Bengal. The rest 
·()f the raw material comes from the Central Provinces and Berar, from 
-the United Provinces and a little from Assam. There are two principal 
~rops, gathered in May and October. It would..appear that wi~h more 
:attention a much larger quanbity of lac could be grown in the provinces 
as many of tlie well-known lac-bearing trees are abundant in various 
Jocalities. The ma~ter deserves the attention of enterprising landowners. 

tI The lac industry gives employment to a large number of men and 
women in Mirzapur. In 1907, there were four European factories 
-employing nine hundred hands and thirty eight large native factories 
with nearly two thousand and four hundred bands. Besides this there 
.are a number of smaller nat.ive factories, employing about a thousand 
hands altogethcr. None of the factories at Mirzapur use steam-power 
like the European fa.ctories at Cossipore and Maniktala in the neigh
bourhood of Calcutta. The processes in vogue at Mirzapur are the 
same in the native as in the European factorip.s. These operations are 
fully described in an able monograph on lac by Sir George Watt. Tbe 
-different forms ·of lac in commerce are- . 

1. Stick lac. 
2.' Seed lac. 

5. Gamet lac. 

·3. Shellac. 
4-. Button lac. 
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• , Stick lac is the crude material, 1:iz., small pieces of twig or bark 
incrusted with the lac. It is received in this form in the factory where 
the first process carried out is the separation of, the lac from the woody 
matter. The t'wig~ ale crushed in a mill (nowadays mostly worked 
with a powerful lever). The wood is then sifted by hand and with 
sieves and subsequcntl .. v used ,as fuel. The ligbter portion is again 
subdivided into granular lac and khud or particles of lac mixed with dnst. 
This sepa,rating work is usually performed by women. The khud is 
sold mostly to bangle-makers. The granular lac is placed in large tubs 
with water and after twenty-four hours the workmen tread the milterial 
in the tubs; the cotouring matter is thus extracted from the lac and 
passes into soluti()n; this .operation is repeated several times until a 
clear wash water is obtained.. The" first was!t water is evaporated and • 
subsequently pressed into lac dye. The lac obtained after the treading 
operati(ftl has been completed is called seed lac. I~ is thoroughly dried 
and the lighter portions which contain a good deal of dirt are again 
sifted out and sold to bangle-makers. 'In erder to manufacture shellac, 
the pure seed lac is mixed' with orpiment (hartal) and resin. The addi
tion o! resin lowers the melting point of the lac and a,certain proportion 
of resin is allowed by the rules of the ~iade in all samples of shellac. 
American resin imported through Calcutta is used. The mixed lae 
and resin is placed' in long cylindrical bags made of cotton cloth of a 
medium texture, The bag is heated in front of a large fire and twisted 
by the two men holding it. The molten lac oozes out, is scooped up by 
the principai workman and deftly stretched out over an inclined 
porcelain tube filled with hot water. It is then further stretched out 
by a man who uses his hands and feet to hold it at the dUIerent ends. 
The stretched sheet is the shellac of commerce. The best quality is 
orange shellac. Each well-known maker has a mark of his own, like 
D.C., T.N., etc. . 

" The inferior qualities of seed lac aie usallY,made into button lae 
which di~ers from shellac in being set in small rotpld pieces instead of 
in sheets. Garnet lac consists of thick flat pieces containing more 
colouring matter than either shellac or button lac. It is used mostly 
for making" dark coloured varnishes. There is a growing demand for 
button lac forgramophon/e r~ords. 

" At one time lac dye was the chief co~ercial product of lac, but 
since-the invention of coal tar dyes it has practically become a waste 

, product, its chief uses 1'Ieing'corlfined to colouring toys, and as a cosmetie 
for Hindu women. The fashion for lac bangles and beadji is also dis"
appearing. They are still made in small quantities in some towns like 
Lucknow, Ghazipur and Benares, but their use is now considered vulgar 
by the majority of Indian women. As has been pointed out above 
only the" worst· qualities of lac are used by the' bangle=makerp. 
I was told by a leading lac manufacturer of Mirzapur that the 
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total consumption of good lac in India would not exceed, a thousand 
maunds/' . 

" The chief industrial uses of lac in this country are (1) by carpenter~, 
cart wrights, and turners as a varnish or colout medium. Oil varnishes, 
have so far been mostly in use, but spirit varnish is now often utilised ; 
(2) by silver and coppersmiths and potters, bookbinders and makers 
of huqqa pipes both for ornamentation and as a stiffening medium ;. (3) 
for sealing wax; (4) for lacquer work or lac turnery; (5) for coloured 
metal ware such as produced at Moradabad. In Europe it is used 
extensively as a varnish and polish for furniture and metal, as a stiffen
ing material for hats, as an ingredient in lithographic ink, as sealing 
wax and for gramophone records." 

"No improvements in the indigenous processes of lac manufacture 
have suggested themselves to me. The subject requires investigation 
by technological" experts. The trade is however. at present on an unstable 
basis. The supply of the raw material varies from year to year and 
there are violent fluctuations in the prices of the finished product. The 
first point can be remedied only by a more systematic and widely ex
tended cultivation of lac in the provinces. As regards the second point, 
it is obvious that prices in foreign markets can be controlled only if 
there was an adequate home 'demand for lac. The present consump
tion of lac in India is negligible. There is however a wide field for its 
employement in the manufacture of varnishes." 

Shellac is generally classified 2nd class, i.e., the rate charged is ! l!ailway fa, 

pie per maund per. mile, but in order to give Mirzapur the advantage lor lac. 

of a lower rate to Calcutta the East Indian Railway notify that for 
shellac, when carried for distances of 450 miles and over, the charge 
would be made at rates equal to 1st class, prOVided carried in con
signments of 270 maunds. Thus the rate on shellac from Mirzapur to 
Calcutta is Re. 0-13-3 per maund which.. would otherwise be Re. 1-3-7 
per maund. The distance from Mirzapur to Howr~h is 458 miles. 

Stick lac is classified 1st. class and there are special rates to Calcutta 
both from the East Indian Railway and the Bengal Nagpur Railway 
stations, which are lower than 1st class; for instance, the rate for stick 
lac from Cawnpore to Calcutta for 633 miles for consignments of 270 
maunds is Re. 0-11-6 per maund (which is equal to '22 pie per maund 
per mile) against the 1st class rate of R~ 1-2-1 per maund. 

The late Mr. N. G, Mukerjee in his Handbook of Indian Agricul
ture remarked on the Lac culture as follows in 1907 :-

"Lac culture is another most profitable industry; but the price 
of lac has varied very much within the last twenty years. Sometimel:l 
it· has been as low as Rs. 25 per maund, but in recent years there has 
been an upward tendency, as much as Rs. 210 per cwt.having been 
paid this year (1907) for shellac." 

2 I 
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E;cpori, oJ lac~- The total exports of lac which consists of button lac, shellac, seed 
lac, and other kinds of lac from India during the years190~lO to 1912-13 
were as follows ;-

-
1919-11. 1911-ilI. 

I 
1909-10. I 1912-18. 

Qusnt;ty. Value. Quantity. Value. Quantity. Value. I Quantity. I Value. 
---~-

I 
Cwts.- £ Cwta. , 

£ Cwta. 

[,3:2:69' I CwtB. 

\1.40:.881 55',796 1,847,782 421,628 1,428,572 428,006 428,168 
I 

Out of this total the exports to the United Kingdom alone were as 
follows ;-

1909-10. 1910-11. 1911·12. 1912-18 . 
. 

Quantity. 
I, 

Value. Quantity. I Valu •. Quantity .. Value. Quantity. Value. 

CwtB. £ CwtB. £ Cwta. £ Cwt.. , 
137,894 460,746 110,823 393,199 89,986 807,682 102,048 827,040 

The balance' was exported to Germany, Holland, France, Austria 
Hungary and other countries. 

• Having regard to the prices of shell lac, the necessity for rates below 
the 2nd class is not apparent as the traffic can bear this rate, especially 
as the price so widely fluctuates whereas the railway freight is constant_ 



CHAPTER XXIII. 

KEROSINE OIL. 

India consumes a larg~ quantity of kerosine oil (Petroleum) but the Imp~18 ~ 
production of kerosine oil in India. (including Burma) bears a small kero8lne 0 

proportion to the world's production of petroleum. In 1912, India 
(Burma) turned out 2'09 per cent. of world's total supply while the 
United States produced 62'64 per cent. and Russia 19'71 per cent. Even 
Sumatra, Java and Borneo contributed 3'1i! per cent. The principal 
oil field of India is the Yenangyaung field in Burma. 

The oil fields of Burma are confined to lI.. somewhat narrow tract, 
bounde!i on the west by the Arakan Y oma range and its more complex 
continuation the Chin and Lushai Hills, and on the east by the low 
Pegu Yomas and the plains of Meiktila, Kyaukse, Mandalay and Ruby 
Mines Districts. 

India imported the following quantities of oil during 1910-11, 1911-12, 
1912-13 :-

-

I -. 1910;11. 1911·12. 1912·13. 

, 

Gallons. Gallons. Gallons. 

From British Empire (other than Indiainclud. I 4,869,168 2,056,726 2,777,5;4 
ing Burma) principally from Straits Settle. 
ment. 

From Foreign countries ." 51,728,566 77,355,978. 62,858,943 

-

TOTAL .56,597,734 1 79,412,704 65,636,517 

-
Quantity taken by each province. 

Bengal 16,476,195 31,740,501 26,618,428 

Bombay 20,445,668 24,366,033 20;400,263 

Karaohi 6,986,501 10,503,066 9,~45,495 

Madras 11,508,128 11,802,677 8,509,711 

Burma 1,181,242 1,000,427 862,6.20 

TOTAL 56,5~7'734i 79,412,704.1 65,636,517 

~efor~ k~osine oil was imported into India vegetable oils were u~ed 
for lliummatmg purposes. Introduction of Kerosine oil made more 
oilseeds available for exports. " 

2 r 2 
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Of the imPOn& of k~r08ine oll into India from foreign countries 
the following were the quantities from various copntries in 1912-13 :-

Northern Russ~a 
Southem Russia 
Roumania 
Persia. 
Sum-;'tra • 
Borneo 
Atlantio Coast 
Other foreign countries 

, 

..... 

GallolllL 
2,509,006 
9,960,401 
4,107,439 

994,911 
863.400 

12,547,094 
31,876,532 

162 

TOTAL 62,858,943 

, Regarding the trade in " kerosine' oil" from Burma to Inqia, the 
following 'quotation from chapter VIII. of "Review' of the Trade 
of India in '1913-14" will give an idea of the amount of trade done 
between Burma and India proper :-

" The exports of kerosine oil from Burma to India proper rose to 
109,000,000 gallons, or by 3,000,000 galloI:1S compared with the previous 
year." So that while in 1912-13 the total imports from other parts of 
British Empire and foreign countries amounted to 65,636,517 gallons 
that from Burma alone was 106,000,000 gallons, thus Burma supplied 
by far the largest quantity of oil consumed in this country. 

As stated in Appendix II, .the Burma Railway COlJlpany does not 
carry any oil from the oil fields to the refineries in Rangoon, because 
oil is carried through a pipe line from Yenangyaung fields to 
Rangoon, a distance of 275 miles. 

The Jollowing shows the traffic in kerosine oil and the railway earnings 
therefrom on the undernoted railways of India:-

t i 

1911. I,m. 1913-14. 

-
Weight. Earnings. Weight. Earnings. ! Weight. Earnings. 

i 
Tons. Rs. Tona. 

Rs. I Tona. Rs. 

Bengal Nagpur Railway 42,371 5,01,821 43,651 5,02,960 48,686 5,49,112 
\ 

Bombay, Baroda and 31,467 3,35,517 27,438 8,48,259 1 83,952 4.19,5411 Central India Railway. 

Eaa&ern Beugal Railway 214,112 5,08,561 227,385 5,66,4110 I 243,473 6,55,941 

Faat Indian Railway 122,467 11,58,904 125,180 130,458 12,46.768 , 11,39,064 i 

Great Indian Peninsnla 83,624 11,14,008 80,91\ 11,30,418 84,480 12,20,615 
Railway. 

M,draa and" Southern 82,781 6,37,446 81,637 6,11,587 89,419 8,63,128 
Hahratta Railway. 

North Western Railway 54,166 , 10,00,115 47,343 9,34,636 56,387 11,37,841 

Oudb and Robllkhund ~7,068 1,47,012 23,154 1,39,177 29,681 1,76,131 Railway. -

,l!engal and N ortb. S7.122 1,80,470 39,876 1.75,968 '44,645 1,118,568 
W ... tern Railway. 

8:47.431 1 South Indian Rail way 52,589 59,266 3,88,683 62,961 4,2j,&27 



KEROSINE OIL. . 
The general classification of kerosine oil is as follows :-

At railway risk 
At owner's risk 

Class. 

2nd 
1st 

469 

But there are special rates which are lower than the first class Bailway ra 

over various railways from t1!.e ports of Calcutta, Bombay, Karachi, ~1.kero8'ne 
Madras to places in the interior, as follows :-

From Oalcutta, East Indian Railway. 

Distanoe 
from Names of stations. 

Calcutta. 

Rate per 
maund. 

Miles. Rs. A. P. 
67 BUrdwan • 0 2 1 

90 Katwa .- 0 2 8 

168 Madhupur 0 4 9 

219 Sahebganj 0 410 

284 Mokameh' Ghat. 0 Ii 5 
I 

332 Patna 0 611 

292 Gya 0 7 0 

458 Mirzapore 0 9 5 

633 Cawnpore o 10 10 

720 Eta-wah 012. 0 

790 - Agra - o 12 10 

903 Delhi o 14 () 

733 Jubbulpore 012 0 

'1,026 Amballa .•• 1 1 0 

From Oalcutta to Bengal and North-Western Railway. 

Distanoe in Through miles from 
Calcutta Stations. 

.... rates via 
Mokameh. (vieS Mokameh. , 

ghat. ghat). 

Rs. A. P; 
376 Chupra · · · · . · . 0 611 

459 Mau . 0 8 6 · · · · · 
488 Gorakhpur 

... 
· · · 0 9 0 

582 Gonda · · . · · . · . 010 3 
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Distance in 
miles from 
Calcutta 

(~'id 
MoghalseraiJ:. 

549 

568 

509 

616 

680 

762 

818 

Oudh and. Rohilkhund Railway Stations. 

Fyzabad .. 
Rai Bareilly 

Pertabgarh 

Lucknow. 

Hardor 

BareiIly 

I Moradabad 

Through 
rates ".:4 

Moghalserai 
from 

Calcutta. 

Rs.~. P. 

o 11 3 

o 11 10 

o 11 7 

012 8 

o 13 10 

01310 

o 14 8 

From Bombay to Great IndiatJ Peninaula Railway: 

Distance 
from 

Bombay. 

lIiles. 

119 

117 

292 

276 

413 

G20 

fi05 

616 

702 

839 

839 

957 

Poona 

Nasik 

. Hotgi 

Bhusaval. 

BadDera 

Nagp.ur 

Pipariya 

Jubbulpur 

Jhansi 

Cawnpore 

, I Agra 

Delhi 
I 

Stations. 

: 

Rate per 
maund. 

lb.~. P. 

0 " II 
0 4 1 

0 6 8 

0 8 6 

0.12 " o 13 0 

014 9 

011 0 

014 3 

012 7 

o 12 10 

o 15 0 

It may be remarked that the rates on the saDle section ot'the Great 
India.n Peninsula railway are higher for shorter distances than for longer 

, distances. . . 
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The rate to Jubbulpur is Re. 0-11-0 per maund for 616 miles 
against Re. 0-14-9, the rate to Piparya for 505 miles. 

Another instance. The rate to Jhansi is Re. 0-14-3 for 702 miles 
against Re. 0-12-7 the rate to Cawnpore, 840 miles. 

The Bombay, Baroda and Central India Railway rates froJP Bombay 
are as under :-

Distance in 
miles from 
Bombay. 

165 

202 

406 

613 

791 

1,059 

NaDle of station. 

I----------------~------------------

Surat 

Broach 

Rutlam 

Ajmere 

Alwar 

, Fazilka 

i 

I Rate per 
'maund. 

Es. A. 1'. 

024-

033 

012 0 

o 15 10 

3 6 
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The Bengal Nagpur Railway carry their kerosine oil traffic from Fort 
Gloster (17 miles south of Calcutta), on the river Bhagirathi-

Distance 
from Fort 

Gloster. 

Miles. 

531 

128 

238 

185 

541 

687 

Bengal Nagpur Railway stations. 

Waltair . I' 
Balasore 

Cuttack 

Purulia 

Rajnandgaon 

Nagpur 

Rate per 
maund. 

Rs. A. 1'. 

0 6 5 

0 4 0 

0 5 8 

0 6 4 

013 6 

o 13 0 

As in the case of the Great Indian Peninsula .R'ailway, the Be~gal 
Nagpur Railway rate to Nagpur for 687 miles is Re. 0-13-0 per maund 
against Re. 0-15-6 per maund the rate to Rajnandgaon, 541 miles. 
Both the stations are on the same section of the line. 
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The North Western Railway rate&from Karachi to their stations are 
as -given below:-' 

Dista.nce 
from 

Ka.ra.chi. 

lfiles. 

929 L...., 

897 

300 

853 

755 

786 

727 

684 

847 I 

802 

North Western Ra.ilwa.y stations. 

Pesha.wa.r. 

Ra.walpindi 

Sukknr Ba.Ddar 

Patha.Dkot 

Lahore 

Amritsa.t 

Ferozepore 

Lya.llpur. 

Amba.lla. Cantonment 

Jullundur City • 

Rate per 
maund. 

---
Rs. A. P. 

1 10 1 

9 2 

0 8 7 

1 , 3 

1 3 8 

---- 2 3 

1 2 3 

0 9 3 

015 6 

1 1 7 

The North Western Railway rates are not free from differential 
rates. 

The Madras Railway rates from Mad!.as to .various sections of their 
line are as under :-

Dista.nces in 
miles from

Y".dms. 

North East Line (Broad Gauge). -----.,...---
Namca of stations. Rate per 

maund. 

-------I----------------------------~-------

'Rs. A. P. 

265 Guntnr . /. 0 5 7 

~92 , 8a.malliot • 0- 711 

268 Bezwada • . . 0 11'-8 

305 Ellore /0 0 6 , 
110 Nellore 0 2 II 

\ 



Distances in 
miles from 

Madras. 

43 

84 , 

162" 

258 

448 

307 

305 

KEROSINE OIL. 

North West line (Broad Gauge). 

Names of stations. 

Arkonam • 

Renigunta 

Cuddapah 

Gooty 

Metre Gauge 8tat?'.ons. 

Dharwar • 

BcJlary 

Mysore 
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Rate per 
m~und. 

Rs . .c P. 

o I U 

o 2 II) 

o 5 0' 

o 7 S 

o 9 S 

o 7 U 

o 7 11 

The Madras Railway rates on their North East line (late East Coast 
Railway) are necessarily low owing to water competition, especially 
canals. . 

The classified rates for mineral and vegetable oils, viz., 1st class, are· 
at Owner's Risk, but the mineral oil is granted special rates' 'below the. 
1st class rate from the ports to almost every station in India; butlthe: 
special rates for vegetable oils are not many. ' 
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Passenger traffic is a great contributor to the total revenues of the 
"Railways in India, and the passenger traffic consists mainly of third 
-class passengers; it was' once remarked that it would ~ pay the 
railways to pay a premium to every higher class passenger to induce 
him to stay away so that the room on trains might be occupied by 
third class passenger carriages. 

The population of India took to railway travelling from the very 
start of the railways, although at one time grave doubts were entertained 
-8S to whether the Indian public would ever avail themselves largely 
of railway travelling, especially owing to caste prejudices. 

Whether railway travelling will in future be as popular as has been 
in the past cannot be said in view of the fact that the fares on Indian 
Railways have beenincrea!!ed since the War broke out. 

The justification for the enhancement in the railway fares h~s been 
that the War has prevented materials for rolling stock being available, 
.and that it is necessary to keep reserve stock in order to meet the traffic 
requirements until the War is over and some time thereafter till materials 
and money are readily available. It was, therefore, necessary to re-
strict travelling. . 

Another reason is that owing to the railways having to carry traffic 
in goods in larger quantities, due to the War, such as coal for th,e'Royal 
Indian Marine and for, the public, which previously used to be carried by 
.sea for iIistance to Bombay, the work on the railway lines has been 
heavier. Therefore, in order to allow of a reserve of stock being 
maintamed' and to meet the requirements of goods traffic, which requires 
more .goo~s trams bemg run, the passeJ?-ger train service has been 
curtailed. Hence the increase in the fares. If the low third class fares 
varying from2! to II pies per mile charged to third class passengers 
had been retained then with lesser number of passenger trains the 
~arnings would have naturally. been low. Under such conditions, 
the rise, in' the passenger fares is justified, but ~hethet ~ view of 
the fact that the enhancement of fares has not resulted' in the 
passenger earnings- being 'curtailed the existing fares should be perma
nently maintained is not a, very easy problem to solve at the present . 
moment. 

The reasons for travelling are many, e.g., on business, in search of 
employment, on pilgrimage, for marriage ceremonies; awl labourers for 
tea gardens, factories, mines, and for large' works also contribute 
towards railway revenue. . 
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A Hindu will visit the religious shrines as often as he can, and this 
is evident from the large number of pilgrims that visit the various melas, 
-fairs, etc., and the shrines in all parts of India. A good year for crops 
is also a prosperous year for the railways in passenger traffic, besides 
the prosperity being indicated in the carriag~ of increased merchandise 
traffic. 

If the railways want to continue to carry the large pilgrim traffic 
-they may have to reconsider the passenger fares, for it is to be borne in 
mind that shrines like Brindaban, Puri, Bemires, Setu Bandh Ramesh
waram are visited by people who hail from all parts of India, and if 
Jong distance travelling is to be encouraged the travelling power of 
the public is an important factor for consideration. While short distance 
traffic. will not be affected by the increase in the fares, for labourers, 
traders and people in search of employment will continue to travel, 
because they must do so for the sake of their livelihood, it is very 
.doubtful whether the pilgrim traffic will continue to be as large as it 
has been in the past. Very important melas will continue to be 
. attended, but in some cases where the enhancement has been by 50 to 
75 per, cent. say fr&Q... Rs. 5 to Rs. 7-8 or Rs. 8-12 the enhanced 
fares will mean hardship to poor people and may discourage them 
from travelling often, i.e., one will visit the shrines lesser number of 
times in his life-time than he would with cheaper fares. 

In this connection, one cannot totally overlook the past experience, 
which has been that every reduction in the fares has been met with an 
increased traffic, meaning gain to the railways in the long run. At 
-one time, the Government, fearing that the railways would be inclined 
-to keep the lowest class fares at a high figure, wanted to keep the control 
of fixing the lowest class fares in their hands, and they compelled certain 
reductions in third class fares over the East Indian Railway inspite 
of protests on behalf of the working company, but,the results of the re
.duction were beneficial to the railway. 

The figures of passenger fares over various railways,. the cost of 
-carrying passengers per mile, and the ,average profit per unit mile for 
:several ,years have been given in Appendix V. 

It is true that during recent years there has been a rise in the working 
,expenses, wh}ch Appendix VII will show, but if the traffic increases 
.and there remains a fair margin of profit at reasonably low rates which 
have hitherto been in force,or slightly higher, the greater such traffic 
is carried the better, for every increase in traffic will mean reduction 
in working expenses, which will be divided between so many more
,passengers. Of cpurse no action in the matter of re'Verting to the old 
lares is suggested until normal conditions prevail, but if the. decision is 
to retain the present fares on the experience that increased fares ha:ve 
not diminished the earnings although in some cases the number of 
passeng~r travelled has been less, t~ decision may not be a very safe 
.one. 
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While it is correct, according to the report of the committee, which 
reportild on the Rise of Prices in India, that the income of the labouring 
classes and of the agriculturist. has increased in 10 years (i.e., from 1902-
to 1912), it has also peen'shown that the cost of living has also increased 
partly owing to rise in prices and partly oWing to impro~ed methods
(or expensive method) of living, that is, more money has been spent on 
articles, 'which do not constitute bare necessaries of life. It may be r~ 
marked that railway transportation is one of the commodities for sale to
the ryot and seeing that his income has increased and he pays a 
higher price for everything else it is also reasonable that ~e ought' to
pay for railway travelling at a higher prille as well. How far such an 
argument will bear detail examination is problematical but if a railway 
can run more trains at a profit it will pay them to charge low 
fares in order to attract more traffic and this observation is made 

. on the experience of several years past. Howeve~ great might 
.have been the rise in the wages of labourers his savings have not been 
great, and as travelling on mamage occasions (at least the number' 
constituting the marriage partie~) and for pilgrimages depend. so largely 

. upon savings, a high increase in the fares must aHect at least such 
traffic. -

It will, however, be noticed from the table below that taking aIr 
the Indian Railways together (in~luding Burmah) the aveJ'age lead of 
third class passenger traffic has been less as the, railway-mileage has. 
progressed, thus indicating the growth of short distance traffic. 

Average fltiZes travelled. 

Milea. 

1890 41·06 
1905 40·92 
1906 40·36 
1907 39·65 
1908 38·65 
1909 38·74 
1910 37-12 
1911 37-12 
1913·14 37·40 
1914·15 36'59 
1915·16 36·60 
1916·17 37-58 

The average rate per mile in 1912 was 2'30 pies against 2'32 pies 
in 1916-17, and this also is another proof that the short distance traffic
is ·a predominant factor in railway passenger earnings. 

Therefore if higher fares, as now stand, are,retained for ail mstances 
up to 75 miles (even 100 miles), andthe old fares, or slightly enhanced 
fares, are allowed for distances beyond, the railways will stand a chance-
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-of keeping the long distance travellers to their numoer in the past, if 
not more, and the short distance traffic will pay them better earnings. 
"l'he increase in short distance traffic is largely encouraged by opening 
-of new stations and more frequent train service. . 

The early history of the passenger traffic and of the fares, the maxi
mum and minimum fares sanctioned by the Government, and the 
progress of the passenger traffic and the gradual decrease in the fares 
have been already given in" General Remarks" and in Chapters I and II 
and are, therefore, not recapitulated here. . 

At a meeting held between the Agents and Traffic Managers of various 
nilways, held in Delhi in March 1917, in order to effect a reduction 'in 
the number of persons travelling, due to curtailment of passenger train 
.service, it was decided to increase the maximum of all classes to the 
following lmits :-

• 
First class . 
Second class 
Interclass 
Third class by mail and fast trains only 

Per mile . 

Pies. 
frolI\ 18 to 24 
from 9 to 12 
from 41 to 6 \ 
from 3 to 4 

The decision to raise the maximum per mile in all cases was not 
with the intention of inc~easing the fares immediately all round, but 
the power was given to increase the fares as circumstances rendered 
necessary. 
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FRESH FRUITS A1"D VEGETABLES. 

India grows almost every kind of fruits and vegetables; whil~ 
tropical fruits and vegetables are grown in the plains, the cold climate
of the hills helps to grow European fruits and vegetables. 

Plantains and cocoanuts are groWn abundantly in lands not far 
from the sea coast. Mangoes are found in almost every part of India, 
but the best kindll are found in Bombay, Guzerat and in Behar. 
Mangoes of Bengal and of the United Provinces are al~o very delicious. 
fruits, . and the largest 'quantity is produced by th! province of 
Behar, which also accounts for the best and the largest amount of 
" leechees." 

_ Guavas and iemon are common to almost the whole of India: Allaha
bad and Bilaspur (Central Provinces) guavas are however the best. 

The best oranges are grown abundantly around Nagpur in the Central 
Provinces and in Sylhet (Assam), while sweet 'Figs' are confined to-
the Poona District (Bombay). , 

Nasik and PQona also produce excellent grapes. 
-Kashmir, the Northern Panjall and the Himalayas grow apples .. 

pears, grapes, apricots, peach and other fruits . 
.A list of the fruits and vegetables, as published in the Agricultural 

Statistics of the Government of India, is given beiow :-

List of Fruits. 

Apple. 
BeL, 
BiIimbi. 
Cashew Nl1t. 
Cassava. 
Citron, lime or Lemon. 
Cocoanut. 
Fig. 
Custard apples. 
Grape. 
Guava. 
Gooseberry. 
Gumberry. 
Jack Fruit. 
Jujube. 
Kamranga. 
Kirni or Khinni. 
Kharbuj~ (melon). 

List of Vegetablee. 

Artichoke. 
Beans. 
Beetroot. 
Brinjal. . 
Cabbage. , 
Carrot. 
Cauliflower. 
Celery. 
Chicory. 
Cress. 
Horse radish. 
Elephant Foo~ or 0'1. 
Gourd. 
Hibiscus (Edible) or 

Bhindi. 
Karola. 
Lettuce. 
Parvar or Patal. 
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List of Fruits. 

Kalui (melon) 
Musk 

" Water 
" Mangoes. 

Leechees. 
Oranges. 
Papay. 
Peach. 
Pears. 
Pine apple. 
Plantain. 
-flums. 
Pomegranate. 
Pomelo. 
Raspberry. 
Sapodilla. 
Strawberry. 
Tamarind. 

List of Vegetables.. 

Peas. 
Potato. 
Pumpkin. 
Radish. 
Sank alu. 
Singhara or water caltr~p~ 
Spinach. 
Tomato. 
Turnip. 
Yams. 

The acreage under fruit and vegetable cultivation of the various. 
provinces of India is appended below :-

Area (in acres) during the year 1908-09 to 1914-15. 

l'ROVINOES. 1908-09. 1909-10. 1910-11 •. 1. 1911-,12.- 1912-13. ~913-14. 11914-15. 

0 

Bengal 905,200 933,56S 837,866 944,200 826,300 832,600 786,400-

adraa 1,115,469 1,120,246 1,164,631 1,172,953 1,164,356 1,195,346 1,209,227 

Bombay 136,640 135,38~ 134,290 137,464 580,412 596,994 620,711 

Sind 41,072 40,959 42,880 42,654 41,758 - 40,422 41;919-

Aera 258,581 267,460 -249,013 267,105 255,176 322,901 346,70& -

Oudh 96,5J4 1~2,074 95,915 94,213 94,486 122,282 143,840 

Behar and Orissa 632,900 668,800 654,000 655,200 766,300 793,800 916,800 
-

Punjab 148,185 -125,022 141,868 168,856 257,431 257,891 233,211r 

Upper Burma 81,886 80,014 82,249 34,850 519,638 567,662 611,976 

Lower Burma - . S75,041 S85,56~ S89,878 402,928 446,207 450,87S 461,669 

Central Pro,-Ince. 90,974 93,193 87,101 86,S49 87,358 93,090 98,04~ 

Berar 18,204 17,027 16,228 1S,047 11,413 12,775 14,709 

Assam 861,507 866,878 878,152 371,779 400,418 407,448 407,525 

North-West Fron- 8,246 5,916 4,718 5,03S 9,892 18,176 26,861' 
tier. 

Ajmer-Merwara -. 260 563 -458 526 556 591 SOli. 

Coorg 4,148 4,582 4,320 4,547 4,628 4,510 5,761 

P"S~al Ind~~Pur 7 4 2 7 8 9 8 

.1 4,224,S29 r~;;:;;:;'~ISS,564 
,...------------

TOTAL 4,896,211 5,465,857 6,721,319 5,9S0,620 
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The railway traffic in fruits (fresh) and vegetablelS during the followiDg' . 
years (1911, 1912 and 1913-14) was as under :-

1911. 1911. 1111 .. 1" 

-
Wellbt. Bamlnp. Weight. Bamlnp. Wel&b*o I~ --- ---
Tom. ~ Tom. Ba. 

TODL I Ba. 

Ilengal Nagpur Ranw.y 12.773 1,01,529 13,201 1,11,175 15,588 1,28,658 

~780 
I 

.;04,89 IIomb.y. Baroda and Central 33,284 1,75,198 82,i27 87,1187 
IndIa Railway. 

ElI8tem Blligal Ranw.y 32,088 1,49.085 118,988 1,811,117 88'19 1,01,771 

ElI8t Indian Ranw.y .' 14,981 l,U,817 2O,5i2 1,90,845 15,430 1,84,801 

Great Indlan Peninsula Ranw.y 47,14,11 8,89,110 87,558 8,10,76' 44,780 8,55,811 . 
Madras and Southern llabr.tta 89,248 4,80,792 83,858 6,85,943 98,437 0,11,7" 

Railway. 

• North Weetem Ranwa, ",141 3,33,4311 68,476 4,117,851 04,888 -- 4,88,21!5 

. 
'()udh ",d Robilkhund Ranwa, 14,837 80,438 18,188 82,W 18,955 68,505 

.Ilengal and North·Weetem Rail· 76,371 1,70,804 101,933 1,8O,oeo ",888 2,56,75' 
wa,. 
, 

"South IndiAn Rallwa, . 88,804 4,88,188 74,882 4,88,3211 79,109 ',87,1144 

These figures represent the traffic carried by goods trains, packed 
in flimsy wicker work baskets of split bamboo except that cocoanuts . 
are sent paeked in· bags. 

The Parcels traffic of Indian Railways consists of a very 'large 
quantity of fruit and vegetables, which are carned at half parcel rates. 

The largest traffic by goods trains was that of the Bengal and North 
Western,Railway, which was principally in mangoes and leechees· pro
duced in Behar. There haS been in existence for some time past the 
.. , ,Bengal Fruit Preserving Company" with their works a~ Muzaftarpur, 
which send out mangoes (peeled and cut into slices) and leechees 
(peeled) in syrup p.-cked in tins. 

Next comes the railways of Southern India, viz., the Madra. ~d 
Southern Mahratta and the South Indian Railways which carry largely 
plantains, cocoanuts and vegetables. . 

The North Western Railway stands fourth, but its traffic is chielly 
in the fruits of the Panjab, viz., apples, pears, apricots, grapes, 

'. . etc. 
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The Railway rates by passenger trains for fruits and vegetables at 
()wner's risk are half the following parcels rates :-

WBIGB'I!. 

B:rceedlng B:rceedlng E:rceedlng B:rceeding 
6 seers or 10 sccra or 00 sccra or ao seers or 

Distance In miles. .:rceedlng 
1 cubic 

e:rceedlug 
2 cubic 

e:rooedlng 
4 cubic 

.:rceedlng 
6 cubic 

foot but feet but feet but feet but 
not e:rceed- Dot exceed .. not exceed- note:rceed-

ing 10 
sccra or 2 

ing 20 
seers or 4-

ing 80 
sccraor6 

ing40 
sccraorB 

cubic feet. cubic fed. cubic feet. cubic feet. 

-----
RS. A. P. Rs. A. P. Rs. A. P. RS. A. •• 

Not e:rceeding 25 0 4" 0 0 4 0 0 4 0 0 , 0 

E:rceedlng 25 but not e:rceedlng 50 0 I"' 0 - 0 4 0 0 B 0 0 B 0 

It 60 .. '11r 0 4" 0 0 B 0 012 0 o I! 0 , .. 75 .. 100 0 4 0 0 B 0 012 0 1 0 0 

.. 100 . 125 0 B 0 012 0 1 0 0 1 4" 0 

.. 125 .. 150 0 8 0 012 0 1 0 0 1 B 0 ---.. .150 .. 175 0 8 0 1 0 0 1 , 0 112 0 

,; 175 .. 300 0 8 0 1 0 0 , 8 0 ! 0 0 

" 300 .. 825 012 0 1 4 0 112 0 2 , 0 

It 825 .. 350 0'12 0 1 4- 0 2 0 0 2 8 0 

.. 350 .. 375 012 0 1 8 0 2 4 0 212 () 

.. 875 .. 450 012 0 1 8 0 2 , 0 3 0 0 

.. 450 .. 475 1 0 0 112 0 2 8 0 3 4 0 

It 475 .. 500 I 1 0 0 112 0 212 0 3 8 0 

.. 500 .. 525 1 0 0 2 0 0 3 0 0 312 0 

.. 5!5 .. 800~ 1 0 0 2 0 0 l! 0 0 4 0 0 , .. 600 .. 625 1 4 0 2 4 0 8 4 0 4 i 0 

.. 825 .. 650 1 4 0 2 4 0 3 8 0 4 8 0 

.. 650 .. 675 1 4 0 2 8 0 3 12 0 412 0 . .. 875 .. " 750 1 4 0 2 8 0 8 12 0 5 0 0,' 

.. 750 .. 775 1 6 .0 212 0 4 0 0 6 4 0 

.. 775 .. 900 1 6 0 2 12 0 4 2 0 5 8 0 

.. 900 .. 925 1 9 0 3 0 0 4" 6 0 .512 0 , .,. 925 , .. 950 1 9 0 8 0 0 410 0 6 0 " .. 950 .. 1050 1 9 0 3 2 0 412 0 «I 4' 0 
"- 106& .. .. 1076 1 12 0 S 6 0 5 0 0 6 8 0 

.. 1075 .. 1100 1 12 0 8 6 0 5 4 0 612 0 

.. 1100 .. 1125 112 0 S B 0 5 8 0 7. 0 0 

•• 1125 .. 1200 1 12 0 3 B 0 5 6 - 0 7 2 0 

• 1200 .. 1225 2 0 0 312 0 510 0 7 6 0 

.. 1225 .. 1250 2 0 0 S 12 0 514 0 710 0 

.. 1250 .. 1400 2 4 0 4 8 0 6 o 0 8 0 0 

.. 1400 .... 1550 2 8 0 412 0 6 8 0 8 8 0 

Over 1550 2 lZ" 0 6 0 0 7 0 0 9 0 0 , 
! 
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These rates apply on through distance over two or more railway" 
The rates by goods trains are-. .• 

2nd class rates (1 pie per maund per mile) at owner'. 
risk 

Srd class rates (lrd pie per maund per mile) at railway 
risk. 

Besides there are wagon rates of 4 annas and S annas per wagon 
mile. 

So far as the Railway' rates are concerned they are cheap enough, 
bllt pilferages from baskets of fruits (whether sent by goods or by 
passenger trains) and damages to consignments of mangoes, leechees 
a.nd even potatoes, owing to delay in transit, are not uncommon. 
This point has been dealt with in the chapter on "Railway Risk, and 
Owner's Risk Rates."* 

The' following remarks appeared in Railway B6ard's Adininistration 
Report for the 'year 1916-17 regarding refrigerator cars :-

"In view of the success w:,hich has accompanied the carriage of 
perishable goods by rail in cold storage in America and other countries, 
it \\7..as detlidedto carry out experiments to.ascert~n the financial pros-. 
pects of similar facilities in India and the class of vehicle most suited to 
Indian conditions; Experiments were commenced on the Eastern Bengal 
R9.ilway with a self contained refrigerating v:hicle from the Great Indian 
Peninsula Railway in conjunction with certa.in insulated vans from 
the North Western...Railway. It became evident ea.rly in the experiments 
that self containe<Lr~frigerating vehicles similar to the Great Indian 
Peninsula Railway car would be unsuitable having regard to the heavy 
first cost, the difficulty of repairs and maintenance, the loss of carrying 
capacity and the high proportion of unremunerative dead weight to be 
hauled. It was decided, therefore, to concentrate on experiments with 
insulated va~ cooled by ice. The trial with the North Western Railway 

. vans of this type, however, indicated defects in their insulation and there
fore the construction of new experimental insulated vans with different 

... classes of insulation-was undertaken, with a view to further experiments 
"'heingcarried out in the hot weather of 1917." . 

• 
• Appendix VIn. 



CHAPTER XXVI. 

MINERAL CLASS GoODS. 

On Indian Railways the mineral class comprises of the following 
articles :-

Ballast. -i 
Banglestone. 
Coal. 
Cement. 
Chalk. 
Red earth (Gairoo Mutti). 
Yellow earth (Multani 

mutti). 
White earth (Khari mutti). 
Fire clay. 
Flint; 

Stone mills 

French chalk. 
Gravel. 
Iron ore. 
Kunkur. 
Lime. 
Red stone. 
Sand. 
Slag. 
Slates. 
Rough stone. 
Stone of any description 

of sorts. 

Rates for" Coal," "Iron Ore·" and" Manganese Ore," which form 
the principal items of mineral traffic in InMa, have already been dealt. 
with. 

Cement rates require special comment in view of the fact that cement· 
works have been started in India, for instance at Lakheri (in Central 
India, in Bundi State) and at Katni in the Central Provinces; L8.kheri 
is a station situated on the ~agda Muttra section of the Bombay, 
Baroda and Central India Railway. 

The ordinary rate for cement is at the following mineral cmss scale 
(which applies on the Bombay, Baroda and Central India Railway), 
and the rates on other lines are also more or less near this scale of rates. 

I'or distances-

1 to 100 miles 
101 to 200 .. 
201 to 500 .. 
above 500 .. 

Bundi cement is, however, given the advantage 
lower rates. 

For distances_ 

. 1 to 100 miles 
101 to 250 - ." • 
251 milee and beyond 

Pieper 
maund 

per mile. 
·20 
·166 
·143 
·10 

d the following 

Pie per 
maund 

per mile. 
-!8 
·15 
·11 

2K~ 
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. For ready reference rates calculated under both the scales are given 
below:-

Coli. Cot 1. (Applicable to (Applicable to mineral claea 
goods generally.) Bundi oement,) 

Rs. A. P. Rs. A. P. 

For 50 miles 0 o 10 0 0 9 

100 - 0 8 0 3 

" 200 0 3 0 2 , 
" 300 0 4 3 0 2 ~ -

7
400 0 5 5 0 3 S 

" 500 0 6 8 0 , 7 

" 700 0 8 4 0 6 5 

" 800 () 9 2 0 7 4 

" 900 o 10 0 0 8 3 

" 1000 o 10 10 0 9 2 

The railway rates on cement are cheap* on the Bombay, Baroda and 
Central India Railway for the country manu!actured article, but . the
unfortunate part is that the scale rates on mineral class goods and on 
cement are applicable on local distances only over each railway, and 
the effect of such rates applyiIig on local wstances is to raise the rate& 
on long distance traffic carried_over two or more rairways-:..a point 
which has been fully dealt with in the chapter on " Through Rates." 

At one time (just after the introduction of the low rates for coal,. 
. which are in force at the present moment), there was a proposal to
- ,introduce a sirilar scale of rates for" Minerals" other than coal, bnt 

m9jnly on the ground that the traffic involved was not large enough to
warrant the reduction the proposal was not given effect to. 

*It has been pointed out to me that while the rates for manganese ON are doWil to 
loth pie per maund per.mile those for cemen\ are higher. Cement is cheaper tban man
ganese ore, and. for the encouragement of manufacture of cement in India low ratee 
are Jlooded, especially 0.9 reduction in price of cement would lead to ita extensive uae, 
e.g. in lining irrigation:mnala to prevent wastage- of water. There are now Cen:ent. 

-Works ,at Madras, Bundi, Porbandar and Katni. _ 



CHAPTER XXVII. 

TOBACCO. 

The total tobacco area in India comes to 1,056,349 acres, the figure 
being that for 1914-15. Tobacco industry in India is both agricultural 
and manufacturing j tobacco, mixed with treacle, is smoked very 
largely in Northern India, including Bengal. In Southern India, 
dry tobacco is rolled in leaves and smoked in the same way as cigarettes 
are smoked. - .. , 

Bengal commands the largest area, liext comes Madral:l, and 
Behar with an acreage, which has varied between 116,300 and 105,500 
acres, ranks third. / 

A large· quantity of tobacco is exported from India (proper) to 
Burmah in a crudely cured form for manufacture into cigars, which are 
known as "Burmah Cigars·" or "Burmah Cheroots"; cigars are 
also manufactured in Southern India, and are known as " Trichinopoly 
Cigars." • 

During recent years, the ~anufacture of cigarettes has been taken 
up in this country, and small works have sprung up in Bengal and 
in other provinces, but in Behar an Anglo-Americ;an Syndicate 
have set up a large cigarette factory witJ!. up-to-date machinery at 
Monghyr. 

Yet India imports a very large amount of cheap American 
cigarettes. 

• I 
The railway rates for manufactured tobacco, whether it is the 

production of the country or of any foreign land, are the same" 
lliz., 

ToblWoo, oountry m&llufactured • 

Tobacoo, imported • 

• 3rd olass railway risk. 
2nd class owner's risk. 
3rd dass at railway risk. 
2nd class at owner's risk. 

. But unmanufactured (but crudely cured) Indian Toba~co is carried at 
1st class rate. 

The 3rd class rate equals to ird pie per maund per mile, 
. The 2nd class rate equals to 1 pie per maund per mile. 

and the 1st class rate is ~quivalent to lrd pie per maund per mile. 
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_Area (in .acres) during the year, 1908-09 to 1914-15. 

l'rovince. , 1908-0~. 1909010. 1910-11. 1911-11. 1911-18. 11118-1&. lIU6-15 

- -
BeDgal . · 870,800 825,32' 823,889 808,800 818,700 819,~ 8U,TOO 

J(adrae · · 173,703 200,931 221,077 1112,206 205,5119 207,8111 127,181 

Jlombay' • · 71,.a, 91,037 91,880 88,288 71,HZ 89,401 88,687 

Sind . · · 6,731 10,636 9,999 9,788 7,.s8 8,40' 11,9" 

Agra · 59,167, 70,128 79,627 75,778 88,185 80,797 86,15g. 

Ondh .- 9,(106 15,722 18,238 17,667 18,56' U,611 17,021 

JlIhar and Or!!,sa · 110,800 116,100 11&,200 118,800 108,800 116,800 105,500 

1'0Djab 50,351 66,037 64,062 76,ClIO '7,.s1 &9,'25 OI,88T 
-Upper Jlonna • 18,800 86,536 36,788 29,670 29,870 84,008 81,589 

I 

Lower Jlurma • 40,856 .s,730 80;299 69,228 58,468 81,293 68,5I1~ 

"1fall'rovmces · 11,365 '16,828 '17,846 17,968 -18,218 12,061 15,98. 

kar > 15;630 16,280" 12,79' 8,489 ll,.sa U,U8 18,818 

Auam · 10,07S ',719 7,685 8,884 8,992 8,481 1I,51t 

)T orth-West Frun- 6,406 7,816 
tier. 

9,174 12,&47 8,737 5,'21 7,,111" 

, 
Ajmer-Merwara , 89 86 7 40 I 15 

Coors 16 58 40 38 23 84 11 

·1 
------

'l'oi.u. 968,712 1,013,8611 1,067,882 1198,943 90',726 J 1,001,710 1.050,341 



CHAPTER XXVIII. 

MATCHES. 

A great deal has been said in connection with ,-the failure of the 
Ahmedabad Match Factory, which some attributed to the railway rates 
on the part of the 'Bombay, Baroda and Central India Railway being 
higher for the Indian manufactured article .than for the imported article. 
Whether the failure was due to this reason or not it ill difficult 
to say. In the Indian Forest Memoirs, Volume II, Part I, Economic 
Product Series, howeV6r, the chief reasons ascribed for the failure of 
match factories in India were :-

(1) the wrong choice of factory sites and unsuitable woo(~ 
(2) absence of expert advice; and 
(3) the price of chemicals used in match factories being dearer in 

India than in other match manufacturing countries. 
The general classification of Matches is:-

FolUih class at owner's risk; or equal to '80 pie per maund 
per mile. 

Fifth class at railway risk, or equal to 1 pie per maund per 
mile. 

But there are special rates from the ports (for the imported matches 
naturally) to the interior. For -instance the rate. fromR'owrah to-:-

Patna. J Luckeserai • is 0-14-4 per maund which works out '52, ·66 
Monghyr • • and ·58 .pie per maund per mile respectively. . . , 

The rate from Patna is at railway risk while the other two are owner's 
risk rates. These rates may be attributed to river competition. 

There are also special rates for the following places, which compare 
as under with the ordinary 4th class rates-

Ordinary 

Special rates owner's risk 
rates from from Howrah. Howrah; 
4th alas!'. 

Rs. A. P. Rs. A. P. 
,-

....Agra - 2 4 2 3 "I 4 

Farrukhabau. . 2 7 5 3 6 3 

Ha$hras 2 3 7 3 7 5 -
Mirzapore 1 10 8 -2 0 4 
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The justification on t)le part of the Bombay, Baroda and Central 

India,Railway for special low mileage rates for Matches from the Bombay 
port was perhaps the quotation of the above special rates from palcutta 
by the ~ast Indian Railway. 

As has already been argued in the chapter on .. External and lntemal 
Trade," although there is some sort of justification for the low rates 
Jrom the ports to the interior because of large number of wagons re
turning empty in this direction (which however is not thec.se in the 
case of the traffic from the ,direction of Bengal to Northern India) 
there is no case that the imported articles can not bear a higher rate. 
It has not been shown that the traffic from Bombay to Northern India 
in Matches will not move in 'the absence of the lower rates than 4th 
<:lass. Simply because Calcutta granted lower rates for impo~ed 
matches, B~mbay granted the same rates. _ 

If however similar rates to those from: Calcutta _ were considered 
• essential on the'part of the Bombay lines from Bombay it is question
able why similarly calculated rates could not be granted from 
Ahmedabad! fOJ-the locally manufactured articles. It may be true 
that on the ground that the lead from Bom~ay being greater than from 
Ahmedabad the Bombay Baroda line will justify lower mileage 
rates from Bombay than from Ahmedabad, but on the ground that 

_ imported traffic receives better consideration in the matter of low 
mileage rates and because of the factor in the matter of traffic in 
matches from ~medabad to upcountry is in the direction in which 
e.mpties are returning, as in the case of Bombay traffic, Ahmedabad 
might claim similar consideratiDn, as the imported traffic frC?m 
Bombay. But an examination of the recentlynotilled rates for matches, 
however, shows that for despatches from Ahmedabad the rates are 
cheaper than those from Bombay, where the distances from Ahmedabad 
are less, -although the Bombay rate may be based on a lower rate p~ 
ma~nd, due to the longer bad on Bombay traffic. 



CHAPTER XXIX. 

MICA. 

India ranks first amongst the principal mica-producing countries of 
the world, and the percentage of its output to the world's production of 
Mica is over 70 per cent; then come the lIPited States of America and 
Cl\llada. 

More than half the Indian produotion is contributed by Behar and 
Orissa-the mica mines lying in the districts of Hazaribagh, Gaya and 
Monghyr. Madras contributes a little less than 25 per cent, chiefly 
from the Nellore District, Ajmer and Marwara the remaining 4 per 
cent. Mysore produced a small quantity for the years 1909 to 1913. 

A statement is given below showing the production of mica for the 
years 1909 to 1913 :-

" 
Name of Province. 1909. 1910. 1911. 1912. 1913. 

Cwt. Cwt. Cwt. Cwt. Cwt. 

Behar and Orissa 22,084 18,356 25,225 29,653 32,579 

Madras . 8,948 3,856 7,462 13,484 10,861 

Rajputana 1,871 757 1,191 650 1,953 

Mysore - .. . . 18 45 29 
. 

TOTAL 32,903 22,699 33,896 43,832\ 45,422 
, 

The. exports of Indian mica during the years 1910-11 to 1913-14 
were as under :-

Cwts. 

1910·11 42,593 

1911·12 48,871 

1912·13 66,574 

1913·14 53,891 

Comparison of figures of export with thcise of production shows that 
there has been an excess of exports over production. This is due to 
. the fact that all the mica raised does not figure in the returns an!l that 
under-statement is employed as a means of evading royalty. 



490 MONOGRAPH ON INDIAN RAI,LWAY RATES. 

Except fo.r the perio.d 1913-14 there has been a rise in the quantity 
expo.rted due to. the follo.wing reasons :-

" The increase is largely due to the inventio.n ohDicanite, * in which 
small and inexpenSive sheets of mica are cemented together. with 
shellac under pressure, with the pro.ductio.n of large sheets costing much 
less than the natural sheets o.f equal size. The decreased cost of this. 
material led to. the increased applicatio.n of mica in the arts, especially 
for electrical insulatio.n. Further-mo.re scrap mica, fo.rmerly thrown 
away, is no.w gro.und up and used for boiler and pipe lagging, as a lubri
cant and fo.r wall papel; and paints." 

Of the quantity expo.rted the share o.f the United Kingdo.m amo.unt· 
ing to. 59·0 per oent., but much Df the mica sent here is sold fo.r trans. 
missiDn to. the cDntinent-and America. 
• The mica sent direct to. America bro.ught a higher price than that 

sent to. o.ther cDuntries, fDr instance the price Df 1 cwt. Df mica in the 
U~ted KingdDm was £5·17 while that in ~he United States was. 
£5·26. 

NDW as to. railw;ay rates; the General Classificatio.n Df mica is second. 
olass (! pie per maund per mile), and the fo.llDwing are the special 
qUo.tatiDns fDr mica o.ver the East Indian Railway and the Bo.mbay,. 
Baroda- and Central India Railway. 

Distance 

I 
Rate per Rate per 

to Calcutta. Station. ~ maund. mBundper 
mile. , 

Miles. P.s. A. P. Pies. , 
228 Jhajha. . · ,. 0 4 9 "25 

245 Kodarma . . . · .' 0 4 9 '23 

206 Giridih. · l. 0 4 9 '27 

305 NawBdah · . 0 4 9 '18 

Thro.ugh rates :-

Station. Rate per E. I. R. B., B. A: C. 
Maund. LR • . 

Rs. A. :R~ Rs. A. P. Rs. A. P. 

Ajmere . . . 1 7 9 1 1 0 0 6 9 

Beawar . . 1 8 8 1 1 0 0 7 8 

Sendra .' ! 1.,$'11 1 1 0 0 711 

The East Indian' Railway propo.rtio.n of the thro.ugh rates wo.rks. out 
to. ·26 pi.e perPl81md per mile. 

• Micanite is manufactured in the East Indian Railway Worbhopl at Jamalpurr 
and also beeJ1, made experimentally at Kodarma, in Hazaribagh District.' . .. 



MICA. 

The Bombay, Baroda and Central India Railway proportions work 
out to ·34 pie per maund per mile from Ajmer and Beawar for 235-
and 268 miles respectively. 

The following are the Bombay, Baroda and Central India Railway 
rates to Bombay :-

Distance to Rate per Rate per 
Station. maundper Bombay. maund. mile •. 

Miles. Rs. A. P. Pies. 

613 Ajmere • · · · . 1 0 4 ·32 

581 Beawar . · 015 2 ·31 

557 Bhilwara · · · 1 0 0 :34 

564 MandaI · · · .1· 0 3 I ·35 

625' Nasirabad 1 0 3 ·31 

572 Sendra • · · .. 01411 ·31 

.. 



CHAPTER Xxx. 

SALT. 

. Salt is very largely in demand, and the people of India being poor 
-cheap salt is essential. Cattle are also given salt. 

o The use of imported salt is chiefly confined to Bengal and Assam, 
and the average yearly imports bf salt during 1908-09 to 1913-14 were 
lrom- . 

United Kingdom 
Aden. 

Spain • 
Arabia' 

Egypt. 
Germany 
Italian East Africa 
Other countries 

AVERAGB ANNUAL TOT~ 

Tons. 

164,541 

92,295 

01,5p!) 
65,066 

57,162 
56,833 
23,875 

1,018 

552,299 

Compared with the period 1903-04 to 1907-08, there was an increase 
in imported salt, as the annual average quantity impor;ted was 4:84,940 
tons in 1903-04 to 1907 -os. 

There has also been an increase in' the production of salt in India, 
as in 1009 the production was 1,188,073 tons, while in 1913 it was 
1,299,281 tons. 

, The increased out-put as well as increased import of foreign salt were 
due to its greater demand consequent on the reduction of Re. 1 per 
maund in the salt tax. The salt manufactured in:, the country and 
imported by sea amounted' annually to over If million tons. The con
sumptop thus_ amounted to 131 lOs. per head of the total population. 

Bombay and Madras are the chief centres for the manufacture of sea 
salt, and lake salt is obtained from Rajputana, Coast of Cutch and Sind, 
viz., Sambhar, Didwana and Pachpadra. The distribution of Sambhar 
salt extends to the Central Provinces and Behar in spite of the influx 
of foreign salt. . . 

The Pachpadra salt not onI; serves its own area but finds market in 
the United Provinces and in Central India.' -

Rock salt is obtained from the Punjab 'salt range, Kohat in the 
. North-West Frontier Province, and Mandi State. The distribution of 

this salt occupies the whole of the Cis-Indus Punjab: -It is con
sumed to a considerable extent in the country east of the river 
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"Gogra and in the Eastern Districts of the North-;West Provinces. This 
salt is also used by the people as a condiment, medicinally, and for 
religious purposes. Among Hindus it is used everywhere in small 
quantities throughout Northern India. 

"Kohat Salt.-The city of Peshawar is the principal mart for this salt. 
A considerable proportioll of the salt here is exported across the borders 
to meet the wants of the trans-border tribes. ' 

Man~ Salt.-The salt is consumed in the British »istrict of Kangra 
(including its sub-division of Kulu) and Simla, and the Hill States which 
import it are Mandi, Suket, Bilaspur, Rampur, Bushahr and Chamba. 

A statement is appended below showing details of salt traffic carried Railway 

by different railways during 1912 and the earnings derived therefrom :- ~:;1l!:t:SG 
Railway. Quantity. Earnings. there/Dr. 

Bengal Nagpur 
Bombay, Baroda and Central India . 
Eastern Bengal 
East Indian 
Great Indian Peninsula 
Madras and Southern Mahratta 
Nizam's Guaranteed State 
North Western 
Oudh and Rohilkhund 
South Indian • 
Assam-Bengal " • 
Bengal and North-Western 
Jodhpur Bikaneer • 
Rohilkhund and Kumaon 
Hengoli Branch and Hyderabad Godavari 

Tons. Rs. 
136,943 
186,887 
106,223 
309,307 
259,026 
150,509 
36,7,?9 

154,787 
59,892 

135,731 
33,600 

127,396 
44.663 
31,176 

"-

8,99.559 
6,86,748 
5,12,174 

13,75,853 
23,64,723 
10,23,203 
1,93,193 
9,71,547 
3,39,523 
5,52,373 
1,24,724 
5,60,890 
2,11,494 
1,32,934 

Valley Railway. • • • • 15,850 1,22.420 

At the ti~e the Government sanctioned the revised minimum rates 
for coal, a proposal was made by the late Sir Edward Baker, the then 
Finance Minister, for the adoption of the coal rates for salt. This pro
posal received a good deal of attention both on the part of the railways 
and of the Railway Department of the Government of India, and it was 
held that" the proposed reduced rates were not needed, and if at all 
introduced would involve a very heavy loss in the revenue as there 
would not be a corresponding rise in the traffic. Salt rates were, 
how:ever, reduced to a"certain extent.* 
" The principal salt despatching stations On the Gi~t Indian Peninsula G. Z; P. Ry. 

Railway and the weight of traffic despatched therefro:tb. in 1912 were:- " 

1. Dadar 
2. Thana 
3. Karla 
4. Vid Idgah (from Sambhar-Rajputana-Malwa Railway) 
5. Vid Dadal (from Ehaynder) 

Maunds. 
746,840 

1,414,314 
477,349 
546,674 

2,215,393 

• In fast, the Railway Board had issued a circular embodying the minimum rates 
for Salt on the samebasis as for coal. but this was kept in abeyance for a year and then 
withdrawn. I 

!' 
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The scale rate for Jlalt on the Great Indian Peninsu1a Railway is ;-

Pie per maund pe~ mile 

'33 
·50 
·25 • 
·20 -

For diatanoee. 

. 1 to 150 mi1e8. 

151 to 400 .. 
401 to 800 .. 
801 and beyond 

The weight of traffic from Dadar to vid Poona was 136,288 maUllds. 
'This traffic was for the Madras and Southern Mahratta Railway stations. 
'Th" Gre.at Indian Peninsu1a Railway proportions of the through rates 
-varied betweenRe. 0-3-1 and Re. 0-1-5. The average rate worked out 
-to Re. 0-1-9 which on the distance from Dadar to tJid Poona, 114 miles, 

. -comes to '18 pie per maund per mile. The weight of traffic from Dadar 
-to tJid Nagpur was 169,520 maunds, and the present rate for this is 
ORe. 0-9-2 p~r maund which works out to ;21 pie per ma~d per mile. 

The despatches from Thana were chiefly to- ° 

- Pie per Distance Weight. Rate per maund. in miles. 
- To maundper 

mile • 

. 
Maunds. R,. A. P. 

500 Vid liagpur . · . 101,677 0 9 2 ·22 

99 via Poons. • · 278,686 0 1 0 } ·21 
(Average rate) 

~42' VidM&nmad . · , ~,920 0 311 ·33 

272 Via Hotgi • · . 205,515 0 4 8 } '20,.-
(Avemge rate) .... . ~ 

356 Vid Wadi . . 145,791, 0 4 4 } - ·15 
(Avel"&ge rate) 

The Great Indian Peninsu1a Railwaypropo~ions of the special 
through rates from Thana to tJid Poona for Sou$em Mahratta Railway 
stations vary between Re. 0-1-8 and Re. 0-2-11 per maund. In the 
case of via Hotgi the special through rates vary between, Re. 0-3·11 
.and Re. 0-6-6. .. 
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The bookings from Karla were to :-

Distance 
Pieper 

To . Weight. Rate per Maund. maundper 
in mile&, mile • .-

, 

Maunds. Rs. A. P. 

511· VidNagpur · • . 62,244 0 9 2 '21 

• 
153 VrdManmad · "-

. 52,089 0 ;J 10 ·3006 

il0 VidPoona. · · 110,867 0 1 9 } '19 
(Average rate) 

283 . VidHotgi • • · 60,424 0 4 6 } -. ·19 
(Average rate) 

The Great Indian Peninsula. Railway propDrtiona 'pf the special 
through rates from Karla to via. Hotgi vary between Re. 0-3-9 and 
Re. 0-6-5, whereas for via Poona the proportion of the special through 
rates vary between Re. 0-1-6 and Re. 0-2-11. 

The despatches from via Idgah, Agra, i.e., traffic in Sambhar salt, 
were to:- . 

Distanoe To Weight. Average rate per Pieper 

in miles, Maund. Maund 
-per mile. 

, 

Ma.unds. .RB. A. P. 

803 Bengal Na.gpur Ra.ilway flid 336,472 0 9 1 ·13 
Na.gpur. ~ 

-. 
868 Ma.dra.s a.nd Southern Ma.hra.tta. 301,138 0 III ·26 

Ra.ilwa.y vid Poona. • 

. 
1030 Niza.m's Gua.ranteed Sta.te 593,617 0 6 4 ·073 

Ra.ilwa.y flid Wadi. 

191 La.litpur '# . 60,594 0 5 9 ·36 

64& Akola . . .- . . "- 59,0!!:, 0 8 r ·15 

I 
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The traffic from v~ Dadar (Bhayndar) to the iinporlant' stationa 
were :-

j 

Pie per Distance To Weight. Rate per maund. in miles. maundper 
mile. 

Maunds. &S. 4. P. 

516 rid Nagpur · '36,472 o 10 9 ·25 . 
115 rid Poona • · . 301,138 0 2 0 J ·20 (Average rate) 

372 -Vi4Wadi . · 593,617 -0 6 8 ·21 

426 Chanda 47,566 011 3 ,32' 

349 Gulbarga . 53,300 0'7 9 ·27 

359 Akola . ·00,094 0 8 4 ·28 

-
The Great Indian Peninsula Railway proportions of through rate& 

from via Dadarto via Poona vary between Re. 0-3-1 and Re. 0-3-5 
per maund ; similarly ill case of traffic from via Dac4r to via Wadi 
the proportions of through rates vary between Re. 0-7-6 and Re. 

, , 
0-3-1. 

N. W. RV' On the North Western Railway the following is the basis of Bcal. 
, rates for-salt·:-

.... ' Pie per 
, '. ~ maund per mile. 

" 

For distances. 

For the first (and up to) 150 miles 
'. For extra distances abo.ve 150 miles, Dot exoeeding 

300 mihls, to be added to the oharge for 150 miles. 
For extra distances above 300 miles, not exceeding 

450 miles, to be added to the charge for 300 miles. 
• For extra distances above 450 miles to be added to 

the charge for 450 miles, 

" 

• II" 
The principal salt despatching stations on the North Western ltailway 
are shown below as well as the weight of traffic despatched th~refrom:- • 

1. Bhera and Khewra Branches. 

2. Kohat with ou~agency. 
3. Stations on the Marl Attock Railway.·r'. • 

.. 

. • 
4 Stations on the Lala- Musa-Kundian and Kundian 

sections. 

5. Kashalgarh Branch. 

Shershah/ 
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6. Karachi and Kiamari. 
7.'Sukkur main and Bunder. 

and the traffio was mainly .despatohed to 

1. Rawalpindi and Arsenal 
2. Peshawar City and Cantt. 
3. Jullundur Cantt. and City 
4 •. Phagwara • 
5. Saharanpur and lIitS 

Weight in 
maundsof 
traffio in 

1912. 

249,641 
133,897 
108,329 
105,286 
104,961 

Average 
rate per 
maund. 

lts. A. P. 

0 3 G 

0 9 
0 4 0 
0 3 9 
0 3 5 

On the Bengal Nagpur Railway the following scale of rates is in B. N. By. 
foroe :.;.... 

Permaund 
per. mile. 

1/3rd 
8/27th 
29/108th 
13/54th 
2/9th 
7j36th 
5/27th 
17/108th 
1/9th / ,. 

For distances. 

1 to 300 miles 

301 to 375 " 
376 to 400 -" 
40\ to 450 

451 to 475 " 
476 to 525 
526 to 550 .. 

551 to 600 " 
601 miles and be· 

yond. 

The outward traffio in salt on the Bengal Nagpur. Railway is from 
the following stations:-' 

From 
Averag&-

Tons. rate earned 
permaund . 

. 
RB. A. P. 

Naupada Junction - • 21,700 
Caloutta Steam Navigation Company vitS Shalimar~ 32,647 
G~ Indian Peninsula Railway vitS Nagpur 24,777 

029 
042 
057 

. The following are scale-rates for salt over the Madras and -Southern M. d: S. M. 
Mahratta Railway :_ By. 

Rate per maund per 
mile. 

, 

. 

Pie. ~ 

Ird 
Jth 
:th 

Ith 
+th 
Ith 
lth 

hth 

... 
'" 
• 

For distances 

1 ·to 75 miles~ 
PIUli for distances 76 to 150 miles. 

" 151 to 225 •• 

. -'I 
,..~ '" 

" 226 to 300-- " 
". 301 to 400 .. 
" 401 to 500 .. 

501 to 600 .. 

" above 600 .. 

2L 
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~ . 
Over this railway salt is largely booked from Ma4;as, ~ Ganjam. 
Singryakonda and Tada, and the average rates work out as under:-

Weight in Average 

maunds. rate per 
maund. 
Re. ol. P. 

Madras • 1,510,144 0 3 2 
Chinna Ganjam 265,320 0 I q 
Singrayakonda 162,661 0 , 5 
Tada . 103,769 0 II 9 

On the East Indian Railway the following scale of rates is applied to 
salt traffic :-

For first 100 miles 

Pie per manud 
per mile. 

·323 
For extra di2tances above 100 miles and up to 450 miles. ·17 
For extra distances above 450 .' ·12 

The imported salt traffic of this railway is booked from the Khidder
pore Docks bond Rowrah (Sulkea Salt Golah) and most of this traffic is 
carried to stations up to Moghalserai; beyond this the sphere of the 
country salt comes in. 'This is due to the lact that the Sambhar salt 
lake is near, the United ProviRC6s and the people of this province prefer 
using country salt to imported salt. 

In 1912, the heaviest de8patche~ from Rowrah and the Khidderpore 
Docks were to via Mokameh Ghat and the weight of traffic was 81,t90 
tons ~nd the average rate per maund worked out to Re. 0-.3-8. There 
are special quotations for salt from Howrah and Khidderpore Dockstc:\ 
Bengal and North~"'estem Railway stations via MokaIJleh Ghat and 
the East Indian Railway prQllortioDS of through rates vary between 
Re. 0~2~9 and Re. 0~3~4. 

b. &: B. By. On the Oudh and Rohilkhand Railway the scale rate for I!alt is based 
at lth pie' per ma~ per toile. 

The receipts of this traffic were chiefly from!-

Maund..· 

I. Lake salt from Sambhar (vict Cawnpore) 488,814'" 
2. Rock salt from North Western Railway (vict Saharanpur) 1132,6~9' 

3. Lake salt from Rajputana·MaIft Railway (vict Ghazia- .... 
bad and fIi4 Delhi) 375,103 

tJ. B. &: 0.1. On the Bombay, Baroda and Central India Railway.the following 
By. scale of rate is charged for salt traffic;- '.:. . 

Pie per maund 
per mile. 

0·23 
0·20 
0·10 
0·06 e, 

....... ."' ....... .. ~ . 

Fordietanceii:. 

1 to 100 miles. 

.so. 101 to 300 .. 

• I 300 to 500 .. 
over500 .. 
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The weight of salt traffic carried. by the Bombay, Batoda and Central 
India Railway in 1912 was 186,887 tons. 

Sea salt is despatched from Bhaynder (near .Bombay). Salt is also 
sent from Sambhar, Pachpadra and KharagoJa and is consumed largely 
in Rajputana, Central India, Kathiawar and Bent to the United Pro
vinces as well. Bhayndtlr, Sambhar, Pachpadra and Kharagoda are 
all on the Bombay, Baroda and Central India. Railway. 

The average annual production of ,salt in various provinces_ in India. Annual 11' 

for the years 1909 to 1913 were :- 1:t: 1a 
Bombay and Bindh 
Northern India (including Rajputana and Punjab) 
Madras 

Tons. 
481,879 
404,280 
388,431 

while Bombay 'and Madras accounted for Sea Salt, the northern 
India produced Lake Salt and Rock Salt. 

A point arises as to whether the rates for mineral class goods cannot 
be applied to Salt (the mineral class goods rates are given in Chapter 
XXVI), from the Khewro Salt range, for it is rock salt. 

When the reduction in the rate for salt to the same bl}.sis as for coal 
was considered it was maintained by railways that a reduction of eveh 
6 to 8 annas a maund meant a heavy loss_to railways on the existing 
traffic, whereas the retail price of half a seer of salt benefited to the 
extent of say 1ipic only. It was, however, pointed out by some that 
.a r~duction of say 6 annas per maund would involve a reduction of 
Rs. 132-0-0 to a merchant ordering 350 maunds of salt, and he would 
then be able to give a little more salt f9r the same price even to the 

, retail purchaser of even 4alf a seer, which would increase the quanti
ty fOr consumption by men and cattle, and thus increase the con
sumption and reduce the price. In any case, it was .beld by railways 
that the reduction would not benefit the railway earnings and profits. 
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APPENDIX I. 

RATES Oll' THE AsSAM-BENGAL RAILWAY. 

The Assam-Bengal. Railway is subject to competition with water 
transport almost throughout the whole length of its system, and this 
accounts for the low rates that were in operation on this railway from 
the very first, traces of which still remain, although during recent year~ 
there has been a free interchange of views with the Steamer Companies
and it has been possible thereby to raise rates. to the mutual advantage 
of both concerned. 

The Assam-Bengal Railway have their port at Chittagong, 
and if that is the outlet for the whole of the export traffic that 
originates on that railway they will get a very good lead. But 
Chittagong does not export very largely. The main reason for this is 

- that the sea freights from Calcutta and the trade conditions of 
Calcutta favour the latter as a port for the traffic which has its origin 
on the Assam-Bengal Railway, except that Chittagong exports tea. which 
is sent direct from the tea gardens packed and ready for shipment 
principally to America and London through Clan Line Steamers. 
Chitta gong exports rice to the coast ports on the Coromandel Coast and 
to the Laccadives, Maldives, and the Andamans. There are also 

- some jute baling companies at Nani.inganj, at Chandpur and at 
Chittagong, which send jute to Dundee and other places through 
Clan Line Steamers, but· as Calcutta buys jute both for the local 
mills and for export and mixes jute of various places, and thus 
secures a better price for the mixed quality, Chittagong cannot get 
as much traffic as it ought to getJrom places close to it. There is & 

baling press at Chittagong, which has not been used so much for jute 
as for cotton. . 

MERCHANDISE TR~C. 

Dealing with the merchandise traffic, it is observed that during 
the year 1913-14, which was a good year for the Assam-Bengal railway, 
rice, tea, jute, coal, salt and kerosine oil were the most import3nt items 
of traffic. 

Rice. 
The great· portion of the rice traffic is consigned to the Chittagong 

Strand Road Station, where it is received iA the godowns of mercbitnts 
and sold gradually and despatched accordIDg to demand. • 

Rice is also booked locally and despatched via Tinsukia and ,,'ill 
,Chandpur, the principal despatching stations being those on the length 
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~Singarbeel to Badarpur aJld Daulatganj to Harinarainpur, Ashuganj, 
ChaUII!~lOhani. 

As already re~rked, the railway rates on the Assam-Bengal Rail
way were originally fixed on a low basis as it Was cO!lBidered that in view 
of the steamer freights being very cheap the railway would not attract 
the traffic without low rates; therefore, the highest rate for grain in· 
cluding rice in wagon loads was fixed at ith pie per maund per mile, 
'Which is indeed very low when it is considered that this was the rate 
charged even for short hauls. 

In goon year$ (such as was in 1912) there is a Jarge export of rice 
from Chittagong, whereas in years of shortage rice is imported into 
Chittagong by sea from Burma and then sent by rail to stations on the 
Assam-Bengal Railway.. . 

In the year -19,07, the Assam-Bengal Railway authorities thought it 
fit to enhance the rate for the imported rice instead of letting it remain 
at ith pie per maund per mile: The rate introduced in the year 1907 
for rice booked from Chittagong was as fonowa :-

For distances up to 125 miles plu. short dis-
tance charge. • • • • Ith pie per maund per mile. 

Plu. for any distance in exCesS of 125 miles 
up to 250 miles jth .. .. 

Plu. for any distance in excess of 250 miles Ith .. , 

This enhanced seale wasOIlly applied to despatches from Chittagong, 
but the rate of -!th pie remained in force both in respect of local traffic 
and for traffic in rice from Assam,-Bengal Railway stations to Chitta-
gong for export. ' -

In 1913, however, the rate of ith pie for short distances was abolished 
"'and the following scale was introduced generally :-

From 1 to 100 miles 
From 101 to 150 miles 
Beyond 150 miles • 

• ith l>ie per maund per_mile. 
• Be. 0-2-1 per maund. 

~th ine ,. .. 

, 'I'llis scale remained in operation until 31st December 1915 but with 
e~ect fro:r:q 1st Janua:ry·1916 the following scale took its place:-

From I·to 125 miles 
From 126 to 250 miles 
Above 250 miles' • 

ith pie per maund per mile. 

• jth " 
• ith 

~ . 
Se'eing that the above scale has not diverted traffic from the railway 

it can safely be said that it ii such as the traffic can bear. Rice traffic 
is subject to a t&minpl charge of 6 pies per maund. 
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During the year 1913-14, the weight and earnirigs from rice traffic 
were as follows :-

Rice in the husk (paddy) 
Rioe not in the husk 

Tea. 

61,216 tons Rs. 2,18,012 
124,222 -" .. 5,40,227 

Tea is the next item of importance from the point of view of revenue. 
During the year 1913-14, tea brought in a return of Rs. 5,10,607 
although its weight 'was but 41,723 tons (salt which was carried to 
the extent of 41,920 tons on the Assam-Bengal Railway during the 
same year brought a return of Rs. 1,50,316). 

75 per cent. of the tea produced in Upper Assam south ofJ;he river 
Brahmaputra is secured to the Assam-Bengal Railway and a good 
portion of it is brought to Chittagong by rail for direct shipmimtt(l 
England and America. The Railway also gets tea for carriage to 
Calcutta from these parts. While tea from Sylhet and Cachar districts 
to Chittagong intended for direct shipment is charged a slightly higher 
rate, that for Calcutta market is not. The rate toChittagong from 
Sylhet and Cachar was originally fixed at '40 pie per maund per mile, but 
in Qrder to encourage direct shipment a reduction of 25 per cent. was 
made owin~ to the depressed state of the iudustry. This low rate re
mained in force for a number of years, but the later prosperity induced 
the Assam-Bengal Railway to reconsider the rate, and with effect from 
1st April 1916 it was restored to the former level, viz., '40 pie per 
maund per mile. 

As regards tea from Sylhet and Cachar for sale in Calcutta, the 
Assam-Bengal Railway rateB to- Chandpur are lower than '40 pie (the 
rate charg~d -on traffic to Chittagong). The reason for this low rate is 
that while the steamer companies have rates on low basis from the 
Brahmaputra river stations, their charge from Chandpur to Calcutta 
js comparatively higher, and the Assam-Bengal Railway have naturally 
to keep down t4,eir r~tes to Chandpur o~ else the traffic'-will not come 
to the railway at all but will- go direct from the gardens to the_ river 
stations- on the Kusiyarariver. From Chandpur to Calcutta the 
rate for tea is the same by the direct steamer' despatch service via 
Sunderbund as by the combined river and rait route via Goalando; but 
the traffio is carried from Chandpur oDwards to Calcutta by river 'in 
order to savetra~hipment at Goalando. 

We have dealt with rates for tea from the Sylhet and Cachar dis
tricts and we shall now refer to the Upper Assam tea rlj.tes. This traffic 
comes over the hill section of the Assam-Bengal Railway. The principal 
traffic is via Tinsukia from the Dibru-Sadya Railway. During the 
year 1912 the via Tinsukia traffic alone brought the Assam~Bengal 
Railway a revenue of Rs. 1,36,576. The tea rate from Tinsukia 
to - Chittagong was Re. 1 per maund for ~80 lbs. of tea nett. 
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The steamer companies were recently approached by the 
Assam-BJPgal Railway with a view to agreeing to an enhancement in 
the rate seeing that the railway was carrying the great bulk of the 
traffic to Chittagohg' and it was no gain to the steamers to keep their 
rates low for this traffic; and in this view they seem to have agreed, 
for it has bee~ found possible for the railway to increase the rate by 
about 12! per cent. all round from the -Upper Assam to Chittagong and 
the charge from Tinsukia to Chittagong is Re. 1-2 for 80 lbs. nett (or 
say one maund) which works out to about ·37 pie per maund per mile 
for a distance of 574 miles. . 

The Assam valley tea for Calcutta finds its way via Gauhati and the 
river steamers. The traffic is from stations of the Assam-Bengal 
Railway on the length from Digaru to Kampur and Jamgin. to
Tinsukia. The rates from these stations to .vw. Gauhati work out 
to about trd pie per maund per mile. For instance, the rates from 
Sibsagar and Titabar to via Gauhati are Re. 0-7-0 and Re. 0-6-0 per 
maund for 257 and 210 miles respectively. The through rates by 
the rail ... route to Khidderpore Docks (Calcutta) via Gauhati and. 
Amingaon are the same as those obtainable by the combined rail and 
river route. (over .the Assam-Bengal Railway and Indian General and 
River Steam Na~gation Companies steamer despatch service) to· 
Steamer Companies' tea transit sheds at Khidderpore via Gauhati 
and Sunderbund&c 

According to the Assam-Bengal Railway, Goods Tariff (part II. 
issue No.5), in force from 1st June 1916, the through rates compare 
as follows but the cargo service rates are lower :~ 

Rate per chest 0/80 lbs. 

To Calcutta ~ 
To Cailmtta (Khidderpore 

To Calcutta River Steam (Kbidderpore Docks) Navigation IIi4 AJ!sam. vid Gauhati; Amin. Companies tea Bengal Railway From gaon and Santahar transit Bheds) and the cargo 
over Assam· 

BengaI'and Eastern IIi4 Gauhati, and Bervice fIi4 
Sunderbunds by Gauhati. 

Bengal R&lIwaye. rail and despatch 

I Bervice. 

- Rs. A.. P. Rs. A.. P. Rs. A.. P. . 
Sibsagar Road 1 3 0 1 3 0 0 H3 

Latekajan Siding 1 2 0 1 2 0 .0 13 ~l 

Dufalt Siding . 1 '2 o _ L2.0 0 13 1 
1 

;I 
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From the same tariff it is also observed that the above rates are 
, lower than the rates obtainable via Chandpur as the following compari
son will show :-

To Calcutta viIS 
Chandpur over To Calcutta viIS 

the Assam-Bengal Chandpur and To Calcutta viii From Railway and the Goalando over Chandpur and Steamer Companies the combined~ail cargo service. despatch service and river route. 
viIS Sunderbunds. 

-
·Rs. A. l'. ;as. A. l'. Rs. A. l'. 

Sibeagar Road 1 9 9 1 9 9 1 5 0 

Latllkajan Sidin~ 1 8 8. 1 8 8 1 311 

Dufalt Siding 1 8 5 1 8 5 1 3 8 

- Since these rates ot1916 tariff there has been an increase by about 
12t per cent. in the rates by mutual consent between the Assam-Bengal 
Railway and the steamer companies. 

The feature of the tea traffic of the Assam-Bengal Railway is that 
while the}'" secure to the Chitta gong ;port the tea from the gardens when 
such tea is intended for direct despatch to England or America, the tea. 
intended for local consumption in India and Jor the Persian Gulf trade 
and Russia as well as tea that is sold after being blended in the Calcutta 
market comes to Calcutta. 

Until such time as the managing. agents of the tea gardens or other 
people start testing and blending tea at Chittagong and make 
it a market for sale there is little hope' of Chittagong securing most 
of this business. \ 

At present the Railway Company practically do all the business 
in connection with the clearing and forwarding from Chittagong on 
behalf of the---tea gardens. In the past the. sea freight to England 
has been the same from Chittagong as from Calcutta. 

Jute, raw. 

The jute traffic of the Assam-Bengal Railway may be divided under 
the following heads:~ 

(1) Full pressed bales from Na:.;ainganj and Chandpur for over-
seas export.' \ 

(2) Loose jute from Assam-Bengal Railway stations on the Chitta
gong and Badarpur districts for Chandpur and Akhaura 
for baling houses or ultimate despatch to Calcutta for mill 
consumption or for mixing and baling. 
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(3) Jute from baling centres from this railway to tJi4 Chandpur 
for Calcutta for mill consumption . 

. (4). Loose j11:te and unpressed- jute from stations in the Assam 
V!lley to Chandpur and via. 

Before the jetties came into existence at Chittagong, the export traffio 
used to. be carried by small sea going vessels (both sailing and steam). 
When the jetties came into existence the AsSam-Bengal Railway, in 
order to encourage shipment via the Chittagong port, quoted a 
rate of Re. 0-8-0 per hale in 1896 from Chandpur to Chittagong but 
without any effect. Four years later they made a further reduction 
in the way -of l:ebates calculated on the following basis :-

:Bales. Maunds. Reb&te. 

20,000 
30,000 
40,000 
50,000 

• 
1,00,000 but under 30,000 bales 6 pies per b&le. 

1,50,000 " 40,000" I &nna." " 
2,00,000 " 50,000" Ii" 
2,50,000 &nd upwards 2 &nn&8. 

These rates (i.e., the total rates deducting ~he rebate) are more or less 
in force to-day, with this c:li£ference that- the rate is Re. 0-9-0 per maund, 
but Re. 0-3-0 per maund'rebate is granted for quantities of 1,00,000 
.and more despatched in a season so that the net rate is 6 annas. 

The rates from Chandpur and Naraingunge are a8 follows :-

From 

Jute in full pressed bales of 5 mauruls each. 

To Per b&les of f 
I) m&unds. REM~ItB. 

------1------ -----1----------
&s. A. p. I' 

Ch&ndpur • 

N&r&inganj 

Chitt&gong, Chit-I 
t&gong Port or 
Strand Roa9. 

Chittagong, Chit
tagong Port or 
Strand Ro&d 
tJid :wa.gon 
felTJlo,at ABhu
g&n). " 

090 In addition to thiB rate, aD 
extra oharge of Be. 0-1-3 
pel' b&le &8 jetty oharge and 
Re. 0-4-0 per 5 m&uncia 
PUOC& b&les &8 river due ill 
levied and these oharges are 
to be entered in invoices aDd 
receipts, except 1& the 0_ 
of a few fimuI who have 
their Agents at Chittagong 
to P&Y the jetty charge &Dd 
river dues. 

Ditto. 



APPENDIX. 509 

A rebate over .the AsS"'am-Bengal Railway on the following quantities 
of jute in full pressed bales of 5 maunds each is made at the end of 
the season from July to June inclusive :-

20,000 but under 
30,000 .. 
40,000 .. 

30,000 bales • 
40,000 .. 
50,000" .. 

50,000 .. 1,00,000 .. 
1,00,000 and upwards • 

6 pies per bale 
1 anna per bale 
1 anna 6 pies per bale 
2 annas per bale 
3 annas per bale 

This rebate is only given when jute in "Full pressed" bales is booked 
from a station ~n the Assam-Bengal 'Railway and from Narainganj· 
via Chandpur or via wagon ferry to Chittagong port for direct export 
to countriE!s out of India. 

The rate from Chandpur to Chittagong, including the maximum 
rebate, comes to Re. 0-6-0 per bale of 5 maunds Oll 14 pies per maund or
say '133 pie per maund p:r" mile, which is indeed a very low rate for a. 
commodity like jute, but it cannot be helped unless the ocean going 
steamer companies (Clan Line Steamers) agree to re~uce their freight 
and thus enable the railway company to enhance their rate to t~e extent 
of the reduction made b.y the steamer company. While it is true that 
the railway company has helped the steamer companies to increase their 
business it is also to be admitted that but for the calling of the steamers 
at Chittagong the railway traffic could not have developed much, and 
it is doubtful whether the steamer companies will take such a step. 
Even if they take any action in this respect it may be in the direction 
of giving Chittagong a lower freight in order to counterbalance, to a. 
certain extent, the effect of lo:wer steamer freights from Calcutta, in 
order to attract more freight_to Chittagong. But whether they will be 
so good as to let the railway swallow the reduction they make is doubtful 
for the steamer companies must know that for the development of 
traffio via the Chittagong port t!e railway oompany and the port are 
dependent on them. As for the railwayenhanoing its rates irrespeo
tive of any reduction made in the steamer freight it would perhaps 
not be wise for the railway to do so for there is the competition with 
the oountry crafts which can be renewed any moment and since the 
war has broken out more brigs have been built. 

Rates for loose jute from Assam-Bengal Railway stations to Chandpur 
have been raised to the maximum permissible plus terminal. 

The rates for baled jute from baling centres to Calcutta have been 
fixed on the ba.sis of the maximum rates plus terminal for loose jute 
and the usual rebate in respect of baled jute only has been granted. 

Rates for jute from the undermentioned stations in Upper Assam to
.na Chandpur are on the following basis :-

Kampu; and Gauhati 
Jamunainukh 

• '13 pie per maund per mile. 
• -13 ... '· ... II 
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rae . cultivation of jute in Assam valley is being ~xtended and i~ 
would be to the -interest .of the Assam-Bengal Railway to encourage 
this traffic, to Chandpur and phittagong and low rates will not be against 
the interests of this railway until at least the cultivation is e~tensive. 

The total weight of jute carried by the Assam-Bengal Railway during 
the year 1913-14 was 85,848 tons, which gave them an earning of 
Rs. 2,27,870: a very large portion of this traffic is in jute baled from 
Chandpur and Narainganj to Chittagong and also in loose jute from 
places like Chaumuhani, Akhaura, Ashuganj to Cbandpur and via 
Chandpur. 

CoaZ. 

Coal traffic of the Assam-Bengal Railway during 1913-14 amounted 
to 74,961 tons, with an earning of Rs. 1,92,073. Coal traffic is confined 
entirely to the requirements of the tea industry, jute presses, oil and 
saw mills. Coal is obtained either from-the Assam Railways and Trading 
Companies mines at Ledo or from the Bengal coal fields;- coal in the 
latter case being b.rought up by' water to Chandpur and despatched 
<Inward by rail from there. In the case of coal coming up from the 
Bengal ~l fields it is carried mainly during the slack season, special 
rl!-tes being quoted for the purpose of attracting ~his traffic to that 
season of the year. The following are the bUsy and the slack season 
rates from Ohandpur (for Bengal coal) for all stations up to Badarpur on 
the north, Badarpur practically being the point, up to which Bengal 
coal goes. The places north thereof are supplied with coal from the 
north-east Assam. . 

Slack season rates. 

(January t~ June each year.) 
For dista~ces up to 300 miles ...·10 pie P!l.l' ~und per mile. 
PZU8 for any distance in excess of 300 

miles and up to 500 miles fuclusive '066 pie per maund per mile. 
PZU8 for any distance in exce98 of 500 

miles • '05 pie per maund per mile. 

For distances up to 400 
miles. 

PZtU/ for any distance 
in excess of 400 
miles. 

July to December each year. 

o·ui pie from Chandpur to Shahatat- to Badar. 
, pur incl1¥Ung branches 

and Chittagong section, 

0'10 " from Chandpur to stations beyond Bada,. 

.' 

pur in force throughout 
the year. 

The collieries in North-East Assam occur in Ledo Valley. The 
Assam Railways and TradiDg Company first started operations at 
Makum in 1881. The .. average production of the Ma~:~es during 
1910-15 was, 292,931: ~Qns a year. as ~mpared wrt;h~279,833 tons 

- . 
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during the pre~ous period. The coal has the reputation Qf';being ~ 
good fuel, and forms an excellent coke. The collieries are connected by 
the. metre gauge railway with Dibrugarh and Saikaghat (Sadya) on the 
Brahmaputra river. Up to the year 1907-08 in terms of an agreement 
between the Inland Steamer Companies and the Assam Railways_and 
Trading Company, all coal was brought down to Sadya and then sent 
()nwards by water by the Brahmaputra and up the Surma Valley 
distribution from various river ghats. 

The following rates were quoted in 1907-08 and the traffic came to the 
railway:-

For wstances up to 300 miles 
Plu8 for any wstance in excess of 300 

miles and up to 500 miles inclusive 
Plu8 for any wstance in excess of 500 

miles •. 

'U pie per maund per mile. 

'066 

'05 
" 

In 1911 the rates were altered to the extent of quoting alternative 
busy and slack season rates, the former being 25 per cent. higher than 
the rates quoted for the slack season, which remained at the rates in 
force in 1907·08. Finally in 1914 the slack season rates were revised 
to the following extent :-

For distances up to 300 miles 
Plu8 for I-ny wstance in excess of 300 

miles and up to 500 miles • . 
Plu8 for any wstance in excess of 500 

miles 

Salt. 

'10 pie per maund per mile. 

'066 
" " 

'05 ,. 

- The salt traffic of the Assam-Bengal Railway is especially from the 
Chittagong port. 

The total weight of salt traffic carried by this railway was 41,920 
tons on which the earning of the railway. was RST" 1,50,316. . ~'. 

For years the salt trade of stations on the AsS1l.m-Bengal Railway 
was in th,hands of the Calcutta merchants till the Ransa Line of steamers 
started blOinging in Hamburg salt to Chittagong port. The trade is 
now awost entirely from Chittagong and the salt is all,\oreign salt, i.e., 
neither ·Bombay salt nor Ganjam salt. In the beginnIng in order to 
attract this traffic to Chittagong port in competition with Calcutta, 
a ra.te of lth pie per maund per mile was in force from 1903' to 1915, 
fromChittagong for all distances, but with effect from 1st January 
1916 the following scale of rates for salt has been introduced:-

Dista~e up to 250 miles lth pie per maund per mile. 
Fo~'1:a(fitional distances ith pie per ma~;d per'mile; . . 
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wl&~tft$ cpnnections that ha"fe been formed by railways,from Bh.a.i
rabazar t. Tangi and Mymensingh, between Chittagong 'and the districts 
of Mymensingh and Dacca.it is possible for the Chittagong port and the 
Assam-1¥nga~ Raihv;,~y to develop salt traffic to the afea lying' east 
of the Brabinaputra, but this may not perhaps be to the interests 
Dr tne Eastern Bengal State Railway if they carry salt, from Calcutta. 
to ,this' iLr.ea. It is however ascertained that salt from Calcutta goes 
ho ''Na.rainganj by steamers and has always done so. 

Kerosine oil. 

Kerosine oil is the next item of importance tQ the .Assam-Bengal 
Railway. The quantity of this oil carried over the .Assam-Bengal Rail
'Yay during 1913-14 waS' 40,083 tons and the earnings, therefrom were 
lfs. 1,49,604. • 

There are two sources of supply ,in the area served'by .Assam-Bengal 
Railway, viz., the Burmah oil fields via Chittagong and the .Assam oil 
fielqs at Digboi. The Burmah Oil Company started operations in Chitta
gong in 1898 and the following rate 'was quoted in order to develop 
this traffic :_ I 

lth pie per maunq. per mile. 

This rate continued in force until 1909 when it was revised on the 
follownig basis :-

j-th pieper maund per mile., 

A few alterations were made at the commencement of this year, but 
otherwise the rate remained at the figure quoted in 1909. The position. 
with r,.egard to' this traffic is that it is a. matter of indifference to the
Burmah ,oil companies whether they make their supplies to these dis
tricts from Chittagong or Calcutta, but lately Indo-Burmah Petroleum 
Company has started dep8ts at Chi~tagong. . 

There are then the oil rates from the .Assam oil fields. These are
on a ' similar basis to the Chittagong rate ·and are r6Jderednecessary 
by the fact that the .Assam oil companyA!J.ave an alternative route by 
the Dibru-Sadiya' Railway to Dibrugarh and thence onward by the 
Inland Steamer Companies. 

Further, as in the case of salt, kerosine oil for stations on tlie Narain
ganj-Dacca-M~ensingh line of t~e Eastern Bengal State. ~ail:way,. 
is'b~ought by tne Steamer CompaDles from Calcutta to NaramganJ. 

Ootton. 
Cotton is at present not an 'important item of traffic !o the Assam

Bengal railway. The total weight carried iI\, 1913-14 di~ _ not amount 
to more than 2,397 tons aAd the earnings therefrom were btIt'Rs.17,BOO,. 
but 1001rQl.g at the de've~~pment that is taking place in ABsam cotton. 
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it may be possible that cotton will be an important item of traflic some 
day. Cotton is being cultivated in almost ev:ery district in Assam. 
The total area lplder cotton cultivation in Assam was but 7,191 acres 
in 1906-07, but in 1910-11 the area had increased to 42,210 aQres,but 
there has been check siuce 1912-13, the area recorded during 1913-14-
and 1914-15 being 35,179 and 32,818 acres only. The rate' charged 
is Ith pie per maund pep. mile, which is low enough. It has been slightly 
enhanced by the im,Position of a terminal, but the cotton is not a long 
stapled cotton and hitherto it did not fetch a good price. There are 
ginning factories at Chittagong and one was started at Chandpur by a 
joint stock ,company called the Tripura Company some years ago, but. 
it did not do much business for it did not get sufficient cotton to gin. 

Oil seeds. 
Rape, mustard and tilseed are grown in districts served by the 

Assam-Bengal Railway. The total traffio in seeds and in oil was as 
follows in 1913-14 :-

Tons. Rs. 

Rape and mustard 6,534 29,755 
Tilseed 1,117 4,224 
Rape and mustard oil 2,631 "10,424 

Oil mills have been started at Chandpur, Ashuganj, Karimganj, 
Gauhati, Chaparmukh, Tinsukia and Bharya . 

. Whereas the oilseeds get the advantage of low grain rates oil is 
charged at class rates. 

Timber. 

The extensive forest t.racts in Assam ought to give the railway a 
large .traffic in timber, but the figUres .are not very.encouraging. The 
total weight of timber traffio in '1Y13-14 was 11,165 tons and the earnings 
therefrom were Rs. 43,837. Th6'rate charged is as follows :- . 

Timber unwrought logs only, per 4 wheeled wagon • 0.2-0 per mile. 
Timber unwr.ought logs only, per bogie wagon" • 0-4-6 .. 
Timber (inwrought) except logs not planed or chiselled 

including sleepers, beams, scantlings, rafters, doors, 
ohowkats and planks per 4 wheeled wagon • 0-3-0" 

Do. do. per bogie wagon - • 0-6-0 " 

.The ~ rates 'are lo~ ~nough, 0-2-6 per. wagon per mile on 10 ton.1oad 
would give a rate of '11 pie per maund per- mile, which is lower than 
the low rates chinged by the Bengal NagpUl' Railway on timber, but 
the devel~pment .. of this traffio is, it is feared,zetarded owing to the 
Forest Departm'ent, for reasons not clear, not being able' to p~h the 
trade. The present traffic is -principally from tD.!' ,Naqlbor forests. - - ,-

2M 
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GeneraZ remarks. 
'fhe Assam-Bengal Railway have at, present no traffic -agreements 

either with thEl Steamer Companies or with any railway in connection 
wi,th· the rating, routing and division of traffic, although the rates 
bet.ween Chittagong and Calcutta are fixed in terms of an agreement 

,c:.ime to years ago. This agreement and the rates need not De dealt 
witli h~re as they have been referred to in Chapter II. A rate of 6 
ann.a~ per maund for the cheap commoditi~s and of 11 annas per 
maund for the higher class articles are in force between Calcutta and 
thittagong via ,Chandpur and Goalando combined service and vieS 
Chandpur and the, riyer service Via Sunderbands; the Assam-Bengal 
':E,ailway proportion being Re. 0-1-10 per maund for the 6 anna rate ~ 
R~. 0-3-5 per maund<in, the case of the Re. O~lI-O rate, which on & 

distance of 112 miles ..from Chittagong to Chandpur work out respect
ively to '107.and '41 per maund per mile .. 

Then there is the ,question of the traffic to and from Mymensingh 
and stations on the Mymensingh-Bhairab Bazar bran,eh to Calcutta and 
Chittagong. . 

1).e 'rates from stations on this railway to the ports of Chittagong 
and 9alcutta have been ordered by the ltailway Board ·to be fixed on 
'the following principle:-

(a) Traffic to and I~om Mymensingh. 
The through rates quoted between Mymensingh and Chittagong 

via the .Mymensingh-Bhairab Bazar line shall ill' no case be lower than 
those' via Tangi, subject however to the proviso that the maxima are 

·not infringed,-and 

(b) Traffic to-and from other stations. 
The -rate per mile and terminals quoted for traffic between any 

stations on the Mymensingh-Bhairab Bazar line including Branches) 
and Chittagong . shall apply, so far as the Branch line is concerned, to 
traffic between such stations and Calcutta ~~ Narainganj, which may 
be booked via Mymensingh. 

The Assam-Bengal Railway are not satisfied with this decision, who 
have represented ~o the Railway Board as follows through their Ag\lnt 
in I.ndia :-'- -

" The distance from CalClltta and Chittag~ng to MDDensingh are 
as follows :-

lfilea. 
Calcutta to Myinensingh vid Fulchhari • .' 323 
Chittagoug to Mymensingh vid Bhairab and the MymeqVngh. 

Bhairab Bazar Railway. •• • 239 

. " . 
It is thus !Jeen th.at thel'e is a m.ile8.ge of 84 miles in favour of Chitta-

gong~ The Railway" g-()a~d have, however, laid down that the rates 
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between M.ymensingh and Chittagon~ via Bhairab are not W be lower 
than the rate via Tangi except in th~case of maximum cla&.s rates. This 
leaves it op~n to the Eastern Bengal Railway to quote a low ~pecjal rate 
between Calcutta and Mymensingh and at the same time place C~~tta
gong quite out of competition"Oy charging a blocking class rate or a. 
high special rate between Mymensingh and Tangi. . 

The Railway Board have thought fit to put on the restriction ill 
.rates via Tangiin order to safeguard the interests of the Eastern Bengal, 
.railway, who owned' a portion of the alternative route via: Tangi· 
lor some time before the opelling of the through direct route to Chitta.
gong via Bhairab; but the distance from Mymensingh to Calcutta is 61 
miles longer than to Chittagong even via Tangi. The m!!-ximum claas 
rates between 9hittagong and Myme~singh give the advantage to, the 
.di~ect Mymensingh-Bhairab Bazar route by reason of its 23 milea 
.shorter length, this the Railway Board cannot prevent the Mymensingh
Bhairab Bazar Railway route from taking advantage of. It is hardly 
.equity therefore to penalise traffio carried at special rates by ordering 
that t~e 10nger'Tangi route will fix such rates. If the Railway Board 
.accept the principle that a lower ra~e can be quoted by the direct r01U;e 
,so long' as it is a class rate, it is not understood why the prin8iple is 
reversed because th~ rate may be a special one. It may be- protectip.g 
.existing railway interests it is true, but it is not logical and is _ at 
the expense of the public who are thus made to pay higher than on 
.the mileage they can justly expect to be made to pay. 

I should like it .tq be understood that I am not referring to the jute 
;traffic to Calcutta which comprises the great bulk of the traffi.c from 
Mymensingh ; this must go to Calcutta over the Eastern Bengal railway 
,or by steamer from Jagannathga.nj and which the Mymensingh-Bhairab 
IBazar Railway and the Assam-Bengal Railway cannot compete for 
'but to general traffic· such as salt and kerosine oil and import· goods. 
The Eastern Bengal Railway at present I believe carry a' negligibljl 
Iqulftltity of Salt and ker~ine oil to Mymensingh direct via Fulchhari, 
ibecause these commodities are carried by river to Narainganj, whence 
,ex godown they are booked by rail to Mymensingh. From Clu'tagong 
how-ever these commodities can be carried in wagon loads without tran
.shipment and it is hoped by theChittagong traders that they will capture 
the bulk of the C~lcutta trade. The competition Irom Calcutta will 
be with the river ste,!tmers rather than with the Eastern Bengal Railway 
.and the Cb\ttagong direct route to Mjmensingh should be i-ven a frett. 
hand. '" , . , 

' ........ / ", 
-~ I therefore request that conditions may be laid down by the Rail-

way Board to prevent the Eastern Bengal Railw,y imposiJ,l.g a. ~iQCk rate 
between Tangf'8:nd Mymensingh, and I do not. see how this can altogethe~; 
be avoIded. ~thout cancelling condition (a).of the Railway Bm.ta's 
letter of the 23rd March. I h!'-ve not oyerl~oked that the Railway 
Board in :their No. 2146~3953 of the 25th"N'overu.ber 1915 in pa.ragraph .... .. -.. ' 

2M2 
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2(1) stated the intention was to maintain as' far as possibie the BtatU' 
quo-nunc s,sbetween Calcutta a,nd Narainganj and Chittagong, but 

'even ,,0 the shorter distance by 84 miles which'Myl11ensingh is from 
,Chittagong compared with Calcutta entitles the new route to~ a fair 
consideration. In condition (b) of the:r letter of the'23rd Mar~h the 
Railway Board laid down that the rate per mile between stations on the 
Mymensingh-Bhairab Bazar Railway in the Chittagong direction shall 
also apply in the Calcutta direction when booked tM Mymensingh, ..and 
.I, therefore, wish to enquire why this principle should not apply in the 
case of rates between Mymensingh and Calcutta and Chittagong, that 
is to say it should be laid down (i) that the Eastern Bengal ~lway 

/ should not charge a higher mileage rate between Tangi and Mymensingb 
than they charge between Calcutta and Mymensingh and (ii) it win 
be reasonable to remove restrictions II.ltogether in reference to commo
dities in which the Steamer Companies can be snown to control the 'rates, 
and the statistics of which sh1>w they also carry the larger share of the 
traffic." 

It is not quite unprecedented to impose the condition that the rail
way rate to Chittagong should be based on the longer distance vi4 the 
Tangi4route in order to protect the interests of the Eastern Bengal State 
Railway,for the case of rates between Sitapur and Bareilly has been 
treated similarly. In this case the new route of the Oudh and· 
Rohilkhand Railway, a state worked state line, offers the shortet dis

. tancewhereas the old route of the Rohilkund and KWnaon Railway 
(a company worked.. ,state line) has the longer distance. The Oudh 
and Rohilkhand Railway have been told not to base their rates on a 

" lower basis than obtainable on the longer ..distance via the Rohi.lkU.nd 
and Kumaon ~ilway even if in doing so the maximum is infringed. 
although the legality of such a decision is very doubtful; the Chitta
gong-Mymensingh r~te, which has been ordered to be fixed.on the dis
tance by the longer route is, however, subject to the proviso that the 
maximum by the shorter route is not to be infringed. . However as to 
the. basis of. rates to Narainganj, Chittagong and Calcutta from Mymen-

'-'singh Itnd stations on the Mymensingh-Bhairab Bazar Railway the fairest 
settlement would be somewhat on the lines on which rates to Bombay, 
Mlmn~gao and Madras have been fixed. 

These rates are fixed on the following basis :-, 
-

1. The. shortest route either to Bombay, Madras od Murmagao 
to fix the rate between the forwarding statiohs 'and the 
port. 

2. The r!l.ilway or railways owning the longer distance to their 
port or ports shall be at liberty to quowa mileage rate 
equal to the mileage rate fixed by tne'shorter route. 

3. The division of such through rates to be a matter of,Jrettlement 
. between :iall~aYs.. -
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On the above basis the rates to Calcutta, Narainganj and Chittagong 
may be fixed on the following basis :--

1. The shorter distance to either Calcutta, Chittagong or Nar:in-
• ganj to fix the rate. 

2. The railway or railways owning the longer distance to the 
other two places to quote same mileagt> rates subject to the 
proviso that in calculating the rate to Chittagong the 
distance via Tangi to be taken into account and the rate 
thus arrived at to be applied to Chittagong· except that 
when it infringes the maximum on the distance via Bhai~ 
rab.Bazar the maximum on the shorter difltance to be 
charged, it being optiol?-al for the Eastern Bengal State 

. Railway to make pro-rata 1'eduction, in such, exceptional 
-cases to Calcutta 01' to Nara.w.ganj. 
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RATES OF THE BURMAH RAILWAYS. 

The province of Burmah not being connected with India by railw!,-y 
communication has no through booking with Indian Railways. and the
rates .l)f that line are, therefore, more or less local. 

In his report on, Rise of Prices in India Mr. K. L. Dutt has described 
.. Burmah as a separate country," where, he says ... the econon:llc condi
tions prevailing are essentially different from those of India proper. 'F 

The Burmah Railways co~prise a mileage of 1,341 miles and the
extensions of nearly 300 miles have been made known as Burrpah 
Railways extensions and Southern Shan State Railway. 

The Burmah Railway runs from North to South without any railway 
connections with the eastern and western districts and there being 
practically no roads the development oftraffic is more o~ less confined 
to a permanent belt of country. Then agatn the population has been 
since 91den days close to the rivers Irrawaddy and Sittang. 'The
country is also sparsely populated. The population living within the 
area affected by the Railwayis under 5! millions. The need for br~nch 
lines in Burmah is strongly felt, and had it not been for the War 
perhaps good progress might have been made in this direction._ 

The water competition js strong. The Southern part of Lower 
Burmahis composed of the Irrawaddy Delta, which. is intersected by 
streams and creeks-almost all tidal-and launches and country boats 
abound ~ere in large numb~rs, and they are in oompetition with about 
40 miles of the main line from. Rangoon northwards, but affect the 
Bassein-Henzada-Kyangin branch line almost throughout its length. 

Rangoon-Moulmein traffic was actively competed for by the 
British India -Steam Navigation Company, but since the War the com· 
petition has practically ceased, with the result that the traffic has been 
secured to the railway. 

, On the other hand, where there is road, for instance in the Southern 
Shan States, the Railway is faced with road competition, although traffic 
has, for the greater part, been gradually secured to the Railway. 

The question of building feeder roads, besides branch Iin.es is also 
receiving the consideration of the local authorities of the Province. 

The most formidable competitor is the Irrawaddy Flotilla Com· 
pany:....;....The Railway runs parallel "to the river Irrawaddy, which 
flows, west of the line, from north to south froil Mandalay to the 
southern-most point of Lower Burmah. The seQtion north of Mandalay 
is closer to the river than the section south thereof. 
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Th~ Irrawaddy Flotilla Company have a very large fleet of steamers, 
and the railway comes in direct competition with the flotilla company at 

Bassein, 

Henzada, 
Prome, 

Katha. 

Myingyan, 

Mandalay, 
Sagaing, and 

A glance at the sketch map of Burmah Railways, which is 
enclosed to this appendix, will show that the river touches these 
stations, which means that each such station becomes a river port, and: 
river transportation being cheap not only the traffic between such stations 
is affected, but the river becomes the method of distribution of traffic 
between BurmahRailway stations near these river- side places, thus 
giving the railway short leads only. 

T-he competition with river transportation became very acute in 
1910-11 owing to another Steamer Company (which, however, is no 
longer in existence) havin"g come into the field. The war of rntes 
between the two Steamer Companies naturally affected the railway 
rates but the position did not continue for any great length of time. 

The relations between the Irrawaddy Flotilla Company and the 
Railway have not been unfriendly, and, in 1907, an arrangement 
was' come to between the Flotilla Company and the Railway Com
pany under which the railway rates are higher than the steamer freights 
by 4 to 8 annas per 100 viss (or 11 pies to 1 anna and iO pies per maund). 
This is the general basis of rates by the railway and the steamers when 
the two are ih competition with om another, and this has gained t!J.e 
obj.ect which is to divide the traffic Letween the Railway and the Flotilla 
Company equally and yeady statements of traffic are exchanged to 
ascertain if any route has carried more than half share. 

The Railway Company have another agreement with the Irrawaddy 
Flotilla Company regarding through booking of traffic between Katha 
and Bhamo. The terms of- the agreement, relating to rates, are as 
follows:,. -

" Each party shall have as its share of the through charge the local 
fares and rates to and from Katha. The fares and rates shall not be 
enhanced by either party without the consent of the 'other. 'The Com
pany further undertake that the fares and rates by their steamers from 
Rangoon, Prome, Mandalay or Sagaing to Bhamo or intermediate stations 
and V1'ce versa shall not be less than the combined railway and steamen 
charges for-similar traffic under this agreement. 

"Coaching and goods traffic shall be booked through via Katha, 
from any station on the Railway to Bhamo or any intermediate station 

\ 
and vice vero?a, and the through ticket or receipt issued in either case 
shall entitle the holder to equal facilities in regard to the carriage oj 
himself or his goods over both systems as are given in the case 01 
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passengers "and goods booked locally over the same portions of the two 
systems. " 

'~ The company agree that in all cases and under all circumstances 
no preference of any kind shall be given to consignments not booked 
via the Railway at Katha, nor to consignors or consignees thereof over 
consignments so booked." 

The main line of the Burmah runs nearly north due south, viz., 
from Rangoon to Myitkyina, 724 miles nearly, crossing the Irrawadd~ 
Sagaing by ferry. 

:Mandalay, the Chief town of Upper Burma, is situated at the 
end of a" short branch of 3 miles from Myohaung, 386 miles from Rangoon. 

In Lower Burmah there are branches fri>m Rangoon to Prome (161 
miles), from Letpadan to Henzada, Bassein and Kyangin (174! miles), 
and from Pegu·toMil.rtaban, which is opposite M~ulmein (121 miles). In 
Upper Burmah there are branches from Thazi to Myingyan (70 IDl'es), 
from ywataung toAIon (70 miles), from Naba to Katna (15 miles), 
from Myoh~ung to Lashio in the Northern Shan States (178 miles) and 
from Thazi to Aungban in the Southern Shan States (70 miles). 

The area under cultivation of different important crops in Upper 
a;d Lower Burmah were as follows :-

Upper Lower 
Burmah. Burmah. 

Rice. ACreI.!ge .. Acreage. 

19U)'!1 2,145,429 7,876,128 

Ull·12 .. 1,957,713 7,936,548 

19i2·13 " . " 2,095,713 8,196,042 

Milld (Jowar). 

1908·09 1,134,558 .. 
1910-11 . . 433,741 

19U .. 12. ". 4,484.905 

l!H2·13- .• " 516,023 

OilBeedB (8uamum, til or jinjizi)_ 

1909,10 1.207,563 

1910·11 " 
fl91.967 

J 911-12 '" : I 1,150,373 

1912·13 1.336,335 
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The Upper B~rmah also grows some wheat, bajra (millet) gram, 
maize, groundnuts and tobacco, but the acreage is small, whereas these 
-crops in Lower Burmah are of still lesser importance having regard to 
-the area under cultivation of each crop. 

The principal items of traffic on the Burmah Railways were as follows 
in 1913-14 :-

. f 
Unhusked (Paddy) • 

Rice 
Husked (Rice) • 

Timber. 
Mineral substa.nces{maiD,ly stones) 
Fruits and vegetables 
Meta.ls (Iron articles chiefly) 
Sugar (refined and unrefined) _ 
Provisions 
Grain and Pulse 
Salt 
Kerosine oil • 
Gunnies. _. 

-Oil-seifcIs 
Coal (for public) 
.cotton, raw • 
Piece goods, yarn, and twist • 
Fodder (Oil-cake, bran, hay) • 

• I . 

TOTAL 

-' .. 

. --'" 

Tons. 

• 940,222 

218,273' 

• 1,158,495 

198,928 
331,369 
60,396 
52,192 
42,616 
55,761 

. 38,413 
29,746 
25,062 
20,332 
19,379 
13,473 
11,978 
17,273 
38,921 

The "grand total" of the weight of merchandise traffic carried 
-over the Burmah Railways was 2,387,708 t9ns of which "rice and 
paddy" contributed 1,158,495 tons or 48 per cent. 

Burmah Railways carry paddy in bulk as well as in bags and the 
.rates for paddy (rice in the husk) are cheaper than those for rice 
-(unhusk~d). 

The paddy rates are as follows :-(The rates are quoted per 100 viSs, 
which equal 4 maunds 15 seers, and have been converted into maund 
rates for the convenience of comparison with the rates ~f Indiap.,Rail
ways.) .. _/ 

Rates for paddy in bags in full wagon loads :-

For the 1st 125 miles • 
For extra distance 125 miles to 350 miles 
Tor extra. distances above 350 miles 

-' 

Pi~ per 
md. per 
mile. 

'333 
'073 
'055 

The rates for paddy in bulk (loose) are also -the same as those for 
paddy carried in bags with this difference that in the case of loose paddy 
the terminal is levied at the rate of 2fannas per 100 viss (4 mds. 15 seers) 
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for distances up to 75 miles, whereas in the case of p"ddy in bags the 
terminal is 11 annas (i.k" half). Therefore, for short c;li8tances th~ rates. 
over ·Bur~ah Railways including terminals. are rather hi~h; .\lut for' 
distances over 125 miles the rates are decidedly low. . 

There are of course special rates for paddy for instance from 7,ibyugon. 
to Rangoon. 96 miles, which works out to '214 pie per maund per mile. 
This is a much lower rate than the scale rate for this distance. There 
are several such rates which are ren!ered necessary by river competition. 

The rates for" rice" are higher than those for II paddy" ; the. rice 
rates. for traffic in full wagon loads, are as shown below :- • 

For the first 125 miles • 
For extra distances 126 miles to 350 miles 
For extra distances above 350 miles .. 

Pieper 
meL pet 

mil ... 

'333 
'166 
'066 

The rice ra~es apply to all grain and pulses and common seeds, except. 
tSa~ ".Tilseed " is carried at ~he rates for paddy. 

Timber rates are low, and ,are on a sliding scale basis, as ,contrast t<> 
the scale rates for rice, which are on a telescopic basis: _ 

For distances up to 600 miles the timber rates graduate between. 
'205 and '102 pie per maund per mile,.whereas pine, Letpan and Shaw- ' 
byn timber, in small pieces, when carried in wagon loads, to Mandalay 
or Rangoon are charged for all distances (whether long or short) at 3-
pies per ton mile or '11 pie pElr maund per mile. The timber rates are 
therefore low . 

. Similarly, the" stone rates" are also very cheap. For diStances 
under 50 miles the rate is '11 pie per maund per mile and '102 pie per 
maund per mile for all distances beyond 50 miles. They ar~ decidedly 
cheaper than on Ipdian Railways. 

Sugar, salt, kerosine oil are all charged at class rates except where 
there is competition by the river or road. 

Sugar and salt are both imported items of traffic, whereas kerosine 
oil is produced in Burmah but the railway carries a small amount. 
of the oil from the oil fields to Rangoon to the refineries. 

Until 1907, the means used for transporting kerosine oil from thtr 
fields to the refineries in Rangoon consisted of river " fiats" towed by 
the Irrawaddy Flotilla Company steamers. In 1908, the Burmah Oil 
Company :finished the laying of a pipe line between the important 
Yenangyaung field and Rangoon, a distance of 275 miles. The diameter 
of the pipe is said to be 10 inches and the number of pump stations are 
two. As Yenangyat is corinected with Singu and Bingu with Yenang
yaung the Burmah,Oil Company have, therefore, a pipe connection. 
between all their producing centres 'and their refinery at RangoOll • 

• 
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APPENDIX III. 

A NOTE ON SIMUIFICATION OF THE GOODS TARIFFS. 

The work of simplifying the Goods Tariffs of Indian railways was
commenced in 1905 when a Special Committee known as the" Tariff 
Simplification Committee" was appointed by the Indian Railway 
Conference Association to go fully into the matter. The work was' 
delayed from various causes but in 1909 this Committee put forward a 
general classification which, after receiving the approval of the Con
ference and the Railway Board was introduced' with effect from 1st 
July 1910. Subsequently, 'however, in December of the same year
the Railway Board revised their -<>riginal sanction and in paragraph 11 
of the revised letter, the following orders were laid down in regard 
to the maxima and minima proposed for different .classes of goods :-.:. 

"With regard to the maximum and miniinum rates that may 
be charged to the public for each class under the new 
classification, the Railway Board are unable to accept 
the maxima and minima proposed for each class by the 
Indian Railway Conference Association, as to do so would 
be in many cases to raise the maximum rate that could 
be charged to a higher level than has been fixed in the 
past. It was never the intention of the Railway Board 
that uniformity of classification should be accompanied 
by a. general rise in the maximum rates which railways 
are permitted to charge. . -

In these circumstances the question of what maximum and 
minimum rates should be fixed for each of the classes 
under the new classification must remain in abeyance 
until a satisfactory method can be devised for quoting 
a maximum and minimum rate for each class, which would 
not necessarily have, t.he effect of making the maximum 
rate which might be charged higher than what was per
missible under the old classification. 

In the meantime, the maximum and minimum rates that may 
be charged by any railway for any commodity under
the 'new dassification must not exceed the maximum and 
minimum that was authorised for that railway for such 
commodity prior to the introduction of the new classi
fication and subject to the conditions then in force. " 

These orders, which were issued as the result of agitation on the
part of the public against the increase in the classification, nullified 
to a great extent the work of the Committee, inasmuch as the large 
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-
number of excreptions to the general classification which it would have 
been necessary for each railway to notify, in order to comply with the 
·third clause of the paragraph quoted, would ha..vehad the effect of 
'p1aking the classification more complex than ever. It may be remarked 
here that neither the trade nor the pUblic were consulted when, in 
:some cases, the classification was increased. Such a thing would not 
be possible in Great Britain. A special meeting of the Association was 
therefore held to consider the position and a deputation therefrom 
which waited on the Railway Boarl;l was informed by the President of 
·the Railway Board that the orders issued could not be modified and 
that it would be necessary to append the following note to the 
:.Schedule of·Maximum and Min}mum class rates proposed:-

;, The maximum rate, which may be charged for any commodity 
under the above schedule of maximum and minimum 
rates for goods traffic now sanctioned, must not exceed 
the maximum rate permissible under the classification 
in force for such ~ominodity on the 30th June 1910 on 

Railway." 
It was therefore decided to revise the general classification already 

:issued in order that the number of exceptions involved by the Railway 
Board's order might be kept to as Iowa figure as possible. With this 
-end in view, the classification was re-examined by the Committee and 
-<>n their recommendation a reduction was made in the class of over 
325 commodities. -The revised classificatiQ,llreceived 'the sanction of 
the Railway Board in their letter No. 1260 RT. of the 28th August 
1911, and was brought into force -from the 1st September following, 
-each railway issuing exception lists, where necessary, to comply with. 

-the Railway Board's orders that the classification on any railway 
should not exceed that in force on the 30th June 1910. Continuous 
efforts were made to secure greater simplification and up to May 
1915 the class of a fu.rther 268 commodities had been reduced. Even 
then uniformity of classification had only been-secured in respect of 
,some 55 per cent. of the comJIHlditi~s.included in the General Classifica
tion and it was felt that if real simplification was ever to be obtained 
.some modification of the Railway Board's orders quoted in paragraph 2 
:above was necessa~y. 

The matter wali discussed by the Confe!ence Association and as a 
result statistics of commodities in which the traffic was unimportant 
were got out and an application was made to the Railway Board for 
permission to enhance the classification of these items.o~ those railways 
which were obliged to . quote a higher classification than that of the 
General Classification of GoodS. At the request of the\Railway Board 

. the Chambers of Commerce were' consulted. ~ 
As a- result of this reference it became possible to remove about 600 

items from r.ays' exception lists and since then a large number of 
-other itelllS have been removed as being unnecessary owing to traffic 
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therein being negligible or in some cases non-existant. Uniformity
has now been secured in respect of over 70 per cent. of the commodities. 
in the General Classification of Goods and of the balance, in the case
of 7 per cent., only one railway quotes an exception. 

Concurrently with the simplification of the classification a uniform 
code of rules for the acceptance, carriage and deJivery of goods was. 
drawn up and accepted by all railways. These include the following 
rule:"':- -. 

Rule 4. Any of the COIlditions relating to the following .in force· 
on the forwarding railway will apply in through booking to the
station of destination. 

(a) Minimum weight. The ,following - minimum weights only
-will be used in through booking between railways:-

Maunds. 
54 
81 

100 

Maunds. 
160 
200 

270 

Maunds. 
300 

400 

450 

(b) Packing, pressing and measurement conditions. 
(c) Prepayment of freight or otherwise. 

• 
(dl Loading and unloading by sender and consignee or railway

except cranage charges. 
(e) Bulky goods. 

Clause (a) which limits the number of diiIerent minimum weights which 
can be used in through booking to 9, is of particular importance as prior 
to the introduction of this rule in 1913 there were in force on railways 
a very large number of different minimum weights. One railway alone
had no fewer than 70 different minima for different commodities and 
!J.llother had as many as 7 minima wetghts for one cominodity _ 
A standard form of Goods Tariff has also boon approved and has been. 
adopted by railways. This will ensure that the same chapter in what-· 
ever railways tariffs-, will always deal with the same- subject and will' 
greatly facilitate reference. The forms of junction rate lists have also-

'been standardized. These are no longer printed by the Conference as 
the arrangement was found to be both inconvenient and uneconomical 
but the standard iorm approved is being retained. 

The attention ot the Goods Classification Committee is now being 
directed towards a reduction in the number of schedules in force and 
the assimilation of weight conditions where 'one railway quotes a. 
wagon rate and another a maund rate for the same coxpmodity or where-
different minimum weight conditions are attached to the carriage of 
one commodity. -
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ON CC ECONOMICS OJ!' TRANSPORTATION." 

In~hapter VIII, to which this is an appenaix, attention has been 
~awn to the fact that the l'\ll1 per wagon per day has a great deal to do 
wit. the earning capacity of a railway, but it is essential to further 
·demonstrate that when -the wagon capacity is wasted the work done 
per wagon per .day at once diminishes to the detriment of the interests 
·of a railway in many ways. 

A larger number of wagons than is actually necessarf to move the 
-traffic economically not only increases the capital cost but the working 
-expenses as well, as the interest on increased capital, not actually needed, 
-the depreciation on wagons, the cost of handling and hauling more 
'wagonaaU add to the working expenses. 

During 10 years preceding the War there were large additions to 
TOlling stock on Indian Railways in response to the demands continually 
made by the public for increased facilities of transport to enable the 
railways to carry the increasing ,traffic. 

But whether the improvement in transport facilities demanded 
by the public required such large sums to be spent on increased rolling 
~ock is doubtful; and it cannot be said that the Government of 
India 'did not realise this for in their Administration report on Rail
ways for 1907 they distm.ctly pointed out that" before more wagons 
·could be placed on the railways further expeI;lditure on facilities were 
indispensable." The results, however, show that wagons were 
placed on railways before proper facilities to move the~ quickly were 
provided for. . 

For purposes of this discussion we may confine ourselves to the 
results of goods traffic working on the broad gauge sections of the 
following railways :-

• Bengal Nagpur Railway, 
Bombay, .Barodaand Central India Railway, 
Eastern Bengal- State Railway, 
East Indian Railway, 
Great-Indian Peninsula Railway, 
Madras and Southern Mahratta Railway, 
North Western Railway, . 
Oudh and Rohilkhand Railway. ' 
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During 9 years 1905 to 1914-15 the total value of rolling stock on 
the above lines increased to the extent of 391 crores of rupees, as 
detailed in the following table :-

1905. 1914-15. 

- Grand tot·al Grand total Excess. value of· value of 
rolling stock. rolling stock. 

-
Ra. Re. Re. -

Bengal Nagpur Railway · · 4,23,52,000 9,15,81,000 4,92,29.000 

.Bombay, Baroda and Central India 2,38,19,000 5,36,58,000 2,98,39,000 
Railway. 

.Eastern Bengal State Railway · 1,83,15,000 4,10,91,000 2,27,76,000 

East Indian Railway · . 11,92,40,000 20,48,37,~00 8,55,97,000 

-Great Indian Peninsula Railway · 6,56,63,000 12,89,31,000 6,32,68,000 

lladras and Southern Mahratta- Rail- 2,75,75,000 3,18,28,000 42,Q3,00O 
way. 

North Weste~ Railw:y · . · 7,34,02,000 19,01,45,000 ll,67,43,000 

.()udh and Rohilkhand Railway. · 2,3~,69,000 4,51,59,000 2,18,90,000 

TOTAL · 39,35,95,000 

A very large portion of this expenditure was for goods rolling stock, 
;and it will be noticed from the foregoing table that the expenditure 
-on the North Western Railway was the highest. 

The increase of traffic on the North Western Railway in merchandise 
'Was as follows from 1907 to 1914-15 :~ 

1907 
1911 
1914-15 

Tons. 
5,241,859 

5,587,700 
5,930,712 

The figures of 1911 sho*" an increase of 6'6 per cent over those of 
1907, while the traffic in 1914-15 was greater than that of 1907 by 1~ 

'Fer cent. 
Now let us see-what was the increase in the number of wagons:- , 

In 1907 • 

# •. ~ ,,1911 • 
- -_" 1914·15 

Number of wagons-in 
use on the North 

: Western Railway. 
13,906 
20,965 
26,764 

• (It -has already been shown in Chapter VIII that with the increase 
in the number of wa.gons the number of high capacity wagons also 
increased.) . 



528 MONOGRAPH ON INDIAN RAILWAY RATES. 

Compared with 1907, the increase in the number of wagons in 1914-15-
on the NorthWestElrn .. Railway was 92 per cent. while the rise in the
weight of traffic was but 13 'per cent. ; a. very extraordinary dispropor- -
tion between the figures of increase of traffic and those of increase in 
rolling stoc~.~ , 

Even taking the ton miles, i.e., number of tons of goods carried one
mile, it is observed that the ton miles in 1914-15 were' greater than those 
of 1907 by such an insignificant figure as ·79 per cent. (not even t per-
cent.) -

The enormous increase in the number of wagons on the North 
Westem Railway resulted in very largely diminishing the work d~ne
by wagon per day, vide filmles below:-

I,~ 1907 
.. 1911 
.. 1914·15 

Number of miles run 
per wagon per day on 

the North Western 
Railway. 
Miles. 

53 
41 
29 

The mileage run by a wagon in 1914-15 was lesS"than1ihat of 190r 
by 45 per cent-a very large decrease. Even taking 1911 the decrease
was 22 per cent. in comparison with 1907. 

The cost of operation also wimt up on the North Western Railway, 
as the folloWing figures of cost of haulage (including interest on capitat 
spent on open lines at 5 per cent. per annum) will show :-

t 1st half year 
In,)907 

. 2nd half year 

f 1st half year 
" 1914·15 

2nd. half year 

Pies per ton 
mile. 

4-28 

3·93 

4'73 

5·32 

·The reason for taking the interest on capital spent on open line is. 
to show the effect of the money spent on wagons, whi~h was included 
in the capital cost. , 

It is true that as the-North Westem Railway- deals very largely 
in wheat -traffic, which has all to be carried in in three or four months, 
it is ;not in the same po~ition as the coal carrying lines, where traffic ill' 
better distributed throughout the year but the fact remains th~t the
increase in traffic was only 13 . per cent., to carry which 92 per cent. 
wagon capacity was increased. The point is whether most of the mon.!y 
spent on wagons could not have been utilised in improvement of 
facilities for movement of trains and wagons and for improvement of 
terminal facilities. 
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A statement is annexed to this appendix showing for the fear 1907. 
1911 and 1914-15 the following statistics :-

(a) Gross receipts from goods traffic, 
(b) Goods train miles IUn" 
(c) Ton miles (i.e., tons of goods carried one mile), '. 
(d) Average number of tons in a train (goods), 
(e) Average number of vehicles in a goods- train, 
(f) Average goods receipts per goods vehicle, per mile. 
(g) Averag' goods receipts per train mile, 
(h) Average sum received for carrying one ton one mile. 
(i) Total number of goods vehicles and number of miles IWl 

per wagon pe): day, .. 
(i) Average cost of hauling one ton one mile, 
(k) Average cost of haUling one ton one mile, including interest 

on capital at 5 per cent. per annum, 
(l) _Total weight of merchandise in tons carried over eac.h railway. 

It will be observed from this statement (pages 532 to 538) that 
there was a falling off in the work done per wagon per day on almost 
every line. 

A summary of the results under the following heads is given below 
. for ready reference :-

1. Percentage of increase in wagons, 
2. Percentage of decrease in the work done per wagon per day, 
3. Percentage of increase 1.n ton miles, 
t. Percentage of increase in weight of goods. , 

N 



- . . 
,. 

Bombay; I l\hdras • Oudh 
. 

Bengal Baroda Eastern East Great and NiZltm's North and . an!! Bengal Indian Guarl1nteed Nagpur Indian Southern ~~rn Rohil· 
Railway. 

Central State Railway. Peninsula Mahratt:l. State R &y. khand' 
I 

India Railway. .~ailwlJ,y. R,ilway. Railway. ,¥ • .Railway.· . Railway • 

-
, 

Percentage of the inorease in the No. of wagons Decrease , 
in 1911 over the No. in 1907 '. • 0 36:3 45-1 14-3 16·7 20 *18'3 27·3 5v·~. 14·9 

Percentage of. the decrease in the work done 'p\r Increase Increa~e Increase 
22·6~ 

IIncreas6' 
wag~n per day in 1911 as compared with 1907- I., .. 14-28 3·57 . 3·77 19·6 6·06 18 18·18 

Percentage of the inorease in the No. of wagons Decrease 
in 1914·15 over the No. in 1907 • • • 65·59 .76·72 42·24 63·8 3'7-7 16·35 63·03 92-46 37·7 

Peroentage of the deorease in the work done 
per wa/(on' per day in 1914·1915 as· oompared 

• 3'57 
• 

with 1907 '0 o· • 0, 0 • ; 9·3 14·28 11·37 3137 .. 22 45·3 12-12 

Peroentage of the inorease in ton miles in 1'911 I Decrease Decrease Decrease 

45'
03 1 

I 
as compared with 1907 · · 0- 0 19·76 25·9 33·6 26·9 1·57 22-55 1-68 ·14 

Percentage of the increase in ton miles in 1914·15 Decrease ! 
&8 oompared with 1911 · · . 26·' I 1404 3·7 26·2 8·2 I 38·1. 14·J9 !-5 5·2 

! . 
Percentage of the inorea,se in ton miles in 1914-15 .-as compared With 1907 · · . 83·3 37,02 30·6 68·6 37-4 35·9 5-l6 ·79 5·08 

Percentage of the inorease in mel'Clhandise Decrease • 
traffio in 1914·15 a8 oompared with 1911 • 21·8 10·2 15·1 17·3 6·4 .9·18 2'7 6·13 '·7 .. , 

Percentage of the inorease in merchandise . 
traffio in 19\4.15 as oompared with 1907 • I- 53-15 25·67 29·32 35·02 27·5 37·6 U·2 13-1 5·' 

• Due to Jalarpet-ManllBlore Section made Oft!' to S. L' Rail", .. ,,_ 
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The Bengal Nagpur"nailway with an increase of 53 per cent. in t'he 
traffio and of 83 per oent: in ton miles, had additionalstook to the extent 
of 65·59 per cent. in. 7 years. The inorease in its wagon oapaoity Wall" 

more proportionate to its 'advance- in traffiC' and with long distanoe 
full wagon load traffio in 000.1 and in Manganese this Railw~ showed 
a falling off of only about 9 per oent. jnthe work done PeWgon"per 
diem."·' 

On .the East Indian Railway, there was an increase of 68'6 per oent. 
in-ton miles:a.nd the number of wagons rose by 63'8 per cent. and the 
weight of traffia:by 35 per oent. In this case wIth a fair proportion 
between the inorease in ton miles and. the rise inthe number of wagons, 
the mile~ge l'1lIl per wagon per day was less in 1914-15 by 11'32 per cent. 
only .. Like ~he Bengal Nagpur Railway the East Indian Railway has 
the advantage of through fully loaded coal trains, whioh ought 
ordinarily to get through quicker. 

On the Great Indian Peninsula Railway there were difficult,ies in 
moving the traffio, but yet as the rise in ton miles, -andtl1e addition 
in the number of wagons were both 37 per oent. the reductioJ:!, in the 
mileage run per wagon per day has been 31'37 per cent. against 45 per _ 
cent. on the North Western Railway. 

The broad-gauge seotion of the Bombay, Baroda and Central India 
Railway from Ahmedabad to Bom'Qay has the advantage of 
getting full train load traffiofrom Sabarmati and the Nagda-Muttn. 

>Railway also handles a large amo'tnt of through traffio. The addition to 
its rolling stook was somewhat large; it was 76 per oent~for an inorease 
of 25 per oent; in weight of traffio and 37 per cent. in ton miles. It' 
is a~mitted that the disproportion was not so great as in the oase ol. 
the North Western Railway but yet the heavy inorease on its r.olli~g. 
stock, in spite of its oertain advantages just mentioned, showed a' 
deorease in the work done per wagon per day by more than 14 per oent. 



1914·15-
lst half 

2nd half 

1907-
1st half 

2nd half 
\ 

\ 

1911-
lat half 

2nd half 

-. 

GBOSS REOEIPTS. 

.. 

TOTAL 

TOTAL 

Beng(~l 
Nagpur 
Railway • 

Rs. 

Bombay, J 

Baroda 
and 

Central 
India 

Rail'ray. 

Rs. 

Eastern 
Bengal 
State 

Railway. 

Rs. 

I 
Great I 

E~t Indian 
. IlI;dlan Peninsula 
Railway. ~. Railway 

I " 

'Madras 
and 

Southern 
Mahratta 
Railway. 

In Thou8and& of Rupee8. 

Rs. IRs. Rs. 

! 3.47.85 2.44.07 

Nizam's 
Guaranteed 

Sta.tu 
Railway. 

Rs. 

20.67" 

I 
~orth 

Wastem 
Railway. 

R,Q. 

Oudh' 
and' 

RohiL: 
"knand 
Railway. 

Re. 

37.63 1,14.71 

1,37,24 

1.03,33 

1.09.99 

41.112 

61.a 3.85.73 3,00.72 68.69 
, 

21.98 

2.82.41 
I 

2.31.78 111.55 \ .... 
~ 

�-------�------�,------�-------�------- -----1-------1-------1------
2.51.95 2.13.32 1,03.06 7.33,58 5,44.79: 1.32,00 42,65 5.14.19 89.18 

-------I------I·-----_~I-------I-------I------ -----r------:------· 
1,04.95 

77.61 

1,82.56 

1.13.66 

93.00 

2,06.66 

93.94 

58,57 

1,18.36 

90.76 

2.09.12 

34.92 

63.27 

98.19 

34,40 

68.32 

1.02.72 

2,90,88 

2.62.05 

5.52.93 

3.34.69 

3.00.88 

2.90.31 

1.83.30 

4.73.51 

2.91.66 

2.26.00 

6.35.571 11.17.66 

65.92 

61.41 

1.:17.33 

57.80 

63,09 

1.11,88 

20.21 

18.14 

38.35 

23.91 

20.69 

2.49.15 

2.72.58 

5,21.73 

2,81.36 

2.65,04 

44.60 I 11,46.40 

42.54 

46.50 

89.04 

49.51 

39.52 

89,03 

~ 
~ 



OOODS TRAIN-HILES RUN. I In thowand8 of jUles. 
\ -

1914·15-
13,52\ 8,81 72,85 52,04 11,53 1st ha.1f . . 26,54 4,11 47,60 , 11,56 

2nd half · 28,38 14,75 9,78 77,97 51,89. 11,39 3,90 45,46 12,10 

. 
TOTAL 54,92 28,27 18,59 1,50,82 1,03,93 22,92 !I,Ol 93,06 23,66 

1~07-
51,64 13,80 1st half · · . 20,00 9,67 7,09 55,15 4,07 49,92 9,91 

.2nd half , · · 17,85 7,45 8,37 51,84 40,94 13,86 3,59 I 51,95 11,23 

, 
TOTAl'. 37,85 17,12 15,46 1,06,79 ( 92,58 27,66 7,66 1,01,87 21,14 

. 
1911-

1st half · · ~ 23,45 13,37 7,30 62,12 55,47 9,89 4,31 56,05 12,74 
. 

2nd half ", 21,40 11,42 9,89 59,25 48,04 8,53 4,09 50,72 11,48 · -
--

TOTAL 
. 44,85 24,79 I 17,19 1,21,37 1,03,51 18,42 8,40 1,06,77 24,22 

-
TONS OJ' GOODS OAllRIE~ ONE MILE (TON MILES). 

1914·15-'-
In Thou~and8 of TOM. 

\ 
I 

1st.half · 65'0,110 324,346 149,740 2,186,938 958,988/ 240,633 64,070 1,24~,?60 147,979 

2nd.half 
,. ... ~ 0. 

· · 767,(153 365,410 195,630 2,580,493 1,178,898 261,062 67,631 1,04U9!J 208,601 

. i ],417,163 1 

, 

2,137,886 1 
I 

ToTAL 690,756 345,370 4,767,43] 501,695 131,701 2,288,959 356,580 



I . 
I 

Bombay, I Madras Oudh 
Bengal Baroda Eastern 

I East Great and Nizam's North and 
and Bengal Indian Guaranteed Nagpur 

Cen~ral State Indian Peninsula Southern State Western Rohil. 

I 
Railway. India Railway. Railway. 

Railw~y. 
Mahratta Railway. Railway. khand 

Railway. Railway. Railwa.y. 

I I 
, In Tlwu&andB.ofTonB. • , 

1907-
1st half · 437,545 321,659 108,744 1,470,685 949,300 I 191,301 65,181 1,962,818 163,991 

177,72S 
., 

2nd half · · · .. : . · 335,366 182,462 155,563 1,355,881 606,735 -60,059 1,208,177 175,355 
-, 

TOTAL 772,911 504,121 264,307 2,826,566 1,556,035 369,029 125,240 2,270,995 339,346 
\ 

1911- I . 
lBt half - / - · - 583.957 349,560 131,871 1,955,746 1,086,718 179,959 80,841 I,HI8,597 180,914 

2nd haJf · -- .' -! - · · ,537,004 254,193 201,149 1,821,792 888,642 183,259 72,640 1,064,152 157,947 

TOTAL · 1,120,961 603,753 333,020 3,777,538 1,975,360 363,218 153,481 2,232.749 338,861 
\ 

AVBBAGlil Nl1MBBB 01' TONS IN .A. TBA~. 

1914.1/)-
Tons. Tons. Tons. Tons. Tons. Tons. Tons. Tons. Tons. 

let half · · · · · · . · 244-93 239·98 ~70·0l 300·21 184,029 208·71 155·80 '26J.l0 1280()3 

2nd half · · • · · · · 270·25 248·49 199·97 330·95 227-19 229·29 173·52 230·13 172·46 

1907-

"-
1a~ half · · · · · · · 218'76 332·69 153·42 266'66 183·82 138'59 121-59 212'89/ 165·56 

2nd half · · · · · · · 187·88 245'09 185·1}4 261-58 1 148·18 128·27 132·74 232·55 156·20 , 



11111-
1st ha,lf 249·02 261-51 180·62 314·82 195·91 181·92 176·40 208'50 141-95 

2nd half 250·90 222·51 203044 307-43 184·97 214·74 175·83 209·80 137-58 

AVERAGE NUMBER OF VEIDcLES IN 4 GOODS 
TRAIN. 

1914.15-
1st half 30·01 3H2 36·05 35·64 24-19 29·14 22·90 34-53 25·96 

I 
23-13 2nd half 32-40 35·74 38·40 37·05 26·93 31-14 29·79 26·91 

1907-
1st half 26·63 40·59 30·18 35·80 24·73 23·72 15·84 24-39 28-40 

2nd half 26-15 36·60 34·82 35·94 23·49 22·3~ IHO 28·22 26·53 I 
~ 

1911-
38'561 

"tI 
1st half 30·91 33·62 31·24 25-49 28·62 22·59 29·92 24-55 ~ 

I 

~ 2nd half 33·21 36·87 35·64 37·59 \ 24·40 28·96 23·70 30'17 22·64 
..... 

AVERAGE GOODS aECEIfTS PER GOODS VEHICLE ~ 
PER MlLE. Pies. Pies. Pies. Pies. Pies. Pies. Pies. Pies. Pies. 

1914·1f>-
1st half , . .. 27-6p 42·65 25·35 25·73 37·23 36·76 42-14 37-31 24·08 

2ndha~. 28·65 40;07 31·25 25·64 41-33 37·20 46·83 32·86 30-41 

1907-
1st half 37-83 45·94 30·30 28·28 43·65 ·38·66 45·69 39·29 29·04 

2nd half 31-93 41·26 41·70 27·00 36·60 11'302 45·05 35'70 29·97 

1911-
Mha.lf 

: I 
30'1l 50'57 28·96 26'83 39·60' 39·26 44·35 32·21 30·38 

2nd half 25-12 41-37 37-23 25·94 '37·01 41-95 40·58 33·25 29·19 Cl 
~ .,... 



, . 
Bombay, 

East Great Madr",s Ni2am's Oudh 
Bengal Baroda Eastem and North and 
Nagpur and , Bengal Indian Indian Southem Guaranteud Westem Rohil. 

Railway. Central State Railw\\y, Peninsula Mahratta State Railway. khand ~ India Railway. Railway. ' Railway. 
Railway. Railway. Railway. 

! 

AVERAGE GOOD!! BECEIPTS PER TRAIN 1dILE. I . Rs., 
'- Rs. Rs. 

1914·15-
Rs. Rs Rs. Rs. Rs. :Rs. 

1st half , , , • 4-32 7-64 4'76 4·78 4·69 5'58 5·03 5·93 3·26 

2nd half , , 
" 4·8t. HG 6·25 4·95 5·80 6·03 5·64 5-10 4-26 , 

1907-
1st half , , , 5·25 9·71 4·93 5·27 5,62 4'78 4·97 4·99 4-29 

2nd half" 
, 

0, 0 0 , 4·35 7·86 7-56 5·06 4'!i8 4'43. 5·06 5·25 4-14 

1911-
1st half " 0 0 0 4·85 8·85 4-71 '6'39 5·26 5·85 5·54 5·02 3·88 

2nd half 0 0 , , , 4·34 7·94 6·91 5·08 4·70 6·33 0·06 5·23 3·44 

AVERAGE SUM RECEIVED JrOR CABRYINQ ONE TON ~-- I \ 
0 -ONB IIIILlil. 

Pies. Pies. Pies. Pies. 
1914·15-

Pil'8. Pies. Pies. l'iils. Pil'8. 

lat half 0 , , 0 , 0 3-39 6·12 5·38 3-05 H9 0·)3 6·19 4·36 4·88 , 
2nd balf ! 0 , : , }'44 5'76 6·00 2-87 4-90 5·05 6·24 4·25 4·75 

1907-
lat half 0 0 0 0 , 0 4·61 11·61 6·16 3'80 0·87 6·62 5·95 '·50 4·98 

2nd half 0 0 0 0 0 0 0 4·44 6·16 7-81 3·71 0·80 6·63 6·80 '·33 6'OA 



--1911-
0'01 i 1st half · . . • -t • I 3·74 6'50 3·29 5-15 6·18 5·68 4·62 5·25 

l 
, 

2nd half · . . . · 3·32 6·86 6'52 3'17 4·88 0·66 5'47 4·78 4-80 

1914-15-
AVERAGE NUMBER 01/ GOODS VI'!BICI.ES I 14,~1 9,366 6,627 33,975 17,770 4,516 1,839 26,764 7,770 

I 

NUMBliR 01/ MIl.ES RUN PER WAGON PER DAY 39 30 27 47 35 33 39 29 29 

1907-
AVERAGE NUMBBR 01/ OOODS VEHICLES · 8,709 5,300 4,659 20,742 12,905 5,399 1,128 13,906 5,644 

NUMBER 01/ MILES RUN PER WAGON PER DAY 43 35 28 53 51 33 50 53 33 . , 
\ 

1911- / 

AVERAGE· NUMBER 01/ OOODS VEHICLES 11,873 7,693 5,328 24,212 15,487 4,409 1,436 20,965 6,488 

NUMBBR OF MILES RUN PER WAGON PER llAY 43 30 29 li5 41 35 41 41 39 

~ 

AVERAGE COST OF HAULING ONE TON ONE MILE. 
Pies. Pies. Pies. Pies. Pies. Pies. Pies. Pies; Pies. 

1914-15-· 
1st half 1·88 2·81 4-17 1-40 3·65 2·90 2·90 2·60 3-10 

2nd half · 1-56 2·85 3·28 1-09 2·23 2·51 2·93 2·90 2·59 

1907-
1st half 2·04· 2·00 4·61 H'I 2'50 4'49 1·97 2·34 3·05 

I 
2nd half 2·48 3·0.0 3·88 1·58 3·36 5·00 1-85 2·15 3·64 

1911-
2·68 1st half 1-86 3'76 1-34 2·58 8·29 

""1 
2·81 2·53 

2nd half . 1·75 3·10 3-41 1·35 2·71 3·21 2·87' 2·72 2·55 . 

, 



..... Bombay, Madras Oudh \ Baroda Eastern Grt>at Nizam's Bengal' \ and Bengal East Indian' and Guaranteed North and 
/ Nagpur Central State Indian Peninsula Soutlern, State Western Rohil· 

· Railway. India Railway. 
Railway. Railway. Mah tta Railway. Railway. khand 

Railway. Railway. Railway. 
L 

I , 

AVERAGIII .COST Olr lIAULING ONIII TON ONIII MU.m, 
INOLUDING INTIIIREST ON CAPITAL, SPENT ON 

\ 

TRill OPIilN LINES,' AT 0 PER OENT. PER ANNUM. 
, Pies, Pies. Pies. Pies. Pies. Pies: Pies. Pies. Pies. 

1914-15-
. 

\ , 
1st Iialf · · · · · 3·63 4·95 7·24 2·55 5·63 0·06 0·64 4·73 6·46 

2nd half · · · · 3'li 4·89 6'57 2-12 3·93 4·58 5'53 5·32 5·23 . 
1907-

1st half · · · · , . 4-17 3·62 7.51 2·87 4·23 8·04 4-50 4·28 0'~3 

2nd half · · · · 0·29 0·81 6-15 3·05 5-77 8'78 4'57 3·93 6·29 

1911-
1st halt · · · · · · 3'70 4'46 6·30 2-49 4·23 6·15 0'07 4-95 0'30 

"-

2nd half · · · · · · · 3·70 0·29 0·72 2'56 4·60 0·93 4·82 0'12 0·67 
! 

TOTAL WEIGHT Olr MBRCRANDISE IN TONS, CARRIED 
DURINo- , . 

1914·15 · · · · · · · 6,261,ti9 2,858,238 4,233,445 14,987,357 5,672,800 3,342,998 893,983 5,930,712 1,926,294 

1907 
, 

4,088,695 2,274,346 3,273,471 11,100,174 4,446,611 2,428,768 782,584 5,241,859 1,827,567 · · · · · · · 
1911 I' · · · · · · · 11,138,569 2,591,854 3,658,908 12,771,980 0,328,142 3,061,730 918,344 5,587,760 1,838,914 

.. 
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Further examination of the position in prder to see whether the rail
ways are doing their best in utilisfng the capacity of the railways is 
essential, and it will not be mere academic discussion if the statistical 
results are scrutinized, for it may result in attracting attention to-
wards improvements. . 

In the first place, although the carrying capacity of a line may be 
constant in theory it is not so in practice, because the traffic fluctuates. 
This is very true in ordmary times, when the traffic does fluctuate from 
month to month, sometimes week to week. During existing times, 
however, the fluctuations are more due to want of wagons at.,places of 
loading and for delays at junctions, irfbig yards, etc. Otherwise, under 
existing conditions, with constant and heavy traffic the maximum ca
pacity of the line can be very well kept occupied, if there is a combina
tion and an organization, which would look at things from all points q£ 
view and have such· information as would enable the organizers and 
administrator!, to work back and be ready for things that now come 
suddenly and 'have to be faced without there being any preparation for 
it. It does not require any high degree of technical knowledge of trans
portation to know that if any section of the line is to be occupied in 
carrying maximum capacity of traffic it is essential that trains must 
.have full loads. The maximum weight of trains on any line depends on 
several factors, such as the hauling power of the engines, speed required, 
grades, the lengths of available loops and sidings. Railways have 
fixed loads _ on certain sections of their lines and in these days 
50. loaded wagons to a broad gauge train does not seem to be an 
unduly high figure. 

For the year 1915-16, the following were the average number of 
loaded vehicles to a freight train on the following important. broad 
gauge trunk lines :- __ 

Bengal Nagpur Railway - . 
Bombay, Ba.roda and Centra.! India Rail-

way • 
East Indian Railway 
Great Indian Peninsula Railway 
North Western Railway • 

1st ha.lf. 
32-15 

36·2! 
35-64 

27-58 
34·49 

1915.16 

2nd half 
33-30 

37-23 

37-39 

27-84 -- 32·81 

One can understand the reasons for limited loads on the Great Indian 
Peninsula Railway because on greater portion of this line (Great Indian 
Pe~nsula proper) there are grades which operate against heavy 
loads, but the point in whether the figure of 27 is a fair average. 

The best results were those of the East Indian Railway, Bombay, 
Baroda and Central India Railway, but even on these lint'S there was 
an average deficiency of 13 vehicles to Q. train. 

What this means can be illustrated by an example. Say between 
A and B 1,850 loaded wagons have to be moved .. This can be done by . 
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running 37 trains of,50 loaded each, "ut if each train contains 3710~ded 
wagonS the section A and B is burdened with 13 more trains and thus 
its actual capacity is wasted to this extent and this afiects a very large 
are", and delays are apt to be cumulative. 

The average carryin? c:pacity of wagons has been given as foll~W8 :-

Covered wagons. Open wagona. 
- Tons. Tons. 

Benga.l Nagpur Railway • 16,23 17-77 
Bombay, Baroda and Central India Rail. 

way 18,86 19-17 
East Indian Railway 18·16 16·7' 
Great Indian Peninsula Rail!"ay 18·32 16·43 
North Western Railway • .. 21·32 17-63 

-The average load secured per loadeOrvehicle (without taking the empty 
vehicles into account) waS as follows in 1915-16 :-

1st half. 2nd half. 
Tons. Tons. 

Bengal Nagpur Railway. • • • IH2 12-77 
B~ Baroda and Central India Rail· 

way 11·23 10-94 
Great Indian Peninsula Railway 10-76 11-92 
North Western Railway _ 10-76 10'33 
EaSt Indian Railway 13-93 U-Ol 

These figures show a further waste of capacity, which taken in con
junction with the wastage of train capacity- represent a serious loss, 
especially when it is remembered that'lhe figures are lor loaded vehicles, 
without taking into account empty wagons. 

The North Western Railway have provided for wagons of highest 
capacity, but its loads were not big. High capacity wagon means 
bigger tare loads and with' no advantage in the actual load this must 
mean g!eat waste of capacity b!>th in number of trains and wagons 
used. 

On the North Western Railway, for instance, with a mean capacity 
of 1'9'475 tons the average mean load is 10-545 tons, which means that to 
carry 1,000 tons of traffic about 91} vehicles are used instead of 53 only, 
or in other words, lor every 1,000 tons 42 vehicles are beirtg unnecessan1y 
used. Wagons of seemingly unnecessary high capacity involving 
wastage of space on trains, meaning more trains go to add to 
COngestion at junction, terminal, and marshalling stations and 
mean additional staff, engines, etc. 

" 
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From'Railway Board's Administration Report for 1916-17 it is 
noticed that the results in regard to the number of miles run per 
wagon per day were as follows':-

Bengal Nagpur Railway • 
Bombay, Baroda and Central India Rail-. 

way. 
Eaet Indian Railway 
Great Indian Peninsula Railway 
North Western Railway • 

Miles per day 
1916-17. 

40 

39 
59 
47 
34 

Miles per day; 
1907. 

43 

35 
53 
51 
53 

It wilH1e seen that while .the East Indian Railway showed a bette~ 
result in the work done per wagon per day the other railways excep~
ing the Bombay, Baroda and Central India Railway did not 'show any 
improvement as compared with results ten years ago. 

The results in 1915-16 were as follows:-

Bengal Nagpur Railway 
Bombay, Baroda and Central India Railway 
East Indian Railway 
Great Indian-Peninsula Railway 
North Western Railway 

Wagon 
miles 

per day. 

42 
-35 

52 
37 
30 

which show -that while there is no improvement in 1916-17 except for 
the East Indian Railway and the Bombay, Baroda and Central India. 
Railway compared with 1907, though there was an improvement on the 
East Indian, Great Indian Peninsula, Bombay, Baroda and Central Iri'dia. 
and North Western Railways in 1916-17 over the figures of 1915-16. 

Compared with 1907, the work done per wagon per day on the 
North Western Railway was less by 19 miles in 1916-17. 

In regard to the comparisons of the average capacity of wagons with: 
the average load secured per loaded vehicle (without taking the empty 
vehicles into account) there yet seems wastage. 

(a) The average capacity of wagons in 1916-17 were as follows :-

Covere'-wagons. Open wagons. 
Tons. Tons. 

Bengal Nagpur Railway • 16·26 18·32 
Bombay, Baroda and Central India Rail-

way 18·98 19·27 
East Indian Railway 18-40 16·77. 
Great Indian Peninsula Railway 18'34 16·56 
North Western Railway . 21-38 17·63. 
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(b) While the load-average--secured per loaded vehicl~-without 
taking the empty vehicle into account-was as follows :-

1st haH. 2nd half. 
Tons. Tom. 

Bengal Nagpur Railway . 14-59 IH2 
Bombay, Baroda and Central India Rail. 

way 12·24 12·07 
Great Indian Peninsula Railway 10·91 IH4 
North Western Railway·; 11-23 13·21 
East Indian Railway 13·50 13·28 

Owing to the enormous increaije in coa1 traffic there is naturally an im
pr.ovement in the wagon load over the results of 1915-16 except in the 
:case oj the East Indian Railway wheTe the load lor wagon has gone dou:n • 

. 1'he wagon loads' in 1915-16 were as follows :-

Bengal Nagpur Railway . 
Bombay, Baroda and Central India Rail-

way _ 

Great Indian Peninsula Railway 
North Weste~ Railway _ 
East Indian Railway 

1st haH. 
Tone. 

12-42 

11.-23. 
10·76 
10·76 

13'93 

2nd haIL 
TonI. 

12·77 

10·94 
11·92 
10·33 

14-01 

. 'Taking the North Western Railway the wastage is as follows :
Tone. 

Mean capacity 
Meanload • 

19·55 . 
12·22 ..-
7·33 

-or 7} tons per every.loaded wagon, which practically means that almost 
~very third wagon was unnecessarily used. 

The figures of number of loaded vehicles to a freight train were :
. " 

1914-15 1915-16 11118-17 
-- - 1st balf lind half lit half lind half l8t half Ind half 

---
1Iengal Nagpar RaUway..Y"' -80·01 32-40 32-15 83·80 .'·01 82'91 

JloI~l:."P.=~_ and .Central 3HZ 35·n 30·2' 87'23 85'81 81-10 

East Indlan RaUWRY 35'0' 37·05 . 35·8' 87<39 89·23 11001 

Great Indian PenJns~ RaUway• 2H9 1I0·93 27<58 27·8& 28·9' 28·51 

North Westarn RaUway. • aH3 29'79. 3"'9 811'81 8H9 8Hi 

It' will be noticed that there has been some improvement in the train 
load except that in the case of the Bengal Nagpur and, Bombay, Baroda 
and Central India Railways the figures of the second half of 1915-16 were 
hetter tha.n 'those 0(1916-17. . 
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But yet taking the North Western Railway, if the load of a loaded 
train is taken at 50, the average shows a deficit of 15 wagons per train, 
which is a large figure and represents a deficit in the load of each 
train by 28 per cent. 

The Bengal Nagpur Railway had to carry in the first half of 1916-17 
74 per cent. and in the 2nd half 49 per cent. greater goods ton miles as 
compared with that carried during the corresponding periods of 1913-14, 
the official year just before the War, and the increases in train miles 
to carry this additional tonnage were 24 per cent. and 18 per ·cent. 
respectively. 

The Bombay, Baroda and Central India Railway had an increase of 
:31 per cent. in ton miles during the 1st half and 19 per cent. in the 2nd 
.half with an increase of 25 per cent .. and 15 per cent. in train miles 
:respectively. 

On the Great. Indian Peninsula Railway the ton miles rose by 36 and 
.20 per cent. and the train miles by 25 and 15_per cent. respectively. 

The increase in ton mileage on the East Indian Railway 'was 36 per 
·cent. and that in train mileage about 25 per cent. ' 

The North Western Railway during the 1st half of 1916-17 actually 
hauled less. ton miles' than in the 1st half of 1913-14, as the decrease was 
4 per cent. with an exactly corresponding decrease in the train mileage, 
but during the 2nd half the ton miles rose by 13 per cent. to meet which 
there. was no extra increase of train miles. On the other hand the train 
.miles went doW1fily 5 per cent. 

The vehicle mileage loaded and empty compared as follows in 1916-
17 with that of 191a-14 :~ 

.. 



VEHICLE MILEAGE, 1913·14 VEHICLE MILEAGE, 1916-17 PERCENTAGE (JiF INCREASE IN 
(in thousands). (in thousands). 

, --. 
1st half. 2nd half. 1st half. 2nd half. 1st half. 2n'd half. -

-- I 
I I 

I 

Empty. I Load~d. 'Loaded. Empty. Loaded. Empty. Loaded. Empty. Loaded. Empty. Loaded. Empty. 

Pel' cent. Per cent. Per cent. Per cent. 

Bengd.1 Nagp~r Railway 51,530 26,025 55,'795 25,307 72,941 35,335 72,769 31,730 42 36 30 25 

Bombay, Baroda. and 
Central India Railwa.y. , 

34,787 -12,524 39,754 12,811 38,388 22,443 41,433 21,607 10 79 4 69 

Great Indian PeIiinsula 101,977 40,577 125,192 25,475 143,212 61,588 136,082 53,927 40 52 9 112 
Railway . . 

East Indian Railway . 164,526 87,653 165,744 94,689 215,335 130,110 218,449 143~827 31 48 32 52 

-
Decrease I Decrease 

I . 
North Western Railway 124,741 51,695 111,424 30,490 120,286 54,965 106,350 I • 53,414 4 6 15 75 

I 00 I 
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It will be noticed that while on the Bengal Nagpur Railway and 
East Indian Railway, the percentage of increased loaded vehicle m.ileage 
was not exceeded by the rise in the percentage of empty vehicle mileage, 
the western lines, viz., the Bombay, Baroda and Central India, the Great 
Indian Peninsula and the North Western Railways showed very large 
disproportion between the rise in loaded vehicle mileage and the rise 
in the percentage of empty vehit:le mileage-the increase in empty run
ning was considerably greater, so much so, that on the Great Indian 
Peninsula....Railway the empty running rose by 112 per cent. The per
centages of empty vehicle mileage to loaded vehicle mileage on the 
Great Indian Peninsula, North-Western and Bombay, Baroda and 
Central India Railways were 41,48 and 55 per cent. respectively. 
Although the percentage of empties was not very large compared with 
previous years, the numbers of both loaded and empty trains were 
greater owing as previously stated f.i) very heaVy exports due to the 
carriage of coal to the western po~ts by rail from Bengal, instead of by 
the sea and to the Calcutta port being. practically shut out for export 
traffic. 

A statement is appended below showing the average speed of goods 
trains during last 4· official years:-

Average speeds 01 goods trains. 

MILES PBR HOUB • 

. - 1018-14. 1914-15. 1915-16. 1916-17. 

IBthalf'l~ I I . 
1st hal!. 2nd hal!. lat hal!. 2nd hal! 1st hal!. 2nd half. 

--------
Bengal Nagpur Railway • 10·00 10'00 10'00 10'00 10'00 10'00 10·00 10·00 

Jlombay. llaroda and Cen· 
trallndla RaUway 

8·58 7-90 7'95 7·94 7·95 7'95 8·04 8·06 

Great Indian Peninsula 10'70 10'S4 12·46 10·08 10'S4 10·18 10'24' 10'1~ 
Railway. 

East Indian RaUway '16·20 15-10 15·00 16'30 16·20 16'S8 16·S0 16-30 

North Western Railway • 10·28 10'S6 10·4" 10·29 {0'S7 l()'lS 9·92 9·81> 
, • 

The Bengal Nagpur Railway shows an average speed of 10 miles 
per hour. It has remained stationary at this figure. The booked speeds 
of goods trains on the Bengal Nagpur Railway vary from 12 to 18 miles 
per hour, except that on some sections in one direction the speed is 
14 to 20 miles per hour. Out of 1,896 miles of its broad gauge mileage, 
6~5 miles are on a grade of 1 in 101 to 1 in 200, 151 mift:s in grades of 1 
in 201 to 1 in 300, and 119 miles on the grades of 1 in 181 to 1 in 100. 

The Great Indian Peninsula Ra.lIway average speed is recorded at 
10'24 miles per hour. During the last four years,_ the highest figure 
attained by this Railway was 12·45 miles per hour during the 1st half of 
1914-15. The Great Indian Peninsula loads per train are limited. Tb 

2 o. 
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average train load of freight trains is about 29 loaded vehicles against 
39 to 41 of the East Indian Railway and 34 to 36 of the Bengal Nagpur. 
Bombay, Baroda and Central India, and North Western Railways. The 
Great Indian PeninsUla goods trains on its Jubbulpore branch, Nagpur 
branch and between Bina and Delhi, including branches on this length, 
have a booked speed of 18 to 19 miles per hour, except on certain lengths 
where it goes down to 12 and 13. It Us to carry a limited load owing 
to short gradients, specially as the bulk of the traffic has tQ ascend and 
descend the western ghats, both from the north east ana lIouth east to 
-Bombay. Out of a total mileage of 3,173 miles, more than one-fourth 
is on· a grade of 1 in 101 to 1 in 200 and 279 miles in grades of 1 in 
201 and 1 in 300. 

The North. Western Railway has gone down in its average speed 
to 9·92 miles from' 10·37 mile~ per hour. Its booked speed of goods 
trains is 15 miles per hour except on the ghats. -The Bombay, Baroda and Central India Railway goods trains 
have the slowest speed not exceeding an average of 8 miles an 
hour. 

The East Indian Railway, of. course, shows the beit results. Its 
average is more than 50 per cent. greater than that of the other lines 
and the -llooked speed is about 20 miles an hour. 

The results of work done per wagon per day have already been com- . 
mented upon and it will also be interesting to see the work done J>yengines. 
The results are wor~t on the North Western Railway. The East Indian 
Railway with 870 goods engines, used exclusively on goods working, 
showed. in 1916-17 a result of 76 miles per engine per day which was 
an improvement on the figures of 1915-16 and of 1913-14. But the 
North' Western Railway with 939 engines, used exclusively for goods 
traffic, showed a return of 21 miles per day. It did not show far better 
results before. Its goods engines did not do more than 24 miles per day 
before the War (1913-14) and 21 miles in 1915-16. Yet it may be 
pointed out that when the North Western Railway had 863 engines in 
1913-14 and worked a heavier ton miles in the ist half of that year as 
compared with 1916-17 and only 13 per cent. less ton niiles in the 2nd 
half it showed a better result when it had a lesser number of engines. 
The Bengal Nagpur Railway and the Bombay, Baroda and Central India 

. Railway do not show engines employed on "goods working exclusively. 
The Bengal Nagpur Railway results in 1913-14 with 317 engines were 
69 miles per engine per day against 62 miles per engine per day with 
416 engines in 1916-17. The Bombay, Baroda and Central India i>nly 
added 10 engines to its number since 1913-14, on mixed working and 
s'lowed a better result by 5 miles per day. Both on the East Indian 
and N~rth Western Railways, in engines used on combined service, 
there was an improvement but the numbers of Ruch engines were very 
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timall, namely 80 on the North Western Railway and 167 on the East 
Indian Railway. 

High cost 0/ operation on metre and narrow gauge lines. 
Then'there is another important factor in connection with 

., Economics of Transportation," viz., the cost of hau~age by 
narrow gauge lines. The mileage of such lines is increasing and the 
tendency ia. to encourage narrow gauge lines into big systems, and, 
therefore, the cost of carriage, apart from the question of the tranship
ment due to break of gauge, by such Jines has to be carefully 
considered.· For it seems clear that any large systems of narrow gauge 
lines will not be able to afford low cost of carriage to the public in 
spite of low cost of construction. 

In a given volume of traffic the narrower the gauge the greater is 
the working expenses. , 

'.l;'he reason for the narrow gauge cost for hauling a given volume of 
traffic being greater than on a broad gauge is that the hauling 
capacity of the engines and trucks of the. narrow gauge is much ·less, 
and, therefore, more trains have to be run on this gauge for carrying a 
given amount of traffic than what the broad gauge would require for 
carrying the same amount. Consequently, the cost of haulage per 
ton mile on 21' gauge becomes greater and the percentage of working 
expenses to gross earnings is more. 

It will be seen from the following comparative figures that the cost 
of haulage of one ton one mile on a narrow gauge is considerably higher 
than that of a broad gauge, and that the locomotive ·expenses of the 
narrow gauge come very near to that of broad gauge, and, therefore, 
it may not be out of place to particularly point out here that while 
the load a narrow· gauge engine is capable of hauling is even less than 
half the load a broad gauge engine hauls, the locomotive expenses of 
both are nearly equal, thus proving that there IS a heavy loss in coal, 
oil, etc., for every mile of engine run on a narrow gauge system. 

Analysis of the wOfking during each half of the financial year 
1914-15. 

AVIl!a.ge cost of hauling one t~n one mile,- f 
pies. l 

A vera.ge cost of hauling one ton one mile. f 
inoluding interest. on Capital expended 
on open line at 5 per cent.,-pies 

To~ Locomotive expenses per engine f 
mile,-annas. l 

11l14·15. 

1st half year 
2nd half year· 
1st half year 

2nd half year 
1st half year 
2nd half year 

13engal 13engal 
Nagpur Nagpur 
Railway Railway 

5' 6' 2' 6' 
gauge. gauge. 

1-88 4·57 
1·56 5'13 
3·63 9'53 

3-17 11-12 
8'77 7·71 
8·30 7·66 

202 
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In connection with the! question of construction of railways of any 
length in an·area where the broad gauge would not pay on account 
of original cost of construction being high, even taking into account 
the fact that the main line would supply the rolling stock and in 
regard to branches to the metre gauge, it would, I consider, be 
preferal;>le to bu;td metre gauge lines and it may not be out 
of place to quote the following extracts from a note I wrote in JulYr 
1915:- . 

" Take thp. case of Jamnligar Railway. It is a small line of M 
miles length on metre gauge. This metre gauge line of short length 

.of 54 miles (about the length of Messrs. Martin and Company's Baraset
Basirhat line of 2' 6" gauge) pays 6'62 per cent. on a capital outlay of 
Rs. 23,53,951 (or Rs.43,500 per mile) and has a week mile earning of 
Rs. 103 and working expenses at 46 per cent. " 

"The Baraset-Basirhat .Railway of Messrs. Martin & Co. (v.:ith 8 

mileage of 51 miles, practically the same as Jamnagar Railway) 
with a week mile earning of Re. 124 does not pay more than 5'2 
per cent. 011 a capital outlay of Rs.23,08,116 (or Rs. 45,000 per 
mile). " 

" If the Barsi Light Railway had been a metre gauge line the earn
ings would have been much better and the working expenses 10Wl'r. 
This is so very apparent. During recent years the week mile earn
ings have gone up from Rs. 174, which was the maximum before the
extension, to Rs. 219, but during 1913 and 1914 it has been somewhat 
stationary at Rs. 206 and Rs. 219. This shows that had the line been 
metre gauge the increase would have been enormous." 

" This above' remark of mine is borne out by the fact that on the' 
Morvi Railway. so' long as the railway was narrow gauge (2' 6") the 

'earnings were aboutRs. 75 per week per mile at the utmost and the' 
wo~king expenses 46 per cent. " 

" In 1905 the Morvi Railway was converted into metre ga~e and for 
same mileage the 'week earnings steadily rose to Rs. 161 per week mile 
(more than double) and the working expenses came down from 46 pl'f'" 
cen~. to 33 per cent. and 35 per cent. and the percentage of net profit 
wea't up from 5'55 per cent. to 9-65 per cent. in spite 01 the lact tkat the 
capital outlay on narrow gauge was 34 lakks against 52 lakks lur metre 
gauge now, and on this. increased capital the railway pays 9 per cent. N a 
better case could be cited. " 

'~ Take~again, the Udaipur-Chittor li~e and compare with the Arrah
Sasafam of Martin's. The Arrah-Sasaram Railway has a length oC 
65·2-6 miles and the. Udaipur-Chittor oJ 67'30. The Arrah-Sasaram jlJ 

2' 6'; and the Udaipur-Chittor is metre gauge. The capital cost of Arrah
Sasaram including rolling stock is Rs. 22,31,435 and of the Udaipur-
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Chittor Ra. 22,34,126 (this also includes rolling stock). Here the cost of 
narrow gauge including rolling stock per mile is greater than the cost of 
metre gauge including rolling stock per mile. The working expenses 
.of the Arrah-Sasaram (2' 6" gauge) are 61 per cent. and that of the 
Udaipur-Chittor 48 per cent. " 

" Now as to metre gauge. The following are the figures of the cost of 
haulage on metre gauge and broad gauge sections of the Bombay, Baroda 
.and Central India Railway. 

During first hall 011916-17. 
Average cost of haulage on broad gauge section • 2·4 pies per tOD. mile. 
Average cost of haulage on metre gauge section • 2'76 pies per ton mile. 

This means that for every ton of goods carried on the metre gauge 
thero is an additional expenditure of ·72 pie for every mile as compared 
with the broad gauge. 

This extra expenditure is obvious when we compare the" locomotive 
running oJl:penses" on both gauges. 

During first hall 011916-17. 
Broad gauge " 13·72 annas per engine mile. 
Matre gauge • 10'37 

Taking a given amount of traffic of 2,000 tons if would take 7 broad 
gauge trains (at an average height load per train of 276·74,. tons), 
and about 15 metre gauge trains (at an average freight load.per train 
()f 130 tons. These are also figures for the 1st half of 1916..17. 

To carry 2,000 tons for 200 miles the difference in "locomotive 
running expenses" would be:-

annas trains miles Rs. 
Broad gauge • 13·72 X 7 X 200= 1,200 
Metregllouge • 10·37 X 15x200=l,944 

So that for the carriage of every 2,000 tons for every 200 miles 'there 
is an extra expenditure of Rs. 744 by metre gauge -as compared with 
the broad gauge. 
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Pa'8enge1' Traffic, (ave1'age rates, cost .aM· profit oj severaZ Railways) • 

. 
. EJ.8~ INDIAN., GIIlIA~ INDIAN PRNlNSULA. BOMBAY, BARODA AND eRnUL INDI .... 

Averago Average Averago Averago Average Average Average I Average Average - Bum coot of prollt 10 Bum coot of prollt 10 Bum cost of -prollt 10 
received baullng a Iiaullog a received baullng a Iiaullog a received hauling a Iiaullog a; 

for carry- coachiog coaching for carry- coaching coaching for carry- coaching coaching 
log a unit unit Doe uolt 000 Ing a unit unit 000 unit 000 log a unit unit 000 uoit 000 
000 mUe. mUo. mUo. • 000 mUe. mile • mil •• 000 milo. milo. mUo. 

I -- -----' 
PI •• PI •• PI ... PI •• PI •• Pies. PI •• Plea. PIos. , I 

{srd 01... • • S 1-72 1·28 4 3-410 0·584 S -. .. 
1871 

• AU oIau. tOflllther 

(or~oary) 

1,32 8'62 3'&16 0,104' 
(by mall) 

',78 · 8,04 1'72 3'24 2,'8 {rd oIau • • · 8 1'117 l'lS 4 2·88 1-12 8 .. .. 
878 

. (~) 

• AU 01811 .. together 1'1128 3,2536 2'88 0'3736 
(by maUl 

8,08 I 1-1167' 3·04 11-16 0·88 

{8rd 01811 • • 
\ 

3 1'872 1·338 84 2·384 1-616 3 · .. .. 
1876 

- (ordinary) , 
AU 01811. tofIIOtber 3·312 2·SS4 0'928 

(by ",aU) 

· ~'108 1-8711 H38 3·024 2'0. O·Da. 

{srd oIau. • a 1'00 2'00 , l'U 2·.s 3 .. .. 
1177 ''''tnary) 

All 01 ..... "'"other 2·018 2"iV2 Hl2 1-472 
, (by maUl 

· · · 3'010 1'00 2·9 .. 1-4 1-6 .. 

{Srd oIaaa • . · · · a 1'0& 1'111 4 2'18. 1'84 2+ .. .. 
18711 I 

(ordinary) . • 
411 0111108 tOfll>tbe, 2"16 0'084 

(by maUl 
i . · · · 2'118' 1"01 1'1104 ~ II .. 1'488 1'112 



{Srd alaaa , , , 2'79 o·n 2'06 2-48 1'01 1'47 HI> 0'110 1'49 
82 

. AU claaaes together , S'Ol 0·73 2·28 S·OS· 1'01 2·02 2·72 0·116 1'70 
18 

{3rd claM , , 2'5 0'87 1-68 2-48 1-06 H2 H4 H l'S' 
84 , 

AU classes together 2·7 0'87 1-83 2'81 1-06 1-75 2'70 1-1 1-60 , 
18 

{3rd cl... , , 2'51 0'82 1'69 2'44 1'25 1-111 IU5 0·95 NO 
88 , 

' AU cJasees logether 2-70 0'82 1-88 1l'72 1·25 1'47 2'63 0·95 1'68 
18 

1 
{3rd claaa , , 2·50 Q'76 11-74 2-42 H3 0·99 2'32 H8 H4 

888 
All classes togetber 2·70 0'76 1·94 2'71 H3 1'28 2'61 H8 1'48 

{3rd clas. , , 2'51 0·6i 1-87 2'41 1-58 0·83 2'84 H7 1-17 
892 · ' All classes together \ 2·73 0'64 2'09 2·70 1-58 H2 2-62 1-17 1-45 

{8rd class , , 2'51 0'69 1'82 2'41 1'87 0'54 2'36 1-06 1-30 
895 

, All classes togetber 2'73 0'69 2'04 2'71 1'87 0'84 2'63 1-06 1-57 

{3rd eI... , , 2·51 0'73 1-78 1'90 2'35 -0'45 2·28 1-40 1)'83 
80. · • All el888 .. together \ 2·74 0'73 2'01 2'35 2·35 0·00 2'60 HO 1-20 

{3rd eI... , , 2'46 0·76 1·70 2·05 1·48 0'57 2'28 1·80 0'98 
1101 · ' All cl88 ... togctbor 2·65 0·76 1'89 2·38 1'48 0·90 2'0/\ 1-30 1'28 

1 

{3rd elass • , 2-44 0·76 1-68 2-15 1'49 0'66 2'28 1'41 0'87 
1104 

, AU el888es togethcr 2'66 0'76 1-90 2-49 1'49 1·00 2'54 HI 1-13 

{3rdel888 • • I 2·23 0'87 1·36 2'15 1-60 0·55 2·U 1-13 1-01 
007 

, All el888C. togetber 2'42 0'87 1-55 2-46 1'60 0'86 2'37 1-13 1·24 

{3rd el... \. • " . 2'21 0·87 1·34 2·27 1·82 0·45 2'06 1-36 0·70 
910 

-' All cl ... os together 2-42 0'87 .1'55 2'60 1·82 0·78 2'23 1'36 0'87 

{3rd cl... , , 2'21 0'76 H5 2'36 1'89 0'47 2'09 1-39 0'70 
18 · , AU ela •• es togetber 2-40 0·76 1'64 2'61 1·89 0'72 2'31 1-39 0·112 

19 

{3rd cl... , • 2·22 0'75 '1'47 2·32 1·85 0'47 2'09 1·24 0'81> 
11> 

• All CIB.'" togetber 2'41 0'75 1-66 2·55 1·85 0·70 2'30. 1·24 1'06 
19 g: 

ZIP.' ; 
.... 
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, MADRAS. SClIlDB. PUIiJAB AIiD DELIII. E.!.STERII BENGAL. , 
Anrage Average Average Average Average ~;'ll~~~ Averago Average 

f 

Average 
8um cost of proflt in 8um cost of 8um cost of proflt in 

received hauling a nauling a received haulinll a hauling a received "auling hauling" 
for carry- coaching coaching for car~y- coachiIlg coaching for carry· cORthing coaching 
Ing a unit unit one unit one ing a unit unit ODe unit one ing a unit unit one 

J 
unit ono 

- one mile. mile. mile. One lIIile. milo. mUe. One mile. mile. mile. 
t , , . 

Plea. Pies. Pi ... Pies. PlfO. Pie •• Pies. Pies. PIes. 

[Brd cia.. • • 8 1-4 1-6 8 .. .. ft .. " 
1871 I AU c1aa'M together 3'OU 1·408 -1'616 .. .. .. I .. .. .. r-· . I' 

By day .. .. SrJndu .. .. 4i .. .. 
8 section , 

st 
1878 · By night Punjab 

" AU classMtogether 

, section 
8 

\1·76 1-792 ·968 .. .. .. .. .. .. 
{Brd c1asa • • 8i 2·04 1'46 3 1·872 1-128 41 1'986 11'564 

18711 
: AU c101B1lI together 2'992 \1·04 '952 2·808 1'872 ·936 8·024 1-936 1-188 

{8rd c1.... • • Bingle .. .. 2'25. 2'5 .. .. 'l 1-44 8·06 
8·5 and 

1877 Return S 
'·875 , 

All clBIIM together . S'152 1-676 1-676 2·52 1-6" -1176 2·608 1-4, 1-168 
• i 

{Brd cIas' • • Single .. .. IUS, 2-li .. .. 41 '728 2·772 
8 and 

18711 · R.turn S 
6 I AU cIasa .. "'gother 2·6792 I ·5792 2·4 H4 I '96 3'048 '728 1'~ 

{1Ir4 cI... • • 1-811 1-28 '11 2'42 1'41 

I 
1'00 .'118 1'88 1-68 

1888 · Al1 cluoea \opther . .. til 1'28 1'01 2·58 HI 1-1. "25 1'88 1-87 



{Srd cIuo • • , l'S7 '02 .~ H3 1·a4 1'09 2'73 1-69 1-0' IBM 
• All class .. together . 2'11 '92 1'19 2-511 l'S4 1·25 2'S6 1-69 1'17 

(North- W .. tern) 
{8rd class • • 1-75 0'97 0·78 2·39 1'13 1'26 IH6 1-88 1'08 

1886 
All c1 ..... together 1'97 0'97 1'00 2'52 H3 1-39 2·70 l'S8 1'32 

{Srd cIas. • • 1-70 1-02 0·68 2'47 1'45 1'02/ 2'53 1'2~ 1-29 
1888 

• All c1 ..... together i,02 1·89 0·87 2'62 1'45 H7 2·76 1'24 1'52 , 
{3rd cl... _ . 1-63 1·03 0~60 2·42 1-33 1·09 2-58 1-19 1-39 

1892 
All c1 ..... together 1-78 1-03 0'75 2·57 1·33 1'2~ 2'78 1-19 1·59 

{3rd el... • • 2'11 0·93 1'18 2'25 1·04 1·21 2·57 1'04 1·53 
1896 

l'P5 
. 

All class .. together 2'28 0·93 2'43 1'04 1'39 2·77 l'O~ 1-73 

{3rd c1... _ • 2-11 1-07 1-04 2·25 1'03 1'22 2048 H6 1'32 
1898 

All c1 ..... together 2·31 1'07 1'24 2'43 1-03 1-40 2·70 1-16 -1'54 

{8rd class • • 2'23 0·95 1'28 2'27 H7 HO 2'38 1-35 1-03 
1901 . 

All c1 ..... together 2'42 0'05 1'47 i-42 H7 1-25 2·60 1'35 1-25 

{3rd cl... • _ 2·25 1'30 0-05 2·27 1'14 1'18 2-48 H9 0'99 
'190' . 

• -All cl ..... together 2'44 1-30 1'14 2·41 H4 1-27 2·71 HII 1'22 

{3rd c1... • _ 2-25 1'57 0-68 2·26 1'28 0·98 2·46 1·74 0-72 
1007 

All cl .... e. togeth~r 2044 1-57 0'87 2041 1-28 1'13 2'64 1·74 0'90 
\ 

{Srd cl... • • 2'20 1'36 0'84 2'26 1'56 0-70 2'41 l'U 0-07 
!LUI0 

• AU c1 ... e. together 2·36 l'S6 1'00 2'43 1-56 0'S7 2·58 1'44 I-a 

{Srd cl... • _ • 2'18 1-25 0·93 2·26 1'45 O-Sl 2·50 1-39 1-11 
III]. 

• All clRs ... together 2-85 1'25 1-10 2'42 1·45 0'07 2·65 l'S9 1-26 

_ {Srd cl... _ _ 2-18 H6 1'02 2'26 1'31 0'95 2-50 1-49 1-01 
11115 

• All el ..... together 2'S3 H6 1-17 2041 1-31 1'10 2·65 1'49 1-16 
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OUDU AND RomLXIIAND. SOUTH INDIAN. BENGAL AND NORTH-WESTERN (INCLtJD. 
ING ~I'IEHOOT). 

Average Average Average 

\ 

I 
AveraRe Average Average ~:.e:~,e ::;,em~ Average -- ·Bum cost of profit In 8um lum COl* of profit In 

received hauling a hauling a received haullnll a hauliog a received h.ulin~ a hauling a 
for carry- coachiog coachlog for oarry- ooachiog coaohlnl! for carry- coaching coachiDIJ 
log a unit unit one unit ooe log a uolt I unit one unit one log a uolt uolt one unit ooe 
oue mile. mile. mile. ooc mUo. mUe. milc. ono wile. mile. mile. 

PI ... Plea. PI ... Pies. Plea. PI ... PI ... Plea. PI ... 
{8rd 01 ... 1 • • II .. .. 3 .. .. .. .. .. 

11171 
• All ol ... s8I tOIl~thor .. .. .. I .. . . .. .. .. 
{Ird c1... • • II .. .. II .. .. .. .. .. 

1117S · • All 01&8181 tOllether .. .. .. .. ... .. .. .. .. ' c-· . 2 " 
., 2' .. .. .. .. .. 

8 

1170 r .. erved · 
• All oI ... es ~ollcth.r 

n .... oomp. 
18 an<l24 .. .. .. .. .. .. .. .. .. r- . 2 .. .. II .. .. .. .. .. 

8 " reserved . 
18'. · Jl.esi8~::'1· 

26 

AU l1Iaaoes tOKether 1'928 '8906 1-0378 .. .. .. .. .. .. r-·· . 2 .. .. I .. .. .. .. .. 
8 

reeorved 
1877 · nesi8~1' 

u narrow 
aaun 

I AU 111 ..... tOllether 1·930 ·738 I'. HI8 ·088 1·1111 .. .. .. 
{1r4 o\&oa • • . 2'&1 .. .. I·' .. .. .. .. .. 

.11" · • All alauea topther .. . . .. .. .. .. .. .. 



1882 • 

188' 

1888 

18B8 • 

JEll! • 

1896 • 

1898 • 

1901 

,1007 • 

1910 • 

1913 • 

11116 

c 

{
8rd cl8&~ • 

• All class .. togothor 
\ 

{
Srd elM. • • 

• All class .. together 

{
Srd claso • ; 

• All claso .. together 

{
Srd cla.So • • 

• All class .. together 

{
3rd claso • • 

• All clas ... together 

{
3rd cl... • • 

• All class .. together 

{
Srd c1... • • 

• All cl ..... together 

{
Srdcl'" • . 

• All ·cl ..... together 

,{Srd c1... • • 

• All c1 ..... together 

{
8rd elns. • . 

• All clas ... together 

{
Srd c1... • 

• .<\11 cl ..... together 

{
Srd clUB' . . 

· All cl ..... together 

• {Srd closs • . 

• All clas ... tJgether 

... 

2'1;1 

2-68 

2·6 

2-59 

2'5 

2'61 

2-60 

2'63 

2'51 

2'67 

2·60 

2'66 

2·50 

2·68 

2'47 

2'64 

2-46 

2'65 

2-45 

2'62 

2'42 

2'61 

2·44 

2'61 
I 

2-44 

2·62 

1·07 

1·07 

]01 

1-1 

1-18 

1'13 

H8 

1'18 

'0'91 
I 

0·01 

1-17 

H7 

1-20 

1-20 

1-06 

1-06 

1-37 

1-37 

1'51 

1-51 

1-20 

H~ 

1-17, 

1-17 

H7 

1'17 

l'U 

1·51 

1'4 

1·49 

1"37 

H8 

1-82 

1"45 

1'60 

1'76 

1'38 

1'49 

1'30 

1'48 

HI 

1·58 

1·09 

1'28 

0·94 

1'11 

1'22 

1'41 

1'27 

1·44 

1·27 

1'45 

2'50 

2'60 

2'00 

2'06 

2·00 

2·07 

2-00 

2'07 

2·00 

2·06 

2·00 

2'07 

2'00 

2·08 

2'04 

2'11 

2·04 

2'12 

2·00 

2-08 

2'17 

2'26 

1'95 

2·08 

1-96 

208 

0'95 

0'95 

0'96 

0:96 

1'01 

1-07 

1·04 

1·04 

0·99 

0·99 

0·94 

0·9·~ 

1-08 

1'08 

0·82 

0·82 

0·77 

0·77 

0-82 

0'82 

1-18 

1-1~ 

1-19 

1'19 

0·91 

0·91 

1-55 

1·65 

1'04 

1-10 

0·93 

1'00 

0-96 

1·03 

1'01 

1·07 

1-06 

H3 

- 0·92 

1-00 

1·22 

1·20 

1·27 

1·35 

1-18 

1·26 

0'99 

1'08 

0-76 

0·89 

1-05 

1-17 

T1rhoot 
2·50 
2'71 

2'35 

2'64 

2'02 

HI 

2'00 

2'07 

2-12 

2·23 

2·00 

2-11 

2·00 

2'10 

2·00 

2·06 

2·00 

2·06 

1'99 

2'05 

1'99 

2·04 

I'P9 

2'OS 

1-97 

2·02 

0·97 

0'97 

1·6 

1-6 

l'OS 

l'OS 

0'95 

0'95 

0'72 

0·72 

0'72 

0'72 

0'83 

0-8S 

0'82 

0·82 

0-81 

0·81 

0-84 

0-84 

0·79 

0'79 

0'70 

0'70 

0'74 

0'74 

1-53 

H! 

,75 

'P4 
0·911 

l'OS 

1'05 

1-12 

1'40 

1-51 

1'28 

1-39 

i'17 
1'27 

1-11 

1·24 

1-19 

1-25 

1-16 

1·21 

'1·20 

1-25 

1'29 

1-38 

1·29 

128 



Passenger TrafP,(}-contd. 
-or m .. _s" ( 

. ,BE!'IGAL N AGPmI. AssrUI BENGAL. BtI'B¥A • 

I 

-- Average Average Average Average Average Average Average. Averago Average. 
Bum cost of profit in Bum coat of profit In Bum cost of profit in 

ret'oived hauling a hauling a received hauling. !iauling" . received hauHng a hauling .. 
for carry· coaching coaching for carry- coaching coaching for carry· coaching coaching 
ing a unit unit one unit one In~ a unit unit 'JDe unit one Ing a unit unit one unit ODe 
one mUe. mile. mile. one mil •• mile. mile. one mile. mile. mile. 

Pies. PI",. Pies. Pies. Pies. Pies. Pies. Pies. PIes. 

{srdc1'" • • · · .. .. nO .. .. .. 8'00 1'81 ]:18 

Jesll , 
; AU clau .. together 8'11 1'87 1:24 .. .. nO nO .. .. 

~ 
t<: 
<;:) 

~ 
~ 
~ ... 

{Srd el_,. • · , 2·02 1·S8 0·64 .. .. I nO 8·00 1-50 1-50 - I 
Ue8 · 

AU I1aut!l together 1'011 !:S8 0·70 nO .. .. 8'10 1·50 1-60 

~ 
i;: 
~ 

~ .. 
... 

I t:"t 
.~8rd el ... 

. · HIli H8 0·5S .. .. .. 8'00 J'03 1-97 

18011 · ~ 
~ 

tAU el ..... tollether 11·08 H8 0·62 .. .. nO 8'11 1'03 1·08 ta 
~ 

{Srdel-. • • 1·00 1·80 0·70 .. .. .. 8·00 I·U 1-811 

~'DII · 
AU eluaM tolletber . · · '·10 l'SO 0·80 .. ... nO 8·16 1-8, 1·80 

{SrdOl_ • • . 11·00 1-'17 Cl-IS 8·00 i'81 1-17 1'115 1·117 1·88 

18D8 

AU 01 .... toaethor · .. t. H7 C·SO 8'11 1·81 1-28 I'll' 1'117 0; 

~ 
f4 

\ 



{3rd cl... • • 2·28 1'07 1'21 8'00 1-80 1-20 S'04 .1'" 1'80 

1901 
I 

~ c1 ..... taKether / 2'40 1'07 1·33 8'10 1·80 1'30 8'20 l'U 1"78 

{srdcl'" • • . 1I'3f 1·05 1·29 2'96 . 2040 0'66 3·01 1-51 }o60 

190' · , I ' 
AU claY .. together 2-60 1'06 1-46' 3'09 2'40 0'69 S'16 1'61 1'65 , 

! , 

{srdcl'" . • 2·35 1'04 l'Sl 2'84 2'20 0·64 2·99 1·73 1-26 

19D~ 

: All dlllll~Ogetbct ' 
, 

· 
2'~1 1-04 1·47 2'99 2·20 !D-79 ~'17 1·7S 1'4,' 

/ 
, 

{srd clas. , • 2'40 1'08 1'32 2'81 1'98 0'8S 2'9~ l'6S 1'36 

1910 · , All cl ..... together 2'65 .1'08 1'47 2'97 1'98 0'99 3'10 1'63 1158 

{std c\aaa . , 2'44 1'03 1'41 2'72 1'56 1:16 2'Y9 1°33 1'64 

1918 · • All clllS." together 2'60 l'OS 1'57 2'85 1'66 1'29 S'le 1'35 1'81 

{srd class , , . 2'44 O'9R 1'46 2'69 1'85 0'84 2·99 1·60 , l'S9 

1915 

All cl88B .. tOitether 
, 

2'62 0·98 1-64 2·82 1-85 0·97 S'16 1'00 1,56 
\ I 



Passenger Trafli~conc1d. , I 
S01JTBERN MAlmu'u. 

\ I 
INDIAN MIDI,AND. 

, ! 

Average Average Averal;ie· Average Average Aver&/le 

-- sum CDllt of proftt in sum cost of profit m 
received hauling a hauling a received hauling .. Iiauling a 

for c'.frying coaching coaching for carrying ooaching ooaching 
a unit one unit one , unit one a unit one unit one nnit one 

mile. mile. mile~ mile. mile. mile. 
-

Pies. Pies. Pies. Pies. Pies. Pies. 

{8rd clasa. • · 2'65 2·00 0'65 2·49 ·74 0·75 
1888 

· All ~es together 2'82 2·00 0'82 2'61' 1·74 0·87 . 
{Srd class. • 2·54 ... ·66 0'98 2·28 He 0'78 

1892 . 
All clas ... together 2'83 '1·56 1·27 2·39 1'50 0'89 

{Srd clasa. • 2'54 1·77 0'77 2'00 J'15 0·85 
1895 

• All classes together 2'90 1-17 1-13 2·13 1'15 0·08 

{Srd clasa. • " . ,2·55 ! 1·45 HO 2·00 1·52 0'48 
1808 

• AU ell ... together 2'87 1'45 H2 2'18 1-52 0·88 

{3rd cla... • } AmRlaamated with Great Indian PrniDSul. { 2'OS 1'62 0'41 
1001 

• All class .. togetber Ra~wBY. 2·16 1'62 0·5' 

{8rd cla... • .. I .. .. . 2·10 ]'S8 0·72 
1004 

• AU classll8 together .. .. .. 2'21 1·88 0'89 

i007 
{Brd clas.. • · .. .. .. 2'08 l'S2 0·78 

• All c1_ .. together . . · .. .. .. 2·25 1'82 O·gl 

{Srd clBS8. • . } 11110 
• All c1 ...... together 

.. .. .. Amalgamated wltb Madras B.alh •• ,. 

· I -



APPENDIX VI. 

Goods Traffic, ( average rate, average cost and average profit.) 

EAST IIIDIAIf. GBI!4T IIIDIAII PEIIIIISI1L.A. BOHBAY, BABODA AIID CZIIftU 
INDIA_ MADRAS. 

Average Average Average I Average 
Average 

~:~r A' .. rage Average Avprage Bum Average Avera~ 8um Average 8um - sum cost of proflt_in received cost 01 proflt .n received coat of profit in received profit in reooived 
for carry· carrying carrYlDg lor carry· carrying carrying lor carry- carrying carrying for carry- carrying carrying 
ing one one ton one ton Ing one one ton one ton Ing one one ton one ton ing one one ton one ton' 
ton ODe of goods of goods ton 01 of goods of goods ton of of goods 01 goods ton 01 01 goods 01 gOOM 

mile_ Doe mile. one mile. goods one one mile. one mile. good8 one one mile. one mile. goods one one mile. one mile. 
mile. mile_ mile. 

---- -------- ---- ---
Plea. Pies. Pi .... Piea. PI ... Plea_ Pi .. _ Pi .. _ PI ... PI ... Pi ... PI .. -

{ 8' } {lot or Lo~ .. t class 0- o. ., 10 -- -- 10 -- -- .. .. 
12 

1871 

All class .. together 9-02- 3'248 6-672 12-72 7-76 4-98 12 8 , 11-6 5-38 8-2' 

(1st or Lowest class 9 8-412 5-588 10 7-824 2-176 10 7-682 2-868 12 5-424 8-576 

1878 , 
• tAIl clas.es together 

{ 1a-0-898 
}7-824 

{ 1a-o-284 
}7-832 8-418 8-412 5-004 or 5-072 or 4-632 0-864 5-424 '"" 12-S00 12-264 

{1>0 t (If Lowest class 9-078 3-488 5-605 10 5-296 4-704 10 4-848 5-152 12 7-232 4-768-
1875 

• All classes together 8'62 3-468 5-152 110 984 5-296 6-688 n-04 4-848 6-192 O'ad2. 7-232 2-82 

{1st or Lowest cl .. o 9-073 1-,744 7-829 10 3-06 6-04 10 S-16 0-S4 10 4-744 5-256 
1877 .' • All cl .. lca together 6-586 1-744 4-792 S-024 3-00 4-064 9-84 8-16 6-68 ;·76 4-744 3-016 

{1st or Loweat clasR 9-073 1-856 7-217 10 4-656 5-344 10 3-536 0-464 10 5-064 '-936 
1879 

• All classes t.ogether 6-784 1-856 4-928 8-704 4-056 4-048 8-816 3-536 5-28 8-4S 5'064 a-416 



Goods Traffic-eontd. 
I • I 

EAST INDIAI!'. GRBAT INDIAN I'BNIN817LA. BOliBAY. BAIlODA AND CBURAL llADllA8. 
INDIA. 

Averago . A\"erage A\"erage Average 
sum Average Average .!Um Average :;;,em~ oum Averar \ Average sum Average Average -- recch-ed cost of profit in received cost of received cost 0 profit in rer.ehred cost or profit In 

for carry- carrying carrying for carry· carrying carrying for 'IIlTY- carrying carrying for carry- carrllng carrying 
Ing one one ton one ton Ing one one ton one ton Ing one ODe ton one ton Ing one one ton ODe tOil 
ton ono of goods of goods ton of of goods of good. ton of of goods of goods ton 01 of goods of gooda 

mile. one mile. one mile. goods one one mile. lone mile. goods one one mile. one mile. goods one one mile. anI' mile. 
\ mile. I I mile. mile. 

0 

~\ 
- ----

Plea. . Pies. Pies. I'les. Pies. 1'les. 1'1 .... Flea. Pies • 1'les. Plea.] 

r··~ } .. , { 
to 400 

miles; DJ 6-95 
}10-89 

r-~-
. 11-07 2-S4 6'7SI1 between 0-45 S-61 7'28 10 . CH9 S·81 

400 & BOO 4-95 
miles 9 

18BI . pies over 

I 
600 miles. . 

AU claueo together . 6'48 2-S4 "09 0·76 "05 5'71 0'19 S-61 6'68 8'79 6'U 2'60 
-. . I 

{ 9 
}"02 { "98 ~10 I . f 1.t or Lowest olaal 0-07 2,'6 6'618 9-07 "01 5'06 to to 6'" '-67 

188' 
10 6'U8 .J 

I AU claneo together 6·S2 2-46 S'86 8'16 4-01 "14 8·7 4'02 

I 
,·88 7-72 6·4S 2'29 

I 
I { 10·00 

}S'9S { 10·89 
}S'62 i {lat or Lowest class 9·07 2-16 6'D2 9'60 .. and -- 10·00 5-12 ,·ss 

1880 . 0'00 9-5S 

I • AU clau .. togethor I 
6·84 11-15 8-69 8-OS I 8'9S "70 I 7-73 S'62 ,·n 7-67 6'12 ~-a5 

.- - I I 
I 

'1 I 
{ 10·07 

/}S'87 
I 

flat or Lowest olan 8·9S 2,0' 0·0' 9'S3 .. 10'80 "6S 7-86 10·07 '·00 s·u 
1888 8-98 

I 
, AU d.... together 6·8/1 2'04 3·04 S'22 S'87 ,·a6 7-8S 1·61 ,·n 1-S1 '·9ft 2'8~ 



{ 10·8 
• f1st or Lowest, cl .... 9·07 1-62 7-45 9'58 

9·07 
2 

AU cl .. ses together 5'34 1-62 3·72 8'15 
189 

, 

{ 10'08 
{1st or Low .. t cl888 9'07 1'63 7·44 9·58 

9'07 
5 

• AU cl .. ses to~ether "87 - 1-03 3·24 8·57 
189 

{ 10'07 
{1st or Low .. t el ... 9'07 1-56 7-51 9'53 

9·07 
98 

• All el¥s.. together 4-62 1-56 3'06 7'06 
18 

{1st or J,owest elllSs .. 1-65 .. .. 
01 

• All el ..... together 4·39 1·65 2'74 6'89 
t9 

I .. 
{lBt or Lowest el888 

: I 
.. HI .. .. 

04 · • All el ... es together 4'04 HI 2'63 6'32 

• 
.9 

{1st or Lowest el ... I .. 1-55 l .. .. 
07 

All el .. ses t~gether 3·76 1'55,. 2·21 5'84 
19 

- I 

{lBt or Lowest cl ... .. 1·37 .. .. 
10 · All el ..... together 3·31 1-37 1-94 5-12 

19 

I 

,{l.t or J,owest el .. s .. H2 .. .. 
18 · All el ..... tngethcr . 8'18 1·il2 1·86 '1'75 

19 

I 
t.t or Lou est el ... .. 1'22 .. .. 

15 
• AU el .. ses together 2'85 1·22 1-63 4'48 . -

}3'93 .. 10·89 HI 

3'93 . "22 7-76 s·n 
, 

}4-39 . .. 10'89 3'00 

4-S9 4-18 7-88 3'00 

}3'57 .. 10'89 3'22 

3'57 3-49 7'54 3·22 

3-16 .. .. 3·06 

3·16 3·74 7'18 3'06 

2'97 .. .. 3-15 

2'97 3'35 7-59 3'15 

2·98 .. .. 2·50 

2·93 2'91 5'89 2·50 .. 
2'69 .. .. 2·96 

2'69 2'43 6·83 2·9() 

2'71 .. .. 2'70' 

2·71 2·04 6'13 2·70 

2·51 .. .. 2'52 

2'51 1·97 5·76 2'52 

7048 10'08 

4-S4 8·30 

7'89 10'08 

4'86 8·40 

7'67 10·07. 

'·32 8·35 

.. .. 
,·12 6·95 

.. .. 
.·44 6·57 

.. .. 
3·39 6'63 

.. .. 
3'87 6'12 

.. .. , 
3-4fl 5·96 

.. .. 
3·21 5'57 

"52 

4'52 

'·43 

4-43 

4·32 

4-32 

3·41 

3'41 

4-13 

4013 

"15 

"15 

S'71 

e·?! 

H8 

3-4S 
, 

3'05 

8'05 

5-58 

3'78 

5'65 

.3'97 

5'75 

"03 

.. 
2'54 

. . 
IH4 

.. 
1-88 

.. 
2'41 

.. 
1!-48 

.. 
2-52 .. Of 

10) . .... 



G,ooils Traf!ic-contd. 
i 

SCINDE, PUNJAB AND DELm. " EABTlIM :BIIINGAL. OUDIJ .urD ROBILKIUND. SOUTH INDIAN. 

Averag, Average Average I Average 
sum Average Average lum Average !:J:rn sum Average 

I 
!:;'"n":f: sum Average Average - received coat of profit In l'eoelved coat of received coat of reoelved coat of protlt In 

for oarry- carrying ,carrying for carry- carrying carrying for carry- carrying carrying for carry- carrying carrying 
Ing one one ton one ton ,Ing one one ton ' one ton ing one one ton ODe ton Ing one one ton one ton 
ton of of goods of goods ton of of goods of goods ton of of goods of goods ton ot of goods of goods 

goods one one mlle. one mlle. goods one one mUe. one mlle. goods one one mlle. --r"'M one mile. one mile. 
mil .... I mUe. mile. " mlle. 

\ ~ ---- -------- ------- ---- ----, 
Pies. Pies:'. Piea. Pies. PI ... Pies. Pi ... Pi ... Pies", Pies. Pi ... PI ... 

· 
112 f let or Lowest class { 7 } 10 .. .. 9 .. .. .. .. .. .. 

871 · 9 

• All claoses together · , .. .. .. .. .. .. .. .. ! .. .. .. .. 
, , 

• {lal or ~ow .. t clas. 10 9 .. 9 .. , 12 .. 873 .. .. .. .. .. · I I All classes together .. .. .. .. .. .. .. .. I .. .. .. .. , 

1 

1 

876 {1st or Lowest class 9'07 "888 40182 9·33 6'616 3·714 9'08 .. , .. 12 .. .. · • All olas.es together · 9'76 "888 "872 . 9'888 6'616 4·272 .. .J 
! 

.. .. .. .. 
{let or Lowest olass 9'07 9'79 3·76 6·0S 6·08 "8~ 1'184 12 . 

876 · .. ., ., .. · • Ali alasaes together 
, 

· .. .. .. 9'48 8'78 0·72 7·048 4·896 2·152 .. .. .. 
1 

• {~.t or J,o~ .. t class · 9'07' S'970 6·094 8·99 2'880 0'104 8'8 3-12 8·68 12 4·72 7'28 
77 

.. · (narrow 
gauge) 

All class .. together 8'48 S·970 4-504 9'2 2·880 ' °o,sr 5'72 3-12 2'G 7'632 4'72 2·912 , 
879 {lat or Loweat 0I11S1 9'07 U 4'67 8'40 8'60 4'9 0·8 ' 8·256 3'5H 12 .. .. · • AU classes together 11-184 ... 4-784 10'82 1'68 S'78 .·82 9'250 lI'064 • .. .. .. 

18 

882 {1St or Lowe .. otass 9'07 6'8S ' 8·24 0'07 6-17 8'90 S'8 '99 6·81 9 .·95 !-OS 

• AU alasaes together · 8'S2 GilS 2"11 9-38 1H7 "21 6'41 '99 "'2 7'83 .'95 0'88 
1 



" 07 431 , 76 9 1 2 {1st or Lowest • ass ·0 8' 6 2'8 6·8 3·92 2·88 0'07 6·3. !'i!! 1884 , 4 
6·74 HI 2-43 All claases together 8'56 6'26 2·30 0'" 3'92 1-68 8'18 6'35 1'83 , 
0'07 3'07 5-50 9'07 0'~7 {1st or Lowest 01 ... . 6'86 3'21 6'80 3'07 3'73 6'21 2'86 1886 

, All ol ... es together 6'4( '57 2'87 8'83 0'86 2'97 4'62 3'07 1-55 7'53 6'21 1'32 

,{1st or Lowest class 8'98 H3 4-75 8'98 4'94 "04 6'80 3'63 , 
3'27 8'08 6'35 2'63 '1888 

6-76 4·23 1-53 9-41 All el ... es together 4,04 H7 6'01 3'53 . H8 7'03 6'35 0'68 

,{ 1st or Lowest 01 ... 9'07 S'38 0'69 \l'07 I 3'77 0'30 9'07 2'95 0'12 0'07 0·79 3'28 1892 \ 
All elas.es together 6·88 3'38 2'50 8'22 3'77 4'45 5'89 2·95 2'04 7-38 5'79 1-59 

{1st or Lowest .1 ... 9'07 2'71 6'36 9'07 3'32 5·75 0'07 3·03 6'04 \l'07 5-l2 3'05 1895 
, All cl ..... together 15'34 2'71 2'73 8'80 3'32 3'03 0'48 5'42 2'30 7'09 5'12 2'87 

,{ 1st or Lowest class \l·07 2'63 6-44 0'07 S'l1 5'96 0'07 . 3'07 6'00 9'07 "78 "29 1898 
All classes t'Ogether 5'27 2'63 2'84 7'88 3'11 . "77 5'70 3'07 Z'63 8'60 "78 S'82 

{1st or Lowest cl ... 2·67 S'OO 
, 

2'56 ., .. .. .. .. , . "02 .. 1901 
• AI! classes together ('07 2'67 1-40 8·11 3'00 5·81 2'56 8'31 4-21 2'75 4-02 HO 

• {1st or Low .. t cl ... .. 2·23 .. .. "00 .. .. 2·63 .. .. 3-79 .. 1004' · 7'27' All el ... es together 4'64 2·23 2'41 '·00 3·27 4-71 2'63 2'18 7-32 3·79 3'53 

{1st or Lowest ellis. .. 2·25 .. .. "25 .. .. 3'35' .. .. ';16 .. 
1907 · • AU classe. together 4042 2'2~ 2-17 6'99 "25 2'74 6'04 3·85 1'69 7'07 "16 2'91 

{1st or Lowest cl ... 8'06 3'83 2-61 '·00 I .. .. .. .. .. .. .. .. 
1010 · • All cl .. ses together 8'06 1'74 2'79 4-85 2'61 2'24 6'80 ..00 2'80 4-80 6·62 3'83 

{1st or Lowest 01 ... ., 2'48 .. .. 3·83 .. .. 2'65 .. .. 4-08 .. 
1013 I 

, All cl ..... togetber 
" 

4'~5 2-48 1'87 6'48 3'83 2·65 ~80 2'65 2'15 0'84 4'08 2'76 

{1st or I,owe.t 01 ... .. 2'53 .. .. '·04 .. .. 2'60 .. .. 2'87 .. 
1015 

All .I ... es together 2-63 1-67 '·04 2-55 4'92 ll'60 2'82 6·22 2'87 .8'35 '. 
4-20 6'59 

. 



Goods Traffio-contd. , 
-

I 
-. 

BIiNGAL AND"NORTH·WIiS~RN. BIiNGAL NAGl'UR. ASSAM BIiNGAL. BURMA. 

\ ' Average \ Average Average Average 

-- Bum Average Average Bum Average Average aum Average Average aum A ... erage Averarn 
received oost of profit in reoelved oost of profit In reoelved oost 01 profit in reoelved ooot 01 profit 0 

for carry. oarrylng oarrylng for carry. carrying carrying for carry· carrying carrylog lor carry· carrying 'carrying 
. log one one ton one ton ing one one ton one ton Ing one one ton ODe ton Ing one one ton one ton 

, ton of of goods of good. ton of 01 gooda 01 goods ton 01 01 good. 01 goods ton 01 01 goods 01 good. 
goods one one mile. one mile. goods one one mUe. one mUe. goods one one mile. one mUe. gOOdB one one mile. one mile. 

mIle~ mUe. mile. mile. 

---- ----
PI ... PI ... Pies. :l PI ... Pi ... Pi ... Ples. PI ... Pi ... PI ... Pies. 

1886 f 1st or Lowest ell\!l8 · 9·07 S·47 0'60' .. .. .. .. .. 12·27 0'78' 6'49 
• AU classes together 0·62 3'47 2-16 

10'~; 
.. .. .. .. .. 8'51 0'78 2'73 

\ , 
1888 · f 1st or Lowest clll8B 8·98 3·57 11'41 4'42 0'65 .. .. .. 12·25 5'63 6·62 

• AU cI ..... together 6'87 3·57 ... 2'30 8'61 4'42 H9 .. .. .. 7-14 5·63 1'01 

1892 (1st or Lowest elMS 9·07 2,46 6·61 9'07 9·9~ &-15 
, 

12·25 0·81 6·94 · .. .. .. 
• l. All clas... together ' 6·60 2'46 3·14 N·. 3·92 3·62- .. .. .. 6'61 0'31 1'30 

1895 f 1st or Lowest ellUlS 9·07 2·93 6'14 9'07 lS·55 5·52 .. .. .. 9·07 5'49 8·58 
• AU class .. together ~'14 2'93 S·2l 6'73 . 3·55 3'18 .. .. .. 7'09 5'49 1'60 

lR98 {l.t or Lowest ellUlS 9'07 2'42 ~·65 9'07 8·11 5·96 9·07 6·88 2,69 9'07 '·85 4'22 
• All class .. together 5'64 2'4jl 8'12 6·18 8·11 3'07 4'44 6'88 -1·94 6·95 4'85 2'10 

, I 

1901 · {l.t or Low .. t class 
1i'43 

2·54 
2'S9 

8·38 
2·oi 6·04 

5·60 
0'64 7'04 

4·88 
2,lii 

-
• All class .. together 2'64 0·45 3·38 6·60 4'83 

1904 {l.tor Lowest class 
1i'53 

2·26 
3·;'i 

2·76 
2·S'; 6·is 

8·15 
-o·lii 

4'61 
'l·;'S • All cI ..... together 2·26 6'11 2·76 6'16 7'37 "64 

1907 · {l.t or Lowest class 
5·is 

2·34 
8·i4 

2·26 
2·lii 5·oi 

'·87 
0';,0 8·i3 

4,59 
1·84 ' All alass .. together · 2'34 4·93 2·26 4·87 '·59 -

1910 {lot or Lowest 011UlS 
5'39 

2·27 
8·ili 

1·91 
H'i 

4·29 
o·i;' 

'·36 
• I ,. AU class .. together 1\·27 3·63 1'91 1'72 ,·29 8·33 '·36 1·97 -

1918 · {1ot or Loweet olass 
Ii·iti 

2'15 
3'7'0 

1·81 
1'8'9 5·is 

HI 
l·i;' 

'·00 
• All olass .. together 1\'15 8'31 1·81 '·11 8'611 '·00 2'69. 

1915 · f lot or Lo".'" 011U1S · 5'5'i 
2·25 

.8·S·2 s·ii 
1·59 

Ii·si 
'·811 

0·1i1i 
'·07 2·ii • AU aI ..... together 1\·26 1'69 1·88 '·89 8·54 "07 

.. 



, . , 
INDIAN MIDLAND. SOUTHERN MAHRATT.t.. 

-- Average sum Average cost of Average profit in Average SUIU A verage cost of Averag(' profit in 
received for carrying one carrying one received for carrying one carrying ono 
carrying one ton of goods ton of goodB carrying one ton of gooWs ton of goodB 
ton ono milo. one mile. ODe mile. ton ono milc. one mile. one ruile . . 

Pies. Pies. Pies. Pies. Pies. Pies. 

{1st or Lowest c1 ... 
" 

8'98 6'13 2'85 9,25 ' 0,82 2'63 
1888 · • All c1 ... .;. together • · 8,22 6'13 2'09 7·86 6'62 ·1,24 , 

{lot or Lowest c1aso 9'07 H7 4'60 9,07 6'02 3'05 
1892 · • All c1asoes together • 

, 
· 6'63 4,47 2,16 7'06 6'02 1-94 

I 
I 

I1st or. Lowest c1 ... · 9,07 4'69 4'38 9'07 4-56 .. 4-51 
1895 · · · • LAll cI;""es together. · 7-15 4'69 2'46 6'95 4,66 2,a9 

• {lot or Lowest c1 ... · '9'07 3'66 HI 9'07] H7 "30 
1898 · · · All classes together • · 6'20 3,66 2'54 6'50 "17 1-73 

{1st or Lowest class .. .. .. .. 6'05 .. 
IYOl · • All cl ... es together • .. .. . . 6'93 5·05 1'85 

• {1st or Lowest cl .... .. .. .. . . 4'62 .. 
llJ04 · · All cl ... es together . .. .. .. 6·71 4'52 2'lY 

{~ or Lowest cla .. · . · . .. .. .. .. a,91 .. 
1907 · · • All classes together • .. .. \ .. 6,35 3'91 2·44 



APPENDIX VII. 

1 • 8 4 6 6 7 ------ - - ------
" 

oU1~;~ t~~r~~;i~« , 
IUI[l8n8A to i!nd P .. oonta~. of lbm .. of RailwAY •• MII •• ~e ~ .. n I'1f eDl.lh year, te" not carnin"" F.arnln~ p.r Proportion or 

At tho en of outlay on Jll 1100. Or"". eornln\ll. Net earnlnflll. on tot,,1 capital espen .... to parD-
• ""h year. opon or ( ) lin ... outlay "IVlm 10 0111. P'" " •• k • Inl/.O, 

p~rtly or wh~lIy . ""Jumn (2) • 
aml.r colUltru .. 

lIon. 

--' 
-_. 

I . 1904 • 
Ba. llo. llo. Ba. 

BID,aJ·JrAlJlllr Ball"., (5' 8" pup) · . . 1,086'68 .S,14,86,463 I, 1,89,12,187 96,87,328 8-87 185 49'81 

Bom""" Baroda ,04 Cfmtml Judi, Ball"" (3' 81' 
I .. .. .. . . .. .. lauKO). I Eoateru Denpl Jl.aU"., (5' 8" pup) 071-81 10,66,23,769 l,94,sa,0II8 88,23,87. 6'33 874 N'07 

Eoat JodJaa Ball"., (5' 8" pUle) • · 1,932'87 5O,20,OII,020 7,69,71,644 
I 

6,00,08,116 10'07 749 1"89 

Oreat JJuIJ&D PeullIIUI, BalIn, (5' 8" PUp) 
I 

1,681-68 82,00,72,108 4,12,41,844 2,41,711,728 1'66 69. 49'" 

lfac1raa ,sui lonUJeru lfabratta Ball .. , (5' 8" pOI") .. .. . . .. .. ~ .. . . 
lfortb·WHtmI BalIn, (proper) (5' 8" pup) • 8,817'64 66,14,SO,717 O,1UO,810 9,22,92,900 6-80 881 47' SO 

lfortb·W .. tmn Ball",., (8outberu PUnjab Balin, 426-33 2,29,48,464 !17,47,44. 18,18,772 6'74 I . 124 61'00 1Iooti:' g 6" t.u~"). 
Ollllb a bilk l1li Aalln, (proper) (5' 6" pop) 1,137'811 14,10,03,9211 1,62,10,200 71,3~,1l7 4'78 ! 141 63'37 

I 
I 

IIouUi Iudlau BaII",a, (8' 8," pup) 1,113-13 1,46,10,062 1.26,12,321 01,02,790 8'14 214 "'311 
I 

A_m·Uenpl Ball .. , (8' 81" pup) · . 740-88 12,SO,OD.8~ ID.63.982 1,06,820 O'OS 

I 
77 "'43 

BenpJ &114 lfortboW .. Ceru Ball",., proper (3' I," 87D-SO I 1,43.02.188 07.10,1138 ta,2I,410 8110 147 •• 60 

~. Ben and lfortb·WHtmI Ball •• , (Tlrhoot fIaotloD) .. .. .. .. .. I .. .. 
~8~u:/ I 

I 
Bo k " J[omaon Ba1I" .. ,. rroper (8' 81' POP) 53-Ill 43.66.6711 .,18,787 2,'4,403 1'111 

I 
122 40'41 

Bohllnnd and 1[0_ Ball .. , (Lac'DOW Barew~ 237-04 1,17.14,6011 14,",120 7.07,171 8'11 133 4808 
.IInDGb) (8' ......... ). 



1906. 
Bengal-Nagpnr RaIl.,'ay (5' 8" gauge) 1,996-50 28,49,48,582 2,69,47,181 1,41,51,252 4-97 259 4NIl 

Bombay, Baroda and Central India JI.aIlway (8' 6" 504-35 12,63,16,478 1,99,81,754 1,05,39,688 8-34 809 '7-27 
gauge). 

Bomba», Baroda and Central IndIa JI.aIlway (3' 31" 1,915-50 16,65,57,367 2,80,04,905 1,47,43,580 S'35 281 47'85 
gauge)_ 

Eastern Bengal RaIlway (5' 8" gauge) 1,271'29 20,23,66,593 2,46,31,081 1,06,08,661 5'24 860 56'98 

East Indian RaIlway (5' 8" gauge) 2,165'04 54, ~9,28,490 8,02,50,910 4,87,53,855· 8'90 721t 88"65 

Great IBdlan Peninsula RaIlway (5' 6" gange) 1,561'68 33,57,6t,972 5,05,23,479 2,53,01,900 'N' 628 '9-92 

# Madras and Southern Mahratta lIAilway (5' 6" lIauge) 

North-Western JI.aIlway (proper) (5' 8" gauge) • 3,5q3'69 60,67,74,838 6,18,66,041 2,93,40,919 ,.s. 343 52-57 

North-Western 1Iallway (Southem Punjab Railway 425-83 2,31,30,148 '1,67,069 20,00,188 8-65 188 .2-00 
Section) (6' 6" gaugeti...u 

Oudh and llohllkhand way (proper) (5' 6" gauge) 1,292,16 15,71,99,731 1,64,67,329 78,15,731 &-97 249 62-54 

Bouth"rndlan RaIlWGY (3' 3," gauge) 1,130'00 8,91,97,605 1,32,75,295 58,92,976 6-61 227 55'61 

Aaaam Bengalllallway (3' 8t" gauge) 775·28 13,25,20,704 42,20,064 4,27,858 0'30 104 S9'86 110. 

Bengal and North-Western RaIlway proper (3' 31" OS2-18 7,13,66,623 77,02,976 40,92,699 ~-OO 142 46'90 ~ ga'!Ye). 
Ben~ and North-Western RaIlway Tlrhoot Seetlon 614'30 6,73,40,339 66,80,324 38,97,310 5-50 189 41-52 ~ ~."~auge). 
llo un and Kumaon RaIlway proper (S' 3t" gauge) 117'87 1,16,53,S19 8,03,607 8,65,161 3'13 124 54-56 .... 
llohllkund and Kumaon RaIlway (Lucknow Barellly /237·04 1,20,09,668 16,55,260 8,36,782 6'97 148 49-46 ~ 

RaIlway Section) (8' 3t" gauge). 

19090 
Bengal-Nagpnr 1Iallway (6' 60 gauge) 2,848'63 33,91,49,381 I 2,87,72,437 1,31,42,676 3·88 236 64'32 

Bombay, Baroda and Central India Railway (5' 6" 504-35 14,18,69,493 

I 
2,21,36,727 1,17,56,5H 8-29 844 16'89 

gauge). 
Bombay, Baroda and Central India RaIlway (3' 31" 1,919'72 18,04,84,544 2,51,08,999 1,08,98.636 6-04 252 66'75 

gauge), 
Eastern Bengal RaIlway (6' 6" gauge) 1,603'09 24,27,44,601 2,77,24,064 97,10,666 4'00 355 64'97 

East Indian JI.aIlway (5' 6" gauge) 2,212'07 60,27,01,643 8,28,35,189 .4,77,90,961 7'93 t695 41'73 

Great Indlan,Peninsula RaIlway (6' 6" gauge) 1,699'53 37,2B,51,~. 5,27,26,707 2,23,43,894 6'08 6S4 57'62 

• Exclude. tho annual rental paid to the South Hlhar Rollway Company together with the illierest. on Government advance, for the purp,,",," of this Railway. 01 
Q) t lnolud .. the South Bihar ltallway_' . -.J 



1 I 8 

Total cay,ltal 
outlay, Inc udln, 

liam .. of RaUway •• 
.lJApellllo to ond 

01 each year
i 

t .•.• 
afl~tBrnl?gc~f outlay on U line. GrOll carninlA. 

Open aDd ( lin .. 
each ycar. partly or wholly 

under cODltruc-
1I0u • . 

0 

1909--<Jontd. 
lla. lla. 

11adrulln4 Southern Mallratta Rallwa), (6' 8" puge) 1.081'78 17.06.61.720 1.79.88.336 

North-Weltern Rallwa),(6' 8" lIaolle) 8.728'91 72.81.90.764 8.79.08.764 

North-WeltAll'l\ Ballwa)' (Soutbern Punjab Ballwa)' 424-08 2.86.69.932 88.15.788 
8ectl:> A6' 8" olBuKe). 

Oudh a obi aDd JIAIlwa)' (6' 8" 118ulle). • 1.810'62 17,78.61.671 J,61.86.69' 

Bouth Indian BallwlI)' (8' 81" PUMP) . 1,806'81 15,67,78,716 2.17,41,647 

AllBm-BenllBl JIAIlw8y (8' 81"p""e) . - I 770'84 14,81,'5,488 \ 49,14,898 

1I0nll.\ aDd Nortb-We.tern Ballwa)' proper (8' 81" 1,001'66 8,44,62.S01 SO.66,658 
lIaU~O). . 

BonKa a04 North We.tern Ballw8)' (Tlrboot 774'80 7,42,61,067 75,6S,878 
lI.ct::J (8' 8t" lIa080). 

BohIlk aDd XIlJIUWIII B.aIlwa)' proper (8' 81" pop) 1102'08 1,86,93,877 11,70,92~ 

ltobllkn04 a04 Rum80n Ballwa)' (Luckoow·Ba.relUy 
Jl.aUwar Bectlon) (8' 81" puge). . 

1187'04 l,4S,82,816 17,17,491 

, -
1910. 

BeOlll1-Naour Ballwa)' (6' 8" 8auge) . . •• 396'811 84,7I,04,08e 8.08,62,867 

Bombay, Baroda ud Central India Ball",.,. (6' 8" 104-35 ".81,24,0411 •• 40,62,076 
lIaullo). 

lJombay, Baroda aDd CeDtrallDdla Ballw.,. (8' 81' 1,01\1084 18,18,88,774 2,86,10,844 
I.ulai. 

Ji: ... tern qaI :RaIlwa~ (6' 8" pugo) • • • 1,607'78 15,&5,111,028 1I,.3,74,60a 

, 
6, 

Percentage of 
the net caroln"" 

Not carnlnlA. on total capital 
outlay III .... " In 

column (2). 

lla. 

72.97.816 4'28 

2.18.69.240 2'96 

15.91.661 8'76 

46,98,282 2'GS 

1,01,90,048 8'64 

4,47,461 . 0'81 

48,69,479 6'27 

40,00,6811 6-28 

8,28.891 H7 

7,84,749 &-48 

-
1,50,31,827 4-8a 

1,24,114,678 B'71 

1,".84,S04 7'00 

1,10.08,267 4'58 
, 

I 8 

Earnlnf!l per 
mile ·por we.k. 

lla. 

884 

8&6 

150 

238 

800 

122 

1111 

188 

~1 

, 189 

148 

017 

286 

868 

7 

PrO)lortlon of 
espen ... to earn 

b'l). 

a9'81 

88'''' 

6Z'00 

72'78 

68'18 

00'90 

"'95 

48'011 

60'71 

64'81 

61'28 

""07 

40'110 

68-77 

. L· 

• 



East Indian Railway (5' 6" gauge) 2,212'77 60,82,23,218 8,60,42,147 5,20,01,256" 8'64 722t 39'01 

Great Indian Peninsula Railway W 6" gauge) • 1,606'~ 38,67,82,534 &,88,44,731 2,58,06,771 6'67 705 6&14 

Madras and Southeru Mahratta RaIlway (5' 6" gauge) 1,031'73 17,37,06,686 1,88,12,096 80,93,671 4'66 351 56'98 

North'Western Railway W 6" gauge) 3,725'89 73,64,05,633 7,41,00,787 2,51,73,007 3-41 382 66'99 

jNorth'We8tern Railway (Southern Punjab Railway 424'06 2,39,18,571 43,21,320 20,74,234 8'67 196 52'00 

OU~~~d) t~h~~:~~etilway (proper) (6' 6" gauge) 1,406'76 18,58,11,981 1,83,03,844 88,80,832 4"78 253 51'48 

South Indian R~lway (3' 31" gauge) 1,395'61 16,08,95,627 2,24,59,591 1,02,34,267 6'36 309 64'43 

A888m·Bengal RaIlway (3' 31" gauge) 789'89 14,45,68,076 51,70,052 7,84,033 0'54 126 84'83 

Bengal anel North·Western' Railway proper (8' 31" 1,117'14 8,92,16,995 84,58,223 48,85,946 6'77 146 42'23 
gau~e). - , 

Bengal and North·Western Railway (Tlrhoot 776'13 7,46,12,530 83,14,066 48,01,820 6'09 206 42'24 
Section) (3' 3i" gauge), 

Rohilkund and Kumaon RaIlway proper (3' 3t" gauge) 202'06 1,62,23,920 13,46,160 7,62,426 S-OO 128 43'36 

Rohilkund and Rumaon Railway (Lucknow Bareilly 237'04 'l,60,60,767 18,25,185 10,16,746 6'32 148 44'35 Il>. 
~ ISectlon) (3' 3t" gauge), 

~ 1911. 
~ 

Bengal.Nagpur Railway (6' 6" gaugo) 2,488'92 35,59,06,842 3,39,70,044 l,68,21,ij23 4'73 262 60'48 ~ Bombay, Baroda and Central India Railway (5' 6" 604-36 14,92,98,743 2,47,34,178 '1,23,48,704 8'27 943 60'07 
gauge), 

Bombay, Baroda and Central India RaIlway ca' 31" 1,917'73 18,23,81,723 3,08,25,507 1,60,83,603 8'27 309 61'07 
gauge), ' 

Eastern Bengal Railway (6' 6" gauge) 1,608'62 27,11,61,904 3,16,19,633 1,17,65,233 4'33 402 62'70 

East Indian Railway (6' 6" gauge) • 2,266'86 62,08,94,930 9,22,36,385 5;59,09,018·, g·OO 756t 38'87 • 

Great Indian Peninsula Rsllway (6' ~gauge) 2,420'40 62,81,06,122 7,21,04,393 3',21,16,319 6'00 573 55'38 

Madras and Southern Mahratta Railway (6' 6" gauge) . 1,031'78 17,73,67,663 1,96,36,910 89,16,649 5'03 366 54'60 

North'Western Railway (5' 6" gauge) 8,818'22 75,46,44,149 7,98,87,066 3,12,64,435 4-15 402 60'61 

North· Western Railway (Southern Punjab Railway 424'06 2,43,04,411 60,29,087 24,13,962 9'03 ~28 62'00 
Section) (5' 6" fauge), 

Oudh and Rohllk lILnd Railway (proper) (5' 6' gallge).' 1,613'77 19,51,23,398 2,03,88,454 1,04,88,468 5'38 266 48'66 

douth Indian Railway (3' 31" glluge) 1,396'61 16,28,91,154 2,49,91,786, 1,24,16,673 7'62 344 50'82 

Assam·Bengal Railway (8' 81" gauge) 789'89 14,79,47,899 56,76,146 11,37,710 0,77 186 79'69, 01 
0) 
<:0 

• JjjxcludC8 tbe aDOual rental plld to the Soutb Bihar Railway Compauy ~ogotber witb interest on Government advances for the purpOie 01 tills Railway. 



- , 1 2 ~ 8 , 5 I 7' ft 

0 . 
Total ~ital 

, 
outlay, in udin3 

. Names of Railways • 
a~lIl1,:ee:r~f 

suspense to en Percentage of . 
of each year, i.8., net earnings Earnings per Proportion of 
outlay on (i) lin .. Gross earnlnga. Net ..rninga. on total capital mile per week. expens .. to earn-

each ye~. open and (il) lin .. outlay given in , Inga. 
partly of wholly column (II). 
under construe-, tlon. .. 

-
• 

1911-contd. 
RI. Ra. Ro. RI. 

Bengalnlld North-Western RaIlway proper (3' Si' 1,175'84 9,81,80,852 09,29,872 57,59,988 6-48 162 42'01 
gauge). 

Ben~al and N orth-W eetern Rnllway (Tlrhoot Sectlon) V69'04 7,66,16,782 89,16,876 62,68,2CO 6'60 223 40'91 
~ 9t' gauge). , 

7,9',809 Ro Ilkund nn~ Xumaon Rnllway proper (S' 8i'gauge) 225'20 1,69,24,648 14,73,686 6'02 128 46'72 

ltohllkund nnd Xumaon Railway (Lucknow-BareJlly 267-67 1,72,02,079 19,40,488 10,44,604 6'07 162 46'17 
llailway Section) (S' Si' gauge). • . 

.' 

1912. 
i 

Bengal·Nagpur Railway (6' 6' gauge) . . 2,489'92 86,86,14,944 4,02,62,849 2,18,48,626 8'01 811 45'74 . 
Bombay, ll ... oda nnd C~ntral India Rnllway (6' O' 945'86 21,95,74,123 . 8,27,92,584 1,61,98,680 7'38 667 60'82 

gaugo), 
3,15,97,819 llombay, llaroda Ilnd Central India RaUway (S',81' 1,815'64 16,65,&1,246 1,61,10,247 9'78 335 49,01 

gauge). 
E .. tern Bengal RIlUway (6' 6~ gau~e) 1,569'88 29,00,60,252 3,43,38,589 1,89,40,681 "81 429 69'49 

East Indian Railway (5' 6' gauge) 2,881-09 63,49,60,982 10,16,50,003 8,92,20,5660 9'96 810t 17'1I7t 

Great Indian Peninsula Railway (5' 6' IIllugo) 2,&19'33 64,83,&1,966 8,02,93,465 8,69,84,276 8'74 838 64"00 

Madr ... and Southern !IIahrntta RaIlwny (proper) 1.031-78 17,80,88,189 2,18,88,462 1,08,95,26' 6'84 
. 

'()4 62'07 
(0' 6' gauge). 

111'78 North·Weat.".n Railway (proper) W O· gaUlle) • 8,812'29 78,06,66,338 9,08,27,418 ',87,16,967 6;80 466 ... 
North· West~rn RaUway (Southern Punjab Rallwe,r '2..08 

tleeUon) W O' lIau/lo). 
11,'7,85,830 118,22,888 Z8,2S,78' 11'41 1167 112'00 



Oudh aud Rohilkhand RaIlway (G' 6" gauge) 1,804'14 20,17,91,276 1,45,19,'00 1,39,78,828 !8'911 29' "'00 
South Indian RaUway (propor) (3' 3f" gauge) 1,395'61 17,03,65,986 2,70,84,141 1,81,63,987 7-18 887 51-89 
Assa~ lIeugal Railway (3' 8f' gauge 8Dt'D9 15,04,29,098 , 84,50,146 17,29,637 1'15 155 73'18 

lie:!: e)~d North-Western Railway (proper) (8' 31" 1,177'27 9,68,79,261 1,12,49,175 78,19,499 7·91 184' 84'93 
lIon~af and North-Western RaUway (Tlrhoot Seotlon) 791-51 7,82,44,847 98,80,665 84,73,084 7-88 289 3H5 (3' 8i" gau~e), 
R~~~:).d and Xumaon Railway (p,roper) (3' 3i' 256'82 1,62,89,858 18,99,670 11,61,784 7'07 144 89·87 
RohUkund and Xumaon Railway (Luoknow-lIareilly 296'32 1,83.53.912 22,67,846 18,67,582 7'45 157 39'70 Railway Section) (3' 3i' gauge). 

1913·14. 
lIengal-NlIgpur RaUway (5' 6" gauge) 2,678'32 38,74,52,167 

I 
4,20,59,348 2,15,05,714 5'55 803 48'87 

1I0mbay; lIatoda and Central India Railway (5' 6" 996·23 23,56,10,283 3,60,65,069 1,88,83,393 7'80 721 49'03 gauge). 
Bombay, lIaroda and Central In41a lIailway (8' 31" 1,815'64 ' 16,78,56,869 2,98,50,716 1,47,44,027 8'78 316 50'01 Il:. gauge). 

1,681'43 8,75,42,06.6 ~ Eastein lIengal Railway (5' 0" gauge). • • 32,69,8~,602 1,66,62,046 6'09 460 55·S. 

East Indian Rallway (6' 6" gauge) • 2,424'20 66,70,(4,170 10,26,92,882 6,13,88,002: 9'20 7,89: 39'81: 

~ Great Indian Penlnsnla Railway (proper) (5' 6" g8uge) 2,484'03 59,49,23,530 8,67,96,516 3,40,52,06S' 5'72 604 60'81 .... 
Madras and Southerll Mahratta Railway (5' 6" gauge) 1,031'73 18,26,82,~43 2,26,70,849 1,04,81,713 6'71 428 53·99 ~ 
North-Western Railway (proper) (5' 0" gauge) • 4,011-62 83,24,56,549 8,67,18,050 3,67,40,434 4'41 423 57'68 

North·Western Railway (Southern Punjab Rnllway 424-06 2,66,22,112 57,98,823 27,80,795 10'85 203 62'00 
Sertlon) (5' 6' gaUlle). 

Oudh and Rohl1knnd Ral1way (5' 6" gauge) 1,638'33 21,64,74,673 2,41,28,950 1,28,21,681 5'69 288 "'92 

South IndIan Ral1way (3' 8i" gauge) l,4fi3'60 18,26,41,473 2,80,70,002 -1,17,27,795 6'42 378 \ 58'22 

. Assam lIellga1l1al1wsy (3' St- gauge) 811'78 15,70,22,687 70,42,793 22,71,129 1'45 ' 167 67'75 

lIcn~al and North-Western Ranway (proper) (3' Si' 1,240'12 ' 0,89,.54,245 1,06,80,808 68,85,474 6'87 166 40'21 
gau~e). . I 

lIen".1 and North-We,tern Railway (Tlrhoot Section) 788·16 8,07,86,397 1,02,64,997 64,76,739 NO 260 86'90 
(S' S.' ~1Ul"e). 

256·32 1,67,73.664 18,84,58S Rohl11mnd andKumaon Railway (proper) (8' Si". 10,57,658 6'80 141 48'88 
R'nn~f>;). I 

298·02 1,91,901'07 22,50,819 12,45,837 6'49 148 44-64 Rohllkund ann Xumnon Railway (Lueknow-1I.re1l1y 
Railway Section (3' 3t" gauge). 

• Excludes the annual rental paid to the South lIihnr Railw~y' Company together with illtere.~ on (lov.rpme~t a(lynpees for the purposes of ~his llnilway. Of t Inrludes the South Dlhar Railway. . . ~ 
; 1918-l4. lncludes ~1!e CaWDl'ore-llan4a J\,allWI\Y. ... 



'ire ,: 

I 
Nalllcs of ~ailway •• 

Bengal·Nagpnr Railway (5' 6" gauge) 

Bombay, B .... od .. and Central_India Railway (5' 6~ 
lIauge). _ 

Bombay, Baroda and Central Indi .. Railw .. y (3' 3t" 
IlBuge). 

Eastern BengR! Roilway (5' O"gRuge) 

East Indian Railw .. y (6' 6" gauge) 

Gre .. t Indi .. n Penlnsnl .. Rallway (proper) 5' 6" gauge) 

M .. dras and Southern Mabrntta Rallway (5' 6" gauge) 

North·Weatern Railway (proper) (5' 6" gauge) • 

North·Weste:ft RaUway (Southern Punjab ~llw6Y 
tlectlon) (0' 6" gauge). 

Oudh anll RohJlkhand Railway (5' 6" gauge) 

Bouth Indian Railway (8' 81" _gauge) 

Allam BeDgal RailwaJ (8' 81' gauge) 

Bengal and North-Weat.rn Railway (proper) (3' 3t" 
gal1go). 

Bon~al and North·WeaterlJliallway (Tlrhoot Seotlon) 
(8 3t" gauge). 

Rol,Ukund and !tumaon Railway (proper) (S' 81" 
lIaU!ll'). -

Rohllkhand and Rumaou Railway (Lucknow·BareWy 
RaUway Sl'iltIon) (S' St" gauge). 

_ Mileago opcn 
.. t the end of 

each ycar. 

Total :aPital 1 ___ -
3
_-:-_'---4---1---°--'----1.---

6
--

outlay, including I 
8USpell8C1 to. end 

of each year, i.e., I 
outlay on (I) lineal Gr0ll8 earnings. 

under construc
tion. 

Net Qarnings. 

Percentage of 
net earnings 

on total capital 
outlay given in 

column (2). 

Earnings per 
mile per week. 

7 

Proportion of 
expenees to earn .. 

ings. open and (ii) lines\ 
partly or wllolly 

I' ___ 1 _____ 1 _____ .. 
-----I-----Ir-----~---------I--

2,070'82 

996'30 

1,815-64 

1,639'05 

2,445'63 

2,499'64 

1,031'73 

410·48 

424-06 

1,682'00 

1,455'17 

"7'08 

1,238-67 

788'45 

1;6'32 

312-51 

1914-15. 
Its. 

'40,20,55,383 

24,41,98,233 

17,10,31,lI6'f 

35,Ol,65.0~2 

70,52,05,287 

62,57,62,657 

18,50,51,863 

85,87,48,050 

2,62,48,260 

22,15,70,383 

18,75,61,032 

16,24,85,226 

9,91,40,377 

8,17,15,012 

1,69,38,847 
• 

2,02,30,207 

It~. 

4,10,00,804 

3,41,16,399 

lI,86,44,574 

3,32,49,234 

10,35,97,327 

7,71,55,244 

2,33,73,105 

8,17,13,591 

52,97,182 

1l,08,d,033 

20720 73,lUi 

68,85,'73 

1,08,71,'200 

85,03,766 

16,58,478 

19,40,858 

Rs_ 

2,03,23,627 

1,65,02,921 

1,32,97,462 

1,14,97,734 

6,25,79,018' 

2,86,15,82& 

1,10,00,466 

3,05,18,372 

25,42,648 

91,22,888 

1,15,22,805 

17,31,408 

85,71,263 

58,14,830 

7,39,822 

8,79,922 

6'06 

6'76 

7-77 

3'28 

8'87 

4-61 

5'92 

8·55 

8-60 

4-12 

8'U 

1-07 

0-95 

0-72 

"37 

"35 

Its. 

295 

660 

303 

401 

796t 

593 

436 

310 

240 

23S 

359 

156 

1611 

1132 

117 

lUI 

60'43 

51-71 

53'58 

'65'42 

SH6t 

62'111 

52'04 

82'85 

52'00 

56-71 

&7-75 

7'-85 

89'55 

88'82 

62-54 

54'86 

• E:lolud .. the annual rental Pald to the 80uth Blhu RallWIIJ Company togotherwlth th,lnte_fa OD Government aotvanc .. for the purpose. of uu. JI.aIlW&,_ 
t lnolude the Bouth Bihar RaUway. _ _ -
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DIFFERENCE BETWEEN OWNER'S RISK AND RAILWAY RISK RATES FOR~ 
GOODS TRAFFIC. 

The question of responsibility of railways in the matter ,of goods; 
booked at owner's risk affects the trade very considerably. WheR 
the railways are protected by risk notes, the merchants hav~ to take' 
risks and yet in some cases, they cannot help taking advantage
of the lowest rates, for gener~lly the lowest rates are the trade rates 
introduced by the railways to develop the traffic, and when s..)lch. 
rates are quoted the railway; risk rates are higher. 

In some' cases the difference is 100 per cent., for instance in the case' 
of ghee, while the railway risk rate for distances of over 150 miles is· 
ird pie per maund per mile, the owner's risk rate is'lrd p,ie per maund 
per mile. It has been said by some that if the railways did not want to
compel the traders to take the advantage of the owner's risk rates, 
they would make the difference between the railway risk rates· 
and owner's risk rates such as would enable the merchants Ito take 
advantage of an alternative rate, i.e., the railway risk rate should not 
be so high as would be unprofitable.tothe trader if he wanted to take
advantage of it. 

In this connection one cannot do better than to quote the following: 
remarklrfromthe article which appeared in the" Empire" on 20th 
July 1911 and 3rd- August 1911, in connection with the report of the· 
Departmental Committee of the Board of Trade on agreements. 
and amalgamations, under the signature of Mr. R. D. Mehta, C.I.E. 

" I have now received ~ copy of the above report, which has recently
been issued and submitted to both Houses of Parliament hy command' 
of His Majesty. It may be truly said that this report hardly affects. 
Indian Railways, bUt I find that some of the opinions expressed by 
the members of the committee are identical with those expressed by
rne in certain of my articles on the subject of " Railway Rates," and 
it will, therefore, ,be interesting to the public to know that the grounds. 
of my complaints are reasonable and they require to be remedied. 

'~ Owner's risk rates."-In my article No. II which appeared on 
the 29th March 1911, it was observed that difference between the Rail
way risk and owner's risk rates was too high in some cases. I cited. 
an instance, where the railway risk rate was 120 per cent. greater than 
the owner's risk rate, and although the railways had what th~y call 
an alternative . railway risk rate it was not" a reasonable alternative-

. rate" ill that it could not possibly be availed of by the public with any 
chance of profit in business. In my article No. II, I asked" can any 
merchant avail himself of this Railway risk rate, with B.ny chance of 
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profit;an,d would the Railway..company get any traffic if the merchants 
were to avail themselves of the Railway risk rate and the lower owner's 
risk rate was not used 1" I suggested that the railway risk rate should 
not be higher than tl1e owner's risk rate by more than 4 or 5 per cent. 
Now it may be interesting to the public to know what persons like Mr. -
Russel Rea, M. P.., Lord Ha.milton of Delzell, C.V.O., Lord Newton, 
Mr. James Samuel Beale, and other members of ~he Departmental 
.committee of the Board of Trade have got to say in the matter of owner's 
risk rates. They remar~ in their report as follows :-

" It seems to us, however, that it is not in the public interest that 
zailway companies should in fact be in .~ position to put undue pressure 
on traders to· accept liability for loss or injury on traffic arising from 
their neglect." 

" These remarks appear to have been ,made as the committee find 
that the'railway risk rates are practically not" commercially reasonable 
alternative rates.". They go' on tQ say that !' under the. present 
interpretation of the Jaw, however, it seems t.hat any alternative 
ilompanies risk rate, which is within the maximum, would be held to 
.be a reasonable alternative even though it involved the payment of 
amount for insurance by the traders which was greatly in excess of the 
actuarial value of the risk so that the alternative rate was not commer-
,cially reasonable alternative." , 

"The Committee further go QP. to show that in the classification 
the owner's risk rates are at 10 per cent., 15 per cent .. ·and 20 per cent. 
below-the company's risk rates but that there are a number of special 
rates at owner's risk as regards which owner's risk is only one of the 
-considerations on which special rate was granted, It is further re
marked upon by the committee "that in such cases the owner's risk 
rate may be as much as 30 or 40 per cent. below the rate at which the 
Tailway companies"carry at their risk" and these differenc~ are 
.apparently not considered reasonable as the members of the committee 
Ifecognise that" the situation seems to constitute a legitimate grievance 
·on the part of those traders, who are affected by it " and they recommend 
-that "the difference in' charge between the owner's and railway risk 
'rates/llhould be such' as is reasonably sufficient to cover the risk oi the 
-company.''' I wonder what the members of the said committee would 
think !Vhen they know that on Indian Railways there are differences of 
100 per cent. and more be~ween ~he railway risk and owner's risk rates • 
-often .to be seen. Everyone knows that this year there has been a 
:short crop of mangoes and inst~nce~ have been brought to my notice, 
where owing to d~ays in transit fruits got rotten, anft the merchants 
-did not get a pie from the railways in the way of compensation for their 
.loss, with the result that they tried to make up at least a part of their 
"loss by increasing the price of mangoes, which were already selling 
·dear: The railway authorities generally reply in such cases that they 
;regret there has been a loss to the merchants owing to del~y in transit 
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but that as the goods were booked at owner's risk rates the railway 
cannot accept any liability. The railway risk rate for mangoes is 3rd 
class (ird pie per maund per mile) and the owner's risk rate for a 
wagon load is 1st class (lrclpie per maund per mile) and the difference 
between the two rates is 100 per cent. "so that the laiJways practi
cally compel the traders to despatch their goods at owner's risk rates." 
The poor merchants know that it is useless to appeal to railways as 
no claim for compensation. would be admitted and hence they_remain 
quiet and they as well as the public suffer." 

" The dealers in fresh fruits in this country are entirely at the mercy 
-~f the railways, but as the losS to the fruit dealers affects the public 
so very immediately and greatly it is desirable that something should 
be done to bring home to the railways that the traffic booked at owner's 
risk should be as carefully dealt with as any other traffic. Of course, 
the rl!,ilways would say that the remedy lies in fruits beiPg booked at 
railway risk rates, but I have alreaay pointed out that for fruits the 
" so called alternative railway risk rates" both by passenger and goods 
trains are one hundred per cent. higher than the owner's risk rates. 
It seems,however, that the loss in fruit traffic carried by railways is· 
becoming so frequent that the dealers might eventually be compelled 
to despatch traffic at. considerably higher rates than at present paid, 
in. order to get the railways to d,eal with the'traffic more carefully and 
to accept the risk. The result will be thatJruits which are already 
dear, will be sold dearer still and the consumers will suffer. As a case 
in" point, I would ·mention that a consignment of mangoes arrived at 
Sealdah from Maldan, but the wagon containing it is said to have gone 
astray in the railway yard. When the wagon was foUnd and the 
mangoe~ were unloaded and offered to the poor waiting and anxious 
merchant for delivery the fruits were found to have gone entirely rotten 
and had to be thrown away. The Traffic Superintendent, Eastern 
Bengal State Railway, to whom the matter was represented, replied 
to the merchant as follows in his letter No. C. G. 89-64-11 of 31st July 
1911 :-

"I regret very much that the delay complained of should have 
~ resulted in a loss of the value of the mangoes. As, however, the goods 

were carried at owner's risk," in consideration of the lesser rate of freight 
-charged, I am unable to entertain your claim for compensation on 

; 
account of your loss." 

" The loss to the merchant in this case amounted to over 
Rs. 350 and the mere expression of regret on the part of the Traffic 
Superintendent, Eastern Bengal State Railway, is a very poor 
consolation to him. To a petty fruit dealer such a loss means complete 
loss of capital and consequent ruin. Is it right that the merchants 
forwarding their goods by railways should be ruined in this 
manner. I have been further informed "that when a railway has 
to pay any claim to a merchant on account of loss sustained by 
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him in respect of goods booked at "railway risk" the railway recovers 
a.portion of the amount of the compensatiC!,.n paid from their staff, but 
that in the case of goods booked at " owner's risk" no such recoveries. 
are made from th~ staff as no compensa~ion is paid. Therefore, the 
railway staff np.turally"do not pay as much attention to goods booked. 
at owner's risk as to those booked at railway risk. They also kllDW 
very well that fruits and ghee are always booked at owner's risk. Pilfer. 
ages from tins of ghee and baskets of fruits and delays to fruit traffic 
Ia.re often heard. I have already shown hi my letter XV that even the 
differenc~s of 10 to 40 per ·cent. between the raiJw8¥ risk and owner's. 
risk rates have been considered unfair in England and it has been re
cognised by the members of the Board of Tra4e Departmental Committee
in England that the traders have a "legitimate grievance" against 
railways in this respect, and steps are being taken to remedy the evil 
by providing that the alternative railway risk rates should be "Com
mercially reasonable alternative rates" and similar steps should be-
taken iii India as early as possible. In America ___ the fruit tr~~ is given 
special treatment and is carried as ..... fast freight~ care beIng
taken that the fruit wagons are pushed on as expeditiously as possible ;. 
with this facility offered by the railways in the way of quick transit; 
combined with safety, and under fostering railway rates the fruit traffic
in America has assumed very large proportions. It is true that some
railways in India have quoted wagon rates for fruits but this alone will 
have no effect in developing the fruit traffic, and until the fruit dealers . 

. are in the fear of running the risk of losing ~IIthei, money in fruit trade 
any day through the negligence of the railway staff any great develop-

-ment in trade in fruits can hardly be expected. The railways in their 
oWn interests ought to offer protection to the public, as any appreciable
development in the trade in fruits must mean more money to' railways. 
and it will soon be se'en that large sums will be invested in fruit gardena. 
and a flourishing trade will be created to the great advantage of the
people of the country." 

On pag,e 96 of the said Bengal Nagpur Railway Tariff there is an 
entry of a rate. of Re. 0-9-11 for grain, pulses and seeds common from 
Gondia to Bombay via Nagpur. The foot note at the bottom of this· 
page.shows that in respect of rice this rate is an owner's risk rate. / The 
Bengal Nagpur Railway proportion of this rate is Re. 0-2-11 per maund. 
for a distance of 81 miles from Gondia to Nagpur. Now the maximum 
rate which the Bengal Nagpur Railway are authorised to charge over 
this distance is Re. 0-2-11 pel' maund, (lrd pie per maund per mile 
plus 8 pies terminal). Therefore the maximum rate and the owner's. 
risk rate are the same. It is difficult to understand what the alternative
railway risk rate is in this case; apparently none, unless it is a higher 
rate' than the maximum. But this is not a solitary instance. The
Bengal Nagpur Railway proportions of the rates to Bombay on rice
from oth~r important despatching stations, suca lUI Rajnandgaon and 



APPENDIX. 577 

Raipur, are Re. 0-4-9 and Re. 0-5-11 respectively for distances of 146 
and 188 miles. These are also maximum rates, plus exceptional ter
minals .. 

The Great Indian Peninsula Railway, on page 32 of the Goods Tariff 
Book No. II (in force from October 1916), have a·rate of Re. 0-9-4 per 
maund from Jhansi to Bombay, which is an.owner's risk rate for Rice; 
and at the same time this rate is qualified by the remark, "no other 
rates will apply." 

It is seen from the Great Indian Peninsula Railway Goods Tariff 
Book No. II, No.5 (.in force from October 1916) that they quote a rate 
of Re. 0-8-10 for sugar at railway risk, irrespective of the condition as 
to wagon load from Bombay to Jubbuipore, to encourage the traffic 
in imported sugar. This rate on a distance of 616 miles works out to 
'17 pie per maund per mile. But in the same tariff apparently for 
country sugar, the rate from Delhi to Jubbulpore, for sugar carried in 
.wagon loads of 270 maunds is Re. 0-10-7, which works out to '20 pie 
per maund per mile for a distance of 646 miles, and the rate is an 
owner's risk rate. 

2Q 
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TERMINALS. 

Terminals are levied in addition to the rates. 
While the ternt "rate" represents the charge for carriage between 

two specific points, e, terminals" iIiclude" charges in respect of stations, 
sidings, wharves, depots, warehouses, cranes and other similar matters 
and of any services .rendered thereat". This is the definition provided 
for in the Indian Railways Act IX of 1890. 

Railways levy " crane charges" and loading and unloadiR! charges, 
in respect. of goods in bulk or bulky goods, in addition to .. terminals". 
In such cases the " terminals" are intended to cover services other thaD 
loading and unloading. . 

In the case of Laljibhai versus Great Indian Peninsula Railway. 
(16 Bombay 434) Jt was held that" terminals" " mean a charge for the 
use of goods stan-ona and for the various duties a Railway Company, 
as common carriers, perform in connection with goods, consigned to 
them for carriage." 

Terminals are permissive and a railway has the right to waive them, 
at its option, but in doing so, the railways are supposed to see that they 
do not create "undue preferen~e" by leVying a terminal in one case 
and not levying in another. 

In a case of dispute between an user of a railway and a railway com
pany as to whether a terminal charge is reasonable or not, the Gover
nor General in Council may, if he thinks fit, refer the case to Railway 
Commissioners 'to be appointed for purposes of hearing and deciding 
the specific caSE). 

A list of terminals levied by railways is given in the following pages. 

Great IrUlian Peninsula Raiiway.~Terminals ani/, short distance~harge,: 
(1) In locaZ booking from all statiOns (except to or from Bombay or 

Dada;), terminal of 4 pies per maund for the forwarding station, and 4 
pies for the receiving station. _ 

(2) In local booki·ng to or from Bmnbay or Dadar, terminal of 6 pies 
per maund for Bombay or Dadar, and 4 pies for the other station. '. 

(3) In through booking i'RICluding to or from Bombay ar Dadar, terminal 
of 6 pies per maund for tbeGreat Indian Peninsula Railway, except 
in the case of CI'OSS traffic. 

(4) When the distance over the Great Indian Peninsula Railway 
is less than 75 miles, except in the case of eros, traffic, short distance charge 
of 3 pies per maund subject to the differential rule as to distance, in 
addition to the terminals specified in (1), (2), or (3) above. 1/ hO'/.oever,. 
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the terminals and lh.~ ellort distance charge aggregate more than 12 pies 
only ~2 pies are char,Qed. , 

Tolls. 

The following tolle IlTe charged on all traffic except where otherwise 
stated, and are levied in ~ddition to the terminals and short distance 
charge specified above ;-

Pies per Rupees' per 

(1) To or from Colaba, except on traffio between Colaba 
and Cawnpore and viti, Agra and viti Khandwa and 
viti Amalner and viti, stations Agra Cantonment to 

maund. wal!:on. 

Delhi (both inclusive) and vid- 2 2 
(2) From Chandni Bandar . 2 2 

Bombay, ,Baroda and Central India Railway.-'1'erminal charges. 
(1) On Bombay, Baroda and Central India Railway and other Branch lines except 

Rajpipla State Railway :-

In local booking • 
In through booking 

(2) On I:!,!Iojpipls State Railway :-

Pies'per 
maund. 

• 6 
• 3 to6 

In local booking. 1111d Anklesvar { 6 
In through booking $ 6 

On cross traffic passing through junctions to and from foreign rail-
ways no terminal charge is 'levied. ' . 

(a) In the <lase of goods carried at wagon rates, except where 
otherwise stated, the terminal charge for distance under 
75 miles is Rs. 2-0-0 per broad gauge 4-wheeled wagon and 
Rs. 1-4-0 per metre or narrow gauge 4-wheeled wagon, 
the differential rule as to distance to apply. 

(b) For the following commodities, however, the' terminal charge 
is levied as under:-

(1) On broad and fIletre gauge sections-

Bamboos, bamboo chips, and firewood-
On broad gauge section-

For distances under 75 miles • 
On metre gauge seotion-

For distances under 100 miles • 
Charooal-

For distances under 75 miles 
Kuppas-

(1) For distances under 75 miles • 
(2) For distances 75 miles and over 

Rafters and timber--
On brcmd gauge section-

(1) For distances'under 75 miles 
(2) For distances 75 up to 100 miles 

Per 4-wheeled 
wagon. 

Rs. A. P. 

• 
2 0 d 

2 0 0 

2 0 0 

4 0 0 
2 0 0 

4 0 0 
2 0 0 

NOTE.-In booking between broad and metre gauge seotions of the Bombay, Baroda 
and Central India Railwal the terminal charge in the case of goods carried at wagon 
rates will be made aooording to the wagon used at the forwarding station, irrespective 
of the number of wagons used at the Traruohip Junction station. 

2~2 



580 MONOGRAPH ON INDIAN RAILWAY RATES. 

(2) On narrow gauge ra.ilways-

On bamboos, bamboo chips,. charcoal, firewood, grass dry, 
and hay, rafters and timber.-
Per broad gauge 4-wheeled wagon-'- \ 

In booking from Bombay, Baroda and Central India 

Rs • .t.. p • ... 

Railway and vid • - •• 

Per narrow gauge 4-wheeled wagon-
In other cases 
OnKuppas • 

4 0 
200 

* Irrespective' of the number hf Narrow Gauge wagons used. 

(0) Bogie vehicles will be charged at double and six-wheelers 
at one and a half times the rates for four-wheelers. 

Short dista'Me terminaZ charge. 
1. A short distance charge of 3 pies per maund (in addition to the 

ordinary terminal charge), is made on all goods conveyed fOr distances 
under 75 miles on the Bombay, Baroda and Central India. Railway Com· 
'{lOony's system; the differential rule as to distance to apply. 

2. The short distance terlhinal charge will not apply to :-
(1) Rice and paddy. 
(2) Cinders. 
(3) Coal, coke and patent ~uel, except in local booking. 
(4) Coal ashes carried by contractors and charged at 0'13 pie 

per maund .per mile. 
(5) Foreign railway materials. 
(6) Live stock. 
(7) Military traffic. 
(8)' ~Iineral class goods chargeable at schedule rate H or at 

other schedule rates. 

Toll charge. 
On all goods booked to !l-nd from Carnac Bridge station in Bombay, 

extra charges noted below with certain exceptions will be made :-

(1) In the case of maund rates 

(2) In the case of wagon-mil~ rates 

Transhipmem charge. 

Pies per 
Maund. 

2 
Per 4-wheeled 
broad gauge 

truck. 
Rs. 

2 

A.transhipment charge of 2 pies per maund is levied on traffic inter
chmged at Cawnpore Collectorgunge between the Great Indian Peninsula· 
R!lilway, including Cawnpore-Khairada SectioZi and the Bombay, 
Baroda--and gentral India Railway. 
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In through booking between the Oudh and Rohilkhand Railway 
and the Bombay, Baroda and Central India Railway via Cawnpore 
Collectorgunge, a transhipment charge of 2 pies per maund is levied on 
traffic booked to and from stations Cawnpore to Parkham, including 
the Brindaban and Brabmavart Branches, via Hathras Road, via 
Kasganj, and'.vw' Farukhabad. 

Norj,h Western Railway.-Terminal charges. 

Looal tmffic-
UJfon all consignments of 2nd, 3rd, 4th, 5th and X class 

goods • 
Upon 1st class goods and goods chargeable at rates lower' 

than 1st class 
Through tmffic-

Upon goods of all classes • 
()ross traffic-

Passing through junctions with foreign raijways 

Pies per maund. 

6 

3 

3 

No terminal. 

Oudh and Rohilkhand Railway.-l'erminal charges, (from tariD 01 
31st January 1914). 

The following terminal and short distance charges are made on all 
classes of goods carried over the Oudh and Rohilkhand Railway, and 
the Hardwar-Dehra Railway, exqept where othe1;wise specified:-

1. Terminal oharges (irrespective of distancel-_ 

On goods charged at maundage rates 

(6) On goods charged at wagpn rates 

Over Oudh 
and 

Rohllkhand 
Railway. 

6 pies per 
maund on 
actual weight. 
Rs. 4 per 4. 
wheeled wagon 

Over HardwaI· 
Debra. 

Railway. 

6 pies per maund 
.on actual 
weight. 

and .Ra. 8 per 
bogio wagon. 

II. Short distance charge, in addition to charges . 
given in (1) abole on traffic carried for distances 

Rs.4 per 4· 
wheeled wagon 
and RI. 8 per 
llogie wagon. 

under 7 Ii miles, subject to the differential rulo-
j) On goodS charged at maundage rates 3 pies per. No charge. 

maund on ac-
tual weight. 

(6) On goods charged at wagon rates • Rs. 2 per wagon. No charge. 

Bones in wagon loads at maundage rates are subject to the charges 
under (I) (b) and (II) (b), instead of (I) (a) and (II) (a). 

3. On goods booked from stations on the Hardwar-Dehra Railway 
to sta.tion on the Oudh and Rohilkhand Railway (but not beyond, 
i.e., not to f(,reign Railways) and vice versa, only-one terminal will be 
charged and that will be credited to the railway which books the traffic; 
but the short distance charge if due, will be levied separately ili a.ddition 
to the terminal charge and will be credited solely to the Ondh and 
Rohilkhand Railway. 
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4. The following reduced terminals, irrespective of distance, will 
be charged, on the articles noted below, when book_ed in wagon loads :

Bricks, chakees, stone, lime, limestone, marble unwrought, stone 
of other kinds (not otherwise specified in the tariff), timber of all sorts, 
slates. ' 

Marked carrying oapacity of the wagon. OverO. & OverH •• D. 
R.Ry. Ry. 

Per wagon. Per wagon. 

Not exceeding 11 tons • 

Exoeeding 11 tons but not exoeeding 17 tons 

Four-wheeled .wagons exceeding 17 tons • 

Bogie wagons' 

Rs._ .... 

3 0 

3 ,0 

4 0 

8 0 

P. 

0 

0 

0 

0 

Re. .... P • 

2 0 0 

3 0 0 

4 0 0 

8 0 0 

In booking from stations on the Hardwar-Dehra Railway to stations 
on the Ou.dh and Rohilkhand Railway or vice versa, only one terminal 
will be charged and Will be divided between the Oudh and Rohilkhand 
Railway and Hardwar-Dehra Railway in equal proportions. 

Oudh and Rohilkhand Railway ~hort distance charge will not be 
lev.ied in addition to the terminals, laid down in this sub-paragraph. 

No terminal and_short distance charges will be levied on consignments 
of bhoosa, bunkhas, firewood, .fodder, forage, grass, hay, kirby, sirkee 
and straw, if the freight charges at the mileage rate is Rs. 10 and over 
per wagon.' If the freight amounts to less than Re. 10, the following 
te.rmi.nal charge will be added,subject to the operation of the differential 
rule:- ' 

Type of stock used. 

A, B, C, D. and E. 

Term:nal charge. 
__ Per wagon. 

Re ..... p. 

200 
~~K~P 300 

The terminal charge when' levied on a consignment booked over 
the Hardwar-Dehra and Oudh and Rohilkhand Railways will be divided 
betw:een the two Railways in equal proportions. 

Exceptions. , 
5. No terminals and short distance charges will be levied in the 

following cases :-
(1) ,Goods caqied at local or through • station to station' Jump 

sum special rates. 
(2) Goods carried at the • Reduced class rates'. 
(3) Cross traffic of the Oudh and Rohilkhand Railway. 
(4) Military traffic carried at military rates; coal, and railway 

nihteria]s. 
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(5) Sugar booked from Unao to Cawnpore (Oudh and Rohilkhand 
Railway). 

(6) All traffic booked from and to Kashi and Benares Cantonment 
to and from Mogal Sarai and via. 

(7) All traffic between Shiupur and via Moghal SaraL 
(8) Jaggree, at owner's risk, from Meerut City Mandi to Ali

garh via Meerut City over Oudh and Rohilkhand Railway. 
(9) Kunkur, boulders, sand and stone or brick ballast. In case 

of consignments' booked in wagon loads, charge will, 
however, be made, subject to a minimum charge of Rs.· 4 
per vehicle. 

(10) All first-class goods booked to and from SambhaI Hatim 
Sarai and Phul Singh Sirsi, whether charged at the classi
fied rate or at schedule rate. 

(11) Grain and pulses and common seeds, booked from the fol
lowing stations to Cawnpore (Oudh and Rohilkhand 

Achalganj. 
Bighanur. 
Talda. 

Railway) :-
" Dalmau. 

Lalganj. 

Purwa Road. 
Raghuraj Singh. 

Jalalpur Dhai. 
Jamnapur. 
Belakhera. 

Lachhmanpur. 
Unchahar. 
Pariawan. 
Gotni. 
Atanagar. 

Bhadri. 
Lalgopalganj. 
Ramohaura Road. 
Atrampur. 

(12) Bamboos, in wagon loads. 
(13) Sugar cane, in wagon loads. 
(14) Kuppas booked from Hapur and via to Meerut City and via 

Meerut City for Meerut City M.andi. 
(15) The follo~g articles booked :-

(a) Locally between stations on the Oudh and Rohilkhand 
Railway. . 

(b) Locally between. ~ stations on the Hardwar-Dehra 
Railway. 

(e) From 'the Oudh and Rohilkliand Railway stations to 
Hardwar-Dehra and Cawnpore-Khairada Rail
way stations and mee ,;ersa (but not when booked 
to and from foreign railways). 

Ashes. Hay, pressed Lao, stick. ~ 
Bamboo. Hemp, pressed Moonj, pressed. 
Bark, tanning Iron ore. Potatoes, at owner's risk. 
Bran. Iron or steel scrap. Salt (all sorts). 
Cinders. Iron slag. Saltpetre. 
Earth (all sorts). Jute, pressed Sugar. cane, in wagon loads. 
Gunny. Lao, refuse. 

N.B.-North Westerh Railway Meerut City Mandi should be oonsidered as a local 
station of the Oudh and Rohllkhand Railway for purposes of this pam. 

. 6. The terminal charge of 6 pies per maund mentioned above is not 
leviable in the following cases; but the short distance charge of 3 pies 
per maund will be ievied. 

(a) Grain and pulses and common seeds, salt, and kerosine oil 
. flaShing at and above. 76° Fahr. at owner's risk, booked 
from Benares Cantonment and Rasbi to Lohta. 
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(b) Sawdust in wagon loads, from tJia Cawnpore (Oudh and 
Rohilkha.nd Railway) to Lucknow, only when booked 
from Jhansi. 

(0) Grain and pulses and common seeds, booked from Lalgopal
gauj to Allahabfd. 

7. The,terminal charge on goods charged at wagon rates is not levi
able on cinders and ashes, at owner's risk, in wagon loads, loaded and 
unloaded by owners, booked from Khan AIampura to tJia Saharanpur 
for Meerut City. "The short distance charge ofRs. 2 per wagon will, 
however, be levied. 

The following additional charges will be made on cross traffic of all 
descriptions of goods (except bone, coal and railway materials and 
stores), fro¢ or to metre gauge lines, passing BareiIly, Barabanki. 
Shahganj, Jaunpur City, Benares Cantonment, Lucknow or Moradabad 
Junctions :-

Dellcription of goods. 

(a) Goods carried 75 miles or less over the Oudh and Rohil· 
khand Railway. 

(b) Goods carried over 75 miles over the Oudh and Rohil. 
khand Railway. ' 

Goods placed over the Oudh and Rohilkhand Railway-
Inol&88 I. ~ ••••• 

" 
" 

II and III 
IV & 'V 
X 

Artioles 
oharged at 

maund 
,rates. 

Permaund. 
Pies 

3 

1 
2 
3 
5 

Artioles 
charged at 

wagon rate •• 

Per wagon. 
Re • .t.. P. 
200 

011 I) 
150 
200 
350 

The above charge is not leviable on traffic to and from Badshah
nagar and North-Western Railway Meerut City Mandi. 

East Indian Railway. 

To and from 

To Howrah. 
other than When carried - Howrahwhen 75 miles and 

carried under over. 
75 mile •• -

(a) Grain and pulses, seeds common, Nil. Spies permaund Nil. 
salt, ballast. subject to 

dille ren ti a1 
rule. 

(!» Mineral class goods • . . 2 pies per 
mannd. -

Spies permaund 
subjeot to 

Nil. 

dille ren ti al 
rule. 
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Easi Indian Railway-contd. 

- To Howrah. 

(e) Old special clll8s goods 5 pies per 
maund. 

... 
(d) All other goods . 8 pies 

maund. 
per 

(e) All goods ohargeable at wagon Rs.4 
mile rate. 

. 
(I> Railway materials and stores .. 2 pies per 

maund to and 
from. Howrah 
locally. 

To and irom 
other than 

Howrah when 
oarried under 

75 miles. 

5 pies per maund 
subject to 
differential 
rule. 

9 pies per maund 
subject to 
differen tial 
rule. 

Rs. 4 per wagon 
subjeot to 
diffe r e n t i a I 
rule . 

Nil. 

When carrie d 
il 75 miles an 

over. 

, 
3 pies per 
maund. 

6 pies per 
maund. 

Rs. 2 pe 
wagon. 

Nil. 

For articles mentioned in (a); (b), (0), when bookeq between the 
following points special terminals are levied, viz.:-

When oarried under 75 miles 

When carried 75 miles and over 

Jubbuipur and tJid and. 

Katni and tJid and 

Jamuna Bridge and lIiti Agra East Bank 
and 

• 

Tarrukltabad and tJid and 

Hathras junotion and viti and. 

Pies per 
maund. 

9 (s u bjeot to 
differential 
rule). 

6 

Stations situated between Manauri and 
Firozabad both inolusive -excluding 
Shikohabad-Farrukhabad Railway sta
tions. 

(a) Stations on the Jubbuipore line. 
(6) Stations between Gaipura and Kunwar 

both inclusive, excluding tJid Allahabad 
and tJid Allahabad City. 

(a) Stations on the Jubbuipur line. 
(6) Stations situated between Jeonathpur 

and Kunwar both inolusive exoluding. 
tJid Allahabad and viti Allahabad City. 

(a) Stations situated between Etawah and. 
Kuberpur both inclusive. 

(6) Stations on the Shikohabad-Farrukha
bad Railway. 

(e) Stations situated between Barhan and 
Khurja both iJ)clusive but excluding 
Hathras junction and tJid Aligarh . 

(d) Stations on the Khurja Hapur Railway' 
exoluding tJid Hapur. _ _ 

Stations on the Shikohabad-Farrukhabad 
Railway including Shikohabad itself. 

(al Stations situated between Barhan and 
Khurja both inclusive excluding tJid 
Aligarh. -

(6) Stat.ions on the Khurja Hapur Railway 
excluding tJid Hapur. 
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Hapur and tJi6 and • Stations on the Khurja Hapur Bailway 
inoluding Khurja itself. . 

Manikpur and vi4 and • (a) Stations on the Jubbulpore Line. 
(6) Stations situatad between Gaipura and 

Kunwar both inolusive, exoluding ftd 
Alla.habad and tJi6 Alla.habad City. 

Delhi, vid Delhi and vid Delhi Serai Rohilla 
in through booking. wit~ the Agra
Delhi Cord, S. P. B., and Bombay, 
Baroda and Central India Bailway and 

(a) Stations situated between Ma.drak and 
Delhi Shahdara both inolusive exoluding 
Aligarh and vi4 Ghaziabad. 

(6) Stations on the Khurja Hapur Bailway 
excluding vi4 Hapur. 

No terminals are leviable on cross traffic but a charge of 3 pies per 
maund is made on cross traffic where there is a break of gauge. 

Bengal Nagputt' Railway, 'P"oper. 

(a) Local traffic.-Upon all consignments of 1st, 2nd, 3rd, 4th, 5th 
and explosive or X class goods,· a terminal charge of 16 pies per maund 
is added to the mileage rates. • 

(b) Through traffic.-Upon all consignments of 1st, 2nd, 3rd, 4th, 
5th and explosive or X class goods, a terminal of 8 pieS per maund is 
.added to the mileage rates .. 

(c) Short Distance term"inal.-Unless otherwise specified, a terminal 
<lharge of 3 pies per maund is made on all goods carried at schedule 
rates and on which no other terminals are levied when carried over the 
Bengal Nagpur Railway proper for distances under 75 miles, in local 
as well as.in through booking except in the following cases :-

(1) Coal, coke and patent fuel. 
(2) Railway materials and stores. 

(d) Special terminal charge on gooiJ,s consigned to or !rum ShaZimar.- . 
A special terminal charge of 2 pies per maund is made, except where 
otherwise specified, on all goods charged at station to station and maund 
sch~dule rates (including E. C. schedule rates) when booked to or from 
Shalimar; when goods are booked at wagon schedule rates, the terminal 
charge is Rs. 3-0-0 per wagon irrespective of the ~ctual weight in the 
wagon. 

The Shalimar special terminal charge in case of articles charged at 
ton rates is Rs. 0-4-6 pe.r ton. -

Exceptions.-The above terminal is not levied in the following 
cases :-

-(l) Coal, coke and patent fuel. " 
{2} Hides and skins booked to Shalimar and chargee! at the mini-

mum wagon -rates of 4 or 3 annas per mile. 
(3) Live stock. ' 
(4) Myrabolams crushed or with seed extracted. 
{5} Railway ma~als and stores. 
(6) On traffic booked tM Shalimar. 
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(7) On traffic booked to or from Shalimar, from or to the follow
ing stations :-
(a) .All stations Asansol and tria to Barahabhum. 
(b) All stations on the Purulia Lohardaga Branch. 

• 

(c) Ali stations Kargali to Gomoh and tria on the Talgaria 
Chord including stations· on Bhojudih-Mohuda 
loop and stations on the Bokaro Ramgarh Extension. 

(d) Murulia and Chaurashi. 
(e) All stations Adra to Jb.antipahari. 
(f) Via Katni and Katni Marwara and tria. 
(g) Via Jubbulpur (via Gondia). 
(h) Howbagh-Jubbulpur (via Gondia) . 
(i) Nagpur and tria. 

Garden Reach Terminals. 
1. On goods booked to Garden Reach (Calcutta) the following ter

minals are charged :-.. 
Goods carried at maund rates 

wagon rates 
Euepliont/ :-

Pies pel: 
maund. 

6 
Per wagon. 
RB. A. P. 

. 9 6 0 

Per ton. 
RB. A. P. 

<i> Lime and limestone to Garden Reaoh. • • • 0 7 0 
Iii> Stones, N. O. C., ballast ghootmgunbumt,grave1, kunkur, 

moorum, sand and sandstone booked to Ga.rden Rea.oh 
<Calcutta> •.•••.•• 0 7 0 

(iii> Firewood booked in wagon loa.ds to Ga.rden Reach Per wagon. 
(Caloutta) • • 4 11 0 

2. The following are exempted from Garden Reach terminal:
(a) Lime from Biera. 
(b) Live stock. 
(c) Charcoal booked from distances of 90 miles and over. 
(d) Firewood booked in wagon loads at owner's risk from Krishna 

-Chandrapur. . 
(e) Railway materials and stores (excluding coal, coke and 

patcnt fuel, rolling stock, dangerous goods, specie and bullion) 
for the use of th~ Bengal Nagp1lr Railway and booked from 
Garden Reach to Shalimar and to stations on the Bengal 
Nagpur Railway. 

Terminals over the East Ooast Section. 
1. The terminals on all goods, charged at maund rates, whether 

class or schedule, and irrespective of distance and weight are :-

In through booking 
In local • • 

Pies per 
maund. 

2 
4, i.e., 2 pies per mSllDd 

at both the forwa.rd 
ing and reoeivin 
engs. 
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2. In the case of goods charged at wagon mile rates the terminals 
irrespective of distance are:-

Per_gon. 

Goods charged at wagon mile rates.under schedule K
In through booking 
In local booking 

RI ... 1'. 

1 , 0 

280 

BengaZ and North-Western RaiZway.-Terminal charges. 

(a) On the Bengal arid North-Western Railway a terminal charge of 
3 pies per maund is made in the case of the five ordinary and X classes. 

(b) A terminal charge of 6 pies per maund is levied on all goods 
booked to or from Aishbagh, and via Daliganj and via and c..wnpore 
and via from or to stations on the link including Cawnpore (Collectorganj). 

(c) A terminal charge of 3 pies per maund will be levied on goods 
charged at the special rates A to G in local booking over the Bengal 
and North-Western Railway for distances under 75 miles, subject to 
the differential rule, i.e., the charge for distances under 75 miles must 
not exceed the charge for 75 miles without terminals; this does not 
apply to mineral class goods. 

(d) A terminal of 6 pies per maund Win be' levied on grain and seeds 
and jaggree and mollases at owner's risk and sugar from' J aunpur to 
Benares City and Benares Cantonment, and vice VerBa. 

(e)'A terminal charge of 3 pies pti maund will be levied on stone in 
full wagon loads at owner's risk when booked from Benares City to 
Jaunpur locally. 

(j) A terminal charge of 6 pies per maund will be levied on all goods 
when booked from' Cawnpore (Collectorganj) to Aishbagh, Lucknow 
City, Daliganj and Badshahnagar and vice versa. 

(g) The following terminal charges on goods charged at wagon rates 
as also on mineral class goods, timber and firewood, which are in force 
over the Oudh and Rohilkhand Railway are levied on goods booked 
to and from stations ('I:iz., Burhwal, Bindaura, Jahangirabad, Bara
banki, Jugaur, Malhaur, Lucknow Junction, Amausi, Harauni, Jaitipur, 
Ajgain, Sonik,Unao, Magarwara, Cawnpore (Oudh and Rohilkhand 
Railway), Cawnpore (Coll~torganj), Cbingigurh and Gwaltoli siding") 
to and from stations (viz., Lucknow City, Aishhagh and t--ia, Daliganj 
alid via, and Badshahnagar) and 1:ice versa :-

Per wagon. 
Be. A. 1'. 

(1) On goods charged at wagon rates for distances under 
:75 miles. • • • • • • • • 2 0 0 

(2) Onthe articles noted below when booked inwagonloads 
(irrespective of distance) for '-wheeled wagon. • 2 0 0 

On the articles noted 'below when booked in wagon loads 
(irrespective of distance) for 6-wheeled or bogie wagon • 3 0 0 

Articlu:-
Kunkur, ballast, lime, atone, atone mills, stone, N. O. C., timber of all sorts. ala_ 

and firewood. 
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A telminal charge of Rs. 4 per 4-wheeled wagon in addition to the 
charge of" Rs. 2 per wagon laid down above willl>e levied from stations 
Lucknow, Aishbagh and via, Daliganj aud via, and Badshahnagar and 
vice versa to stations on the Link. This charge will also be levied on 
lump sum rates for bark for tanning, charcoal, firewood, timber un
wrought and kunkur. . 

• 

Madras and Southern Mahratta Railway.-Terminal charges. 

(a) Termhlal charges on g09ds charged at maund rates :-

(i) 'In local booking.-On traffi9 booked between any two stations 
throughout the system; 6 pies per maund, i.e., 3 pies at each 
end. But in the case of articles charged at maund schedufes 
M and N, a terminal charge of Rs. 1-8-0 for each metre 

. gauge 4-wheeled wagon and Rs. 3 for each broad gauge 4-
wheeled wagon used is levied . 

(ii) In, through booking.-In through bookmg with foreign rail
ways to or from any station on the Madras and Southern 
Mahratta Railway system, 3 pies per maund for the forwar- / -
ding or receiving station, as tho traffic may be outward or 
inward, respectively. 

(b) Terminal charges on goods charged at wagon rates :-

In local booking as well as in through bookmg with foreign 
railways Rs. 1-8-0 for each metre gauge 4-wheeled wagon, 
and Rs. 3 for each broad gauge 4-wheeled wagon used. In 
the case of wagon schedule K rates the terminal charges to 
be levied is Rs. 1-4-0. 

(c) Terminal cha,rges on cross traffic :~ 

Termmal chatges are not made on cross traffic. 

(d) Terminal a~d short distance charges to and from Kolar Gold 
Fields and SangH State Railways :- -

Traffic to and from Kolar Gold Fields Railway and the Sangli 
State Railway is treated as foreign traffic for purposes of 
charging terminal and short distance charges. 

(e) Terminal charg,es on goods booked to and 'from the out
agencies :-

On goods booked to or from the out-agencies on the Madras 
and Southern Mahratta Railway system, the same terminals 
as may be applicable to traffic to and from the railway 
stations s~rvmg the out-agencies are levied. 

(f) Exemption from terminal charges:-
(i) Coal and coke are exempted from the terrnmal charges over 

the whole of th~ Madras and Southern Mahratta Railway 
system except in booking locally from Madras to any station 
on the Madras and Sl1Uthern Mahratta Railway, but ill the 
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case of traffic booked locally between Madras Harbour 
and other stations in Madras, viz., Salt Cotaurs, Rayapuram 
and Korukkuppettai, only one terminal, viz., 3 pies per 
maun~ is levied in addition t9 the freight charges ordinarily 
charged. 

(ii) Firewood in wagon loads booked locally for distances under 
250. miles is not subject to terminal charges. ThiB ru'k 
applies also over the Kolar Gold FieldB Railway locally and 
in booking with the Madras.and Southern Mahratta Railway. 

ShO'Tt distance charges. 

On all goods traffic (live stock ex~epted) booked and carried for 
distances under 75 miles (subject to. differential rule) over the Madras 
and Southern Mahratta Railway (with the exceptions noted below) 

. a short distance charge of 3 pies per maund in the case of goods chargeable 
at Maund Rates except where otherwis.~ stated, and of Rs. 2 per 4-whet;led 
metre gauge wagon and Rs. 4 per 4-wheeled broad gaug& wagon in the 

. case of goods chargeable at wagon rates is levied in addition to the 
ordinary mileage rates and terminals both in local booking and in through 
booking wit~ foreign railways. In local bo?king, however, the wagon 
short distance charges referred to above are levied in the case of articles 
charged at maund schedules M and N only. 

E.xceptions • 
('/.) In booking locally between any two stations on the North East 

line (including Tenali-Repalle and Cocanada branches). 
(ii) In the case of traffic booked to and from the stations on the West 

of India Portuguese, the Kolar Gold Fields, and the Sangli State Rail
ways no short distance charge is leviable on these railways, but whe~ 
the distance such traffic is ca.med over the Madras and Southern 
Maharatta Railway is less than 75 miles, the short distance charge laid 
down above is levied for the Madras and Southern ~atta Railway 
only. No short distance charge is levied on traffic from Kolar Gold 
Fields Railway to South Indian Railway and vice VerBa, 1Jid J alarpet. 

(ii",) The short distance charge is not levied on cross traffic nor is 
it added to the special station to station rates quoted in local and through 
booking. . . 

(iv) The short distance charge is not levied in the following cases :
(a) Coal. 
(b) Kerosine oil in hUlk originally received at Bangalore, Guntakal, _ 

Bezwada or Tadepalli, Katpadi, Gudnr and Renigunta 
booked locally from Madras or Cocanada Port in broad 
gauge wagons and transferred at these junctions to metre 
gauge tank wagons and rebooked thence locally to metre 
gauge stations on this line situated under '15 miles, at 
ordinary class rates at owner's risk. 

(c) Live stock. 



APPENDIX. 591 

Transhipment charge on coal. 

A transhipment charge of one pie per maund (or allilas 2-3 per ton) 
is levied for the Madras and Southern Mlthratta Railway on all coal. 
coke and patent fuel booked via Hotgi 'and viaPoona. 

Terminal and other extra charges in the case of special lump sum rates. 
All ~pecial lump sum maund and wagon rates, quoted from and to

particular stations in Madras and Southern Mahratta Railway Goods. 
Tariff, fart I, are inclusive of temunal and. ot~er extra charges, but 
\vhere a maund mile _or wagon mile rate is quoted, the terminal and 
other extra charges are to be le;"ied in addition, unless it is specially 
noted that sllch charges are not to be made. Terminal and other extra 
charges' Ilre ZIJ1,-ied. on the same weight of goods on which freight charge:t 
are collected. 

Soutl& Indian Railway.-TerminaZ charges .• 
In local booking :-

4 pies per maund for forwarding station 

4 pies per maund for receiving station 

In through booking:-

} 

Total 8 
pies per 
maund 

4 pies per maund for forwarding or receiving station as the case may be. 

The terminal charge is levied on the same weight as that on which 
freight is charged, except where otherwise specified. 

Terminals are not charged on cross traffic. 
- On grain and seeds, common, consigned· locally over the metre· 

• gauge section, excluding Tirupattur-Kris1ulagirl. Morappur-Hosu.; and' 
Shoranur-Cochin Railways, for uistance .. not exceeding 50 miles, the
following terminal charges will be levied :--

To oertain Coast Port Stations :
For distances 1 to 25 miles' 

2~to50 " 

. Permaund. 
At O. R. AtR. R. 
Rs. A. P. Rs. A. P. 

• 0 0 3 0 0 8 
• 0 0 5 0 0 8 

To stations other than Coast Ports :
For distances 1 to 50 miles • '0 0 3 0 0 8 

The following commodity is exempt from. terminals on the metre
gauge section, excluding Tirupattur-Krishnagiri, Morappur-HosUr and 
Shoranur-Cochin Railways, when booked at the class rate in small 
consignments, or at special rates in wagon loads :-

Commodity From To 

Brioks in wagon loads • 

Cuddalore O. T. Chidambaram, Porto. S-
and Beach Novo, Panruti 

Tirukoilur. ' . 

f 
Pallavaram '. J Madra.s (Beach) for 
St. Thomas Mount the Harbour Works. 
Perambair. • Pondicherry,'MadraSo 

(Egmore and-Beach) •. 
Olakur • • Pondicherry. ~ 

, Pallavaram., Madras (Egmoreand. 
Beach). 

Salt '. 

Firewood in H. S. trucks • • 
Quarry rubbish in wagon loads O. R. 
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The following ~ommodities are exempted from terminals on the 
broad gauge section, including . Shoranur-Cochin, Tirupattur
Krishnagiri and Morappur~Hosur Railways, when consigned in full 
wagon loads, subject to the following minimum weights per broad 
gauge wagon:-

(a) Firewood for distance under 25 miles and over 81 miles • 
(bl Firewood between tbe following stations. 

Chalakudi 
elrinjalakuda 
Pudukad 
Ollur 
Trichur 
Kasaragod 
Kanhangad 
Nileshwar 
Azhikkal 
Azhikkal 

From To 

~~MangMor& 
" Callcut. 

(e) Cotton 1<>0ge, from Ingur to Coimbatore and from 

Maunds. 
211 
216 

<?oimbatore to Kallayi • 90 

A terminal charge of Rs. 3 per broad gauge wagon, charged at double 
the Schedule P, P-I, and P-2 rates for distances 25 miles and over up 
to 81 miles on the broad gauge section, except for traffic between the 
-stations mentioned in clause (b) above, is to be levied extra. 

l'erminals on re-booked traffic. 

In the case. of re-booked traffic full terminals Inust be charged whe
ther booked at' O. R. or R. R. 

When goods which are exempted from, or subject to, .... reduced 
terminals are re-booked to stations not exceeding 50 miles to avail of a 
-cheaper rate by re-booking, a remark to that/effect should be made on 
the re-booked invoices so that full terminals may be levied in such COD

.signments. 

Short distance charge.-A short distance charge of 3 pies per maund 
may be levied on all goods carried for distances under 75 miles over this 
:railway in addition to the terminal charge. 

A,short 'distance charge of 3 pies per maund will be levied on ground. 
nuts u;om Kannammangalam, Kaniyambadi and Vellore Cantonment to 
via Katpadi (for traffic to Madras) and from Paljll' to cia Arkonam (for 
traffic to Madras). ' 
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Eastern Bengal Railway.-TerminaZ charges. 
1. Eastern Section :-

At-
Calcutta or Chitpore (in upward tooking only) 
Lalgola Ghat 
Kushtia 
Goalando 
Chitpore Ghat 
Faridpur 

Pies. 

3 
2 

2 

2 

2 

693 

2. (a) Northern and Behar Section's, including Katihar-Goadgar; 
and Gauhati Extensions :-

At-
Godagari 
l\1anihari Ghat 
Sara Ghat • • • 
Dhubri Ghat. In addition to this a ghat charge of 2 annas 

Pies. 

2 

3 
2 

per maund is levied • 2 
(Amingaon. In addition to this a ghat charge of 1 anna 

per maund is levied in through booking with the Assam 
Steamer Service via Amingaon. In local booking from 
Amingaon to Chutiapara Baihata, Rangiya and Nalbari 
and vice versa a terminal charge of 6 pies per maund is 
levied in addition to the? pies charge quoted above) 

Gauhati 3 
All other stations . 

(b) In through booking via Manihari Ghat :--
Pies. 

At-
Manihari Ghat 3 

All other 'stations on the Northern and Behar sections 
including Katibar.Godagari and Gauhati Extensions a 

(c) In through booking ",ia Fulchari and Bahadurabad;
Pies. 

At-
Fulohhari 
Bahadurabad 

2 

2 

3. Mymensingh Jagannathganj Railway and Vacca section in
cluding the Singhjani-l?ulchari ;Extension:-

(a) Except in through booking with Calcutta steamer ghat by the 
direct steamer service via Sunderbans:"":'" 

(1) Between any two stations on the Dacca Section (except 
,Narayanganj and via) • 

(2) Between any two stations on the Singhjani Fulchari 
Extension and vjd 

(3) Between any two stations on the Mymensingh Jagan-
nathganj Railway (except Jagannathganj) and via. • 

(4) Between any station on the Daoca section.(except 
Narayanganj) and via, and any station on the l\1ymemingh 
Jagannathganj Railway (except Jagannathganj) and "6a, 
or any station on the Singhjani Fulohari Extension and vid 

As. P. 

o 3 

o 3 

o 3 

o 6 

2B 
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(0) Between any sta.tion on the Singhja.ni Fulcha.ri Extension 
and flid a.nd any sta.tion on the Mymensingh Ja.aa.nnathga.nj 
Ra.ilway (except Ja.ga.nnathganj) and fIid . 

(6) Between Na.ra.ya.nga.nj (not fIid Na.ra.ya.nga.nj) and any 
othdl" sta.t;ion on the Dacca. section anc! fIid.. • • 

(7) Between Na.ra.ya.nga.1Ij (not flid' 'Na.ra.ya.nga.nj) and any 
Station on the Mymensingh Ja.gannathga.nj Railway (exoept 
Ja.ga.nna.thga.nj) and flili or a.ny other station on the Singh. 
jani Fulcha.ri Extension and flid 

(~) Between Na.ra.ya.nga.nj (not ~id Na.ra.yanganj) and Ja.gan. 
na.thga.nj (not fIid Jagannathga.nj). • ; • • 

(9) Between flid Naraya.nga.nj a.nd a.ny sta.tion on the Dacca 
section and fIid 

(10) Between viii Naraya.nganj and any sta.tion on the Mymen. 
singh Jagannathgltllj railway (except Jagannathganj) and' 
flid, or any station on the Singhjani Fulchari extension and 
'lid " 

(11) Between flid Naraya.nganj and Jagannathganj (not fIid 
Jagannathganj) 

(12) Between Jagannathganj (not "id Jagannathganj) alid 
any other station on the Mymensingh Jagannathganj 
ra.ilway and "id 

(13) Between Jagannathganj (not, flili Jaga.nnathgIlDj) and 
any station on the Dacca. section and flid (except Nara.ya.n. 
ganj and fIid) or any station on the Singhjani Fulchari 
oxtension and "id • 

(14) Between ,.id J~ga.nna.th~anj and a.ny other sta.tion on 
the Mymensingh Jagannathganj ra.ilway and"vid 

(15) Between "id Jagannathganj ,and any station on the 
D8.Qca seol10n (except-Narayanga.nj) and "id, or any 
station on the Singhjani Fulchari extension and viii 

(16) Between flili Jagannathganj and Nara.yanganj 

As. P. 

0 6 

0 0 

1 0 

2 0 

0 3 

0 6 

1 6 

1 0 

0 

0 3 

C 6 
i e • 

(b) In through booking with Calcutta Steamer Ghats by the Direct 
.. Steamer Service via Sunder bans :~ 

As. p. 
(1) Between fIid Narayanganj and any sta.tion on the Dacca 

Section, Mymensingh-Jagannathga.nj ra.ilway (except Jagan-
na.thganj) and Singhjani FulchAri Extension 1 0 

. (2) Between "id Jagannathganj and any station on the 
,Mymensingh Jagannathganj Railway or any sta.tion on the 
Dacca section on the Singhjani Fulchari Extension 1 0 

(3) Between fIid Na.ra.yanga.nj and Ja.gannathga.nj 1 0 
(4) Between Nara.yanganj and fIid Ja.gannathganj 2 0 

4. Southern Section :-

At--
Calcutta. (Sea.ldah) or Chitpore 

Mogra. Hat .' 
Netra • 
Deula. • 
Basuldunga . 
Xaligha.t (outward) 
'.Do. (inward) 

Akra • 
Budge Budge, 

• 

1 

4 

1 



SangraDipur 
Santoshpur • 

APPENDIX, 

vid Dock JunctioDs for through booking with Bengal 
Nagpur Railway and connected railways 

vid Dock Junction for articles chargeable at wagon mile rate 
in through booking with Bengal Nagpur and connected _ 
railways. 'l'bis terminal charge will be levied on actual 
weight of the consignment 

vid Dock Junction for traffic booked between Kidderpore 
Docks and stations on the Southern Section 

~ 

.0. Central Section.:-

Pie.;, 
1 

4 

1 

3 
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On 1st, 2nd, 3rd and 4'h class good3-2 pies at forwarding and 2 pies at 
receiving station :-

Vid Oalcutta and Chitpore • } 
Vid Dum Dum Junction . 
Vid Ranaghat • :. ,2 pies at Qne end only. 
Vid Khoolna 

On 5th ,and X class goods-4 pies at forwarding and 4 pies at receiving station.
Vid Calcutta and Chitpore . 
Vid Dum Dum Junction 
Via Ranaghat • 
Vid Khoolna 

~ ~ 4 pies at one end only. 

6. List of articles on which special terminal charges are. leviable. ' 
(1) Fodder and forage not being military traffic.-

At Calcutta in upward booking 
Do. downward booking 

At any other points 

Pies. 
3 

It 
2 

{2) Food grains, seeds and pulses, carried at special reduced 
on the Eastern Section :-

or owner's risk rates 

Pies. 
Between any two stations on the Eastern Section 3 
Exceptiomr.-When booked through to or from stations on 

the Northern and Behar sections, including. Katihar 
Godagari alli Gauhati Extensions via Bhairamara or 

_ Lalgola Ghat • • • . • • • • 
{3) Jute over Dacca Section, Mymensingh Jagannathganj railway 

and Singhjani Fulohari Extension :-
In local booking between any two stations on each of the above 

seotions, in booking ·between one seotion and another and 
in through booking with Calcutta steamer ghats by the 
Direct Steamer Service vid Sunderbans 6 

(,t) Salt carried at owner's risk rates :-' 
Between any tWQstations on the Eastern and Central Sec. 

tions only __ 3 

7. The following a.rticles are exempted from terminal charge:
Coal, coke and patent fuel, Railway materials and stores. 

-S. The terminal charges are levied on the same weight as tha~ 00· 

w}licb freight is. levied. 

,. 2,& 2 
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A 

Acquisition of the Sindh Panjab and Delhi Railway by the State and its 
amalgamation with Panjab Northern and Indus Valley Railways into 
one system, now known as North Westem Railway . 

Acquisition of the Oudh and Rohilkhand Railway by the State 
.<\cquisition of the Great Indian Peninsula Railway by the State and 

amalgamation of the Indian Midland Railway with the Great Indian 

:;1 
4!1 

Peninsula Railway 110, III 
Acquisition of the -Eastern Be;}gal Railway by the Government and its 

amalgamation with the Northern Bengal State Railway. 
Act IX of 1890-Indian R8.ilways-" Undue Preference" 
Addition to rolling stock in 9 years ending 1914-15 
Act IX of 1890-Indian Railways" Through Rates" • 
Agreements, traffic between railways. 
Agreement between Great Imilan Peninsula, Indian Midland, and East 

Indian Railways • 
Agreement between the Bombay lines 
Agreement (traffic) terminating competition, views of the Select Com

mittee on Railways in England on . 
Agreement between the Madras and South Indian Railways . 
Agreement between the East Indian Railway and the Calcutta Port 

Commissioners 
Agreement between Southern Mahratta, Great Indian Peninsula, and 

West of India Portuguese Railways in the matter of routing of traffic 
between Bombay and Southern Mahratta Railway stations (1898-99) 

Agreement regarding division of traffio between Cawnpore and Nagpur, 
Agra and Nagpur 

Agreement between Great Indian.Peninsula and Nizam's Guai'anteed 
~tate Railways (Hyderabad-Godavari Valley Rl!oilway) regarding 
routing of traffio • 

Agreement between the Great Indian Peninsula Railway and the 

28 
20d 

526-'-531 
223,227 
39-205 

85,86,135 
87 

87,88 
90,91 

91, 92 

94--96 

111-113 

Southern Mahratta Railway • 115,116,117,118 
Agreement revised between East Indian and Bengal and North-Western 

Railways.. . . . 12':, ; 27, 128 
Agreement between Great Indian Peninsula Railway and Tapti Valley 

Railway for division of traffic between Bombay an«\,Amalner and for 
ootton rates froin Khandesh . 

Agreement between the East Indian and Eastern Bengal State Railways 
for traffio from the Assam Behar Section of the Eastern Bengal 

103 

Railway to Calcutta 131. 132. 179, 180 
Agreement in 1903 between East Indian and Great Indian Peninsula' 

Railways to terminate competition, which followed with amalgamation 
of Indian Midland and Great Indian Peninsula Railways '. 85,86, 135, 148 

Agreement in 1904 regarding di~ion of traffic between' Katni and 
Caloutta between the Bengal Nagpur snd the Ea.qt, Indian Railways . 

Agreement between the India General Steam Navigation and River 
Steam Navigation Compan'es and the Eastern Bengal State an(1 
Assam·Bengal Railways respectively in regard to through traffic viti 
~oalundo and vici Chandpur • 

79, 144 

146, 147 
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Agreements (Jubbulpore) of 1898 and 1903 cancellation of and equaliza.
tion of rates between Cawnpore and Great Indian Peninsula Railway 
stations west of ltarsi withdrawn • 85 86, 

Agreement between the East Indian and Oudh and Rohilkhand Rail
ways for reduction and division of rates on tra.ffic between Howrah 
and stations on the Oudh and Rohilkhand Railway via Moghalserai • 

Agreement between the East Indian and the Great Indian Peninsula 
Railways regarding rating and routing of traffic from places near 
Cawnpore to Bombay " • • • 

Agreement between the Great Indian peninsula and Madras and Southern 
MahraUa Railways regarding rating and routing of traffio to Bombay 
via Poona, tJia Hotgi, and tJia Murmagao 

Agreement, Amballa, revision of, due to the opening of the Ludhiana
Dhuri J akhal Railway, between the Ealt Indian and the North 
Western Railways ' 61-63, 

Agreement between Rohilkund and Kumaon and Oudh ahd Rohilkhand 
_ Railways regarding routing of traffic on the opening of die Bareilly 
Soron Branch of the former Railway 

Agreement between the late Bhavnagar-Gondal-Junagad-Porbandar 
Railway and the Morvi Railway for traffic between Jetalsar and 
W~wan • 

Agreement regarding routing of traffic between Hapur and Calcutta. etc., 
" between the East Indian Ra.ilway and the Oudh and Rohilkhand 

Railway , 
Agreement, -revision of, for traffic between Calcutta and Katni, between 

the East Indian and Bengal-Nagpur Railways on the opening of the 
East. Indian Railway Grand Chord Line • 

Agreement between East Indian and Oudh and Rohilkhand RailWAYS 
1"e~arding rating and division of paseenger traffic between Benarea 
and Allahabad - · Agreement, revision of, between East Indian and Eastern Bengal Rail-
ways on account of opening of Ranaghat-LaIgola~Godagari-Ka.tihar 

135, U&-

lliO 

151, 152 

152,153 

68, 158 

163,164 

167.168 

173, 17~ 

176,171 

route, for Assam Behar traffic to and from Catcutta _ 131, 132, 179, 18l) 
Agreement, revision of, between the GreatIndian Peninsula and Bombay, 

180,181 
Baroda and Central India Railways for traffic between Bombay and 
Northern India on -the opening of the Nagda l::uttra Railway 

Agreement between the Kathiawar Native State Railways to avoid 
competition in rates and the separation of railways _ ' • 183, 184, 185 

Agreement between Great Indian PeniDsula Railway and Bombay, 
Baroda and Central India Railway for traffic other than that between 
Bombay and Northern India. 

Agreement, revision of, between the Rohilkund and Kumaon and the 
Oudh and Rohilkhand Railwa~ for Sitapur traffic _ 

Agreement betwec-n the Great Indian Penillsula and Bombay, Baroda 
and Central India Railways regarding traffic between Bombay and 
~orthem India- _ _ • • .. _ _ • 

AgI'f'E.ment regarding traffic between "the Kathia:war Native State rail
ways and division, rating and routing of port traffic • 

Agrement between the Bombay, Baroda and Central India Railway 

1~6, 187 

191,192 

193 

195 

- and the Bhavanagar Railway regarding via Wadhwan traffic 195, 196 
Agreement between East Indian and North Western Railways for traffic 

between the Panjab and Delhi and fJia on th~pening of the Delhi-
Umballa-Kalka Railway •• 61-63, 68, 158 

Agreement between Oudh and Rohilkhand and Rohilkund and Kumaon 
Railways for traffic between Bareilly and Lucknow 63 
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-Agreement, revision of, between East Indian and North Western Rail-
ways on the opening of Rajpura-Bhatinda Line . 

Agreement of 1889 between Great Indian Peninsula And Southern 
Mahratta Railways, clLDcelJation of, resulting in competition and in 
a fresh agreement 

Agreement for division of sugar and jaggree traffic from the Ciudh and 
RohiIkhand, RohiIkund and Kumaon, and Bengal and North-Western 
Railways to Central Provinces, Central India, and Rajputana • 

Agreement between Southern Punjab Railway and the Secretary of 
Stare rellarding rates on traffic interchanged between the Southern 
Punjab and North Western Railways 

Agreement between East Inman and Bengal-Nagpur Railways for divi
sion of traffic between Katni and.Calcutta 

Agricultural produce (Indian) in competition with the production of 
other countries in the consuming markets . 

Ama'gamation of Oawnpore.Farrukhabad, ]·arrukhabad-Hathras and 
Hathras·Achnera Railways into one- system and their subsequent 
amalgamation with the Bombay, Baroda and Central India 
Railway 

Amalgamation of the Indian Midland Railway with the Great- Indian 
Peninsula Railway and the acquisition of the latter railway by the 
State. • 

American Railway Federal Congress on organization of control of rail-
way rates • . • . • • • • • 

Amerioan Railway Commission, report of, regarding rates . 
Apportionment of through rates 
Artioles exported from and imported into each province by rail. 
Assam-Bengal Railway, rates of 
Assam Behar section of the Eastern Bengal State Railway, opening of. 
Average number of tons in a train (goods), statistical result 
Average number of vehicles in a goods ~rain, statistical result 
Average goods receipt per goods vehicle per mile, statistical result • 
Average goods receipt per train ~e, statistical result . 
Act IX of 189O:-Indian Railways" Undue Preference .. 
Act IX of 1890-Indian Railways regarding through rates 
Average sum received for carrying one ton one mile, statistical result. 
Average cost of hauling one ton one mile, statistical result 
Average cost of hauling one ton ono mile, including interest on capital 

at 5 per cent. 
Average speed of goods trains • 
Award. of Mr: Cripps regarding dispute between Southern Punjab 

and North Western Railways in conneotion with di~on of receipts 
on oross traffic 

B 
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73 

77 

79 

79, 44 

71 

101 

249 -
vi, vii 

225 
237-246 
503-517 

40-41 
534-535 

535 
535 
536 

ZO 
223-226 
536-53'Z 

537 

538 
545-546 

122-123 

Barakar Iron Works 424 
Barley, export and out-turn of. 440 
Bed rock difference between the Calcuita and Bombay Ports 152 
Benares Bridge, opening of, in 1887 • 31 
Benares-Allahabad passenger traffic, division and routing of betwl\en 

th e East Indian and Oudh and Rohilkhand. Railways 176-177 
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Bengal Nagpur Railway, opening oC • 
Bengal Nagpur Railway entrance into Howrah 
Bengal Nagpur Railway entrance into the Jherria Coal Fields on equal 

P"OL 
60 

111 

terms with the East Indian Railway 106-108 
Bezwada Junction, between the East Coast, the Southern Mahratta and 

Nizam's Guaranteed State Railway 
Bhavnagar-Gondal.Junagad-Porbandar Railway and Morvi Railway, 

agreement between, for routing of traffio between Jetalsar and 
Wadhwan . 

Block rates on Indian Railways 
Block- rates from Bhandara Road, Drug and Raipur, over the Bengal 

70-71 

167-168 
210-221 

Nagpur Railway • . 211, 212, 213 
Block rates to and from Broach 187, 188, 189, 190 
Board of Trade, jurisdiction of, in settling disputes between railway, 

and the publio 
Bombay lines, agreement between 
Bombay-Agra imd Bombay-Cawnpore traffic, competition between 

Bombay, Baroda and Central ;India Railway on one side and Great 
Indian Peninsula and Indian Midland Railways on the other 

Bombay traffic competition between East Indian and Indian Midland 
Railways via Jubbulpore and via Agra and Cawnpore 

Bombay and Northern India competition between East Indian,. Great 
Indian Peninsula and Indian Midland Railway. on one side and 
Bombay, Baroda and Central India Railway on the other 

Bombay for cumpetition between VIa Sabarmati and via Agra, Itarsi 
~ routes Delhi Ambala Kalka Railway traffio to and from 
Bombay-Delhi traffic, division between the Great Indian Peninsula and 

Bombay, Baroda and Central India Railways for 
Burmah Railway, rates for 
B\ll'hwal-Sitapur Railway rates 
Burhwal Cawnpore metre gauge link 
Business of railways 

c 
Calcutta terIJlir!.al facilities extension of Kidderpore Docks 
Cancellation of the 1889 agreement between Great Indian Pen1nsula. and 

Southern Mahratta Railways and competition resulting in a fresh 
agreement. • . . • • • • • • • 

Capital, provision of, by Government for 'railways leased to companies 
for working 

Castle Rock Junction between Southern Mahratta and West of India 
Portuguese Railways . 

Cattle and cattle food, rates for . 
Cement, rates for • 
Chittagong traffic competition between the Indian General Steam Navi-

gation Compan,y arid Assam Bengal Railway • • . • • 
'Circular of Government in.1883, enunciating general princq,les regula

ting th«; basis of railway rates and a few remarks thereon . 
Classification of cotton, 3rd class, on the Tapti Valley Railway, in order 

to maintain the rates of the Great Indian Peninsula Railway 

247 
87 

47 

52 

56 

67 

165 
518-522 
174-175 

92-94 

65 

73 

x, xi 

40 
450-451 

483 

78 

103 
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-Classification of each article and the maximum rate, to be charged, sanc
tioned by j he Board of Trade in Eng~and, the same as by the Railway 
Board in India 

-Classification, higher for cotton on the Great Indian Peninsula Rail-
way, reasons for • 128, 

·Classification, objection on the part of the Great Indhn Peninsula 
Railway for the e.doption of uniform • 

·Classification of cotton reduced from 2nd class to special class on the 
Bengal Nagpur Railway 

·Commiss:on, Railway to enquire into the quest'on of best means of con
nec.ting India with Ceylon' 

'Commi&sion, 'Report of American Railway-regarding rates . 
'Commission (English and American) on railway rates and their views 

in 1882 ' 
'Commission (Railway), permanent appointment of, in England and its 

functions and jurisdiction 
·Commission, English railway, its power under miscelle.neous Acts 
·Commission, English railwr.y, powers in the matter of arbitration 
·Commissi'jl, Re.ilway, to determine the point of junction between the 

North \'festern Railway e.nd the Jodhpur Bikaneer Re.ilway. . 
'Commission, Sara Bridge. 
·Compar:son ofyassenger fares for the lowest class between English and 

Indian line in 1864 . . . . . . • 
'Comparison of wages of unskilled labourers of India and America and 

their railway travelling power' . • . . . . . 
·Competit:on betweeh the Cll.lcutta. and the Bombay ports for traffic of 

Northern India gene:ally due to the opening of Rajputana Malwa. 
Ra.ilway in 1881 24, 

'Competition for piece goods traffic between Bombay and Agra and Delhi, 
via Sabarmati and via Jubbulpore on the opening of the Rajputana 
Malwa Railway to Sabarmati -. 

'Competition and combination between railways 
-Competition between Eastern Bengal Railway and India General Steam 

Navigation Company, for jute traffic, bet'ween' Goalundo and Chand
pur 

'Competition between Bengal Central' Railway and Eastern Bengal 
Railway for Chandpur traffic via Khulna a.nd via Goalundo 

-Competition between the . Bombay, Baroda and Central India, Indian 
Midland, and Great Indian Peninsula Railways for Bombay traffic 
and with the Great Indian Peninsula Railwav and the Calcutta 
Port. . . . . . . .... ' . 

'Competitton between Bombay, Baroda and Central India Railway a.nd 
Indian Midland, Great Ind'an Pen:nsula Railways for' traffic 
between Bombay and Agra, BombaY,and 'Cawnpore, Bombay and 
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72 

132-135 
vi, vii 

247-248 

'250-252 
253 

253, 254 

99, 100 
41 
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2.3, 26 

30 
39-205 

42 

43-44 

45-46 

~~ ~ 
'Competition between the East Indian and Indian Midland Railways for 

Bombay traffic, via Agioa, via Cawnpore and via Jubbulpore 5:! 
-Competition between the East Indian and the Indian Midland Railways 
. due to the opening of the· Indian Midland Railway ending in settle-

ments 55-56 
-COmbination between East Indian, Great Indian Peninsula and Indian 

lIlidland Railways resulting in competition with the Bombay. Baroda. 
and Central India Ra:Iway for traffic between Bombay and Northern 
India. 56 

If 
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C.()mpetit:on for jaggree traffic from the Oudh and Roh:Ikhand Railway 
and Bengal and North-Western Railway to Rajputana, Centrallndia 
and Central Provinces _ 

Competition bp.twee~ river side stations of broad and metre gauge, 
south and the north of Ganges r-espectively 

Competition between the Nizam's Guaranteed.- State Railway and 
Madras and Southern Mahratta Railway on the opening of the Wadi 
Bezwada section of the former railway 

Competition for Bombay-Delhi-Umballa-Kalka traffic between vid 
Sabarmati and via Agra and Itarsi routes 

Competition between East Indian and Indian Midland Railways for 
; traffic between N aini a'ld east thereof and Agra •. 
Competition between Great Indian Peninsula and Bombay, Baroda and 

Central India Railways f.Q! Malwa traffic on the opening of Godhra 
Rutlam line ; • . • • • . • • • 

Competition with the India General Steam Navigation Company and 
Assam-Bengal Railway for Chittagong traffic •. 

Competition between Calcutt~ and Bombay: ports for wheat and seeds 
traffic from Northern India • '. 

Competition between Great Indian Peninsula and Indian Midland Rail-' 
ways on one side and the East Indian Railway on the other 

Competition between the Great Indian Peninsula, Indian Midland, and 
East Indian Railways on one side and the Rajputana-Malwa. and 
Bombay, Baroda and Central India Railways OQ the other for traffic 
between Bombay and Northern India 

. Competition between Great Indian Peninsula and Southern Mahratta 
Railway for traffic between Bombay and Deccm 

Competition between Great Indian Peninsula and East Indian Railways 
for traffic to Bombay from the United Provinces canied via Jubbul-
pore previous to amalgamation of Great Indian Peninsula and Indian 
Midland Railways 

Competition between railways of Northern India and an effort_ on the 
part of contending railways to terminate it, and agreement 

Competifon between the Madras· and Southern Jl(ahra.tta and Nizam's 
Guaranteed State Railways for traffic from East Coa3t to Grea~ Indian 
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.t.3-U 

61 

73 

7& 

81-85 

8-&-85 

86 

88,89,91) 

113-11~ 

150, 151 

Peninsula Railway - 111,112,113 
Competition between railways described in a Government of India. 

despatch to the Secretary .of State in 1885 
Cond.tions, difference of, between traffic of India and tho30 of the 

Uni ed Kingdom and th3 Unitel Stat38 
Conditions under which Indian Railways deal with their traffic 
Conditions of Indian Trade 
Conference relating to settlement of through tariffs over variou!l rail

ways 
Co-operation of railways and industries nece;sary 
Contracts between the late East India Company and the early guaran-

. teed lines • 
Co~trol by the Government in matter of-

e 1) fares for the lowest class of passengers • 1 
"(2) rates for food grains and coal _ , 

Conn.ection between North Western Railway and'Oudh and Roh!Ikha.nd 
Railway at Saharanpur 

Construction of the Grand Chord Line of the East Indian Railway and 
running powers over this section by the Bengal-Nagpur and Ondh and 
RohiIkhand Railways . 

vii 
ix 

viii, ix 
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Conditions, differenoe of, between the methods of inves1;igation by the 
Board of Trade in London and the Railway Board in India 

Cost of operation and operative statistics . 
Cotton Rates , 
Cotton cultivation in India, development gf 
Cotton cloth, local production of and imports of 
Cotton, raw, export of 
Cotton crop of India, cultivation and out-turn 
Cotton trade of India, General remarks thereon 
Cotton crop of the world , 
Cotton rates, preferential, on Great Indian Peninsula. Railway 
Coal rates 
Coal fields in India , 
Coal imports Bnd exports, 1909-1913 
Coal industry of India 
Coal 
Coal rates, reduction by East Indian Railway in 1910 , . 
Coal traffic to Agra, division of, between East Indian Railway and Great 

Indian Peninsula Railway viii ManikpUr 
Coal DepOt at Luff Point, proposed by Calcutta merchants and exa-

mined by a Commission 
Cotton (Berar) introduction into Benga.l ,. 
Cotton eultivation, development of , 
Cotton, Reasons for higher elaFsification for, on the Great Indian 

Peninsula R"ilway 
Cripp's award regarding dispute between Southern Panjab and North 

Western Railway in connection with division of receipt,R on cross 
traffio 

D 

Dadar minimum rate eould not be applied to Bombay, although the 
Shalimar ra~ was .quoted to Kidderpore Docks as the two eases 
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were not analogous 142-143.· 
Decision of the Secretary of State in 1882 regarding quotation of'com-

petitive rates 26-
Decision of the Secretary of State regarding the powers of the Govern-

ment under the old contracts in the matter of railway rates 3· 
Decrease in supply of milch cows and plough bullocks 450 
belays in movement of wagons and trains _ , 281-28:s. 
Definition of " what the traffic will bear" , i 
Diamond Harb9ur-Tumluk Steamer Service of .Eastern Bengal Railway 43· 
Difference between traffic conditions of India and those of the United 

Kingdom, and the United States vii, viii 
Difference in sea freights between Calcutta and Bombay to Liverpool 

in 1897 82 
Difference between a charge if a scale is applied on thi-ough dista.nce 

and if two railways charge separate sca.les .. 226 
Difference in relations between railways and the Government of India 

and in England 25T 
Difference between Owner's risk and railWBY risk rates Ci74--579 
Difference of conditions between traffic of India and those of theUnited 
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