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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. 
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'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 



GENERAL REMARKS. Xlil 

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. 
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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 



504 140NOGRAPH ON INDIAN RAILWAY RATES. 

~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. 
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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 



{no MONOGRAPH ON INDIAN RAILWAY RATES. 

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 • 

• 



SKETCH 

~ . 

BURMA RA'LWAYS 

I. He~"I'S of Tiu(f,',O"'UFoS 

ck".lui ~U$ 10 

2.. AIlltt.o.!Jfls Show" aN.a',SfQI\C~~ 
f1"07tt 1r4"SOOl\ 

• 

. , 

\ 
t'. 



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.) . 
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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 



Passenger Tratfio-contd. 

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 
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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 
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(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 



590 MONOGRAPH ON INDIAN RAILWAY RATES. 

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. 
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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 

595 

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 
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71 
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vi, vii 

225 
237-246 
503-517 

40-41 
534-535 

535 
535 
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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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'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 
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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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Peninsula Railway - 111,112,113 
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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 
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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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'Difference" Bed rock" between the Calcutta and Bombay Port. 
Division of railway projects between two classes, viz., political and 

commercial . 
Division of traffic between Eastern Bengal Railway and Bengal Central 

Railway 
Division of traffic from Northern India to Bombay between the..Qreat 

Indian Peninsula and Bombay, Baroda and Central India Railway 
routes -

Division of traffic between Cawnpore and Nagpur, Agra and N!Lgpur 
Division of the East Coast Railway between Bengal-Nagpur and Madras 

Railways and decision of the Railway Commission thereon 
Division of Delhi-Bombay traffic between the Great Indian Peninsula 

and Bombay, Baroda and Central India Railways 
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Great Indian Peninsula Railway t.w Manikpur , . 
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to it between Great Indian Peninsula Railway and Tapti Valley 
Railway 

'Dispute between the East Indian and Oudh and Rohilkhand Railways 
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'Early and present tea'industry 
,Earning per wagon per day increases on long distance traffic if wagolUl 
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are released quickly 
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