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INTRODUCTION. 

On my return from leave on 19th December, 1924, I was instmcted to 
investigate and report upon :--

- . 
(a) • Our' rating policy in regard to-:-

(i) possible charges of undue preference; 

(ii) its suitability for encouraging both local and through traffic; 

(iii) rating and routing agree~ents; .. 

(b) Simplification ofrating ; 

(c) The :economics of 'transportation 'OD theG.):. P.,' with special 
reference' to i the nature of, 'proof·· reqUired, by existing' rates 

-tribunals in 8upportof the retention or increase of railway rates. 
'I was told that I was' not to abide strictly' by'the terms' of reference, if I 

thought this undesirable, as they were intended .simply 'Iut a,:general guide. 

2. It appears to me that the best way to deal with the matter is :-

(a) to give a brief account of the G. L P. Railway and its working 
results. 

(b) to state the main principles governing railway rates for the carriage 
of merchandise; 

(c) to describe the conditions under, and certain of the methods 
by which our goods and coaching rates _and fares are deter
mined; 

(d) to describe the machinery employed for the quotation of rates; 

(e) to set forth our principal rating and routing agreements, the 
principles governing them, and the circumstances which led 
up to them' . , . 

(j) to describe the economics of transportation from the point of 
view of the commercial department; 

(g) to deal with the question of undue preference ; 

(h) to set forth the financial position; 

(i) to state the policy in goods and coaching rating of this railway, 
shewing its suitability for encouraging both local and through 
traffic and for increasing revenue, with illustrations drawn 
from rates in operation; 

(j) to set forth the position the commercial department should occupy" 
in determining the general policy of a railway; 



(k) to show progreu m"de in simplification of rating • 

(I) to describe.the worlrlng of th Ra;Uiway Rates Tribunal of Great 
Briliain; 

(m) to make some remarks about the proposed RaJ'lway :Rates Tribu
n&l of India., slisting nature of proof required by some of the 
existing r&tes tribWl&Is. in IUppon of ~ retention of 01.' increa.se 
in r&Uw&y rates, and 

(ft.) to make concluding remarks. 

3. The report first gives a brief' &ccounfl of the G. I. P. Railway and its 
working results, it then pr6vide81 IW statement; ot the main principles 
governing railway rates, so that a sliandard may be readily avail&ble by 
which to judge the policy of the railway. Tlie third ehapfJel' gives", gencmJ 
idea of the system of rating on the G.I. P. Railway (and indeed on all the 
prlncipai Irtwa.il l'-a.ilwa.ys) and goes' lnw oonsiderable detail. Chapters IV 
M VITI lead uP' to the: mOllt- important- pan G4 the, report-" tItss. chapter IX, 
whiCh is 81 de8tltiptionof om policy in goods aAd· coaching rating. Chapters 
X, XI, Xll &lid XIU deal with 8llpp1ementary 8llbjeets and the report is 
coneNded' With ohapte. XIV. 



CHAPTER L 

A brief account of tlu G. 1. P. Railway and tu fDMkii/4 re8ultB. 

, The original Great indian i'eninsuia. Railway Company was incorpora
ted by Act of Parliament on 1st AugUst 1849, and the first section. from 
Bombay to Tha.na, was opened on 18th April 1853=the first railway line in 
1ndia. It was carried tmugh to Poona. on 14th JuiIe 1858, except for the 
gMut section, a.bout 16 miles long, which was finished on 14th May 1863. 
The railway. was extended to Raichur on 1st . May 1871, joining the Madras 
Railway which had reached that station on ~5th March, in the same year. 
In the north-east the line reached Bhusavill, 276 miles from Bombay, on 20th 
May 1863, excepb for the ghaut section, a.bOut 10 iniIes 10ilg, which was 
finished on 1st January' 1865. Nagpur was reached on 30th FebrUary 1867, 
and !tarsi and Jubbulpore on 1st January and 8th March 1870, respectively. 
The limits of the old G. I. P. were reached by 1871. 

2, The Indian Midland Railway which was handed over to the G. I. P. 
Railway to work in 1901, opened its first section-I)holpur to Agra.-on 10th 
January 1878, and ori 1St January 1889, finished itll main trunk line from 
Itarsi to Agra, the connexion at Itarsi being made, on 1st. November 1884. 
The limits of the Iildian Midland Railway were reached ID 1899. 

3. The Agra-Delhi Chord Railway was handed o"flit to the G. I. P. 
Railway to work in 1909. 

4. The Itarsi-NagpUf Railwa.y was completed on the 4th September 
1924. . 

5. The line from Bombay to Kalyan is quadruple, from Kalyan it is 
double to POOM and to Itarsi; and from: BhUBil."9'al to Nagpur. 

6. On.the 30th June 1925, the contract between the G. I. P. Railway 
Company and the Secret(l.fy of State waS, .determined; and the direct work
ing of the railway was taken over by the Government of India. 

7. The financial arra,ngements are dealt with in chapter VIiI. 
..;. . 

8,. A map of the G. I. P. Railwaysy~m andIts.connexionB is in the 
pocket in the cover of thil! report, also 4 commbdity mail: 

9. The railway has 3,733.00 route miies including 'running powel's 
(74.U miles). The following statement shows how the mileage is made 
up:-

,.-
I. The Great Indilih jien'in~hU RiUwaty; proper (5'-6" gauge) :-

1; MalUm connectiort chord Lilie .. 
2. Bombay Harbour Branch 
3. Kurla to Chembur . . 
4. Bombay to Jubbulpore .. 

. . .. 
. .. 

.. 
Miles. 

1.29 
10.74 
1.24 

614.94 



5. Kalyan to Raichur 
6. Nagpur Branch from Bhusaval to Nagpur 
7. D. & M. Line from Dhond t{) Manmad 
8. KhopoIi Branch from Palasdhari to Khopoli 
9. Dhulia Branch from Ch&Iisgaon w Dhulia •. 

10. Amalner Branch from Jalgaon w Amalner .. 
11. Khamgaon Branch from Jalamb to Kh&mgaon 
12. :Amra.oti Branch frOttl Badnera to Amraoti .. 
13. Mohparii Branch, from Gadarvada to Mobpani and 

Gotitoria 
14. Wardha to Balh8.rl!hah 
:15. Itarsi-Nagpur •• 
16.Amla to 'ParaRia (Pench Valley Branch) 
17. '1'adali to Ghugus (Colliery Branch) •• 
18. 'Itwari Main Line (taken over from B. N. Railway) •. 
19. Majri'to "Rajur .. • . 

il. The'Indian Midland Section (5'-6" gauge):-

1. Main 'Line and Branches 
2. BhopalState Railway 
3. Bina-Kotah Railway 
4. Bhopal-Ujjain Railway . . . . 
5. Cawnpore-Banda Railway .. .. 

ilL The Agra-Deihi Chord Line" (5'~6" gauge) :-

1. Agra to Kilokri .". .. •• 
2. "Kosi Kalan to Sanket .. 

, 
IV. The Jubbulpore-Naini Section (5'-6" gauge):-

1. Jtibbulpore to Naini .. .. .. 
2. Link to Chheoki .. .. 

Worked by the G. 1. P. Railway. 

V. Dhond-Baramati Railway (2'-6" gauge) .. 
VL Pachora-Jamner Railway (2'-6" gauge) .. 

409.39 
243.78 
145.44 

7.17 
35.21 
34.06 

7.56 
5.07 

12.22 
82.50 

183.92 
53.81 
8.10 
0.34 

13.25 

1,870.03 

804.52 
57.21 

188.57 
114.13 

83.61 

1,248.04 

114.33 
5.67 

120.00 

222.71 
0.15 

222.86 

27.26 
34.62 

61.88 
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Miles. 
VII. Central Provinces Railways (2'-6' gauge):-

l. Murtajapur-Ellichpur Section . . .. · . 47.81 
2- Murtajapur-Yeotmal Section .. 69.75 
3. Pulgaon·Arvi ~ectio~ .. .. · . · . 21.39 

• • 138.95 

VIII. Running Powers, etc. l-

1. Kilokri to Delhi Central .. • • • • · . 7.34 
2. Dadar to Colaba and Mahim to Bandra .. .. 8.82 
3. Cawnpore to Lucknow .. .. .. 44.63 
4. At Cawnpore, Agra and other junctions .. .. 8.95 
5. Naini to Al1a.habad .. .. .. • • 4.50 

74.24 

Gran!}. Total · . 3,736.00 

10. The sections of the line not entirely belonging to the State are:-

Owners. 

Bhopal~Itartli Ry. (5'-6" ga.uge) .. State and Bhopal Durbar. 
J3hopal.Ujjain Ry. ( to ) .• Bhopal & Gwa.lior Durbar. 
Bina·Guna·Baran Ry. 

, 
} .• Gwalio~ & Kota.h Durba.r, , .. 

Kurla.·Chembur By. ( .. ) • • Bomba.y Development Di. 
rectorate, 

Dhond.Baramati By. (2'-6" gauge) . . D. B. Ry. Company, 
Ellichpur-Yeotmal By. ( .. ) C. P. Ry. Company. 
Pachora..Jamner By, ( .. ) .. P. J. Ry. Company. 
Pulgaon·Arvi Ry. ( ,. ) C. P. By. Company. 

11. The running powers exercised by the G. I. P. Railway over foreign 
lines and by foreign lines over the G. I. F. Railway ~e :-. 

Over foreign li1le8. 

B! B. & C. I. By. Dada.r to Cola.ba for gooda trains •• 
Mahim to Bandra 'or local trains only 
At Ujjain for passenger and goods trains 
Idgah to Agra Fort for passenger and 

Miles. 
7.49 
1.33 
0.24 

goods trains •• • • .. .. 1. 32 
--10.38 

Eo L Railway.-AtJ Cawnpore for passenger tra.ins •• 
Do. for goods tr¥ns •• 

.. 0.97 
•• 0.52 

Naini to .Allahabad for passenger· and 
goods traJns .. •• •• .. 4.50 

; 



RoUi"8 Stocl<. 
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Between Belanganj and Jumna Bridge 
Goods Depot for goods trains • • 1. 86 

At Cawnpore (0. & R.) for passenger and 
goods trains • . • . • • • • O. 86 

Between Cawnpore and Lucknow for pas-
. senger trains only • • • . •• 44.63 

-- 53.34 

B. N. Railway.-At Katni for passenger trains 
Between Nagpur and Itwari 

goods trains •• 
Bazar for .. 

1.60 

1.58 

N. W. Railway.-Kilokri to Delhi for passenger and goods 
trains • • • • 7.34 

Total. . . . . 

3.18 

7.34 

74.24 

Over the G. I. P.Railway. • 

B. N. Railway.-At Nagpur for passenger and goods trains 0.85 
0.85 

B. B. & C. I. Ry.-Dadar Junction to Carnac Bridge for 
goods trains •• • . 3 . 11 

Muttra Junction to Kilokri for passen-
• ger and goods trains • . •• 81. 63 

Mahim to Gowari for passenger and· 
goods trains .. 1. 99 

Fatehpur Road Junction to Bt>langanj 
Junction for goods trains 1.04 

-- 87.77 

E. I. Railway.-Belanganj to Agra Cantt. for passenger 
trains •• •. 3.37 

3.37 

Total 91.99 
. . 

12. The rolling stock of the G. I. P. Railway consists of :-

! 
Coaching vehicles. GoodJ vehicleto. 

Locomo· Rail I Four . ·-·-I-Four-tives. motors. Bogies . 
- - -- .. - .... - wheele~. Bo!!'es. jwheelerl. 

Stock authorised .. .. .. '1,265 1 1,316 1,353 2,218 19,543 

Stock on line .• .. .. .. 1,262 . Nil. 1,097 1,325 1,685 19,459 

Percentage under repairs and rene-1 
wals at anyone time (1925·26) •• 11.7 .. 17.6 12.9 '.97 '.81 

, 
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13. The following statement shows the additions to and renewals of 
rolling stock from 1905:-

~o~oWv~., uruwhlng~k. Goods stock. 

Y~ar, I Additions. ~ Renewals. Additions. r Renewals. 
Addi- Ren... ----- . Four . Four 
tions. wale. Bogiea.lw~~~~ _~ea. ',,::'~':'n . BogIeS·iwbeelera. BogJ.eS., wbeelen 

1905 · . .. .. 2 15 28 6 12 36 · . 316 .. 221 

1906 · . . . .. 39 19 33 .. 10 31 .. 227 .. 237 , 
1907 · . . .. . . 26 19 77 .. .. 67 · . 142 .. 152 

1908 .. .. .. 57 14 49 1 15- 17 2 780 .. 64 
-

1909 .. .. .. 11 3 93 15 30 21 2 589 .. 145 

1910 .. .. . . 18 9 36 . 25 3 2 40 454 .. 104 

1911 .. . . .. 36 14 36 59 26 10 60 601 .. 63 

1912 .. .. .. .. 14 22 2 10 .. 2 552 .. 11 . 
1913 Qr. .. .. .. 10 .. .. .. .. .. .. .. .. 
1913·14 .. .. 63 3 57 17 24 15 75 841 5 490 

1914.15 .. .. 70 21 24 2 27 .. 175 453 .. 123 

1915·16 .. .. 47 18 25 .. 19 10 314 130 8 122 

1916·17 .. .. 3 .. 66 .. 14 .. 18 32 ~ 11 

1917.18 .. .. .. .. 22 .. 10 .. · . 50 .. 10 

1918·19 , . .. .. .. 1 .. 1 4 · . 17 .. 41 

1919·20 .. .. .. .. .. .. .. 26 .. 8 .. 24 

1920·21 .. .. 21 9 .. .. 1 27 70 .. 50 159 

1921·22 .. .. 23 20 .. I .. 32 .. 280 11 . 290 34 

1922·23 .. .. .. 1 8 1 48 . . .. 92 3 231 

1923·24 .. .. 43 15 37 .. .. .. 14 1,173 .. 643 

1924·25 .. .. .. .. 53 .. .. 21 204 350 .. 13 

1925-26 .. .. .. .. !!IS 30
1 

1 301 9 1,153 .. 364 
r 

14. The total number of employees on the system on 31st March 1926, Staff. 

was 114,4.1)1, and the wages bill for March 1926, Rs. 40,13,912. 

15. The electrified suburb&n service between Victoria Terminus and Electri_on. 
Kurla Ilia the Harbour Branch was opened on 3rd February -1925, and was 
extended to Bandra on 3rd February 1926. The electric service from Kurla 
to Thsna was opened on 21st June 1926, and the main line electrification from 
Victoria Terminus was opened for traffic on 1st November of the same year. 

16. Statements shewing the working results from 1905 to 1925-26, the 
principal commodities carried, and the gross earnings from 1913-14 to 1925-26 
are attaohed as appendices" A ", " B" and" C n. 



CHAPTER II. 

The main principles governing railway rates for the carriage 
of merchandiae. 

·1. In the Report on General Revision ,of Railway Rates and Charges, 
1920, by the Rates Advisory Committee, submitted to the Minister of Trans
port, the folloll-ing are state<l as the major principles governing the fixing 
of railway rates, tolls and chatges for the carriage of merchandise :-

Fi'I'Bt :-Buch charges must in no case be less than the cost to the railway 
companies of rendering the required services; 

Secondly :-They must in no case be more than the value of the services 
to the traders. ' 

It is further laid down that under the first head, in the cost referred to must 
be included the actual expenditure upon wages, whether for labour, superin
tendence or administration; the purchase price of materials consumed in 
rendering the services, and the expense of maintaining the railway with the 
equipment of every kind, proper allowance being made for repairs and re
newals. While it is not essential in any given year that; provision should be 
made for a return upon the capital invested, such a return becomes necessary 
over a period of years, both as an act of justice to the undertakers and to 
secure that the money required for extensions, improvements ILnd develop
ments may be forthCOming, as well as to form an inducement to financiers 
to venture their capital in similar undertakings for the bllnefit of the trade of 
the country, and the development of its industries, 

2. The first principle must be taken with the q,ualification attached to 
it by the Committee !'iz., "that it will.suffice if the out-of-pocket costs of 
.. carriage are covered and a balance remains t() contrjbute . to the general 
.. costs, provided that there is other traffic which can bear rates high enough 
.. to meet the remainder of the general costs". Further, it should be noted 
that, for a period, it may be good policy for a railway to charge less than 
the out-of-pocket expenses of clI-rriage, in order to ti.de an industI}' over a 
critical period, 

3. It is not possible to ascertain the cost of carrying any commodity 
(using the word" co,!lt" in the sense given it in the first principle), because:-

(a) exp'enditure is incurred on behalf o. f the goods service and on be
half of the coaching service, and no accurate adjustment of 
such expenditure can be made between them; 

(b) the figures on which it is possible to work can only be arrived at 
by reference to a principle of averages ; • 

(c) costs vary over different sections of a railway, some of which 
carry mainly goods and others mainly passenger traffic ; 

(d) costs vary with the grades; the length of haul; the quantity of 
the consignments; according to whether other traffic is offering, 
and on account of many other reasons. ' 

4. The net additional cost to a railway company of earrying any extra 
traffio whioh is offered when the railway is already in full operation can be 
arrived at approximately. ' The actual expenditure involved in running an 

3 
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additional train can be nearly ascertained, if the elements common to other 
forms of traffic are omitted. In this expenditure will be included the wages 
of driv~. fireman and guard. cost of coal and oil. wear and teat to the line and 
rollipg stock (based upon average figures). and the expense of loading and 
unloading. The other elements which are excluded a.re practically constants 
if no large increa.ee of traffic occurs. If an opportunity of securing a.dditiona.l 
traffic, which cannot afford to pay much more'than out-of-pocket; expen8C8 , 
arises, advantage should be taken of it if the rate offered is the best obt&ina.ble, 
and is appreciably greater than the out-of-pocket expenses incUlTed in carry
ing the goods. By 80 doing the railway will receive the actual cost of carrisge 
and in addition a balance which will go towards meeting its general charges. 

5. The Rates Advisory Committee point out that the principle stated 
above, although primarily applicable to the quoting of exceptional rates, 
has an important bearing on the fixing of rates for varying claSses of traffic 
generally. I quote verbatim from their report:-

.. There are some' classes of traffic which ca.nnot bear • rate much 
., exceeding the actual cost of conveyance; thet'e therefore must Dot be 
" charged the whole rate which would be necessary if the general expenses 
"and interest on capital had to be raised from traffic of these cla8l!eS 
"alone. but by paying a rate 80mewhat in excess of the actual cost of 
., conveyance they will make a useful contribution to the genera.l 
"expenses of the line. The a.mount which each. class of traffic 'can 
"be called upon to bear will vary accOl'ding to its capa.city to bear it. 
'~The principle may be expreSsed in figures thus :-H to pay all the 
" expenses of the line" togethet with interest on capital, the aggregate of 
., the rates must be 100 per cent. above the out-of-pocket expenses of 
"handling and canying all the traffic, it is'quite proper, and is in the 
"circiunstances necessary. that the lOO per cent. ahould b4! provjded 
"in differing degrees by different classes of traffic. and it. maY' be quite 
"right that for one class.of traffic the rates should be above the out·of
"pocket expenses by only 20 per cent., for another by 50 per- cent., 
.. for anothet by 100 per cent., while the clas8C8 best able to pay, should 
"be charged 150 pel,' cent. and 200 per cent. 'above the out-of.pocket 
" expenses. This is no ha.rdship upon the more highly rated tra.ffic. 
"The, moderated charges on the lower rated goods have made it .possible 
"that they should be carried by rail. and have thus secured a contri-
"bution to general expenses, reducing the amount which would have 
" fallen upon the more valuable traffic if it had been compelled alone to 
"provide for all the general expenses. Even in raw materials there 
"is a large differential in value and capacity to bear th6 cost of transit ;. 
" no one will complain if the rates.are not the eame for low·grade iron 
" ore worth 158. a ton, raw cotton worth from £60 to £100 a ton and raw 
" silk worth over £~,OOO a ton ft. 

6. The principle is carried into practice b)') dividing mercharldise into 
classes 'and fixing maximum rates upon an ascending sca!e. 80 that rates are 
low' for goods t.he value of which is small as compared with the~ weight, 
and rise as the value rises. Railways have carried the subdiviaion further, 
and quoted exceptional rates below these class rates where they have con
sidered that such reduced ~ates, were necessal'Y, to secure, and develgp the 
traffic. -- 7. The second principle stated in para, 3. no one will dispute, for it is 
cleat that if the charges are more than the value of the ljIervices to the traders 

, no traffic will pass. Co~n defines the " value of. the service of transport •• 
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as the .. augmentation of value which transport gives to the article, i.e., 
"the difference between the value of an object at the point of departure, 
" and its value at the polut of arrival". 

8. We have seen that (a) charges must not be more than the value of 
the service rendered, nor (b) less (in normal eircumstances) than the cost of . 
service. There are two special factors which, within these limits, help to 

• determine the rate :-the maximum legally chargeable and competition. 
Sometimes ~he maximum (a) and the minimum (b) come near together. 
But there are occasions when. the cost to the railway company is very much 
below what- the trader would pay rather than be deprived of the opportunity 
of sending the goods by rail, particularly when a single railway has a.monopoly 
of carriage. The requisite ·protectiop is given the trader, by the Govern
ment imposing limits 011 charges, in exchange for the powers gra.nted: to rail- . 
way oompanies to aoquire land compulsorily, and otherwise interfere with 
publio anuprivate rights. Very frequently there are alternative routes, by 
~ailway, J;Oad or sea. The effect of oompeti.tion, ganel'ally, is to' keep down 
rates. . 

. 9. To dei ermine the proper charge is very difficult: A. high rate may 
restrict the amount of traffic Without wholly destroying. or diverting it. 
More traffic will pass at a low rate. . The proble,m is to find the rate which 
will bring the greatest profit to the railway. It may be that at a rate of lOs. 
per ton two thousand tons of traffic would pass giving the railway a profit 
of 48. per ton, but that at a rate of 128. 6~ only one thousand tons would 
pass, and the p.tOfit not be so much ~3 !Ht. 6~. pep too. because of the greater 
relative cost of carrying the smaDer tonnage. Even if the profit remained 
s.t lis. &t. per ton the increased rate would pr9duce .&. reduced net revenue to 
the railway. Whether at a rate of Ss. per ton as much as four thousand tons 
would be likelY' to pass is ~ question f« the jlldgment. of those who :\lave to 
fiX the rates.· If they believe that it would, they ma.l!' fa4"ly peduoe the rate, 
trusting to the economy effected by handling large quantities to enhan,ce the 
profits. Broadly speaking railway charges a.re fixed not according to an 
estimated cost of service but" on what the. traffic can bear", that is to say 
on the value of the service rendered to tile puop;c. 

10, Prima facie and other'things being equal, charges should be based 
• on mileage I 1Ihe principal factor which prevents many charges being made 

on this basis is competition. Things beiJfg a8 they are, to apply equal mileage 
rates universally is impracticable. It is often necessary to charge more for 
commodities passing over a short distlLnce than for those passing over a long 
distance, and this is in tlw interests both of the railways and of the traders. 
To take a typical example. :~A city, which we mar call " X," is situat'tld in 
the interior of a country and is served by two· ports" A .. and" B ". "A" 
is 400 miles distant from .. X ", and .. B .. 600 miles. In order that " B .. 
may be able to compete fOl' the traffic of " X " with .. A ", it is 'necessary 
for the railway owning the line between .. B" and .. X .. to charge reduced 
rates between these· points. If the principle of equal mileage rates wer e 
enforced, . the railway between .. B" and ~'X" would have either to 
increase the rate between "eH " 1I.nd ., X· ... or to reduce the rates ab stations 
between these points.. If the first action were taken, the traffic between 
.. B " and ~' X' would be lost, to recoup which it would be necessary to raise 
the rates at stations between " B" and " X " .. If, on the other hand, the 
rates at stations between" B .. and" X .. were reduced, the railway would be
giving up rennue which the traffio coul~afford I!J,r, and which would 
have to be made. up at the expense -of t c not so well able to 
bea.r it. '.)' 

. . . . 6 r . 
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11. It is essential for reasonable stability in railway ·charges to be 
maintained; that rates should not move up and down with every fluctuation 
of trade, and that, at the same time, freedom in rate-making should not be 
sacrificed. 

12. Rate making is not a science but an art. I quote from" Elements 
., of Railway Economics" by the late Sir William Ackworth: -" There is no 
" norm to which a particular rate ought to conform. It passes the wit of the 
"most experienced official of the executive government, of the most learned 
" judge ofa railway tribunal, to decide whether a given rateof, eay, one penny 
" per ton-mile is per tie reasonable, or whether Hths d. or 1 nths d. would be 
" more or less reasonable. Fixing a railway rate is, in one word, an art not a 
" science, and it is an art which, in Bagehot's phrase, must be exercised' in 
" , a sort of twilight •••••. an atmosphere of probabilities and of doubt, where 
" , nothing is very clear, where there are some chances for many events, 
" 'where there is much to be said for several courses, where nevertheless one 
" , course must be determinedly, chosen and fixedly adhered to ' ". 

13. The conclusions of this chapter may thus be summarised:- ' 

(a) Charges must not be less than would suffice if the out-ol-pocket 
costs of carriage are covered, and a balance remains to contri
bute to the general costs, provided that there is other traffio 
which can bear rates high enough to meet the remainder of the 
general costs ; 

(b) Charges'must not be more than the"value of the services to the 
traders; : 

(c) Broadly speaking rates are based" on what the traffio can bear" 

(d) Prima facie and other things being equal, charges should be 
based on mileage; 

(e) Things being 8J! they are, to apply equal mileage rates universally 
is impracticable; , 

(/) It is onen necessary to charge more for commodities' passing over 
a short distance than for those-passing over a long distance; 

(g) Reasonable stability in railway charges should be maintained, but 
freedom in rate-mailing. shoUld not be sacrificed; 

(h) l\ate making is not a.science but an aIt. 



CHAPTER ilL 

.A description 01 tke conditi0n8 'Under and urtainmetkoils by which out' 

gooda and coaching rateB and lares are ddermined. . 
SECTION I. 

GoODS RATES. 

1. The rates for merchaniliae (including coal) over the G. I. P. Railway 
and in through booking are contained in Goods Tariffs Part lA, IB, IC, 
Part 11, Part III·A apd III·B and in the local and foreignratecircularsissued 
subsequent to the publication of the tariils. 

2. On all the principal Indian railways,. commodities are grouped into Vaxjm"m and 
ten classes as shewn below: --. . minimum ra""' • . 

Masimum, pie Maximum, pie Minimum, pie 
CIaaa, per maund permaund --"I CIaaa, per maund permaund 

- per mile, per mile, per mile, per mile, 

I 

} '00 

1st .. '38 'lOO rth ... -83 • 2nd .. '42 'lOO 7th .. '96 
3rd - '58 

}-166. 
8th 1'04 .. .. 

4th .. -62 9th .. 1'25 
6th .. '77 IIOth .. 1'87 

. 3. Certain exceptions to the above classification are allowed, some EsneptiOllll to 

.railways retaining for some commodities the classifications which obtained on ~c1I181id. 
30thJ une 1910, on which date General Classification of Gouda, Pamphlet No. I, OB. 

was issued by the Indian Railway Conference Association. The present 
exceptional rates of the G. I. p, Railway are shewn below. They are not 
exactly the same as those in force on 30th June 1910: certain exceptional 
powers of charge of little !mp8rtance having been relinquished. • 

4. The exceptional rates do not apply over the whole system, which is 
divided into the following three sections BO far a.B the quotation of these 
ra.tes is concerned :- ' 

(1) 0.1. P. 8ection, which is that part of the G. I. P. Railway system 
from Bombay to ;Tubbulpore, Bhusaval to Na.gpur, Bom1!ay to 
Raichur and branch~s ; 

(2) India.", Midland and Agra-Delki Chord 8ection.s, which include 
the lines from !tarsi to ~ilokri and bran<l8es, and • 

(3) Tke JubbulpOf"e.Nai.",i 8ection, which extends from Jubbulpore to 
Naini. •• -5. The following are the exceptional rates groupid under the sections 

over which they a.pply:- . :. 

Over the G.l.P., India.", Midland and :A.gra-Delki Chord 8ectiqns:- " 
(a) Iron or steel of the following descriptions coming under division 

.. B tt. . ..- . 
Hoops, loose ; 

. Plates, loose; t 
Sheets, IOQse ; f 
Wire; 

each weighing nnder 20 seers. 

(b) Kerosine or paraffin oil, non-dangerous, i.e., having a flashing 
point at or above 76° Fahr. 



The commodities shown under (a) can be charged at 4th class R.R, 
and 2nd class O.R when conveyed in. minimum loads of 300 maunds instead 
of the ordinary c1assification of 2nd class without any weight condition and 
the commodities shown under (b) can be oharged at 6th class instead of ~t 4th 
class as ordinarily classified. ' 

Over the G. I. P. 8ection :-

(c) Bookbinding cloth, broad cloth, calico, cambric, cotton velvet, 
flannel, hosiery, linen, mullmull, muslin, piecegoods. cotton 
or woollen; puggries of khaki. shawls. common; thread, cotton, 
woollen, flax or hemp; turbans, twist, cotton, woollen, flax or 
hemp; yarn, cotton or woollen; all of which must be in bales, 
press-packed, and bound with iron bands or packed in boxes or 
cases; • 

(d) Cotton, full-pressed, half-pressed, loose; 

(e) Wool, full-pressed, half-pressed, loose ; 

The commodities shown under (c) can be ch!l.rged at" C" schedule, 1 pie 
per· maimd per mile, inatead of at the 6thclass RR. and 4th class O.R. 
as ordinarily classified; that under (d) when full pressed at the same schedule 
and when half-pressed or loose at the 9th class, instead of at the 4th, 6th and 
8th classes respectively, and that under (~) when full-pressed at the same 
schedule, and when half-pressed or loose at the 9th class, instead of at the 
4th, 6th and 8th classes respectively . 

. Over the Indian Midland and Agra-Delhi Chord 8ections:

(f) Cotton, half-pressed; 

(g) Wool~ half-pressed. 

The commodities shown under (/) and (g) can be charged at 8th class, 
and when sent in minimum quantities of 81 maunds at 6th class, instead of 
at 6th cls.ss without any weight condition as ordinarily cls.ssified. 

There are nO exceptionaZ "area over the Juhb1!lpore-Naini 8ection. 

Object of mini· 6. The principal object in the laying down of minimum rates is to check 
mum rates. undue competition. Under the guarantee system it is possible to ·work 

certain railways at a 10118 without affecting the interests of the shareholde~s. 

Rates far 0001. 7. Rates for coal &re shewn in the I!ection dealing with that commodity 

ClaM rates. 

Adjustedd ... 
ratea. 

in Chap.ter IX. 
, ... 

8. There are five varieties of rates :-class, adjusted class, schedule, 
adjusted schedule and station-to-station. 

10. An adjustedcis.ss rate is one> quoted between particular stations", 
on account of competition,' at less t~n the maximum of the class. It 
includes terminals. 
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n. A Ilchedule rate is one quoted on a basis lower than the maximum Schedule ra ... , 

of the cJass, applying to all stations aQd via junctions, unless otherwise 
stated. Schedule rates come between class and station-to-station rates. 
If it were not for them many more station-to-station rates would have to 
be quoted. 

(a) They may be on a uniform basis, such as'250 pie per maund per mile 
or may vary tccording to distance or weight either on the sliding or the tele
scopic (cumu ative) principle. Thfly may be quoted in any of the. following 
units of quantity; per maund, per ton or per wagon. 

(h) The following is an example of a sliding scale schedule rate 'Varying S!;ding scale 
according to distance:-' schedule rates. 

1 to 425 miles 
426 to 700 miles 
701 and beyond 

. 

For distances. 

'33 } 
'25 pie per maund 
'15 mile. • 

per 

(c) The following is an example of a. telescopic schedule rate varying Telescop;c 
according to distance :_ schedule rat .... 

For the first and up to 100 miles . 200 pie per maund per 
mile. 

For extra distances above 100 mileS,} 
not exceeding 200 miles, to be added '166 pie per maund pet 
to the charge for 100 miles. mile. 

For extra distanc~s above 200 niiles'i 
not exceeding 500 miles, to be added '143 pie per maund.per 
to the charge for 200 miles. mile. ' 

For extra distances above 500 miles 
tobeaddedto the charge for 500 miles. '100 pie per maund per 

. J mile. 

A list of the schedule rates in force on the G. I. P. is given in appendix D. 

12. An adjusted schedule rate is a rate quoted between particular AdjWlted ,che· 

stations on a basis lower than that of the erdinary schedule on account of dule , ....... 

competition. It includes terminals. 

'13. A station-to-station -rate is a lump-sum rate quoted b~ween two StaHon.!o. 

stations and is inclusive of all terminals, short distance charges, tranship- statlOn rat ... 

ment charges and tolls. , tion-to-station rate ssist commodi-
ties which cannot stand higher rates; to stimulate traffic and to mee com-

. rom 0 er ra wa s an ranspo . -
14. The principle of quoting lower rates for greater quantities is obs'erved La;'.r rat ... 

in the quotation of many schedule and station-to-station rates. for ,greater 
. quantity. 

15. No rebates of any kind are given on the G. I. P. Railway. Rebetes. 

16. It is usual in ,most countries to concede for export traffic through a Rate. for 

seaport, rates which are not availab~e to that seaport for local traffic. There :~;~&:Ib.y 
are no such rates on the G. I..P. Railway. locally. 

17. Seasonal ratea WE're tried for stone and certain other commodities Seasonal m\el • 
• in 1921! and subsequently but were not a. success. There are none in opera-

tion on this line at present. • 
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!i":!:::2;t1 18. The goods depOts of the G. I.P. Railway in Bomhlly are Wadi 
..... to otatiODl ~andar and Byculla., and all rates quoted between Bombay and other Ita
uP:' ODd in· tlOns apply to both depots. All station-to-station rates quoted to and from 
:~d '::! 1::.:.:~ Bombay are applicable to and from Dadar, if cheaper. The Administration is 
oath and BadJ,,· prepared to quote the same station-to-station rates to and from stations 
pur. between Bombay and Kalyan, also Ambarnath and Badlapur. as are quoted 

to and from Bombay, but except those to and from Dadar, they must first 
be notified. The reason is that the district between Bombay and Ambamath 
and Badlapur is regarded as lying within the Bombay industrial area. 

Terminals. 

Short distance 
charge. 

Tra.rishipment 
charges. 

Toll>. 

Feeder line 
charg ... 

Rates consist 
01 two parts. 

19. In local booking of commodities charged at class rates, a terminal of 
6 pies per maund is charged for terminal services at the forwarding station 
and 6 pies per maund at the receiving station, and in through booking of these 
commodities 8 pies are charged for terminal services at the forwarding 01: 

receiving station as the case may be. The terminals charged on traffic carri-
ed at schedule rates are shewn in appendix D. ... . 

• 
20 .. A short distance charge of 3 pies per maund, subject to the differen

tial rule as to distance, is levied. on traffic carried at class rates when the 
distance ove! the G. I. P. is less than 75 miles, except for cross traffic, that is, 
traffic passing over the G. I. P. from one foreign railway to another. The 
instances in which short distance charges on traffic carried at schedule rates 
are levied are shewn in appendix D. This charge is in addition to the 
terminals specified above, unless the terminals and the short distance charge 
aggregate·more than 12 pies, when only 12 pies are charged; the effect of 
this is to make the short distance charge leviable only <lA through traffi.c. 

21. Tramhipment charges are made on goods charged at maund rates. 
at 2 pies per maund, and on goods charged at wagon rates at Rs. 4 for each 
wagon used at forwarding' station, when transhipped at Dhond, PachorR. 
Murtajapur and Pulgaon. A charge of 3 pies per maund is made on through 
consignments of bones via the fonowing metre gauge ju.nctions with the 
B. B. & C. I. Ry.:-{:awnpore, Delhi Sadr.;'Muttra junction, Idgah (Agre.), 
Ujjain and Khandwa. A transhipment charge of I pie per maund (or Re. 
0.2-3 per ton) for unloading and the same charge. for loading is made at 
Itwari ori manganese ore. A charge of 6 pies per maund is levied on all railway 
materials and stores handled by the staff at transhipping stations. 

~ . 
22. The following tollB are charged :-From Thana (Chandni Bunder) 

2 pies per maUIl4l'; to and frOIIl Thana (Chandni Bunder) Rs. 2 per wagon. . , 

23. The following feeder railways of the G. I. P. Railway, viz., the 
Central Provinces (including Pulgaon-Arvi). Dhond-Baramati. and the 
Pachora-Jamner Railways, have maximum ratE;s which are approximat~ly 
50 per cent. higher than those of the G. L P. Railway. The general claSSIfi
cation of goode applies, subject to the I!\me exception8 as are in force ov~r the 
G;L P.ltailway. Their minimum rates are the same as on the G. I. P. Railway. 
ThllY are treateli as foreign lines in rating, 8 pies terminal being charged. at 
the forwarttmg ot'receiving station, as the case may be, in through bO?kmg 
with the G.I.P. Railway and via, and 6 pies at the forwarding and 6 pIes at 
the receiving station in local booking. The G. I. P. Railway schedule rates 
do not apply over these feeder railways but their rate for cotton full-pressed 
and piece goods. cotton or woollen, 'press packed, is on the same basis. 

24. Rates consist of two parts, a charge for conveyance and a' charg~ 
for terminal services. In class rates the terminals are ~added to the convey
ance charge; in station-to-station, adjusted class and adjusted schedule rate8 
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they are included in the lump-sum charge. The terminal charge certainly 
includes :-

(a) station terminals for the accommodation provided at goods 
stations and its upkeep, and 

(b) service terminals for lIt:rvices rendered in loading and unloading, 
covering and uncovering wagons, weighing, checking, clerkage, 
watching and labelling. Itisprobablethat still further services 
are .properly included under service terminals. .An opinion as 
to what are properly included under the services for which 
tenninal charges are made, with judicial authorities, is given 
as appendix E and a note on Siding Terminals by Mr. Goldney 
as appendix F. 

;6 

'.25. Many rates are quoted purely on account of competition. 
come under. four main categories :-

They Colllpetit.ive 
rates. 

• 

(a) those between rival points of supply or demand anti a common 
point; for example, the rates between Calcutta and Cawnpore 
on the one hand and those between Bombay and Cawnpore on 
the ether; 

(b) those between two common points served by two routes, suoh as 
the rates between Dadarand Ujjain by the G. I. P. route and by 
the B. B. & C.!.; 

(c) 

(d) 

port-to-port rates quoted to combat competition by sea, and 

rates quoted on acctlunt of competition met with internally, such 
as that from motors, carts and waterways. 

26 .. Station-to-station and -adjusted class rates a·;re employed and 
occasiooally adjusted schedule rates. They are frequently fixed on what is 
known as the bedrock principle. - . 

27. To asoertain on the bedrock principle the differenoo to be observed The bedrock 
between the rates between Calcutta and Cawnpore and those between Bombay pnuClP!O, 

and Cawnpore for goods carried-at the first and second classes, the miles 
from Calcutta to Cawnpore and from Bombay to Cawnpore'are each mult.i-
·plied by '10 pie. The smaller amount is subtracted from the larger and 
the remainder is the bedrock difference. To arrive at the bedrock difference 
for the third and higher classes the miles by each route are multiplied by .. ·166. 

28. Agreements are made to avoid unrestricted competition with a 
consequent uneconomical forcing down of rates. The main factor in compe
tition is the lowest charges that railways can quote against' one another. 
'10 pie and '166 pie per maund per mile are therefore selected when working 
out the bedrock difference as they are the minimum charges for the first 
and second class and the higher classes respectively. 

29. The distance from Calcutta to Cawnpore is 633 miles which multi-) 
plied by '10 is, say. 63 pies or 5 annas and 3 pies; while the distance from 

• Bombay to Cawnpore is 839 miles which multiplied by '10 is, say, 84 pies or 
7 annas. The bedrock difference for goods classified under the first and j 
Second classes is l,anna. and 9 pies. 

30. To asoertain the bedroCK difference between rates between two 
common points served by two routes, similar calculations are made. 

\~ 
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3~. To dete~e !he bedrock difference between a common point and 
a statIOn beyond a Junction between two railways, the minimum charge from 
the comm0!1 p~int to the junction is ascertained and added to the maximum 
charge (,,:hlCh .Includes terID!nals and short distance chargcs where leviable) 
from t~~ JunctIOn toth;e station concerned on the one hand, and on the other, 
the mInImum charge IS worked out from the common point to the station 
cc;>ncerned.. By s~btracting the smaller from the larger amount the bedrock 
difference 18 obtained. 

32. As an illustration: on the Ujjain-Bhopal branch, adjusted class 
rates are quoted between statioDs from Parbati to Ujjain (both inclusiw) 
and Bombay. They are necessary beoause Ujjain is 169 miles nearer Bombay 
by the B. B. & C. I. route than by that of the G. I. P., and if the ordinary 
class rates were in force, goods between stations on the branch up to and 
includin.g Parbati and Bombay would travel by the B. B. & C. I. route. Let us 
take TaJPur as an example of the working out of the bedrock principle:-

Short 
Distance Minimum distance 

Miles. charge. Aa. p. charge 
Pies. 

Bombay to via Ujjain by B. B. & 
C. I. . . .. · . 466 X '10 =3 11 . . 

Maximum 

Via Ujjain to Tajpur .. · . 10· 
charge 

X '38 -=0 4 3 

Minimum 
charge. 

Bombay to Tajpur via G. 1. P. · . 626 X '10 =5 3 . . 

• The actual distance is 9 miles, but 10 miles is the minimum distance for charge . 
• 

Terminal Total. 

Pies. Aa. p. 

. . 311 

8 1 3 --
6 2 

. . 5 3 

The bedrock difference is 1 pie, the charge for goods at first class rates from 
Bompay to Tajpur by the B. B. & C. I. route being Rs. 1-0-8 and by the 
G. I. P. Rs. 1-0-9. 

33. It is not our usual practice to adjust our schedule rates, for, so far 
as public merchandise ·is concerned, those of one railway do not usually 
correspond with those of another. Sometimes the basis of a G. I. P. public 
schedule rate is the same as that of another railway, but in no instances, 
except in those of coal and live stock, are the commodities to which the 
respective public schedule rates apply identical in every particular, and the 
basis of the schedule rate for coal is not the same on all railways. The only 
schedule rate adjusted on the G. I. P. is the old" J" schedule (now a combina
tion of Conference schedules" B " and" J ") which is adjusted OD the Ujjain 
And Kotah branches, because it applies to grain and seeds, amongst other 
commodities, and has the same basis as that of a B. B. & C. I. schedule which 
(amongst other things) includes grain and seeds of which considerable quanti. 
ties al1il carried on -these branches. 

34. Instead of adjusted schedule rates, station-to-station rates are 
usually quoted where necessary. :Many of our station-to-station r!ttes for 
grain, pulses and common seeds have been put in force to prevent diversion 
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of our traffic; for example, those rates from stations Narsinghpur to Jubbul
pore (both inclusive) to Bombay which were in force bejore this railway 
took over the Jubbulpore-Naini section on 1st October, 1925. The charge 
per maund from Narsinghpur to via Jubbulpore at the G. I. P. grain schedule 
was 2 annas 5 pies, and from via Jubbulpore to Howrah at the E.!. grain 
schedule was 9 annas 9 pies, total 12 annas 2 pies. Accordingly a station-to
station rate, annas,ll pies 6 wa.s.quoted from Narsinghpur to Bombay. 

35. The usual differences maintained, so far as the E. I. Railway is DH!erenc .. 

concerned, are (a) the bedroc~ difference at the junctions, and (b) 3 pies :iJ:'~~nrRY, 
in favour of the G. I. P. Railway at its stations short of the junctions, but the 
station-to-station rate from Jubbulpore to Bomba:}! (which was based on the 
difference between it and the E. !. grain schedule rate.from Jubbulpore to 
Howrah) was only 8 annas and 9 pies, and in order to prevent carting from 
the Narsinghpur area to Jubbulpore to obtain the advantage of the cheap rate 
from that junction, the Narsinghpur rate was brought down by a further 5 pies, 
and amounted to 11 annas 6 pies. 

36. Usually the rate is fixed on the shorter distance. Jubbuipore is ~~ U8ual~Y It 
616 miles from Bombay and 731 from Calcutta, but the E. I. grain schedule is er d;.~~:e.o • 
on a lower basis than that of the G. I. P. (the charge at G. 1. P. grain schedule 
from Jubbulpore to Bombay would be 13 annas 11 pies) and the rate Wa.ll 

fixed by the railway with the longer distance, the railway with the shorter 
distance in this instance charging one anna less. 

, 37. In quoting a station-to-station rate from a station on one railway Method of 

t t · h h . 1 t' t f h' h ... ertamlng to a s a IOn on anot er, t ere are sometImes, a terna lve rou es, one 0 W IC route between 

favours the sending railway (by giving it a longer lead than would the other dt~iOJl8 on 

route), while the otlier is to the advantage of the receiving railway. The ~.i~:::);. 
route adopted is determined by ascertaining which is the cheaper when the 
sending railway charges its maximum over its mileage, and the receiving 
railway its minimum over its mileage by the route favo~ the receiving 
railway, and the sending railway charges its minimum and' the receiving 
railway its maximum (each on its own portion) over the route favouring tbe 
sending railway. For example:- 0 "; 

Ekdil is a station on the E. I. Railway between Cawnpore and Tundla 
which has traffic to be carried to Chirgaon on the Cawnpore branch of the 
G. I. P. There are two routes, (a) via Cawnpore and (b) via Jumna Bridge. 
The first route is favourable to the E. I.o the second to the G. I. P. 

Miles. 

80 
118 
--

19S --
77 

157 

234 

RATE ON BEDROCK PRINCIPLE, 

From Ekdil to Olu:rgaon. 

Permaund. 

Ekdil to via Cawnpore .• .. .. .. 0 3 O· 
Via Cawnpore to Chirgaon .. .. . . 0 4 5· 

0 7 5 

Ekdil to via J umna Bridge .• .. .. 0 2'"11· 
Via J umna Bridge to Chirgaon .. .. 0 6 S' 

o '8 7 

Rate on bedrock 
principle. 

0 0 8 Minimum 
0 4 6* Maximum 

0 5 1 
----
0 2 11· Maximum 
0 1 4 MiBimum 

043 
• Terminal inCluded. 

/ 
If a staticn-to-stationrate were quoted between Ekdil and Chirgaorr; 

the route would be via Jumna Bridge. 

/ 

\ 
\ 
, 

\ 

) 
I , 
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38. Another example may be given. Since this line took Over the 
Ju~bulpore-Naini section there are two routes from Katni to Nagpur, one (a) 
entrrely by the G. 1. P. route and the other (b) by the G. I. P. route to 
Jubbulpore and the B. N. route thereafter:-

Route. \ MilM. \ ht~. \ 

As. 
(a) Entirely by G. L P. .. .. 300 

(b) Katni to via Jubbulpore (G.I.P.) 57 
Via Jubbulpore to Nagpur (B.N.) 222 

279 

• Tennina,ls included. ' 
t Short di.t ..... charges and termin.... included. 

I Includes on. terminal. 

13 

2 
7 

10 

• 
ps. 
6-

9t 8: 
<> 

All. 
3 

2 

RatM t.ppUed on bedrock 
principle • 

ps. 
4 Minimum 

9tmaximum. 
110 Minimum 

4 7 i " .. 

Method 01 amv· The G. L P. charges its minimum rate by route (a), and its maximum 
i!~,:,' through ra~e. between Katni and J ubbulpore by route (b) and the B. N. charges its 

m~um rate between Jubbulpore and Nagpur. The charge by route 
(a) IS the smaller on the bedrock principle, therefore any station-to-statiow 
rate would be quoted by that route. 

Method of 
dividing 
through rates. 

M.thod of 
dividing 
througb rates 
in speci81 cir
c.umstanoes. 

Differential 
rule IlS to 
distances. 

39. In arriving at a through class rate (that is a class rate applied over 
more than one line) or a through public schedule rate (except that for coal 
and schedules '.' M "f " N ", "0" and .. P" which are worked out on the 
through dista~e) the distance is taken to the junction, the rate ascertained, 
then the distance is taken from the junction. to destination and that rate 
ascertained, the ;rates are rounded off, then both are added together to 
obtain the through rate. 

40. As a general rule through station-to-station rates are divided in 
mileage proportion, but if the lead: over one railway is less than 75 mile~ 
usually the total rate, less three pies, is divided in mileage proportion between 
the two railways and the tlrree pies are then added to the proportion of the 
railway with the short lead. 

41. Generally, when a through rate is to be arrived at, if one of the 
railways concerned has a schedule rate for the commodity for which the 
rate is quoted operating via the Junction, the said railway takes as its pro
portion the charge by the schedule rate or that arrived at inmilea.ge division 
of the through rate whichever is smaller. Should, however, it be agreed for a 
through rate to be quoted from a point' common to railways A and B to a 
station on railway B, there being alternative routes, one entirely via Band 
the other partly via B and partly via A, the proportion of the through rate 
belonging to railway B would be its full class or schedule rate. 

42. The differential rule for distance referred to in para. 12 lays down 
that :-" Provided it be specially notified that the differential rule all to 
" distance applies, when goods of the same description and booked in the 
"same direction are charged at different rates according to distance the 
" charge for the lesser distance shall not exceed the charge for the greater 
•• distance." This rule is occasionally applied on the G. L P. Railway. To 
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give an example of its operation :-We quote .. station-to-staiion rate of 
Re. 0-1l-8 per maund for grain, pulses and common seed from Agra to tIia 
Raichur for Adoni and stations beyond on the M. & S. M. Railway and via" 
The differential rule as to distance is applied from all stations between Agra 
and Rohini (excl.), theC/B C/J schedule rate from these stations to via Raichur_ 
being more than the above station-to-station rate. 

43. The differential rule for .weight provides :-

Except where otherwise specially provided, when goods of the same 
description and booked in the same direction are charged at different 
rates according to weight, the charge for the lesser weight shall not 
exeeed the charge for the greater weight. 

There is no exception to this rule on the G. I. P. Railway. 

44. The combined rule reads :-

"(a) Provided it is specifically notified that the combined rule 
.. applies, whenever it may be cheaper to book goods to a station 
" and thence to re-book to destination than it would be to book 
"direct, the charge will be the sum of the combined rates, 
.. unless a station-to-station rate exists, in which case that ·will 
" be the rate chargeable." 

" (b) For the purpose of the application of this rule, a local rate cannot 
"be combined with any other rate in through boolcing." 

Its object is to prevent the quotation of great numbersofstation-to-sta· 
tion rates. The following is an example of its working :- We have a station
to-station rate of Re. 0-13-0 from via Ujjain to via Bhatinda(via Delhi Sadr}. 
The combined rule is applied. Let us see -how it works for grain, pulses 
and common seed going from Tarana Road to Amritsar. 

l\Iiles. 

20 Tarana Road to via Ujjain •• 
736 Via Ujjain to via Bhatinda 

(G. I. P. and N. W. route). 
127 Via Bhatinda to Amritsar 

883 

Miles. 
20 Tarana Road to via Ujjain •• 

634 Via Ujjain to via Bhatinda 
(B. B. & C. I. route). 

127 Via Bhatinda. to Amritsar 

781 

Miles. 

(a) 

(b) 

(c) 

531 Tarana Road to via Delhi Sadr. 
278 Via Delhi Sadr. to Amritsar 

809 

Ra. a. p. 

o 1 6 C/B C/J schedule. 
o 13 0 Station-to-station rate. 

• • 0 4 3 CIK schedule. 
, 

129 

o 1 6 C/B C/J schedule. 
o 13 2" .. 

o 4 3 C/K schedule.' 

1 2 11 

o 12 8 C/B C/J sohedule. 
075 

141 

• 

DillerentiaJ 
rule for wei8h .. 



Roubing of 
local "'alii •. 

Riak Notes. 
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The rate shewn under (a) using the station-to-station rate of Re. 0-13-0 from 
via Ujjain to via Bhatinda in combination with the C/BC/J schedule rate from 
Tarana Road to via Ujjain of Re. ()"1-6 and the via Bhatinda to Amritsar 
C/K schedule rate of Re. 0-4-3, total Rs. 1-2-9 is cheaper than the rates arrived 
at under (b) and (c), and the combined rule being in operation, is the rat~ 
applicable. 

45. There is a special rule on the G. I. P. with regard to the routing of 
local traffic which reads :- . 

"In local booking, that is between any two stations on the G. I. P. 
:: ~ailway, including feeder lines, when the charge by a foreign railway routo 

IS cheaper than the charge by the G. I. P. Railway local routes, t.hc former 
"charge, that is the chl'aper, is also made by the G. I. P. Railway route 
"provided it does not fall below 1/10th pie per maund per mile for corn. 
"modities classified first and second claf!ses in the General Classification of 
" Goods or in the Exception List and 1/6th pie per maund per mile for other 
"commodities. This rule does not apply in booking between the following 
"points :-

"(a) Bombay and Tarana Road, Tajpur, Ujjain, Antah, Bhonra. 
Digod and Kotah ; 

.. (b) Khandwa and Ujjain ; 

"(c) Bombay and Delhi Sadr." 

The fonowing is an example of the working of this rule :-

'When sending grain from Tajpur to Bir, there is a route via the 
B. B. & C. I., which works out to Re. 0-6-2. 

Miles. 
10 Tajpur to via Ujjain .• 

126 Via Ujjain to via Khandwa by the 
B. B. & C. I. 

22 Via Khandwa to Bir .l. 

158 

.. 
Re. a. p. 
o 1 2 CjB C/J schedule. 

036 
016 

062 

" .. 

The rate from Tajpur to Bir at the C/B C/J combined schedule is Re. 0·8·0. 
the rule for local routing of traffic is brought into operation and the grain 
sent. by the G. I. P. route for Re. 0-6-2 . 

• 46. When goods are in bad condition ".:',4 so defectively packed as 
to be liable to damage, leakage orwastagein transit, they are onlyaooepted 
for conveyance when risk note form .J' A " has been exccuted by the sender. 
Under the tenns of the note the Railway Administration is held 
harmless and free from all responsibility for the condition in which' ~~e goods 
may be delivered to the consignee at destination and for any lOBS ansmg from 
the same, except upon proof that such loss arose from misconduct on the part 
of the servants of the Railway Administration. 

47. Up to 1st October 1924, there was no clause to the effect that the 
railway would be liable upon proof that los8 occurred from misconduct on 
the part of the servants of the Railway Administration. 
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48. When the sender elects to despatch at a Cl special reduced " or 
.. owner's risk" rate, articles or animals for which.an alternative" ordinary " 
or "risk acceptance" rate is quoted he is r.equired to execute a risk note 
form .. B ". Under the terms of the note, in consideration for the special 
reduced rate, the sender agrees and undertakes to hold the Railway Adminis
tration harmless and free from all responsibility for any loss, destruction or 
deterioration of, or damage to, the said consignment from any cause whatever, 
except upon proof that Buch loss, destruction, deterioration or damage arose 
from the misconduct of the servan'ts of the Railway Administration; provided 
that in the following cases:-

(a) 

(b) 

Non-delivery of the whole of the said consignment or. of the 
whole of one or more packages forming part of the said consign
ment packed in accordance with the instructions laid down in 
the 'l'arlff, or, where there are no such instructions,protected 
otherwise than by paper or other packing readily removable by 
hand and fully addressed, where Buch non-delivery is not due 
to accidents to trains or to fire; 

Pilferage from a package or packages forming part of the said 
consignment properly packed as in (a), when such pilferage is 
pointed out to the servants of the Railway Administration 
on or before delivery, the Railway Administration shall be 
bound to disclose to the consignor how the consignment was 
dealt with throughout the time it was in its possession or con
trol, and, if necessary, to give evidence thereof before the con
signor is called upon to prove misconduct, but if misconduct 
on the part of the Railway Administration or its servants 
cannot be fairly inferred from such evidence, the burden of 
proving such misconduct shall lie upon the consignor .. 

49. Under the old risk note form" B ", which was superseded by the 
present form on 1st October 1924, the Railway was exeinpted from liability 
for any cause whatever, before, during and after transit, except fw the los8 
0/ one w mwe wmplele packages due to the wilful neglect 0/ the Railway Admi
nistration. The term "wilful neglect" was not held to include fire, robbery 
from a running train, or any other unfores~n event or accident, that is to 
say, in consideration of a reduced rate charg~or the consignment the railway 
was not responsible for any loss, destruction, deterioration or damage aris
ing from any cause whatever, not even for the loss of one or more complete 
packages unless such loss was due to wilful neglect on the part of the Railway 
Administration; fire, robbery from a running train, or any other unforeseen 
event or accident not being held to constitute wilful neglect. The revised 
risk note gives Frotection to the railway for destruction, deterioration, 
damage or loss 0 one or more complete packages and pilferage from a 
package or packages, only when it is not proved that the destruction, de
terioration, damage or loss arose from the misconduct of the railway s1;,aff. 

50. No general principle has been aq.opted in the General Classification 
of Goods in fixing the difference in the charges for goods carried at owner's 
risk under risk note form "B" and those carried at railway risk. Some
times the goods at owner's risk are charged one class lower than those at 
railway risk, at others two classes lower i sometimes goods are classified only 
at railway risk, at others only at owner's lisk. The risk conditions on which 
schedule rates are quoted are shewn in appendix D. Usually schedule rates 
are at owner's risk. Notable exceptions are those for grain and seeds and 
for salt. In station-to-station rates the owner's risk condition is usual. 
It is to be noted that in the station-to-station rates for those important 
commodities grain and seeds (except rice) and salt, owner's risk condition is 



Ratoa for live 
"tol·k. 

not usually imposed. For cotton, both railway and owner's risk station-to
station rates are quoted between oerta.in points. the railway risk rates being 
six pies per maund more than t.hose at owner's risk. 

51. The following are the charges for live stOok:

(i) . Pigs, sheep and goats. 
(a) Pigs, sheep and goats, three or less in number, if carried in the 

guard's brake van, are charged at ~ anJl&8 each for every 50 
miles; 

(b) When pigs, sheep and goats are carried in vehicles, other than 
horse boxes, by goods or mixed trains consigned by the same 
sender to the same consignee, they are oharged at the following 
rates in through booking, charges being made on the through 
distance and divided in mileage proportions :-

(i) Between broad gauge lines .• 

Per 4-wheeled 
vehicle per 

mile at O.R. 
•• Re. 0 4 0 
.. ,,036 ,(ii) Between metre or narrow gauge lines 

(iii) Between railways of different gauges:-
50 animals or less . . • • .." 
For every additional 10 animals or less'. _ " 

040 
010 

The railway risk rates are 20 per cent. higher than owner's risk rates ; 
(c) In local booking pigs are charged at 5 pies per animal per mile, 

subject to a minimum charge as for 5 animals. Prepayment of 
freight is optional; 

(d) In local and in through booking from stations on the G. I. P. &y. 
sheep and goats, 75 in number in each 4-wheeled vehicle are 
charged at the rates shown in (b) above. Any number in 
excess of 75 loaded in the same vehicle are charged at 5 pies per 
animal per mile. The total charge in through booking is 
calculated on the t~tal distance and divided in mileage pro
portion. In booking from a station on a foreign railway, the 
rates and conditions on the foreign railway apply through to 
destination. The charge is calculated on the total distance 
and divided in mileage proportion. 

(ii) Low priad korses, ponies, mules; donkeys, Mrned cattle and otllet' 
anima18 (=ept pigs, sheep and goats, wild anima14.-camel8 and elephants). 

(a) When carried' in vehicles other than horse boxes by goods or 
mixed trains, ,consigned by the same sender to the same con
signee and conveyed in the same vehicle are charged at the fol
lowing rates :-

(i) Between broad gauge lines _ • • • 
(ii) Between metre or narrow gauge linea 

(iii) From broad gauge railways to metre 
or narrow gauge railways. 

(ill) From metre or narrow gauge railways 
to broad gauge railways. 

Per 4-wheeled 
vehicle per 
mile at O. R. 
Re.050 

" 0 3 6 
.. 0 is 0 

" 
036 

The railway risk rates are 20 per cent. higher than owner's risk rate& ; 
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(b) In local booking the following charges are made:-

Per mile at O. R. 
(i) When loaded in horse boxes and carried Re. 0 4 0 

by goods or mixed trains for the firQt 
animal 
For every additio~al anima~ 

(ii) When,.loaded m·cattle wagons by goods 
or mixed trains 

(The number of animals to be loaded 
in a vehicle is S horses, or 10 ponies 
or mules, etc.) 

.. 010 

.. 050 

(c) Sucklings and calves when accompanying the parent animals in 
the same vehicles are charged at the following rates :-

(i) Sucklings and calves 2} feet high at the shoulder 
and below Free· 

(ii) Sucklings and calves over 2! feet high at the 
shoulder are treated as full grown animals 
and charged at rates shown in (ii) (a) and 
(b) above. 

(ii.1 Sucklings and calves not accompanying the 
parent animals and carried in a separate 
vehicle are charged through to destination 
at the rates and conditions of the forwarding 
railway. 

(ii,) Elepha71i8 and elephant calve.!. 

Elephants •• •. Re. 0 12 0 per wagon per mile. In 
addition a haulage charge of 
3 annas per elephant wagon 
per mile is made from and to 
the station of supply. 

Elephant calves not • " 0 5 0 
exceeding 5 ft. 
3 in. in height. 

(iv) Camm. 

Camels are charged at 5 annas per animal per mile subject to a minimum 
charge of Sannas per wagon per mileand are carried under special arrange· 
ments. 

5~. In 1917, the Government of India imposed a surcharge' on good~ SorclIarge. 

traffic of 1 pie per maund on coal. coke and firewood and 2 pies on all other 
goods. On and from the 1st April, 1921, they decided to replace this by a sur· 
charge on railway.goods and coaching traffic. The taXW&8 levied by means of a 
surcharge at the rate of Re. 0-2·6 per rupee of freight payable on all traffic, 
excluding the following :-consignments conveyed wholly in Native States 
or Foreign Territory, railway stores and railway coal for home line consum~ 
tion, water. Jive stock. firewood, fodder. grain and pulse. military traffic to 

7 
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which military rules and rates apply, paasengel'll, oonsignments on which the 
freight payable is less than Re. 1, flour covered by a certificate issued by the 
Director of Civil Supplies, flour carried under the authority of the Food Stuff 
Commissioner and consignments which were the property of Government at 
the time of despatch. 

53. The result of the imposition of the surcharge on the traffic of the 
G. I. P. Railway was a return of Rs. 85,81,110 in the financial year ending 
31st March 1922. The gross earnings of the railway on account of freight on 
goods and parcels for the same year were:-

Goods .• Rs. 7,72,84,377 
Parcels .. " 70,82,810 

Total 
" 8,43,67,187 

• 
That is to say, the surcharge yielded an amount equal to 10'2 % of the 
railway freight. 

54. The Government of India. eventually agreed that the surcharge 
should be incorporated in the railway rates on and from 1st October 1922, and 
the following action was accordingly taken. In place of the previous six 
classes ten classes were introduced as shewn below :-

Previous cl .... es. New classes. 
Maximum, pie Minimum, pie Maximum, pie Minimum, pi6' 

Class. permaund per maund Cl ...... permaund per maund 
per nUle. per mile. per mile. per mile . 

. 
--- - ..-. 

1st '33 } 1st '38 } 
, · . · . · . .. 

'10 
i2nd .. 

'10 
· . '42 

2nd .• · . '50 ~rd .. · . '58 
14th .. · . '62 

3rd · . .. '66 ~th · . · . '77 
6th · . · . '83 > '166 4th · . · . 'S3 '166 ~th · . · . 'U6 
~th · . · . 1'04 

5th · . · . 1'00 9th · . · . 1'25 
X · . .. 1'50 10th · , 1'87 

Two classes in the new classification took the places of the 1st, 2nd, 3rd and 4th 
classes of the dId classification, being respectively 15 and 25 % higher. The 
5th class and the" X " class were replaced by the new 9th and 10th clas-ores 
which were 25 % higher, respectively. Commodities were re-classified, many 
of the more important having their maxima increased 25 %. Schedule and 
station-to.station rates were inereased where possible. The result was, 
roughly, that the class rates were inereased by about 20 %, and the schedule 
and station-to·station rates by about 15 % . 

55. Action taken in incorporating the surcharge in coaching traffio· 
rates is described in section III of thischa.pter. 
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SECTIONll. 

Coaching Fares. 

1. Schedule of maximum, minimum and actual fares chargeable over 
the G. I. P. Railway and lines worked by it, except Central Provinces, 
Dhond Baramati and Pachora.-JaDl!l.er Railways. 

Pa.rticula.ra. I Actual fares. 

PtJlJ8enger Jares :-
I 

First Class •• 18 pies per mile 
Second C_ .. 9 .. .. 
Intermediate CIaBa by mail and 7..... for the first} 

express trains. 300 miles, plus 
6 pie. per mile for distances beyond 

Intermediate Cl .... by ordinary 6 pies per mile for all distances 
trains ' .. 

Third Cl .... by mail 5 pies per mile for the first 300 miles} 
plus 

4} pies per mile for distanoes beyond 

Third Cl ..... by ordinary trains .• 4 pies per m.i\e for the first 150 miles,}. 
pIu. 

31 pies per mile for distances 151 to 
300 miles, plus 

3 pies per mile for distances beyond. 

Ma". Min. 

Pies. Pies. 

32 12 
16 6 

71 3 

6 3 

5 It 

4 

Soheduleof maximum, minimum and actual fares chargeable over the Central 
Provinces, Dhond-Baramati and Pachora-Jamner Railways. 

pa.rticula ... Actual fares. Ma>: . Min. 

• ._----_ .. - -_._--
PIJ8.enger Jares:- Pies. Pies. 

Ce,,/ral Prom ...... Railwa·Y8 :-
Mltrlajapur.Ycol1lltd and MUrlnja. 

pur.Ellichpur .eet""'" 

1st Class 27 pies per mile f 34 12 2nd Cl .... 15 .. " 
I 

3rd Class 5 .. .. 5! 11 

P"lgaon.Arvi Becti"".-

I 
Upper Class 27 pies per m.ile ", 34 12 
Lower Class 5 

" .. 51 11 
. I Dhoml·Bara1llau and Pachora· 

Jal1ual':f'.- j 
Upper Class 15 pies per mile 34 I 12 
Lower Class 5 .. .. 51 11 

! 

2. Season tickets are issued between:-

(a) Bombay and Kalyan (including Chembur and stations on the 
Harbour Branch) and all intermediate stations ; 

(b) Stations' Victoria Terminus to SandhlR'St Road on the one hand 
and stations between Kurla. and Kalyan (including Chembur) 
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on the other hand, available by the main line or the Harbour 
Branch; . 

(c) Stations Victoria Terminus to Sandhurst Road on the one hand 
and Kolvada and Sion jointly, on the other; 

(d) Stations on the suburban section of the G. 1. P. and on the sub-
urban section of the B. B. & C. I. ; 

(e) Lonavla and Bhore Ghat Reversing; 
(f) Lonavla and Khandala; 
(g) All stations Poona to Lonavla, and 
(h) Poona and stations Hadapsar to Dhond. 

3. The following werethe bases introduced on 1st April 1902, for cal-
culating the charges on suburban monthly season tickcts :--

1st class 12 pies per mile. 
2nd class 6 ., .. .. 
3rd class 21 .. .. .. 

To arrive at the charge for the- first mile, 40 single jOlrrney fares were taken. 
To arrive at the charge forone mile and a quarter, 2! per cent. was deducted 
from the charge for one mile and the charge for one quarter of a mile added; 
for each subsequent quarter of a mile 2! per cent. was deducted from the 
charge up to and including the last quarter of a mile, and the charge for a 
quarter of a mile added. 

4. The following is an example of how the fares were worked out and 
the actual charge determined upon for a first class monthly ticket :-

Reault of Amount 
Method of calculation. calculation. charged. 

RB. a. p. RB. a. p. 
1 mile. 40 single fares . . . . .. .. .. .. .. 2 8 0 2 8 0 

Deduct 2i per cent. .. .. .. .. .. .. .. 0 1 0 
-27 0 

1 t mile. add 40 single fares for a quarter mile .. .. .. .. o 10 0 

Rate for I! mile .. .. . . .. .. .. .. 3 1 0 3 4 0 
Deduct 2. per cent. .. .. .. · . .. .. .. 0 1 3 

2 15 94 

I j mile, add 40 single fares for a quarter mile .. .. .. .. o 10 0 

Rate for I! mile .. .. .. · . . . .. .. 3 9 9 3 12 0 
Deduct 2! per cent. .. .. .. .. .. . . . . 0 I 5 

3 8 4 

I t mile. add 40 single fares for a quarter mile · . .. .. .. o 10 0 

Rate for It mile .. .. .. .. .. .. .. 4 2 4 4 4 0 
and so 011. 

5. The same methods of calculation are still in force, but on and from 1st 
April 1921, the fares were increased b:y 15 % ~nd on 1st De<;ember 1922, ~Y 
10 % on original fares, so that the totalmcrease IS 25 %, The Increase of 25 .vo 
is added to the old fares. The total is not rounded off beyond the nearest 
jlflna.. 
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6. The extra chargell f~ tM availability by tWl) routes for monthly 
t,ickets (issued under (b) a.bovEI) are for first class. four rupees; second class, 
two rupees, a.nd third class, one rupee. 

7. The extra charges for the privilege of availability at two stations 
at one end for monthly tickets (i!iSued under (c) above) are first class, three 
rupees; lieeond class, one rupee eight annas. &lid third class. twelve annaB. 

8. For first \:lass far9B, all fractions oh quarter rupee are calculated to the 
next quarter rupee; for second class any fraction of two annas is treated as 
two annas, and for third class all fractions of an anna are treated as an anna. 
These methods apply also to quarterlyandhaJf·yeady. season tickets. This 
rounding off is be/we the. 25% increasa ill a.dded. . 

9, The charges for second class monthly, quarterly and half.yearly 
season tickets are one-half of those of the first class monthly, quarterly and 
ha.lf-yearly season tickets. 

IQ, For all classes the charges fi>r quarterly season tickets are 21 times 
tho8E! of monthly season tickets" and for half-yearly season tickets. are twice 
the charg~s for quarterly tickets, with a. dedUGtion of 5. per cent. 

11. Students of not more than 18 years of age and children of more thaa 
three and less than twelve years of age are charged at half the rates charged 
for adults. 

12. In calQulating fares for students' and children's tickets fractions 
of an anna are treated as an anna. 

13. The minimum charge for a monthly ticket is Ra. 2·8·0 for first Minimum 
class, Ra. 1-4-0 for seoond class and iRe. 1-0-0 for third class. oharge, 

14. The following a.re the descriptions of season tickets issued und~r (a) :- SuburbaD 

( .) "T t " . k b GIP R 'I .....on ticket. , wo-rou e season tIC ets etween .. . 0.1 way statIons betw .... the 

north of Dadar and pairs of stations south of Dadar, available ~.~ :'c':i~ 
via Dadar or b'l direct route. Between G. I. P. Railway' , Y·· 
statio)ls north. 0 Dadar up to Kalyan and 

(1) Church Gate; (2) Marine Lines; 
V. T. (Bombay) Masjid. 

(3) Charni Road; (4) Grant Road; 
Sandhurst Rd. Byculla. 

(5) Mahalakshmi; (6) Lower Parel; 
C~chpokli. Currcy Road. 

(ii) .. Two-route" season tickets between B, B. & C. I. Railway stations 
north of Dadar and pairs of stations south of Dadar available 
tJia Dadal' or by the direct route. 

Be~ween B. B. &. C. I, &i1wl;\:f ~tatio~ noJ:th. of Dad~. Mahim to 
Vi,rar ~nd 

(1) V. T. (BombaYh (2} Masjid; 
. ~urch Gate. .. Marine Lines. 

(3~ Sandhurst Rd. ; 
C):!aI1A ltoad.. .-

(4) Byoulla; 
Grant Road. 



(5) Chinchpokli; 
Maha1a.kshmi 

3() 

(6) Currey Road; 
~ower Parel. 

(Hi) .. RThrough." season tickets between G. L P. and B. B. & c. 1. 
:y. stations. 

Between G.' I. P. Railway stations north of Dada.r up to Kalyao 
and B. B. & C. L Ry. stations south of Dadar ; 

(iv) .. Through" season tickets between G. L P. and B. B. & c. L Ry. 
stations. 

Bet~n B. B. & C. I. Ry. stations north of Dadar, Mahim to 
VJ1'ar, and G. L P. Ry. stations south of Dadar; 

(v) .. Thro?gh" season tickets between G. I. P. and B. B. & C. L Ry. 
stations. 

Between B. B. & C. I. Ry. stations north of Mahim to Virar and 
G. I. P. Ry. stations on the Harbour Branch including Masjid 
and Victoria Terminus (Bombay) ; 

(vi) .. Two-route" season tickets between B. B. & C. I. Ry. stations 
north of Bandra and Victoria Terminus or Church Gate Masjid 
or Marine Lines, and Sandhurst Road or Cha.rni Road route 
available via Mahim or by direct route. • 

Between B. B. & C. I. Ry. stations, Bandra and beyond up to 
Virar, and _ 

(1) V. T. (Bombay) ; (2) Masjid; 
Church Gate. Marine Lines. 

{3) Sandhurst Rd; 
Charni Road. 

(vii) .. Two-route" season tickets between two pairs of G. I. P. Bnd 
B.. B. & C. L suburban stations. 

Between 
(1) Matunga; (2) Dadar; 

Matunga Road. Dadar. 
(3) Parel; (4) Currey Road; . 

Elphirrstone Road. Lower PareL 
and 

(1) V. T. (Bombay) ; (2) Masjid; 
. Cbllrch Gate. Marine Lines. 

(3) Sandhurst Rd.; (4) EycuUa; 
Charni Road. Gl'a.nt Road. 

. {5) ChinchpokU . 
Mahalakshmi 

15. The bases of charge on through season tickets are the same as those for 
local season tickets, with the proviso that the charge on a through season 
ticket to a G. I. P. station south of Dadar shan not be less than the charge 
made for a B. B. & C. L local season ticket to the corresponding B. B. & C. I. 
station. 'The charge for the facility of using two stations is an amount vary
ing proportionately to the distance from the point of interchange to destina.
tion. The actual surcharge on account of interchangeability over the whole 
distance between Dadar and Victoria Terminus or Church Gate for a first 
class monthly season ticket is Rs. 4 ; for a second class, Re. 2 ; for a third class. 
one rupee. The minimum surcharge is for first class, 0D1l rupee; for second, 
eight annas ; for third. four &llI1&i1. 
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16. The extra charges for monthly season tickets issued under (7) from 
Matunga and ?tJatunga Road to Victoria Terminus and Church Gate for third 
class is Ra. 1-2-0, from Dadar (G. I. P.) and Dadar (B. B. & C. L), one rupee, 
from Parel and Elphinstone Road fourteen annas and from Currey Road and 
Lower Parel twelve annas. Charges for other classes and distances are iD 
proportion. • 

17. The charges for season tickets for stations outside the suburban 
area are arrived at in the same way as the charges for season tickets inside the 
suburban area up to 331 miles. For distances beyond 331 miles, the average 
fare per mile ror 331 miles is added to the fare for 331 miles. The distance 
of the suburban area. Victoria Terminus to Kalyan. is 331 miles. 

18. Special traillB ror the monsoon races at Poona were started on this ~~ ... 
railway in June IS98. From the 1st April 1926, the return fares were first tlckew. 

class Re. 14, seoond class Ra. 8, and third class Re. 4-8-0 as against the 
~harges last _BOn of Rs. 16, Re. 10, and Ra. 5 respectively. The present 
reduction is equal to about 37 per cent. 

19. First and second class coupon tickets were first issued on this line in First and 

1901. They are now issued between Bombay and Poona. Devlali or Nasik::';:' ":i.""luIta 
Road, at the following reduced iares :- at reduced 

l ...... 
Ra. a. p. 

~oo"k of 12 first class coupons 81 0 0 
.. 12 second.. " 40 8 0 

:Each coupon is available for one journey. The reduction in cost of joumeyw 
obtained by using these coupons is about 40 per cent. 

20. Week-end return tickets were first issued on this line in June, Fimt and 

1905. From l'8t April 1926, the following are the charges made and the =.'!.:'~":. 
stations between whieh the tickets are issued. :-' tUftl tickets at 

one and .. balf 
f ...... 

Bombay (V. T.) Byculla. Dadar. Thana. 

:Stations. - -~- ----

let I ~4. ~ 1st. 1 2nd. 1st. I 2nd. lBt. 
1 

2nd. 
'I 

1 , 

Ba. ·a. Ra .. a. Ra. a. Ra. a. Ba. a. Ra. a. Ra. a. Ra. a. 

N ... ik Road .. 16 8 8 4 '16 4 8 1 15 11 
1

713 . . .. . 
. DevlaU .. .. 15 15 8 0 1611 ., 13 16 3 i 7 10 .. .. 
Khandala I ..•• ill 0 6 9 10 to t; 4 10 2 it; t 8 1 4 1 

• 
Lonnla .. .. : 11 4 lj 10 11 0 5 9 10 ., lj 4 8 .6 4 2 

ltirkee ... .. i 16 13 8 S 16 ,8 8 4 16 1 ;8 1 14 0 6 15 

Poona ... • .116 13 8 -8 IG :8 .8 4 16 1 8 1 14 0 6 lli 
, , 

NeraJ • 710 3 14 7 5 311 615 ·3 8 411 2 • .. .. 
I 

Matheran • 'li8 10· 1414· 18 fYO 1411· 17 15" 14 8" -- .. 
I 
! 
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- 1 2 : 

I - • 
l!It 01-. ~~ t-, ~n<\ C ..... retul'D fare. 

lIetween l,lom bay (V. T.1 
an<\ 

C;. ;; F~';8·~rT:taI.-
-- -- - -_._-- - , 

G. I. P.IM&S. M.I Total. 
-- --- ---. 

Jila. ~ ~. I\. ~I\. &.I. It. ~.a. Ra .•. 

Wathar- .. .. .. .. 16 13 1~ 15 29 12 8 6 6 8 14 14 

SatarfJ Roa4 •. . . .. . . 16 13 14 10 31 T 8 & T li 15 U 

Miraj .. .. .. .. 16 13 I 30 0 4613 8 6 15 0 23 6 

K,olhapur .. .. .. 1613
1 

35 .., 52 4 8 6 17 12 ~6 ~ 

BeIgaUll\ .. .. .. .. 1613 i 4li 15 

1 

. 62 12 8 0 23 0 31 11 

21. The tickets &re issued OB Fridays, Saturdays, Sundays and Mondavs 
in each week and are available for the return lourney up to noon on the 
following Tuesday; passengers, however, may complete their journeys 
by 19 Down I\o~d 8, Up advertised to !Iorrive a,t J;>QQn!lo an4. Bombay at 12-40 
and 13 hours ~spectively. 

22. From the 1st March 1926. first and second class season tickets are 
i.s.sued for ~lJ. I!Ita.ti~s Victoria Terminus to Bandra and Victoria Terminus 
t.~ Kalyan" ~cluding ·tlJ.e Har~our a.nd. Cb,embur branches. at half the ordinary 
season ticket fares, ·to wives and unmarried daughters of first and second 
class' season ticket holders. This concession is limited to two members 
in each family, and t,he tickets are issued only between the stations and 
for the period: for which the season ticket of the head of the family is 
available. 

Mileage book. 23. From the 1st April 1926, mileage tickets books are issued to repra-
[or mercantile t t' f til fi f' b' t tallin 3 000 '1 8....... Ben a lves 0 mercan e rms or Journeys on usmess 0 g. ml es. 

Adjuate:l 
coaching fares. 

Each Jllileage book "Contains 500 tickets. each ticket! representing a distance 
of 6 miles. When a tic~et is required the mileage book is presented to the 
booking cl~rk"l'Vho removes from it the number of tickets necessary for each 
journey and issues a first class ticket for the station required. The price 
ol each book is Rs. 234-6-~ which is equal to 15 annas for every 12 miles 
tI;avelled., 13:v the vse of the boo" areductio~ OA the ordiJ;lary first class fare 
of about! ·16 per cent. is obtained. The books are ~d in through booking 
with the M. & S. M. and S. I~ RailwaYI!" 

24. Between Bomba.y, Da.dar and 1Iia and certain stations shown below 
on the one hand, and Delhi and via, Muttra and via, Agra. and via and stations 
ne~r these iunotio~s 0J1 t.1;Le {,t~&1i hljJld, fares by ~lcla.sses except intermediate 
(the B. B. & C. ~. have no intermediate cla.as accommodation on their trains to 
Delhi) are adjusted by the G. I. P. to make them equal to those charged by 
the B. B. & C. I. Railway via Muttra or via Agm. This is on account of the 
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distance by the B. B. & C. L route between Muttra. and Bombay a.nd Agm 
and Bombay being 93 mil8!J and 61 miles, respectively, shorter than that 
by the G. LP., and becallBB the B. B. & c. I. Ra.il.waY'il bases for a.ll the classes 
are different from those of the G. I, P. The bases are as follows: -

G. 1. P • .Railway. B. B. &: C. 1. Railway. 

1st class. 18 pies per mile. 
I . ..:.. to 150 miles, 24 pies per mile. 

(151 and over, 18 " 

2nd class. . 9 
" 

{ ..J- to 150 miles, 12 

151 and over, 9 

.. 
" 

3rd mail. 1 to 300 miles, 5 " ( 1 to 300 miles, 4 " + 301 and over, 41 ., { + L 301 and over, 3- " 
ard ordy. 1 to 150 miles, 4 " 

( 

+ i ..t to 300 miles, 31 
151 to 300 miles 31 " + 301 and over, 21 
301 and over, 3 • L 

" 

" 

25. The actual sections between which fares are adj usted are as follows :--

Stations between 
Sections be· 

1st & 2nd class •• B?mba:y and Diva both ~ andA~ a~d Delhi:= ....:~t 
InclUSlve. j both mcluslve. just.ocl_ 

3rd mail • • •. Bombay and Raichur ") 
both inclusive. f 

Pimpri and Ahmadnagar . and Jhansi and 
both inclusive. Delhi both inclusive. 

Bombay and I.asalgaon 
both inclusive. J 

3rd ordinary •• Bombay anJ Yevat both} 
inclusive. and Banmore and 

Delhi both inclu· 
Bombay and Kasara. both sive. 

inclusive. 

26. The differences in the fares between Bombay and Calcutta are 

arrived "at on the bedrock difference on the through distance. The fares via 
Nagpur are calculated on mileage. The distance between Bombay and Cal

cutta Via Nagp~. is 1,223 miles, 126 less than that via Naini. One anna is 

the minimum amount chargeable for a first class ticket per mile: 126 annas 

=Rs. 7-14-0 and consequently the first class fare from Bombay to Calcutta 

via Naini is the same rate as that via Nagpur plus Rs. 7-14-0. The difference 

between second class fares is Ra. 3-15-0 and between third ordinary one 

rupee. 
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SECTION nI. 

CoACHING RATES. 

1. Schedule of maximum, minimum and actual rates for coaching 
traffic, except luggage and pa.rcels, chargeable over the G. I. P. Railway and 
lines worked by it, except Central Provinces, Dhond-Baramati and Pachora.
J aDUler Railways. 

I 
Particulars . Actual rates. I Maltimum. I Minimum. 

Carriauea·-* I 
Carriage. single 64 pies per mile .. 

96 .. at RR .. .. } 
72 .. .. O.R •. .. Moter car, single 

96 RR .. 1 
72 .. O.R .. ~ 

Ael'opl .. "es 

96 .. .. RR •• 
~ 72 .. 0.& .. 

Moter boats 

Two or more carriages on one 
truck desp .. tched by the 
same consignor te the 88me 
consignee from .. nd to the 
same stations loaded in the 
same truck. 

54 pies per mile for.. single c .... · } 
riage, plus .. .. •• 

30 pies per mile for every addi· 
tional carriage. • • . . 

'l'wo moter C8.l'8 despa.tched by 
the 88me consignor to the 
.ame consignee froll\ and te 
the same stations in one 
truck. 

144 pies per mile at R.R. 

108 " " 
• 

Horses.-* 
Single horse 48 pies per mile 
For every additional animal) 

desp .. tched by the sa.me J 
consignor te the ... me con· 12 pies per mile 
signee from a.nd te the sa.me . 
stations. 

])09',-

" O.R. 

..} .. 

Pies. Pi"". 

64 30 

96 36 

96 36 

\l6 36 

84 

Pertruck 
144 M 

I 
per horse 

48 18 

I 
per 50 miles/ or por

tion thereof. 

In pa.cks 

72 pies per 50 miles or portion 
thereof. 

96 pies per lour-wheeled vehicle pe1 
mile. 

-

144 48 

• Subject to a ",iDimum charge of Ra. 10 for ead.l four-wheelecl wIUcIe uaod. 
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2. Schedule of maximum, muumum and actual rates for coaching 
traffic, except luggage and parcels, chargeable over the Central Provinces, 
Dhond-Baramati and Pachora-Jamner Railways. 

Particulars. ~ctual rates. 

Carriagell.-* 
Carriage, Bingle • • • • } [ 
Two or more carriages on one Carriages and motor cars are 

truck. not accepted· for conveyance. L 
Motor car, single . 

HorB.B.--
Single horse • • • • • '148 pies per mile 

Every additional animal loaded 24 pies per mile 
in the same vehicle to and This traffic can only be booked 
from the same stations and' from and to Murtajapur, Karanja, 
despatched by tbe !l8JDe con· Banosa, Darwaha Moti Bagh, 
signor to tbe same consignee. Yeotmal, Anjangaon, and El· 

licbpur on the C. P. Railways. 
DogR.- . 

Each •. 96 pies per every 50 miles or 
fraction thereof on the local! 
distance. ) 

Dogs are not booked over the Dhond-Baramati Railway. 

'-'"_ . I ... · . ......:umum. lD:lllllUlUID. 

Pies. Pies. 
81 30 

per truck. 
126 42 
144 36 

per horse 
48 18 

per 50 miles, or portion 
thereof. 

144 48 

3. Rates fw parcelB not exceeding one cubic foot by measurement w 5 
8eer8 in weight :-

(a) When the weight does not exceed two and a half seers, the charge 
will be six annas per 500 miles or fraction of 500 miles subject 
to a maximum charge of one rupee and eight annas. 

(b) When the weight exceeds 2t seers, but does not exceed five seers, 
the charge will be six annas per 250 miles or fraction of 250 
miles, subject to a maximum charge of. three rupees. 

Note.-In calculating oharges on articles which are booked at half or quarter 
parcels rates, when they do not exceed five seers in weight, the charges are arrived 
at by dividing the actual charges at full parcels r .. tes, and not by taking the proportion 
of the maximum charge. . 

Exampl •. -On a parcel weighing 21 seers booked for a distance of three thousand 
miles the charge at half parcels rates is R.. 1·2·0 and at quarter parcels rat .. 
Re. 0·9'() and not Re. 0·12·0 and Re. 0·6.0, respectively. 

Charges at full, half and quarter parcels rates on parcels not exceeding 5 
seers calculated at the rates given in clauses (a) and (b) above:-

Full Parcels Half P.,..ol. Quarter Parcels 
Rates. Rat ... Rates. 

Distances. 

2l Is!.· 21 I S!ra. 21 I 6 Beers. Seers. Seers. Seers. 

Mil ... 1 Re. I 
Re. Re. a'l Ra. B. a. a. Re. a. Re. a. 

Not exceeding.. .. .. .. 250 0 6 0 6 0 3 0 3 0 3 0 3 
;EzoeediDg 250 !Bilea but not ezceeding 600 o 61 o 12 0 3 0 6 0 3 0 3 .. 600 .. 750 o 12[ 1 2 0 6 0 .9 0 3 0 6 .. 750 .. 1,000 012 1 8 0 6 o 12 0 8 0 6 .. 1,000 .. 1.250 1 21 1 14 0 9 016 0 5 0 8 .. 1.2110 .. 1.500 1 

=1 

2 4 0 9 1 2 0 5 0 9 .. 1.000 .. 1.750 1 2 10 o 12 1 5 0 6 011 .. .,150 .. 2.000 1 8 0 012 1 8 0 6 o 12 .. 2.000 .. 2.250 1 8 S 0 o 15 1 II 0 8 o 14 .. 2.260 .. 2.600 1 8 3 0 015 1 14 0 8 o 16 .. 2.000 .. 2.750 1 8 8 0 1 B 2 1 0 9 1 1 .. 2.750 .. 3.000 1 8 3 0 1 2 2 , 0 9 1 2 .. 8.000 .. 3,260 1 8 3 0 1 6 S 7 011 1 • .. 3,250 " . .. .. 1 81 8 0 1 6 2 10 011 1 I 

. . • Subject to • m'Dlmum obarp of Ro. 10 for each fo ..... wheoled vehicle ~ • 



4. {a) Rates fur J'Ilreefs e:tXJeedi:ng QI'I£ cubic foot in _rement ur 
five seers in 'Weight will be ch84"ged as shown in the following t&.ble ; 

. 

(bl Luggage when not carried in vehicle loads whether booIted for. 
conveyance by the same train in which the owner tra.vels or not. ; 
will be charged at the rates given in the table below by weight . 
only, upon the gross weight of the total number of packages; 

DISTANCE. 

WeigM. ". 
I------~--~~----~------------

EsceedinJEXceed.ing EXceedin. g IExceoding I 
or

6 ee:'~-Jo:~:e:'. a:~z=: O:°e=. Additiooal 
ing 1 CUbiCling 2 cubic ing" cubic ing 6 OUhio1'::tryJ8 f~r 

foot but feet but feet but feet but IOn. 1ft 
~ot esoeed· not exceed- not exceed- not exceed- ftCNI of 
ing 10 seers, ing 2Osee1'8. ing 3Orteers, ing 4Oaeerl, even 
or 2 cuieb I or £ cubic. or 8 cubio : or 8 cubic maundl. 

feet. f_.· 'eet. fen. 

1IW ... Bo. a.' Re..., RI. a. Re. a. 

Not exceeding.. .. .. .. 25 
Exceeding 25mi1e8 but not exceeding 50 

'0 8 
o 6 

o 8 
o 8 

o 8 
o 12 
I I 
I 1 
1 7 

o 8 
012 
1 I 
1 7 
I 13 

" 50" 75 
75 " 100 .. .. 

.. . 

.. . .. 
" , .. 
" 

.. .. ,. .. .. 

.. .. .. .. .. 

.. .. .. .. .. 

.. .. .. .. 

.. .. .. 

loo'n 126 

125 
150 
175 
300 
V2• 

350 
876 
450 
475 
600 

525 
600 
625 
650 
676 

·750 
776 
900 
92. 
950 

1,050 
1,075 
1,100 
1,12. 
1,,200 

1,226 
1,250 
1,275 
1,300 

1,400 
1,500 
1,550 

• 

.. .. 
.. 
., 
" .. 
.. 
.. .. 
" .. .. 
... .. .. 
" .. 
.. .. .. .. .. 
.. .. .. .. 
.. .. 

• 

150 
176 
300 
325 
860 

600 
626 
650 
875 
750 

776 
900 
925 
950 

1,050 

1,075 
1.100 
1,125 
1,200 
1.226 

1,250 
1,275 
1,300 
1,400 

1,500 
'1,660 

o 6 
o 8 
o 12 

o 12 o 12 • 
o III 
1 1 
1 •. \ 

1 1 
1 1 
1 'I 
1 7 
1 7 

,1 7 
1 13 
1 13 
1 13 
1 13 

'2 '0 
2 0 
J 8 
2 3 
2 ·8 

2 8 
2 8 
1I 8 
1I 8 
2 13 

2 18 
8 8 
3 8 
3 8 

8 9 
8 14 
314 

o 12 
o 12 
1 1 

1 I 
I 7 
I 7 
113 
113 

2 J 
2 2 
J 8 
! 8 
2 13 

I 13 
3 8 
3 a 
8 9 
8 9 

a 14 
314 • • • • 
• 7 

4 13 
4 13 
4 16 
415 
G 11 

5 II 
II 10 
o 0 
8 0 

811 
7 I 
1 1 

1 7 
113 
2 2 
2 8 
2 13 

8 11 
3 3 
3 9 
8 14 
4 4 

4 4 
• 10 
416 
G 5 
G 5 

I 10 
5 14 
8 a 
8 9 
811 

1 1 
7 7 
7 10 
7 10 
8 0 

8 5 
8 7 
8 1 
8 13 

9 3 
9 8 
9 14 

I 2 
I 8 
ll3 
'8 3 
& 9 

.314 
4' 4 
4 10 
4 15 
5 5 

II 10 
8 0 
8 8 
811 
7 1 

7 7 
7 12 
8 2 
8 7 
813 

9 8 
9 8 
9 14 

10 I 
10 7 

10 13 
11 2' 
1\ 4 
11 10 

1! 0 
12 11 
IlIlI 

. 'No,.,-Tbe .... teo do not apply to betel or pall ...... buater. cbeeae (not imponed), ....... aDd 
Khoa (dried) milk, booked at owner'. risk. . 

• 
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6. Rates/or 

• 
(i) Betel or pan leaves • 

(ii) Butter and Chu88 (not imported). 

(iii) Cream and khOa (~ed) milk. 

when booked at owner's risk (risk note form B or H) will be charged as under, 
subject to a minimum charge of 4 a.nnas. 

DISTANCE. 

Mi1 .... 

No. esoeeding 25 miJ_ .• _., .. 
Exceeding 25 but not eeeeding 60 

60 .. 75 .. 
76 100 .. .. 

.. 100 .. 125 
126 .. 160 • 
160 .. I!! .. 
176 300 .. .. 

, 300 .. =~ .. 
825 .. .. 

8!~ 3&0 .. .. 
373 .. '60 .. 
'60 .. :zt .. 
'75 .. .. 
IlOO .. 6~~ .. 
025 600 .. .. 
800 8~! .. H .. 825 .. 860 

860 .. ;~ .. 
873 .. .. 
760 .. 778 .. 
773 900 .. .. 
DOO .. 928 ,. 
825 930 .. H 

- .. 980 .. 1.060 .. 1.050 ... 1.011 

.. 1.075 .. 1.!~ .. . 1.100 .. I,UI 

.. 1,125 .. I.~~ .. 1,200 .. 1,221 

.. , 1.226 .. I.~~ .. ~,iB .. 1;4100 

.. ) •• 00 .. 1,660 
0_ 1,880 .. .. -. 

'\ E""""d- IE......d- Exceed- \Exceed-Ezceed- ing 6 ing 10 I ing 20 ing 30 -
ing 21 seen, or seers, 01' eeera. or seers. 0 Addition

Not 0· Beers but exceed.-' ezceed- I ezoeed. I exceed· at charge 
ceeding Dot ~s· ioglcubio!ing:l cu- ing 4, OU

J
-ing 6 QU. for frao. 

26 seen. oeeding foot but bio ,ft. I bio feet bto feet tions 
or 1 eu- IS leers Dot ex- but not but not but not in euess 

bie foot. or 1 cu- ceeding ezoeed.. lexceedin . emeed- of even ibio foot. 10....... ing 20 'ao "."'. ing 40 maundo 
or2cubio aeen. 101' 6oubio Beers. 

feet. or 4. C\l"" I feet. or 8 . bie feet. cubio ft . • 
lie. .. Ra. a. lie ... Ra. a. Ro. a. Ra. •• ~ 

0 4- 0 " 0 4 0 , 0 , 0 , -
0 4t 0 4- 0 4 0 , 0 8 0 8 

0 4 0 , 0 4 0 8 o 12 o 12 '0 , 0 , 0 , 0 8 o 12 1 0 

0 4- 0 " 0 8 o 12 1'0 'I , 
0 4 0 4 0 8 012 1 0 I, 8 . 
~ 4 0 4 0 8 1 0 1 '4 112 

.0 , 0 " 0 8 1 0: 1 8 2 0 
I 

0 4 0 8 o 12 1 4' 1 12 2 4 ! 0 4- 0 8 012 1 " 

2 0 2 8 
~ , 

o It' 0 4 0 8 1 8_ 2 , 2 12 g 0 , 0 8 o 12 1 8 2 4 3 0 .. 
~ 0 , 0 8 1 0 1 12 2 8 3 , 
l 0 , 0 8 1 0 112 212 3 8 

0 8 o IS 1 0 2 0 3 0 312 .. 0 8 012 1 0 2 0 '3 0 4 0 -5 
0 8 012 1 , 2 , 3 , 4- , .S 

012 1 , 2 4 3 8 , 
1 0 8 S 

0 8 o 12 I 4 2 8 3 12 4IB iI 0 8 012 1 , 2 8 3 12 5 0 
'g 

0 8 I 0 I 6 2 12 4- 0 8 f 
~ 0 8 I 0 I 6 212 , 2 8 8 

0 8 1 0 I 9 S 0 4 6 812 ~ 0 8 1 0 1 9 3 0 4 10 6 0 

012 1 0 I 9 3 2 4 12 8 , 
IHI 1 4 112 3 8 6 • • 8 

o 12 1 4- 1 12 3 8 a 4 8 12 
012 I 4 1 12 8 8 5 8 7 0 . 
o 12 I , 112 3 8 a 8 7 I o 12 I , I ., S III 310 T 6 

o 12 1 , I 0 812 3 If 7 10 
., 11 I 8 ,. , , 8 8 0 8 0 

OU lIB I 8 '11 8 8 8 8 
I 0 I 0 III I 0 7 0 11 0 , .. .e 
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6. Rates/or 

(i) Ice, 

(ii) Return empty wrapper8 0/ ice in which ice wa8 originaUy booked, 
provided:-

1. that they are returned within 8even day8 0/ receipt at dutina
lion, 

2. that particulars 0/ original booking are quoted on forwarding 
. note, and 

3. that the conBi!JflO" and the consignee 0/ the returned empties 
are the consignee and consignor respectively, 0/ the 
articles originaUy booked, 

when booked at owner's risk (risk note form B or H) will be charged as 
under:-

Parcels not exceeding in weight. 

10 seers 
20 " 

For first 50 
miles. 

For every ad
ditional50 mil .. 

or p .. rt 
thereof. 

40 " .. 

Ra. a. p. 
020 
030 
040 
o I 0 

Ra. a. p. 
010 
016 
020 
006 -For every additional 20 seers above a maund 

N.B.-AIJ the fore-going rates for parcels and luggage apply on the through distance. 
with one minimum only, divisible in mileage proportion between .. 11 railways psrtiea to the 
Indian Railway Conference ARSociation, except the Darjeeling-HimalayILn Railway, the 
Nilgiri Railway System of the South Indian R,ailwsy and the Kalks-Simla Railway. 

7. ]jist of articles charged at half parcel rates at owner's risk. Charges 
mu.st be prepaid, ri8k '/Wte form B or H being obtained:-

Bazar baskets (this applies only to packages containing mis
cella.neous articles of fresh and other provisions such as meat, 
fruits a.n·d vegetables), bacon and ham, bread, curd, cut flowers, eggs 
when securely packed in boxes or strong baskets, fish fresh (includes 
oysters) and smoked, fruits fresh, green ginger, green groundnuts, 
green leaves of all kinds, excepting betel or pan leaves, green singaras, 
lucerne grass •. meat fresh or dried, milk, newspapers and magazines, 
public treasure boxes returned empty, railway guide tarift and time 
tables, returned empty cylinders. consigned to the Agra observatory 
provided the cylinders are returned within a month of their receipt, 
seed potatoes covered by a certificate from the Agricultural Depart
ment, sweetmeats Indian, vegetables whether fresh or dry (except 
the following which will be charged at the full parcel rates :.....-e.rvi 
root (ghoiya), banda (kachaloo), garlic (lusson), gourd (louki), 
onions, petha (white ground melon, benincasa cerifera), plantain 
flower (moocha), potatoes, potatoes sweet (bhoona, rataloo, ssnkaloo 
or sukkurkund), singarah (tecoor or paniphul), yams such as 
elephant yams, kanda (sooran or karnai roots). ka.choo (cham. 
roots or chamagudda), parcels weighing not more than {) seera 
intended fo)' the bona. fide use of Messrs. A. H. Wheeler & Co. 's 
bookstalls. 
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8. List of arliclea charged at quarter parcels rate at owner's riak :
Parcels weighing more than five seers provided no single package 
exceeds 40 seers or 8 cubic feet in measurement intended for the 
bona fide use of Messrs. A. H. Wheeler and Company's Bookstall ; 
Government treaSllre boxes in which treasure was carried, on their 
return empty from destination to the original forwarding station, 
provided they are returned within 7 days of receipt at destination, 
and particulars of original booking are quoted on the way bill. 
9. Charge8 for coaching traffic other than parcels and luggage. 

(i) Dogs, hor8e8 and other live animals by pa88enger train8. 
Dog8.-

(a) When carried in the guard's van, dogs are charged at 6 annas for 
every 50 miles for each animal in local and through booking. 
In through booking, charges are calculated on the total distance 
and divided in mileage proportion; 

(b) When in owner's charge in the passenger carriages, dOllble the 
above charges are made; 

(c) Dogs or hounds in batches are conveyed in horse boxes or other 
vehicles and are charged at 8 annas per four-wheeled vehicle 
per mile. Charges are calculated on the through distance and 
divided in mileage proportion. Not more than 24 dogs are 
loaded in one vehicle. 

(ii). Horses, ponies, mules, caltre, etc. (except pigs, sheep, goats, wild 
animals, camels and elephants). 

(a) When carried in horse boxes or other vehicles, these are charged at; 
the following rates :-

Per mile on the 
through distance. 

For the first animal .. Re. 0 4 0 
For every additional animal .. " 0 1 0 

These rates are subject to a minimum charge of Rs. 10 on the through distance 
for each four-wheeled vehicle used. 

(b) In booking between railways of difterent gauges, the charges 
should be made according to the number of horse boxes or 
other vehicles used on the forwarding railway irrespective of the 
number of vehicles used at the junction. 

(c) Sucklings and calves accompanying the parent animals or not 
are treated and charged for as full grown animals. 

(iii) Elephants and elephant ca.lves. 
These are charged at the following rates :-

Per animal 
per mile on the 

through distance. 
Full grown elephant . . . . . . Re. I 0 0 
Elephant calves not exceeding 5 feet 3 inches 

in height:-
For the first animal 
For every additional animal in the same 

vehicle sent by the same consiguor 
to the same consignee 

Elephant calves not exceeding 5 feet 3 inches 
in height loaded with full grown ani
mals or parent atlimals 

" o 12 0 

" 060 

" 040 



These rates are subject to a minimum charge of Rs. 10 per vehicle used on the 
through distance. . • 

(iv) Oamel8. 

These are charged at the following rates :-

• 

For the first animal, .. 
For-every additionaJ animal in the same 

vehiole and sent by the same 

Per animal per mile 
on the through 

distance. 

•• Re. 0 12 0 

-consignor to the same consignee •• " 0 6 0 

These rates are subject to a. minimum charge of Rs. 10 per vehicle used, 
on the through distance. 

A ha.ulage charge of 4 a.nnas per mile is roadeon elephant wa.gons from 
and to station of supply. 

Cv) Oalves, pig8, 8heep and goats. 

Small calves under 21 feet in height a.t the shoulder, pigs, sheep and goats 
not exoeeding three in number a.re carried in brake vans or luggage vans at 
double the dog rate for each animal at owner's risk. Pigs a.re only accepted in 
crates. 

(vi) Wild animals in cases. 

These a.re charged at 5 annas per four-wheeled vehicle per mile on the 
through distance a~ owner's risk subject to a minimum charge of Rs. 10 per 
vehicle used. 

(vii) . Dead wild animals. 

These are carried by passenger train only and a.re charged at full parcels 
rate. The charge must be prepaid: 

(vii~) Large bird&. 

Large birds, suoh as peaoocks, storks, etc., are cha.rged at the dog rate 
separately for each bird; they a.re carried only in brake vans. 

(ix) Bird& (other than poultry and pet bird&) in cagell. 

These are charged at full pa.rcels rate at owner's risk. 

(x) Live poultry. 

Live poultry in baskets, cages or hampers are charged at full parcels 
rate at owner's risk, and are accepted when tendered for despatch in the 
standard size of ba.skets, i.e., 3 feet in diameter and 12 inches in. height and 
the number of poultry to be loaded in eaoh ba.sket is as under :-

Large fowls 
Medium " 
Small .. 
Large ducks 
Small .. 
Chickens 

.. 

• • .. 

.. 30 
• • 40 
· . 60 .. 18 
· . 27 
• • 60 
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Valuable poultry are charged at the same rate as dogs, sheep, etc. • They 
must be insured. 

10. (i) The following are the adjusted distances for charge on passengers' 
excess luggage and all other coatlhing traffic (including military traffic), 
such as parcels, specie, palanquins, haulage Of private and special saloons, 
and engine power for special trains between t.he stations mentioned 
below:-

Stations between which the reduced mileages apply. 

Bombay to Byculla 

Delhi Sw. Delhi In., Subzimundi and S 
ma. Delhi- In. Ilia A. D. C. route. l 

Via Delhi (Ilia A. D. C., to and. from 
Ghaziabad, and Ilia Ghaziabad for 
MorRdna.gar to Kesri stations on 
N. W. Ry. and for O. It R. Section 
of E. I. Railway. 

Agra Cant. & Ilia .• 
Idgah (Agra.) & Ilia 
Agra Fort & Ilia 
Raja-Ki-Mandi 
Belanganj •. 
Bilochpura 
Sika.ndra 
Runkuta. 
Kitham 
Farah 
Bad . 
M uttra. J n. & Ilia .• 
Chha.tikra •. 
Ajhai 
Cha.ta 
Kosi-Kalan .• 
Roda.! 
Shola.ka 
Rundhi 
Pa.!wa.! 
Aaaoti 
BaJJabgarh 
Faridabad •• 
Tuglakabad 
Okhla •• 
Hazrat Nizam,·ud·din 
Delhi Sa.dr. 
Delhi In. & Ilia 

J umna Bridge 
Agra Fort .• 
Idgah (Agra) & Ilia 
Agra Cant. 

Jumna Bridge 
Agra Fort 
Idgah (Agra) & Ilia 
Agra Cantt. 
Raja·Ki.Ma.ndi 
Belanganj •• 
Bilochpura 

.. 

Adjusted 
distances. 

1----

G. I. P. 

775 
775 
775 
775 
775 
775 
781 
784 
790 
787 
781 
775 
781 
788 
794 
801 
808 
815 
821 
827 
834 
840 
845 
8.';2 
855 
859 
865 
861) 

122 
122 
122 
122 

109 
109 
109 
109 
111 
112 
112 

l 11 

Adjusted 
distances. 
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(ti) The following adjusted distances for charge on coaching traffio 
(inclu~ military traffic) ~xcept passengers, apply only when traffio is 
routed ma the Southern PunJab Ra~lway :_ 

G. I. P. N. W. Total miles. 

(I) Between Bombay and
Bhatinda and via 
Fazilka and via 

(2) Between Dadar and via 

.. 794 . 
794 

and-Bhatinda and via. . 786 
Fazilka and via 786 

(3) Between Khandwa and via 
and-Bhatinda and via. • 580 
Fazilka and via • . 580 

(4) Between Kirkee 
and-DelhiJn. and via.. 969 

(5)' Between Poena and via 
and-Delhi J n. and via. • 973 

170 
246 

170 
246 

180 
256 

.... 

.... 

960l (a) 
1040 (b) 

956 (a), (c) 
1032 (b). (c) 

• 

760 (a). (d) 
836 (b), (d) 

969 

973 

(a) In bookings. to or from North-Western Railway stations north or 
on either side of Bhatinda, the adjusted distance will be add"d 
to the distance between via Bhatinda and the North-Western 
Railway station concerned. 

(b) In bookings to or from North-Western Railway stations Ladhuka, 
Chananwala and Amruka. (on the Ferozepore City-MacLeodganj 
Road section), the adjusted distance will be added to the distance 
hetween via Fazilka. and the North-Western Railway station 
concerned. 

(c) In bookings to or from Great Indian Peninsula Railway stations 
on the Dadar-Kasara and KaIyan-Dhond (exclusive) sections and 
via, the adjusted distance will be added to the distance between 
via Dadar and the Great Indian Peninsula Railway station con
cerned or via. 

(d) In bookings to or from Great Indian Peninsula Railway stations 
south of Khandwa (exoept to or from stations referred to in (c) 
above) a.nd via, the adjusted distance will be added to the distance 
between via Khandwa and the Great Indian Peninsula Railway 
station concerned or via. 

11. (a) POh'cela and luggage. 

The rates for parcels and luggage which applied before 1st April 1921. 
were increased as recommended by the Traffic Committee to meet the enhanced 
cost of the carriage and handling by 25 per cent. These enhanced rates 
which came into force from 1-4-1921 were subject to the imposition of Sur
charge, i.e.. 2 annas and 6 pies per every rupee of freight paid. 
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On the 1st April 1922, the surcharge on all goods, parcels and luggage 
traffic was withdrawn by Government, and from the same date the parcel 
and luggage rates were further increased as shown below so as to incorporate 
the surcharge. On the rates which applied before 1st April 1921, the total 
increase comes to from 41 to 50 per cent . 

• 

1 2 3 4, 
Miles. Rates in lorce on Rates in force Rates in force Percentage in· 

31·3·11121. froDl 1·4,·1921. frODl 1·4,·1922. crease of 3 over 2. 

BB .... p. Rs. &. p. Ra. a. p. 
25 .. .. 0 4 0 0 5 0 0 6 0 20% 
50 .. .. 0 8 0 o 10 0 o 12 0 20% 

100 .. .. 1 0 0 1 4 0 1 7 0 15% 
300 .. .. 2 0 0 2 8 0 2 13 0 13% 
500 .. .. 3 8 0 4, 6 0 4 15 0 13% 
650 .. . . 4, 8 0 5 10 0 6 6 0 13% 
900 .. . . 5 8 0 6 14 0 7 12 O' 13% 

1.500 .. .. 8 8 0 10 10 0 12 0 0 13 % 

(b) Other ()()acking traffic (excluding passengers). 

On the same date the rates for other coaching traffic, which had been in 
force for many years, were increased as shown below to incorporate the Sur
charge and bring them into line with existing conditions. 

1 
Description. 

1. Single dog' 

2. Dogs in b&t~hes 

3. Single' horse, 
mule. 

4. Single motor 
motor boat and 
plane. 

2 
. Rates in force on 

31·3·11)22. 

3 
Rates in force frODl 

1·4·1922. 

" 48 pies for every 50 m.i1es 72 pies for every 50 miles 

•. 60 pies per mile per ve· 96 pies per mile per vehi· 
hicle. cle. 

pony. 36 pies per mile per vehicle 48 pies per mile per vehicle. 

oar, 71 p·e. per mile per ve· 96 pie. per mi!e per ye· 
&ero· hicle. R R hicle. RR 

64 pies per mile per ve· 72 pies per mile per ve· 
hicle. O.R. hicle. O.R. 

4 
Percentage 
increase of 
3 over 2. 

50% 

60% 

33% 

33% 

5. Two motor car. belong: 108 pies per mile per truck. 144 pies per mile per 33 % 
ing to the same owner R.R. . truck, R.R. 
and in one truck. 84 pies per mile per truck, 108 pies per mile per truck. 29 % 

. O.R. O.R 

6. Single carri.g~, palan. 42 pies per mile per truck. 64 pie. per mile per truck. 29 % 
quins and dhoolies. 

7. Two or more carriages 64 pies per mile per truok. 84 pies per mile per truck. 56 % 
when loaded in one 
truck. 

8. Single boat .• •• 42 pie. per mile per truck. 64 pies per m'ile per truck. 29% 

9. Two or more boats in 54 pi ... per mile per truck. 84 pies per mile per truck. 56 % 
Due truok. 
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SECTION IV. 

MILITARY CHARGES. 

The following are the rates chargeable per vehicle Iler mile inclusive of 
terminals (except for reserved saloons occupied by high army officials), 
subject to a minimum charge of &S. 5 per vehicle of every description for the 
carriage by railways of Royal Naval, Military, Royal Air Force, Royal 
Marine, and Royal Indian Marine traffic :-

(i) Rate8 far eoa.ching traJlic. 

(a) Coaching traffic per 4-wheeled 
vehicle per mile 

Coaching traffic per 6-wheeled 
vehicle per mile 

Coaching traffic per bogie vehicle 
per mile 

(b) Small bodies of troops, i.e., in
dividuals on warrants 

Standard 
gauge. 

Re. 0 5 6 

.. 0 8 3 

.. 011 0 

At contract rates. 

Met.re or 
narrow 
gauge. 

Re. 0 4 0 

.. 0 6 0 

.. 0 8 0 

(c) Military parcels traffic booked 
by passenger train Ordinary parcels rates, subject 

to a maximum of the vehicle 
rate. 

Nole.-For individuals on warrant by ordinary trains the contract rate charged for let 
class is ordinary 2nd c1see fare, and for 2nd class. the lowest fare. viz .• mail 3rd clase fare by 
mail and ordinary 3rd c1a.s by ordinary traillll, except by the Punjab and Poona mail trains 
for which 2nd c1see fare is charged. as 2nd c111l18 is the lowest cll1ll8 on these trains. 

(ii) Rates far goods traffic (including live atock). 

Standard Metre or 
narrow gauge. gauge. 

(a) Goods traffic per 4-wheeled 
Re. 0 3 vehicle per mile (0. R.) Re. 0 5 0 

Goods traffic per 6-wheeled 
7 0 vehicle per mile (0. R.) .. 0 6 .. 5 

Goods traffic bogie vehicle per 
mile (0. R.) •• . . .. o 10 0 .. 0 7 

(b) Small consignments other than 
coal, coke, patent fuel· and 
explosives . . . 38 pie per maund per mile. 

(c) Coal, coke, patent fuel, and 
explosivee • • At tariff rates. 

~. These rates apply to :-

(a) Military traffic booked on warrant or credit note; 
(b) Military traffic debitable to the Training Grant; 
(c) Indian State Forces when moved at Government expense; 
(d) Indian Territorial Force including University Training Corps; 
(e) Stores, the property of Government at the time of despatch; 
(f) Safety cartridges answering certain definitions, and 
(V) ;Kerosine oil, non-dangerous, 

6 

3 

0 
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) The rates do not apply to:-

(i) Journeys performed by officers and others who draw travelling 
allowance under the provisions of .Axmy Regulations; . 

(Si) Military stores, the property of Civil departments and Military 
Works Service; , . 

(,ii) Stores consigned to and by Regimental Canteens, Messes and 
Cantonment Magistrates ; 

(iv) Goods or live-stock not thE! property of Government in the.Axmy 
Department at the time of despatch. 

3. The rates charged for armoured and patrol trains run at the request 
of the Military Authorities are Rs. 3 per train mile by broad gauge and Rs. 2 
per train mile by metre gauge, subject to a minimum charge of Rs. 50 in each 
case, no charge being made for hire or detention. 

4. RISK :-All military stores, baggage, etc., carried at the vehicle rate 
or at the rate of ·38 pie per maund per mile, also excepted articles, coal. 
explosives and other dangerous goods are carried at the risk of Government, 
the risk note form not being executed. 

5. HANDLING :-The Military Authorities perform all handling both 
loading and unloading (use of cranes being paid for at tarifi rates), except 
of:-

(i) Goods traffic booked at ·38 pie per maund per mile;, 
(ii) Parcel traffic at parcels rates ; 
(iii) Transhipmentof goods at Junctions and from railways to ferries 

and vice verBa. 

6. The minimum number of vehicles to be paid for on a special train :
The minimum number of vehicles to be paid for troop special trains shall be 
16 four-wheeled vehicles or their equivalent, bogies' to count as two and six
wheeled vehicles as one-and a-half units, brake vans included in the number 
will be charged for at the vehicle rate . 

. 7. Adjusted distances chargeable are shewn in para.. 7 of the preceding 
sectlOllo 

N,B.-The information given in this chapter and ita appendioes was correct on 1st April 
1926. 



CHAPl'ER IV. 

Machimry emp'{oyed in tk quotation 0/ ratu. 

1. The Rates Section'under a deputy traffic m&nager consists of one 
officer, twenty -four clerks and seven traffic canvassers. It is divided into three 
parts, administIative, routine and general, and deals with the following 
subjects :-Rates policy, quotation of rates, rates agreements, reports from 
canvassers ana station master. on traffic prospects and other Iates matters, 
rates statistics, projects, canvassing, assisted sidings, and matters apper
taining to tlie Conference and to the Commercial Committee for Interchange. 
Two of its chief duties are to check all foreign rate circulars to see that rating 
agreements are observed, and to bring to notice any quotations which demand 
action. 

2. The following are the rates section clerks and their arrangement :

Head rates clerk. 

Head of rates, administrative. 

I 
North-east 
case clerk. 

1 
Assistant. 

I 
1 

South-east 
case clerk. 

.1 
ASBl8tant. 

Head of rates, routine. 
I 
1 

1 
Local 

case clerk. 
1 

Assistant. 

1 1 
Head goods 

rater. 

I' 
Coaching 

rater. ' 
Coa.l rater. 

1 
Statistical 

clerk. 
Overcha.rge 

rater. 
1 1 1 

Two ABBistants. One Assistant. One Assistant. 

General. 

Head record clerk. . One typist. 
Two assistant record clerks. 
One circular clerk. 

One despatch clerk. 

3. Besides the head rates clerk and the hoods of the routine and 
administra.tiVEl sides. there are three clerks (the ca.se clerks) ea.ch of whom 
is capa.ble of putting papers up to an officer direct for orders. At one time 
a.ll papers passed through the head of the section. The present organisation 
faciilitates business, trains clerks for higher positions, .and interferes with 
any attempt to " corner .. knowledge of rating. 

4. The traffio canvassers are distributed &8 follows :-

One head tra.ffiD canvasser attached to the office and the remainder &8 
shown below :- " . 

Bomba.y Division 

Poona. .. • 

Bomba.y to Iga.tpuri. 
Kalyan to Lona.vla; 

Lona.vla to Ra.ichur, 
Dhond to Ma.nm&d; 



BhusavaI Division 

Itarsi .. 

Bina ., 

Jhansi .. 
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• • Igatpuri to N agpur; 

Bhusaval to Katni, 
ltarsi to Nagpur, 
ltarsi to Jubbulpore, 
Jubbulpore to Katni; 

Ujjain to Bhopal, 
Kotah to Katni, 
ltarsi to Jhansi, 
Manikpur to Katni ; 

•• Jhansi to Cawnpore, 
Jhansi to Delhi, 
Jhansi to N aini, 
Cawnpore to Banda. 

5. 'I'hey ha.ve to see that no traffic which should follow a route favour
able to the G. I. P. is diverted, and that traffic is stimulated in el.l'rv poBBible 
way by quotation of suitable rates (which they should suggest where nect"8-
sary) and b~ provision of suitable facilities. They instruct statioD masters 
and goods clerks in the proper routing of traffic, and stimulate them to 
watch for instances of diversion, and to make suggestions for suitable rates. 
They have a thorough grasp of the Abstract of Agreements not only 80 far 
as their own sections are concerned, but for the whole line: . They havl5 
not only to keep a wawh on their own sections but on passing traffic. They 
make a point of examining wagon labels. It is essential for them to keep 
in touch with the civil authorities, JII,Ilrchants and public generally. They 
draw attention to station-to-etation rates on which no traffic has p&88ed 
-for a year, and on which there is no likelihood of any traffic passing, and 
when such rates are withdrawn thll,Y make notes in their books, and specially 

• watch to see that the rates are again quoted if required. As schedule rates 
are not usually adjusted between places where omjustcd class rates are in 
operation, great care has, to be taken to see station-to-station rates are put 
in force when necessary 1.0 prevent traffic passing by competitive routes. 
Touch must be kept with the Weekly Notices, and local fIond foreign rate 
circulars kept up to date. When a traffic· canvasser reports that traffic 
is being diverted over a foreign line owing to our ratA;tB beingloo-high he 
states what amount has been diverted; how much is still following the 
G. I. P. route; when ,the diversion commenced; what alteration in rates 
he proposes to,prevent diversion, and what effect this alteration would have 
on. other stations. His report has to be sufficiently complete for action 
to be taken without further correspondence. There was formerly a marked 
disposition on the part of canvassers to bring irregularities to light and then 
leave all remedial measures to head office. They have to b(l ~aught to help 
hurit their own hares. 

. 
6. Traffic canvassers not- only devote their attention to goods traffio 

but to coaching and parcels. There is diversion of passenger traffic by 
motor cars. They suggest means to combat this. Timings of passenger 
and parcel trains are watched, and adyice given if the traffic canv.assers 
think they can be improved. Traffic canvassers are told that they must 
bot be satisfied by bringing-an irregularity to notice. They must see that 
it is put right before they leave off their representations, and the quicker _ 
it is put right the more it redounds to their credit. . . ~ , 

7. Sections are changed at intervals, 80 that a new man is given the 
opportunity of finding out irregularities that may have eecaped his pre
decessor's notice. Traffio canvassers maintain carefully kept note books. 
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with a page or pages devoted to each station on the division. In no other 
way can they bear in mind points that need continued attention. The 
books are always available for inspection, and are handed to relievers when 
traffic canvassers go on leave or on transfer. They submit weekly diaries 
and pres8i"ve copies of them and of all their reports. They keep the sig
nallers at their headquarters' stations advised of their movements so that 
they can be readily reached by telegram. They are picked men engaged 
on very iml'ortant duties, and are looked to by the Administration'to show 
an example of l!lyalty and devotion to 4uty to the rest of the stall .. - . 

8. It is· e./ttremely important to put traffic canvassers in charge of 
sections for which they are personally responsible. They become acquainted 
with traffic conditions, and are in touch with the civil authorities and people. 
The knowledge that their' work is liable to inspection during which irre
gularities which they have failed to report are likely to aome to light keeps 
them up to their work. This is a far better arrangement than to concen
trate them in headquarters, and detail them on special work from time 
to time. 

9. The quot8ttion of rates is assisted more by good traffic canvassers 
than by any other means, for'their information is up-to-date, and they can 
bring to Jight important facts which would never be known l1y the study 
of tarifts and statistics. 

10. It is necessary to stimulate the interest of • the. divisional and 
station stafts in rates matters and obtain their co-operation in bringing 
matters which require investigation to. light. The quotation of rates must 
be concentrated at' head office, but a general interest should be encouraged 
over the whole lin~ . 

H. The institution of officers' notebooks recording salient facts a.nd • 
figures about the traffic of individual stations and districts generally, was 
recommended by the Railway Board many years ago, and the revival of 
these books is under consideration. . . . 

12. One of' the mbst important matters in the Rates Section is to 
arrive at what are the best statistics to be maintained. There is a danger 
of such a mass of statistics being accumulated that the object desired is 
defeated; it may be difficult to slle the wood for the trees. 

The following are some of the most useful publications and statistics:~ 

(i) Statements of traffic carried under agreements with foreign lines. 

1. Bombay Agreement, 
2. Poona Agreement, 
3. Upper India Traffic Agreement. 

(ii) Statement showing traffio booked between pairs ofstations under 
the foll~ commodities (yearly) :- . 

1. • Agricultural implements, ~ 
2. Bones, including hoofs, horns, common and skins scrap. 
3. Cem6llt, 
4. . Cotton, raw, 
6. Cotton, manuIactured, 
6. Cotton seed, 
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7. ('Alal and coke, 
8. Fire bricks, 
9. Fire clay, 

10. Fodder, 
11. Fruits and vegetables, fresb, 
12. Grain and pulses, 
13. Groundnuts, 
14. Hemp (jute, moonj, flax, tow), 
15. Hides and skins (including goat skins and sbeep skins), 
16. Iron and steel, 
17. Jagree, 
IS. Kerosine oil, 
19. Leather, common, 
20. Lime chunum and lime stones, 
21. 'Manganese ore, 
22. Matches, safety, 
23. Mowha flowers, 
24. Oils other than kerosine, 
25. . Oil seeds other than cotton seed, 

. 26. Paper inhales or bundles, 
27. Pipes, earthenware, 
2S. Pipes, cement or concrete, 
29. Refractory bricks, 
30. Sugar, 
31. Salt, 
32. Sand, 
33. Timber,·wrought and unwrought, 
34. Tobacco, 
35. WooL 

Approximate return of the following commodities in maunds 
and rupees, as compared to the corresponding week of J:.he 
previous year (weekly) l-

1. Cotton, 
2. Wheat, 
3 B:ce f via Nagpur, 

• 1 } all other station8~ 
4. Other food -grains, 
5. Oil seeds, 
6. Sugar and jagree, 
7. Salt, 
S. Cotton, manufactured,. 
9. Metallic ore, 

10. Metals, 
11. Kerosine oil, 
12. Railway materials and rolling stock. of other lines, 
13. General goods, . 
14 Co I fG. I. P. Ry., 

. a ~ publio and foreign railways, 

·15. Company's materials { i!~::~e. 

(iv) Approximate return of, coaching traffic as compared to the 
corresponding week of the previous year (weekly). 
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(v) Statement of inward and outward traffio passing junotions 
(monthly) under the following commodities :-

1. Cotton, raw, 
2. Cotton seeds, 
3. Cotton ma.nufaotured, . 
4. Coal, coke and patent fuel including that of other railway 

companies, 
5. Food grains (excluding rice), 
6. Fodder, . 
7. Kerosine oil. 
8. Live stock, 
9. Marble and stones, 

10. Metallic ore, 
11. Oil seeds other than cotton seeds, 
12. Oils other than kerosine, 
13. Rice, 
14. Salt, 
15. Wood, unwrought. 

(vi) Monthly statements of selected traffic for which station-to-station 
rates have been quoted, and which requires special attention. 

(vii) Operying diagrams :-
1. Annual earnings and working expenses/ 
2. Weekly earnings, ' 
3. Earnings and train miles (passenger trains), ' 
4. Do. (goods trains), / 
5. Tons lifted and average distance hauled, _ .. 

6. 
7. 
8. 
9. 

10. 
11. 
12. 
13. 

14. 
15. 
16. 

17. 
18. 

19. 
20. 
21. 
22. 
23. 

24. 

25. 
26. 

Weight of principal commodities, /' 
Earnings from principal commodities, / 
Passenger earnings, ./ 
Number of passengers carried,' 
Number of passengers carried in each class, / 
Earnings from passengers carried in each class, 
PaJlSenger unit miles, ' 
Average distance travelled by each class of 

passenger, ' 
Parcel earnings, . 
Commodity graph, -
Graph shewing total passenger booking, mile

age and earnings, 
Do. (oumulative), 

Graph shewing booking, mileage and earnings 
from 1st class passengers, 

Do. from 2nd class passengers, 
Do. from inter. .. .. 
Do. from 3rd mail class .. 
Do. from 3rd ordy. " ... 

Suburban bookillg, mileage and earnings in
clusive of season tickets, 

Graph shewing season ticket bookings as com
pared to ordinary tioket bookings on the 
suburban seotions, . 

Parcels earnings graph, 
Diagram shewing direction of floW' of traffio, 

seotion by seotion. 

weekly. 

" 1910-26 

yearly. 

" 
" 
" .. 
" 
" .. .. 

weekly. 

monthly. 

" .. 
" 
" 
" 
" 

" 

.. .. 
" 



CHAPTER V. 

The principal rating and routing pgreemtmts, the principle governing them, and 
the circumatancea which led up to them. 

Rating and routing agreements are entered into to prevent wasteful com
petition. and generally represent the arrangements at Which railways would 
have eventually arrived had recourse been taken to unrestricted competition. 

2. Our principal rating and routing agreements and arrangements 
are :-

(a) The Poona Agreement entered into with the M. & S. M. Railway 
on 19th and 20th November 1901 ; 

(b) The agreement re: Ca) full pressed cotton from H. G. V. Railway 
to Bombay; (b) all goods traffic between H. G. V. Railway 
stations (including Hyderabad and Secunderabad) and stations 
on the G. I. P. Railway, and (c) between broad gauge stations 
on the N. G. S. Railways and G. I. P. stations, entered into 
with the N. G. S. Railway on 21st December 1901 ; 

(c) The Cawnpore Agreement entered into with the E. I. Railway 
on 11 th August 1905 ; 

(d) The Tapti Va.lley Agreement entered into with the B. B. & C. I. 
Railway on 8th September 1906; 

(e) The Upper India Agreement entered into with the B. B. & C. I. 
Railway on 13th June 1910; 

(f) The agreement re. rates between stations on the East Coast section 
of the M. & S. M. Railway north of Tettu, and stations on the 

-G. 1. P. Railway, entered into with the M. & S. M. and N. G. S. 
Railways on 8th March 1911 ; 

(g) The agreement re traffic between internal stations and between 
junctions of the G. I. P. and B. B. & O. I. Railways entered 
into on 2nd May 1911 ; 

(h) The arrangement· governing the extension of the Barsi Light 
Railway from Pandharpur to Miraj ; 

(i) The arrangement between the G. I. P., N. W. and B. B. & C. I. 
Railways as to the routing of certain traffic, and 

(j) Balharshah-Kazipet (WarangaI) Agreement entered into with the 
N. G. S. andM. & S. M. Railways on 1st September 1925. 

14 



3. The POIYTUI Agreement provides for the allotment of traffic between 
certain stations on the G. I. P. and on the M. & S. M. Railways &8 &hewn 
below:-' 

STATIONS. 

No. Cl .... of traffic. Division. 
From To 

10 All goods traffic el[- Bombar stations, ,,;z .• /Stations Poena tolAllotted to the all rail 
cept salt. Wadi Bandar.~,~!: Dhupdhal (now call- route via Poona. 

culla and D...... Pd Gokak Ro&d) 
and tJiu _8(1. and Kengeri to Nan-

jangud incl1l8ive and 
vice tterBtJ. 

11 Do. Do. Kistna Canal aiding Allotted to the all rail 

12 Do. 

13 Do. 

14 Do. 

15 Do. 

(Bezwada) and vi<:e route via Hotgi. 
versa. 

Bombay stations, ";z .• Stations on ths Hotgi 
Wadi Bandar. By- section T&dvaJ to 
culla and D&dar. Hombal inclusive 

for all inward traffic 
from Bombay. 

Do_ 

Bombay stations. viz .• All M. & S. M. Railway Allotted to the sea 
Wadi Bandar. By, Rtations other than route via Mormugao. 
culla and D&dar. and above on S. M. sec-
tJiu _.... tion and tJiu _8(1. 

Bombay.WadiBandar, Bangalore. (city and i to tbe sea route 
Bycull .. and D&dar cantonment) and via Mormugao, 1 
and tJiu ""r8(l. vice ""r8(l. to the via Raichur 

and Guntakal route 
and 1 to the via 
Poona route. 

Bombay. Wadi Ban-1Guntakal 
ciar. Byculla. Daciar _8a. 
and via D&dar and 
Konkan stationR up 
to Karjat and .,;.", 
versa. 

and .,;.", 1 to th~ ,Iia Raichur 
RDd 1 to tbe.ia 
Hotgi route. 

16 All goods traffic ex, Bombay. Wadi_Ban-tBezwada., T&depaJli 1 to tbe via Hotgi and 
cept rice from dar. Byculla. D&d1t1' and Masulipatam. l to the via Wadi 
Masulipatam. and via Dadar and .Kistna Canal and route. 

Konkan stations up, Belatur and me. 
to Karjat and.,;.",1 _8(1. 

17 Salt •• 
veraa. , 

Bombay. Wadi Ban-.All M. & S. M_ Ry. Allotted to t>UJ 

dar. Byculla. D&dar' stations on the S. M_ Poona or via Hotgi 
and via D&dar and; section including whichever forms the 
Konkan stations and' Bangalore city and shortest route . 
.,;.", _8a, 1 cantonment and I GuntakaJ and Dhar 

1 mavaram and .,;.", 
I t:er8(l but not via 
1 these junctions. 

This agreement, which was entered into before the amalgamation of the 
Madras and the' Southern Mahratta Railways, was made because of the an
tagonistic interests of the railways in the routing of traffic between the G. I. P. 
and S_ M. Railways, it being to the interest of the G. I. P. to draw traffic to 
Bombay aI).d to that of the S. M. Ra.ilway to draw it to the port of Mormugao. 
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So far as items 14, 15 and 16 are concerned the railway' "arrying traffic 
in excess of its allotments retains 50 per cent. of the freight earned, and hands 
the remainder over to the other. 

if 50 per cent. exactly covers the cost of dealing with the pooled traffic, 
it makes no difterence in 'the net receipts derived from it, if each railway 
carries the same amount of traffic or one more than the other. As an illus
tration :-

Traffic to' be divided is one crore of rupees; 

Railway' X carries traffic Railway Y carries traffic 
bringing in 40 lakhs. bringing in 60 lakhs. 

X's share. 

40 lakhs less 50 per cent. 
for working expenses. 20 lakhs. 

50 per cent. of 10 lakhs car-
ried in excess by Y. 5 .. 

25 .. 

Y's share. 

50 lakhs less 50 per cent. 
for working expenses. 25 lakhs. 

10 lakhs, 50 per cent. of 
which are transferred to 
X and the remaining 50 
per cent. used in work
ing expenses. 

25 .. 

If the working expenses are less than 50 per cent. the railway' cM.!Ying 
excess gains, if they are more it loses. 

The usual principle of determining the sphere of influence of rival routes 
for division of traffic, viz., the bedrock principle, could not be followed witlt 
propriety in this agreement as the West of India, Portuguese Railway, 
now worked by the M. & S. M. Railway and the Bombay Steam Navigation 
Company are not bound, by minimum rates. The allotment of certain 
stations to the rail and other to the sea route was made after careful considera
tion of all the factors. 

The rates for traffic allotted to the all rail roilte are cheaper than by the 
rail cum sea route and maintain the mihimum difterence of 18 pies for 1st 
and 2nd class goods and 24 pies for other Qlasses. The ra~ between Bombay' 
and Bezwada are equal via Hotgi and via Wadi, between Bom~a.y and Gun
takal are equal via Raichur and via Hotgi, the sea route not partiGipating. 
For Bombay-Bangalore traffic equal rates obtain by the three routes, via 
Mormugao, via Guntakal and Raichur and via' Poona. For liIalt traffic rates 
are quoted either via Poona or via Hotgi, whichever is the shorter route, 
no other route being recognised. 

4. The agreement re (a) fulZ pressed cotton from the H. G. V. Railway to 
Bombay .. (b) !Ill goods traffic between the H. G. V. Railway stations including 
Hyderabad and Secunderabad and stations on the G. I. P. Railway, and (c) 
between broad gauge stations on the N. G. S. RaiZways and G. I. P. stations, lays 
down that:-

(i) The G. I. P. Railway is to quote the same rate from Manmad to 
Bombay as from Kurduwadi to Bombay; • 

(ii) The rates between stations shewn in (b) above may be adjusted 
by the N. G. S. Railways where necessary by the shortest 
route, and 



(iii) 
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The rates between stations on the O. L P. Railway and broad 
gauge stations on the N. G. S. Railways, for example between 
Jalgaon and Warangal, shall be equal by the broad gauge 
route via Wadi to the route viaManmad, or cheaper when the 
broad ga.uge route is shorter. 

This agreement was entered into consequent upon the opening of the 
H. G. V. section of the N. G. S. Railways, which constituted an alternative 
route for traffic between certain G. 1. P. Railway stations and broad gauge 
stations of the N. G. S. Railways. 

5. The CaW'T/,pCYre Agreement lays down :-

Ca) the rates to be quoted on all goods traffic between Cawnpore and 
Bombay and Cawnpore and Howrah ; . 

(b) the route to be followed by all goods traffic between via Cawnpore 
to and from foreign lines and the section Khaga. to Etawah on 
the E. I. Railway and Bombay. 

The eftect of the agreement is to give the G. I. P. Railway the right to 
maintain the bedrock difference between the rates for traffic between Cawnpore 
and via and Howrah, and Cawnpore and via and Bombay; and to enable 
the E. I. Railway to get its maximum rates over its length for traffic from and 
to stations on either side of Cawnpore. The bedrock difterence maintained 
is Re. 0-1-9 for 1st and 2nd classes and Re. 0-2-10 for other classes . 

. . "llU .... ·i£gI'eementJ was made on account of the competition of Bomba.y 
and Calcutta for the trade of the Cawnpore area and thatJ passing through it. 

6. The Tapti VaUey Agreement provides that wherever the Amalner 
route is shorter and rates by that route higher than via Dadar, the traffic 
shall be routed via Amalner and charged at !JIa Dadar rates, station-to
station rates being quoted and divided in mileage proportion between the 
two railways. 

This agreement was m9;de consequent on the construction of the TaptJi 
Valley Railway from Amalner to Kankrakhari (now Udhna) on 15th March, 
1900. . 

.7. The Upper India Agreement provides for the goods traffic between 
Bombay on the one hand and Delhi and via, Muttra and via, Agm and via 
and Cawnpore and via, and ~gra.-Delhi Chord stations on the other hand 
being divided between the G. I. P. and B. B. & C. I. Railways in equal 
proportions. Traffic carried in excess of allotment by one railway is credited 
to the other, less 25 per cent. allowance for haulage. 

The present allotment, which is liable to va.riation from time to time, 
is:-' 

(a) To the G. I. P. Railway route :

Agra, 
Cawnpore, 
Agra.-Delhi Chord stations, 
Via Agrs. for O. & R. Railway, 
Via Agra for E. I. Railway territorial stations Sasni to Khurja, 
Vie. CawnporeforE.L, O. &R., R. &K. andB. & N. W. Railways. 
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(b) To the B. B. & C. I. route :-. 

D~lhi, Ha;thras City, Cawnpore-Achnera stations, 
Vaa. Delhi ~or N. W., D: U .. K., S. P. B., E. I., O. & R., S. S • 

. Light Railway, and Khur]a.-Hapur Railway, 
Vw Hathras for Khurja-Hapur'Rai!way, 
Via Kasganj fur R. & K. Railway. 

The rates by the allotted route are one anna per maund lower than 
by the non-allotted route except for Bombay-Agra traffic where the difference 
is 6 pies. ' 

8. The agreement re ratM between stati01l8 on the East,. Ooast section 0' 
the M. &: 8. M. Railway north of Tettu and statio1l8 on the G. I. P. Railway, 
prsmdes that :-

(i) Betwt!en stations on the East Coast section of the M. & S. M. 
Railway north of Tettu and Bombay stations, half the traffic 
shall be routed via Wadi and half t'io. Hotgi; 

(ii) Between the above mentioned stations on the M. & S. M.' Railway 
and stations on the G. I. P. Railwa.y south of Manmad, 
excluding Bombay stations aIl.d stations Nalvar to Raichur, 
the ~raffic shall be routed in the same way, and . 

(Ui) Between the above mentioned stations on the M. & S. M. Rail
way and stations on the G. I. P. Railway north of Manmad, 
the traffic shall be routed one-third via Bezwada and Manmad 
(vi(£ Secunderabad); one-third via Bezwada and Wadi, and 
one-third via Bezwada and Hotgi. 

. Should the traffic carried by one route exceed its proportion, the 
route carrying the excess amount shall refund to the route or routes which 
should have carried it, 50 per cent. of the earnings on the excess, retaining 
the remainder for its expenses. 

Olause I.-The rates between via Bezwada and Bombay are equal 
via Hotgi and. via Wadi. 

Clause II.-The rates between Ilia Bezwada. and via Hotgi (vi-. Wadi) 
are divided on mileage between the N. G. S. and G. I. P. and are equal to 
those by the M. & S. M. route, the G. I. P. quoting its own rates beyond 
Hotgi. 

Clause III.-The rates between. via Bezwada and Manmad (via W"di' . 
and via Bezwada and Manmad (via Hotgi) are equal to those between via -
Bezwada and Manmad by the N. G. S. route, ·being divided on mileage of 
each railway ooncerned. The G. I. P. charge their own rates beyond 
Manmad; 

. This agreement was entered into consequent upon the opening of the 
H. G. V. section of the N. G. S. Railway which made the via Bezwada and 
Manmad route the shortest for stations north of Manmad. 

9. The agreement re traffic between internal statio1l8 and between junctions 
of the G. I. P. and B. B. ch O. I. Railways lays down that:-

(a) For traffic between stations both of which belong to one railway, 
the other railway not being represented at either, there shall 
be no competition, the railway owning the stations retaining 
the traffio by adjustment of rates if this is possible; 

16 
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(b) For traffic between junctions where both railways are interested, 
the shortest route shall retain the traffic when the difference 
in distance between the two routes exceeds 33 per cent. ; 

(c) When the difference does not excecd 33 per cent., the rates shall 
be equalised and traffic divided equally, the railway carrying 
any traffic in excess of its share to retain 25 per cent. of the 
excess, the balance being credited. to the other railway. 

Under (a) rates are arbitrarily adjusted: the difference maintained is 
three pie~. Und~r (b) rates are adjusted on the bedrock principle, subject 
to a maXImum difference of one anna per maund. ' 

. 10: The extension of the. Bar8i Light Railway from Pandharpur to Miraj 
WhICh IS under constructlOn 18 governed by the following conditions:-

(i) TlJat the Govel'IllIlent of India will, if they consideritexpedient 
to prevent undue competition, permit the G. 1. P. Railway 
to quote for traffic to and from Kurduwadi. and via 
from and to Bombay, the same mileage rates and for the 
same distance, as the Barsi Light and the West of India 
Portuguese Railway Companies may charge for traffic to and 
from stations on the Barsi Light Railway from and to 
Mormugao. . 

(ii) That the Barsi Light Railway Company shall not quote tlia Barsi 
Road, or via any other junction they may in future have with 
the Great Indian Peninsula Railway, higher mileage rates 
than they quote via Miraj or any other junction which they 
may have with the Madras and Southern Mahratta Railway 
for Mor~ugao • 

. The introduction of the words "and for the same distance" is to 
limit the G. I. P. Railway'S right to go below the minimum, for traffic to 
and from Bombay in competition with the Barsi, M. &, S. M. and W. I. P. 
Railways, to BUch cf,illtances as the Barsi and W. L P. Railways (which have 
no minimum) may quote rates below l/lOth pie per maund per mile for 
traffic to and from Mormugao. Were the words omitted the G.!. P. Railway 
could quote below the minimum for the whole' distance from Kurduwadi 
to Bombay; as they are included' the G. I. P. can only quote rates below 
the minimum for that p,ortion of their route which is equal to the mileage 
over the Barsi Light and W. I. P. Railways on which a rate below l/lOth 
pie per maund per mile is quoted. 

11. Arrangement between the G. 1. P. , N. W., and B. B. &: C. 1 Railways 
as to th!} ,!outing of certain traffic. 

Prior to 1st June 1922, the B. B. &, C. I. Railway quoted rates for grain 
and common seeds from Bhatinda and via, Kotkapura and via and from 
some of their own metre gauge stations to Khandwa and via and Dadar 
and via, based on I/IOth pie per maund per mile. In response to these 
quotations the G. 1. P. and N.W, Railways jointly qUQted reduced rates 
via Delhi. . 

The B. B. &, C. I. Railway's action resulted in the unnecessary forcing 
down of through rates for traffic (principally grain and cotton 1!Ced.s) exchanged 
between the Pu.njab and Central Provinces and Berar and this was pointed 
out. -

After considerable correspondence the G. I. P. and B. B. &, C. I. and 
N. W. Railways came to an agreement by which traffio is allotted as shown 
llelow:-



(i)-Traffic allotted to the B. B. tit 
C. 1. Railway. 
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(a) From stations on the Rewari· 
Bhatinda Fazilka and Delhi· 
Bandikui sections (excluding 
Delhi) to joint statioIl8 .of the 
G. I. P. and B. B. & C. I., 
viz., Ujjain, Khandwa, Amal· 
ner and Dadar, locally, and 
vice versa. 

(b) From joint stations of B. B. & 
C. I. and N. W. Railways, 
viz., Hissar, Bhatinda, 
Goniana, Jaitu, Kotkapurlt 
and Fazilka to Ujjain, 
Khandwa, Amalner and 
Dadar, locally, a.nd vice versa. 

(c) From via Bhatinda. (J. B. Rail
way) and via Hissar (J. B. 
Ry.) to, Ujjain and via. 
Khandwa and via, Amalner, 
and via, and Dadar and via, 
and vice versa, except stations 
for which rates on the bedrock 
difference are cheaper via 
Delhi. . 

(ii)-Traffic allotted to the G. I. P. 
cum N. W. Ry., route, via Delhi. 

(a) From stations N. W. Railway 
(excluding joint stations, viz., 
Hissar, Bhatinda, Goniana, 
Jaitu, Kotkapura and Fazilka 
to joint stations of the G. I. P. 
and B. B. & C. I., viz., Ujjain, 
Khandwa, Amalner, and 
Dadar and vice versa. 

(b) From joint stations of ~. B. & 
C. I. and N. W. Railways, 
viz., Hissar. Bhatinda, 
Goniana, Jaitu, Kotkapura 
Itnd ;Fazilka to IItations on 
G. I. P. Railway (excluding 
Ujjain, Khandwa, Amalner 
and Dadar) and vice verBa. 

(c) From stations on N. W. Rail· 
way ~excluding stations joint 
between N. W. and B. B. & 
C. I. Railways) to all stations 
on G. I. P. Railway and 
vice verBa. 

The first item (a) deals with the traffic between the competitive areas 
in the Punjab 13erved by the metre gauge section of the B. B. & C. I. and by 
the N. W. Railway. excluding the joint stations of the"B. B. & C. I. and N. W. 
Railways, viz., Hissar, Bhatinda, Goniana, Jaitu, Kotkapura and Fazilka 
and the G. I. P and B. B. & C. I. Railways' joint stations, viz., Ujjain, Khandwa, 
Amalner and Dadar. The B. B. & C. I. Railway can hold this traffic to their 
route and it is therefore allotted to them, the broad gauge via Delhi keeping 
the traffic between the N. W. Railway stations and the said four joint stations 
of the G. I. P. and B. B. & C. 1. Railways. 

In the second item (b), the traffic between the joint stations of the B. B. 
& C. 1. and N. W. Railways on the one hand, and joint stations of the G. I. P.~ 
and B. B. & C. I. Railways, and G. I. P. stations generally, on the other 
hand is dealt with. The B. B. & C. I. Railway retains the traffic between the 
joint stations of the N. W. Railway and itself and of the G. I. P. and itself 
agreeing not to compete for traffic between stations on the N. W. Railway 
excluding the joint stations between the N. W. Railway and itseH and stations 
on the G. 1. P. Railway and via.-

The third item (c) deals first with traffic between the J. B. Railway 
stations reached Ilia Bhatinda and those reached via Hissar and the four above· 
mentioned joint B. B. & C. I. and G. I. P. stations, and via and second with 
that between stations on the N. W. Railway and stations on the G, I. P. 
Railway. The first mentioned traffic is allotted to the B. B. & C. I. route 
and as a set off, the all broad gauge route carries the traffic from stations on 
the N. W. Railway to all G. 1. P. stations. 

This arrangement allows the traffic concerned to follow the shortest 
route. It has been agreed that the longer route may maintain rates on bed· 
flOck difference, but in actual practice this has not been done. 

To give effect to the allotment of traffic by the all broad gauge route, 
adjusted class rates and station-to-station rates for certain commodities 
have been introduced, which make the allotted all broad gauge route cheaper 
by one pie per maund than the metre gauge route. . 



12. The BalhMs1w1l-Kazipet (Warangal) Agreemem lays down that:-

(i) The N. G. S. Railways and M. & S. Mo Railway shall not quote 
rates which shall ma,ke, the through rates between stations on 
the Wardha.-Balharshah branch or beyond, a.nd CO(IJonada. or l\ladra.s or 
Mormuga.o lower than those quoted by the G. I. P. from the sa.rue 
stations to Bombay, provided that the maximum rates over the railways 
participating in the routes to Coconada. Madra.s and Mormugao are not 
exceeded, in which event the maximum rates will be quoted; 

(ii) Similarly, the G. I. P. shall not quote a rate via Balharshah 
to a,nd from Bombay, which will make a through rate to and from stations 
on the Balharshah-Kazipet Section lower than the through rates quoted 
from and to the same stations and Bombay via Wadi, provided that the 
maximum' rates over the G. I. P. Railway are not exceede<l, in which 
event the maximum rates will be quoted; 

(iii) That the N. G. S. Railway shall have a free han(l to quote 
rates wjthin the prescribed maxima and minima from and to stations 
on the Balharshah-Kazipet section, subject to the proviso that where in 
consequence of low local or through rates the rebooking rate from stations 
on the existing G. I. P. Railway to Coconada, Madras or Mormugao 
and mcevefsa would be less than the direct rate, the N. G. S. Railway and 
the M. & S. M. Railway shall make such traffic arrangements as to render 
rebooking impossible, and if no other means of stopping rebooking are 
effective, they shall take steps to prevent it by raising the local rates. 

(iv) The G. I. P. Railway shall not quote a lower rate per mile 
for traffic between stations on the Mo & S. M. Railway and via and stations 
on the G. I. P. Railway and via, for which the Balharshah-Kazipet 
Railway is the shdl'test route, than they quote via Balharshah for traffio 
to and from the same stations. 

This agreement was entered into on aocount of the construction of the 
Balharshah-Kazipet section of the N. G. S. Railways which is expected to be 
completed during 192.7. 

13~ Although we have no direct agreement or arrangement with the 
N. W. Ra.ilwa.y about the relation which rates between Karachi and Delhi, 
Muttra, Agra and Cawnpore bear to rates between Bombay and these cities. 
it is a subject in which we are keenly interested, and no account of our rating 
and routing arrangements 'would be complete, which did not deal with it. 
Howrab rates have been included (although the Upper India Agreement has 
already been dealt with in para. 7) a.s it is convenient to deal with the principal 
ports together. The following is a table of the distances concerned :-

Distance from , 

Howrah .. .. .. 
Karachi . . . . .. 
BOIpbay (G. I, P.) .. .. 
Bombay (E. E. & C. I,) .. 

To 

Delhi. I Muttra. 

903 -826 
t007 t'778 
957 868 
862 773 

- V ... Jumna Bridge. 
t Via broad gauge. 

I Agra. 

789 
p80 
838 
779 

I Via Ka<bamaD Road ... cl H7dent .... ( SiDd). 

-
I ClLwnpore. 

633 
:1187 

8311 
992 • 
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The class rates between Delhi and the stations in the first column are 
adjusted so as to be equal except to Bombay (G. I. P). where they are one
anna higher under the Upper India Agreement come to between the G. I. P. 
and B. B. & C. I. Railways. They are based on the shortest route to Karachi 
via Kuchaman Road and HyderaJ>Jl.d, 781 miles. 

The class rates between Muttra and Karachi and Muttra and Bombay 
(G.!. P.) are adjusted so as to be equal. They are based on the Bombay 
(B. B. & C. I.) distance. Those to Bombay (B. B. & C. I.) are one anna. 
higher under the Upper India Agreement. 

The E. I. do not compete for Muttra traffic against .the other ports. 

The class rates between Agra and the stations in the first column are 
adjusted so as to be equal except. to Bombay (B. B. & C. I.), where they are 
six pies higher. Under the Upper India Agreement the rates by the allotted 
routes are one anna cheaper except the Agra-Bombay rates via; the <it I. P. 
which are six pies cheaper than those by the B. B. & C. 1. route. This 
difference is maintained to avoid unnecessary reduction of rates, the allotted 
route being longer than the alternative route. H the ordinary difference 
were maintained the Karachi and Howrah rates would aL~o be reduced. 
They are based on the Bombay (B. B. & C.!.) distance. 

The class rates between Cawnpore and via and Bombay (G. I. P.) on the 
one hand, and between Oawnpore and via and Howrah on the other, are 
adjusted, and maintain the bedrock difference in favour of the E. I. route 
under the Cawnpore agreement. The class rates between Cawnpote and via 
and Bombay (G. I. P.), and between Cawnpore and via and Bombay (B. B. &0.1.) 
are adjusted and maintain a difference of one anna in favour of the G. I. P. 
route u.ll.der the Upper India Agreement. The class rates between Cawnpore 
and via o&nd Karachi are adjusted and maintain a difference in favour of the 
Oawnpore-Bombay (G.!. P.) rates on the bedrock principle. To illustrate what 
has been said :-The first class rate between Howrah and Cawnpore is 
Rs. 1-4-9; between Bombay (G.I.P.) and Cawnpore the adjusted class rate is 
Rs. 1-6-6 (maintaining the bedrock difference of one anna nine pies); between 
Cawnpore and Bombay (B. B. & C.!.) it is Rs.I-7-6 (one anna higher than the 
G.1. P. rate) and between CaWl).pore and Karachi it is Rs. 1-7-9 (one anna. 
three pies higher than the G. I. P. rate to Bombay) preserving the bedrock 
difterences. 

The rates on the Cawnpore section are adjusted as far as Punoh to prevent 
rebooking. 

The adjustment of the class rates between via Delhi, via Muttra, and via 
Agra, and the ports is on the same principle as that observed in the rates 
between these cities and the ports. The rates between via Cawnpore and the 
ports are thEi same as those between Cawnpore and the ports. 

14. In addition, the following arrangements ma.y be mentioned:-

(a) The rates between. Bombay and Calcutta via Nagpur and via 
Naini are fixed on the bedrook difference on the total distance. 

(~The rates between G. I. P. stations south of Bhusaval and via 
N a.gpur are fixed on the bedrock difference up to via N agpur and via N a.ini 
when the Bengal Nagpur R8.ilway desire this to be done, except as mentioned 
in (a). 



CHAPTER VL 
•• 

Tne economics oJ Transportation Jrom flie point: or mew oJ the 
CClmmereial department. " 

In an article in "The Railway News" of June 1918, the view was put 
forward that traffic and locomotive officers are in conflict through consider
ing successful administration from different standpoints, it being represep.t
ed to the T,altic Manager by high receipts and to the Locomotive Superinten
dent by low costs. Looked at from the narrow departmental point of view 
there if! the same co-nflict of interest between the Commerdal and Transpor
tation departments. 1£ traffic is obtained at rates which are too low (even 
though greater gross revenue be produced) or costs kept down unduly, net 
revenue is sacrificed. Rates must not be made too low nor train service im
properly curtailed. Regarded from the broad point of view of the railway 
as a whole, the interests. of the departments are identical, their aim being to 

, gain the desired revenue, whatever that may De, with the lowest operat
ing ratio consistent with the proper upkeep and working of the undertaking, 
It is essential to have the claims of increase of revenue and o~ eeonomy pro
perly balanced. The matter is dealt with at some length in Chapter X but 
it is necessary to refer to it here, for the subject is constantly forcing itself on 
one's attention when wri~lng on the economics of railway working. 

2. The subjects can best be dealt with under the folloWing heads :-
(a) The loading of wagons, -

" (b) the movement of empties, and 
(e) ~he question of bogie wagons. 
(d) reasonable facilities.. 

Some aspects· are dealt with in other paris of this report, e.g., the advisability 
of goods travelling by the shortest route, which is discussed in the section on 
methods for decreasing cost of operation in Chapter IX. 

3. The two most important factors in the cost of' goods train Tholoacling o' 
working are the loads in the wagons and the num'ber of wagons wa8QDM. 
behind the engines. The increases in the loads of the wagons allld 
ofthe trains (other things being equal) add to the" freight ton miles moved 
per engine hour," the application of which formula is of the highest value as. 
an index to operating efficiency; it gives the net result of freight train work- . 
ing. The object of all concerned should be to. move too highest practicable 
number of freight ton miles per engine hour. 

4. The loading of wagons is a. responsibility belonging to the Commercial 
department, and during 1923 special efforts were made to improve the ave
rage wagon load aver the whole line. Wadi Bandar, our largest goods booking 
depot, was obtaining an average load of 71 to 8 tons per wagon compared 
with 14 to 15 tons at other stations. Although the outward traffic at Wadi 
Bandar is mainly in small lots, which operate against a high average wagon 
load, it was seen that much improvement could be made. The re-organisa
tion of Wadi Bandar loading was taken in hand rowards the end of the finan
cial year 1923-24. 

5. An officer was placed on special duty to supervise the work of loading 
in a.ll the sheds, and it was found possible at the majority o! the scales, to 
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~e1ay loading until.& full wagon l?ad was av~ilable, without unduly congest· 
mg the sheds. ThilI was done WIthout causmg delay to wagons. Consign· 
ments for particular stations or sections were held up in the sheds for 48 
hours in order to collect full wagon loads. The immediate result was an 
increase in the average load from 71 tons to 10 tons per wagon, and the 
number of empties required for loading in the sheds in the morning was 
reduced from :lOO t~ 150 wagons, thus freeing 50 empties a day for loading 
up-country or for interchange. 

6. The allotment of the scales in the various sheds at this time W8S 

based largely upon commodities, certain scales being allotted to certain 
commodities, and as these were tendered for despatch to any station on 
the G. I. P. Railway and via, it was evident that loading was seriously 
handicapped. The allotment of the scales in the outward sheds was therefore 
revised, scales being allotted for all kinds of traffio to particular statioDs, 
sections and junctions. The revision was at first opposed by merchants 
and ~alals. We were, however, able to give quicker loading, quicker issue 
of railway receipts and better all round service, and the objections of the 
merchants were withdrawn. 

7. The re-arrangement of the scales further imllroved the average 
wagon load which reached all one t,ime in August, the high "peak" figure 
()f 14 tons per wagon. . The number of empties required for the morning's 
loading was further reduced from 150 to 105. The number of road vans 
despatched daily was reduced from 87 to 34 per day and the numbpl' of 
section road vans from 65 to 38 vans per day. During the year 1923-24' 
the total tonnage loaded at Wadi Bandar was 467,110 tons and the number 
of wagons loaded, excluding section road vans, 57,311. During the year 
1924-25 the total tonnage loaded was 524,747 tons and the number of wagollfil. 
excluding section road vans 41,687. Taking into account the higher tonnage 
loaded and the smaller number of wagons utilised, these figures show a saving 
of more than 22,000 wagons in the year 1924·25. 

8. The yearly savings in wagon days may thus be summarised :-

(a) The average time taken for loading a wagon at Wadi Bandar 
is 17 hours. There has been effected on this account, therefore, 
a saving of over 16,000 wagon days. 

(b) The average time spent before a wag()n is placed in position at 
Wadi Bandar is 14 hours.· The reduction in morning supply 
of empties from 200 to 105 has caused a saving of over 16,000 
wagon days; . 

(c) The average delay per wagon caused by Unloading up-country is 
. 24 hours. Over 10,000 wagons were saved at Wadi Bandar 

on through traffic (apart from road vans and section road 
vans) which gives a credit of over 10,000 wagon days saved 
up-country. 

(d) The average time taken at tranship sheds is 45 hours. The 
reduction in the 'number of road vans and section road vans 
represents a saving of over 27,000 wagon days at tranship 
sheds up-counto/; 

The total wagon days saved under (a), (b), (c), and (d) is over 69,000. 
The slide rule has been elnployed in making the.above calculations. ' 

. : , .. ( . 

9. It is interesting to see the effect of these economies in wagon usage 
at Wadi Baudar on the total loading of the whole line. A saving of over 
69,000 wagon days increases our average daily .loading power. by 

. , 'J' I . J ". ,I ' 
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190 wagons, and as the greater proportion of the savings are effected during 
the busy season, our wagon capacity was increased probably by 250 wagons 
daily, during the busy season itself. Alternatively, the saving could have 
been utilised to improve our interchange position with foreign railways.· 

10. The increase in the average load at Wadi Bandar naturally tends 
• to improve our train working, and the proportion of freight to tare of wagon 

loaded at Wadi Bandar has been greatly improved. 

Freight Tare Gro88 
j Percentaop of freight 

Year. tens. tons. tellS. tens te gross tellS. 

1923-24. 4.67,110 606,000 973,110 48 

1924-26 524,747 369,900 893,747 58 
j 

In the year 1923·24, tare on wagons loaded from Wadi Bandar was 
52 per cent. of the gross tons, whilst in the year 1924-25 it was only 41 per 
cent. Actually there is a reduction in gross tons of 79,363. The average 
haul per ton is 287'46 miles, and based on this figure the savings in ton 
miles are 22,800,000 which are equivalent to 49,200 train miles. Calculating 
by the formula given for the dependent cost of the average train mile in 
Mr. Barnett's book" Notes on G .• I. P. Statistics," we find in 1924-25 it 
c"omes to Rs. l' 876: thus a saving of Rs. 92,000 was made. This figure 
has been included in the total Rs. 7,15,000 of saving in operating costs shewn 
in para 11. . . 

11. The average wagon load over the whole line which in 1923-24 was 
12' 53 tons in 1924-25 becani.e 13' 4 tons. The value of this increase is esti
mated as follows. In 1923-24 the wagons on a goods train were:-

Wagons (excluding brakes) 
Loaded 
Empty 

Weight 
Tare of wagons 
Freight 

. . .. 
Total 26.4 

233 tons . 
249 .. 

Total .• 482 

If the average wagon load had been 13' 6 tons instead of 12' 6 tons, the freight 
would have gone into 18'3 wagons, and presumably the proportion of empty 
wagons would have remained the same, 1 empty to 3 '02 loaded, say, 6'1 
empty vehicles per train, making a total of 24'4 vehicles per train and a 
saving of two vehicles. The weight of the train would then have been:-

Tare of vehicles .. .. 
Freight •. .. 

Total .. 
215 tons. 
249 " 

464 
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a reduction of 18 tons per train. The total train mileage for 1923·24 waa 
10.161,668 and the improved loading caused a sa.ving of 182,910,024 ton 
miles. .Assuming that the aVel'\lge weight of a train had remained the sa.me. 
there would have been ,a sa.viDg, of 38l,415 train miles. Accorditlg to 
Mr. Barnett's formula the' dependent cost of the average train mile for the 
31st March 1925 was Ra 1 '876 and t.he improvement in loading in the year. 
1923·24 resulted in aBaving of Ra. 7,15,000 in opera.ting oosts. 

12. An improved. average wagon load reduces loaded wagon mileage 
and mus1J· therefore ooml8pOndingly reduce, empty wagon mileage. In t.he 
year 192~4 the wagon mileage was 267 millions in the proportion of 75 
per cent. loaded and 25 per cent. empty. Through the increase in the average 
wagon load of the year 1924-25 compared with 1923·24 of '87 tons (had other 
conditions remained the sa.me) the wagon mileage would have decreased from 
267 to 246 millions. We moved, however, 3'5 per cent. greater freight 
tonnage in 1924-25 and the average load per ton increased from 263'37 
miles to 287' 54, both of these circumstances tending to increase our wagon 
mileage. Taking these facts into consideration and presuming that othl'l" 
circumstances were the same, the vehicle mileage would have been 2741 
millions. Had the loading not been improved 299 million miles would have 
been required to.handle the tonnage with the 3'5 percent. inereased freight 
a.nd the increased average load. Had the loading Dot been improved (other 
conditions remaining the same) 299 millionwagoD miles would have been 
required to handle the 1924·25 traffic. 

'13. 'The tonnage lifted in 1924·25 ·was approVroately 9,950,000 tons 
and with the improved wagon load 732,000 wagons were required to lift it. 
In'1923-24, the tonnage li{ted was 9,604,445 and required '766,000 wagons. 
If the average wagon load had been the sa.me in 1924·25 as in 1923-24, nl\me1y, 
12'53 tons we should have required 793,000 wagons to lift the 9,950,000 
tons. : The increased wagon load has therefore sa.yed the use of 61,000 wagons 
('7~3,OOO-732,000) in the year, and as the round turn pl'r wagon in 1924-25 
was about 8 days,' the saving approDma.tely ~ 61,000)( 8=488,{)()(} wagon 
days. Calculating on the interchange value of a wagon Rs. 2'4, this reprl" 
sents a saving of Rs. 10,98,000 in the year. If we calculate on th~ earning 
value of a wagon per day, namely,' Ra. 12 the present 'day figure, the saving 
is many lakhs of rupees. It is an established fact that during 1924-25 we 
have been able to move an increased tonnage with leRs dt'iay for wagons and 
I' attribute this greatly to the increased wagon load. 

14. There has also been made possible a considerable reduction in 
shunting, for a reduction in wagon movement (other thing" being equal) 
connotes a reduction in shunting. It is impossible, however, to compute, 
even approVroately, how much of the savings under this head can be attri· 
buted to the improvement in the Wagon load. 

15. The savings as the result of the improved loading are;-
" 

(11) in operating costs (vUleil&l'a 11) .. •• Ra. 7,15,000 
(b) 'wagon user (Nide para 13) •• •• •• If 10,98,000 
(c) aJa.rge butbldeterminate sum on .account of 

xedl,lCtion in shunting (vidf para 14). 

16. Certain details of the revised arrangements for loading at Wadi 
Bandar are of interest. The outward traffic was carefully analysed 
and all points for whlch it. full load offered daily were allotted separate 
bays or parts of bays for its collection. Adjoi.ni:ng, scales were a,notted 
to adjacent sections _ up-country 80 as to JIllnmuse the graVlty of 

'11032. 
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mis.,(lespa.tches. The tranship: a.rrf.Xlgeznllnts throughqut ,t.he I line were 
revised. . Shed fOJ'eznlln 'lYe~ made jpwtly responsible with ,J9aders for the 
average ·toDll&ge ohtli.ined. A spirit ~f coznpetition,was {ost~ed aznongBt 
the ,loading eta.ff' by ,t.ra.naiening ,thezn frozn one, IIhed -to -another and 
comparing the results obtained, by each zna,n. 'fhe', ,1f,ork of each 
loa.der. W~Se1Clj.!Wned by an offi!)6r on the following morning and responsibility 
brought .home withQut delay. 'Closer sUlJ6rvision. was exerci.f$d.oyer the 
labour engaged in loading, to ~nsure.- tha.t the fullest use wa.s mlttle of 
space available. At certain transhipment points where facilities. are limited 
the IlJOIle, packi,ng of t1lrqugh roILd vans i,mp"ded sorting and trans~pment 
and caused, acllumqlation of ~hrough road vans. Much, help .was. gIven to 
transhipping' jun~tions I;>y the withdrawaJ, from roa.d vans' of ell traffic, fop 
stations or sectdon& beyond the junction for which separate wagon Ioa.ds could 
l1e obtained by holding up consignme~ts for 48 hours. . -

" 17. From ~rch 6th, 1926, a further revision in the loading ap"angem~nts 
of .m!l.lls has Peen introduceli. Briefly the revi;sion consists, in the amalga
mation of piece goods cOIlBignments in. small lots with general goods in small 
lQts. Formerly piece goods t.affic, both in full wagon 1~Q.s and in smalls 
were loqped .separately from all other traffic, an a.rrangement which caused 
duplicILte road VlI,ns to be run, and which int"rfered with the fixed prograznme 
of section road van loa.ding arrangeJIlent-s on :this railway. Th&> loading, of 
piece goods in small lots with general goods in small lots resulted in a. fUl'ther 
saving of from l2 to 18 wagon&! per day ; section road vans were rCiliuc~d by 
16 to 20 vans a day. ILn4 a corresponding increase in through loads oQtained. 
During a period q( nine ~e,eks ending March 1926, 92,692·4 tons of traffic 
were loaded in 8,756 wagons, giving an average. wagon 1000d, inclllilive· of 
through loads, tranship vans and section road van traffic of 10.6 tonl!l per 
wagon. In 1925 the average wagon load, inclllilive of all traffic was ,9.7 
tons per wagon. In 1924 a.nd J923 the !tverage load, was. 10.0 tOIll\ and 8.5 
tons per wagon respectively. Tp,us in nine weeks under review a saving 
of 775 wagons was optainedas compa.red with 'tohe loading average in 1925. 
In 1923 and 1924 the same amount of traffic despatched during these nine 
weeks would have entailed the a4dition!l-1 loading of 2,087 and 4~5 wagons 
respectively in each year. Apart from the direct savings in wagon user, 
the securance of a mILximum number of through~agon loads sealed. direct 
to destination has reduced mis-despatches, breakages and pilferage of goods. 
The claims compensation account of the G. L P. Railway has be,en reduced 
from Rs. 16,17,132 in 1923-24 to Ra. 3,41,129 in 1925-26. Some of this 
reduction may be at,trihuted to sustained ,effort in improving the a:verage 
wagon load at Wadi Bandar a.nd on divisions. 

18. It has been pointed out thatJthe system of holding up loads, a.t 
starting points to enable full wagon loa.ds to be colleoted is analagous to 
"nominated loading." The advantage nominated loading has is that. under 
its operation while the goods are waiting despatch, ·they are under .the charge 
and at the responsibility of the ~hant. The main disadvantages of 
noqili,lated loading are that :- . 

(a) it is doubtful if railways have a legal ;right to. decli.nEl to J,"~eive 
. goods during booking hours ; 

·(b) a. Bufficient sUJlply of empties must alw{l.-Ys be ~ble. 

'(c) t;here must be no considerable stoppages of traffic between the 
stations where it is in operation and the destination lltationB, 
and -
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(d) it is liable to lead to diversion of traffic ~here there are alternative 
routes. If wagons are not available or there is a restriction 
in force on the "nominated" day men;hants will have to 
wait to despatch their goods till the next .. nominated .. day 
when there may again be difficulty. ' 

The system has been adopted with gratifying results on British Railways 
~ and on the E. I. Railway, and we are giving further consideration 

to its introduction where desirable. 

19. The minimum wagon load on this line is 120 maunds, and if there 
is likelihood of a further load for the same destination being obtained within 
48 hours, goods are detained. All consignments of less than 120 maunds 
are sent in tranship trains. The minimum weight of a. load has been decided 
upon after experience a.nd consideration. Twenty years ago it was 27 
maunds. If the only end to be achieved were a high wagon load the minimum 
weight would be increased, but as has becn pointed out, the ultimate end 
is to move the highest practicable number of freight ton miles per engine 
hour, and it is believed that if the minimum were m<?re than 120 maunds, 
much strain would be P\Jt on the staff of the tranship trains and too much 
delay to trains would result. The effect would be to increase the ~ad per 
wagon but to reduce the speed of transit with, it is believed, the net result 
of reducing the freight ton miles moved per engine hour. 

20. The results of saving in wagon power have been expressed in 
terms of money because this is the most convenient form, but it must be 
remembered that it has been generally assumed in so doing that wagons 
are in constant demand. This is not so in reality, and the estimated savings 
in money must be regarded as merely approximations. 

21. The criticism has been made that as loading at Wadi Bandar is 
usually against the direction of the How of traffic it matters little whether 
wagons are well loaded or not aIJ they have to move whether loaned or 
empty. Even though wagons are moving against the flow of traffic it is 
of the greatest impon.n:ce to concentrate loads because of :-

(a) ~ greater l!Upply of empty wagons for direct despatch to stations 
where needed; 

(b) the reduced wagon user; 
(c) the reduction in shunting, and 
(d) the reduction in length of loading and unloading platforms. 

Further the balance of traffic is sometimes in the down direction and 
it is only possible to get the best loading by consistent uninterrupted effort .• 
During the busy season in Wadi Bandar from December to June the traffic 
in the up direction exceeds that in the down direction roughly in the propor
tion of 3 to 2. In the slack months the balance changes and empties have 
to be worked into Wadi Bandar to supplement the inward released wag?ns 
available for outward loading. This has occurred during the followmg 
months since October 1924 :-November 1924, July, September and October 
1925 and August and September 1926. 

Tbe Il10 ... 111.,,,1 22. One of the responsibilities of the commercial depa~ent is ~ 
01 emptiao. supervise the supply of empties throughout the line. To enable this 8Uperv:t

sion to be exercised stock returns are supplied to that department as well 
as to the Transportation department and a weekly meeting held to decide 
upon the action to betaken. The Transportation department being r.es
ponsible for cost of operation is naturally extremely averse from. working 
empties specially, and did not the subject receive constant attention there 

• 
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would be danger of stations ail the end of branches having an insufficient 
supply of wagons owing to the inward loaded wagons received being inade
quate for the clearance of outward goods. The result would be diversion of 
traffic to other routes or i~ missing its markeil and not travelling at all. 

23. The question is whether· it is desirable to ip.crease the percentage Bogie wagons. 

of goods bogie vehicles on our line. 

24. It is recognised that, compared, with two four-wheelers, a bogie 
. vehicle :-. 

(a) can be designed which has no larger proportion of tare to gross' 
weight; 

(b) costs less to build if manufactured.in large numbers; 
(c) costs less to repair and maintain; 
(d) in similar circumstances costs less to haul; 
(e) occupies less siding accommodation, and 
(f) gives a shorter train length for equivalent capacity. 

25. The main point to be settled is whether by increasing our percentage 
of high capacity stock we shall increase our net revenue or not. Fifteen 
per cent. of the capacity of our present good.~ stock is provided by bogie 
wagons, our proportion of high capacity stock being much greater than that 
of any other Indian railway. There is no doubt whatever that up to now 
and at the present time the introduction of the high capacity wagons has 
reduced and is reducing our net revenue. 

26. The principal disadvantages in our existing bogie wagons are that 
(a) at present QIle is more expensive to build than two four wheelers; (b) 
their capacity is less; (c) their ratio of tare to load no better; (d) their ratio 
of empty to loaded mileage greater; (e) they are non-pool able ; (f) more 
difficult to handle at stations and in marshalling and sorting yards, and (g) 
generally in unsuitable to traffic conditions in this country. 

27. Bogie wagons are non-poolable stock. The consequence is that 
they inevitably incur more light milea.ge than four-wheeler stock. Further 
they can only obtain loads at particular stations and have frequently to be 
worked at considerable cost against the movement of empties. They are 
more difficult to handle at small stations where hand-shunting has to be 
employed and in gravity yards, and when one is marked" sick" the equivalent 
of two four-wheeled wagons is put out of use. But their chief difficulty is 
their unsuitable size which renders it impossible to obtain for them as high 
. a rate of load to tare as we can get for four-wheelers. . 

28. It has been represented that if low rates were quot,ed for consign
ments for bogie wagons the difficulty about loads could be overcome. In 
the busy season we can find loads for our bogies without reducing the rates 
charged for them. In the slack season we can carry the goods in our four
wheeler wagons. It follows that if we made a reduction in rates we should 
do so without any return in the busy season, and in the slack Reason in 
exchange for the lower operating cost (whatever that might be) of hauling a 
certain number of bogies instt>ad of a certain number of four-wheelers .. 
No one can give us any figure ot real worth to show what the saving in operat
ing cost would be and until we get a reliable figure we cannot say what reduc
tion (if any) we could make with advantage to obtain consignments in bogie 
loads. 'Ve do not believe that the operating saving would approach the loss 
in revenue. 

18 
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29. It may be argued that though in present circumstances high capa
city wagons are not suitable, if they were universally adopted in India or their 
number~tly increased and they were received freely in interchange they 
would prove profitable and this point requires eXl\Illination. The principal 
argument for their extended use is the great reduction in operating expenses 
which has followed their adoption in America. The average size of consign
ments, the climate, the gauge in that continent are very different from those 
which obtain here. In America there are great forwarding companies which 
take over goods from the public, collect them into car loads, and hand them 
over to the railways. Their organisation has been built up over many ycarS . 
and has reached a high pitch of excellence and it is largely due to them that 
the average load carried on American railways is 110 large, and that con
sequently the adoption of high capacity cars has been poflllible. There are 
no corresponding agencies in India and it would be exceedingly difficult, 
if not impossible, to organise them. The PelllUlylvania, a typical American 
railway, according to it.~ annual report for 1923, had 255,164 wagons, their 
average capacity being 41 tons, thE'ir average load 33.5 tons, the percentage 
of load to capaC'ity, 81.70. In 1925 our wagons totalled 19,681, our average 
load was 13.4 tons, average capacity of our goods stock, 19.4 tons; our 
percentage of load to capacity 69.07. It is through their extraordinary good 
loading that the American railways obtain their excellent operating results; 
to increase our capacity without greatly increasing our loading i@ to court 
disaster. 

30. Before it can be decided that an increase in bogie stock is desirable 
it is essential that tests be made by a dynamometer car under the charge of a 
properly qualified person to ascertain the economic advantage of bogie 
wagons over four-wheelers when worked in trains by themselves and with 
four-wheelers. When this has been arrived at it should be ascertained what is 
the average weight of a consignment tendered for despatch, (the average 
load in a wagon is already known) and the opinions of railways are as to whether 
it is feasible to increase it and the wagon load and if so to what extent. 

Re..sonable 31. A railway provides public service in the same way as, for example, 
laciliti... .the Postal Department.' That is to say, it is not subject to competition as 

is an ordinary commercial organisation and cannot regard its operations purely 
from the oommeroial point of view. The Postal Department has to provide 
post and telegraph offices in places where no profit can be hoped for, the cost 
of working the offioE)s being inevitjtbly greater than. any revenue the depart
ment can expect to receive, but these facilities are supplied because the publio 
reasonably demands them. Similarly a railway has, in certain ciroumstances, 
to provide passenger and goods facilities for which it cannot recoup 
itself. It is peculiarly the duty of the Commercial department to keep 
watoh to see that the reasonable demands of the public are met. 



CHAPTER ,VU • 
• 

Undue Preference. 

. So far as not varied bt"statute, common law applies. Having 
regard to the circumstances attending the introduction into India of the rail
way system there, the common law applicable is the co=on law of England, 
there being none indigenous to India on this, point. 

2. At common law, the price charged 'by a carrier for the conveyance 
of goods must be no more than a reasonable remuneration (Harris 3 Taunton, 
p. 264). But this does not mean he is bound to charge all persons equally; 
apart from the statutory law where applicable, he is not so bound (Bazendale 
4 C.B. (N.S.), p. 63, Branley 12 C.B. (N.S.) 63). 

3. A railway company is the creature of statute. But the statutes 
governing railway companies are not exhaustive of their rights and obli
gations which are affected by common law so far a.~ applicable. 

4. In India, railway companies mayor may not be common carriers 
according to circuinstances. They are not common carriers as regards 
passengers. Nor are they common ca.rriers as regards goods which they do 
not profess to carry, or carry only under a special contract contra.cting them 

..out of the liability of a common carrier. The G. I. P. Railway being owned by 
Government cannot be taken to be common carriers. 

5. The responsibility of a Railway Administration, as carriers, for the 
loss, destruction or deterioration of animals or goods delivered to the Adminis
tration to be carried by railway shall be that of a bailee under section 72 of 
the Indian Railways Act IX of 1890 and the relevant sections of the Indian 
Contract Act of 1872. 

6. Under the Indian Railways Act IX of 1890, every Railway Adminis
tration is bound to afford all reasonable facilities for traffic upon the railways 
belonging to or worked by it (sec. 42 (1). Sub !'sections (3) and (4) indicate. 
the nature of these facilities. ) 

7. Up to this point, the only restriction upon the quantum of charge 
leviable by a railway for the carriage of goods is that it must be reasonable. 
But as the Indian Railways Act goes on, it goes further and more narrowly 
restricts the right' to charge. Section 42 (2) provides that "A Railway 
"Administration shall not make or give any undue or unreasonable pre
.. ference or advantage to or in favour of any particular person or Railway 
.. Administration or any particular description of traffic in any respect 
.. whatsoever, or subject any particular person or Railway Administra
" tion or any particular description of traffic to any undue or unreasonable 
.. prejudice or disadvantage' in any respect whatsoever." This provision 
is in similar terms to that contained in section 2 of the English Railway and 
Canal Traffic Act of 1854. Consequently, the English decisions thereunder 
are, generally speaking, a.pplicable to the construction of this section of the 
Indian Act. 

8. Turning now to these decisions, the question arises what.is a.n undue 
preference? The Indian Railways Act does not define undue preference. 
TIlls is not surprising, because, as the English decisions show, an undue 
preference is not so much a. question of law as a question of fact dependent 
upon the circumstances of each particular case (Pickering Phipps w. The 
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London and North-Western Railway Co., 8..& & C. T. CIl8eS, pp. 83 and 95). 
Having regard to the elasticity of the principle above enunciated whereby 
the question is dependent upon the facts of each particular case, it is natural 
to find that .}V'here there is in fact a preference, it does not follow that it is an 
undue preference (Pickering Phipps, Supra). 

9. Moreover, there is no limit to the relevant considerations which the 
Railway Commissioners may take into consideration in deciding a case of 
alleged undue preference although any, one of them standing by itself may be 
of the smallest weight (Fairweather v,'. The Corporation of York 11 R & C. T. 
cases, p. 211). The scope of relevant considerations is wide. Under sec. 42 
(4) (g) of ~he Indian Railways Act, the Commissioners in apportioning the 
through rate shall take into consideration all the circumstances of the case 
and under sec. 43 (2) in deciding whether a lower charge does or does not 
amount to an undue preference, the Commissioners may, so far as they think 
reasonable, in addition to any other considerati01l8 affecti.ng the ca8e, take into 
consideration whether such lower charge is necessary for the purpOse of 
securing in the interests of the public the traffic in respect of which it is made. 
The words in italics show the wide scope of the enquiry. 

10. In considering whether a preference is or is not an undue pre
ference, it is not the interests of the complainant alone which are to be consi
dered; fair regard must also be had to the interests of the railway company. 
The obligation to take into account the interests of the public is not intended 
to preclude and does not in any way affect the railway company's right td' 
fair and reasonable consideration of .its interests (Abram Coal CO. v •• The 
Great Central Railway Company, 12 R. & C. T. cases, p. 125). This principle 
receives some recognition in the Indian Railways Act, vide sec. 42 (4) (h), 
which provides that the Commissioners shall not in any case compell any 
Railway Administration to accept lower mileage rates than the mileage 
rates Which the Administration may for the time being legally be charging 
for like traffic carried by a like mode of transit on any other line of communi
cation between the same points, being the points of departure and arrival of 
the through route. Further, under section 43 (1) whenever it is shown that a 
Railway Administration ch~ges for similar services a lower rate to A than it 

..(loes to B, the Act does not say this amounts to an undue preference. It merely 
provides that the burden of proving that the lower charge does not amount 
to an undue preference shall lie on the Railway Administration. As noted 
above, the proof at such enquiry in order to be complete must include proof of 
the interests of the railway company as well as those of the complainant and 
the general public. 

11. There is no unfairness in putting this burden of proof on the railway 
company, because its duty and responsibility in fixing its rate is to take into 
due account every determining factor and material circumstance of the 
case under consideration. The Railway Administration having fixed its 
rate in the light of these circumstances is therefore presumably fully equipped 
to prove its reasonableness and also if it is a preference, that the preference 
is not an undue preference. 

1~. It will be readily appreciated that since no definition of an undue 
preference is in the nature of things obtainable and no hard and fast line 
can be drawn between preferences admissible and preferences inadmissible, 
all that can be done is to give some illustrations showing how particular cases 
have been decided. Such illulltrations follow :-

In Liverpool Corn Traders Association, 8 R. & C. T. cases, p. 114, a. lower 
rate was charged for the carriage of corn flour, etc., from the Severn Ports to 
Birmingham than was usually charged from Birkenhea.d to Birmingham 
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although the mileage was (with one exception) greater from the Severn Ports 
to Birmingham than from Birkenhead to Birmingham. The Railway Com
missioners (Sir Frederick Peel dissenting) held that the. preference was 
justified. The ground of decision was that it was proved the Liverpool and 
Birkenhead traders were able;notwithstanding the difference of rates, to com
pete effectively in the Midland markets with the traders who used the Severn 
Ports; that the Liverpool and Birkenhead traders occupied upon the whole, 
and taking the whole year round, in t~e Midland markets a position of sub
stantial superiority over their competitors at the Severn Ports; and further 
that the rates from the Severn Ports to the Midland markets had been fixed 
with reference to an effective competition ,maintained by the river and canal 
routes between the same termini; and that therefore the lower rate from the 
Severn Ports to Birmingham was not an undue preference. This decisioa 
of the Commissioners was subsequently confirme~ by the Court of Appeal 

In SpiUers and Bakers, Ld., XII R. & C. T. cases, p. 70, a trader made a 
complaint of undue preference on the ground that a railway company carried 
coal for shipment for other persons at a rate lower by about 33 per cent. than it 
carried ainrilar coal for him over the same part,~of their line. There was no 
evidence that the rates charged to the complainant, which were those charged 
to all traders in the district, were unreasonable, except in so far as they were 
more than the shipment rates. The railway company having shown that they 
could not raise their shipment rates, partly because of agreements by which 
they were bound, partly because of competition with another railway company, 
and partly because of the fact that the traffic would not stand increased rates. 
it was held that the low shipment rates were necessary to secure the traffic 
in the public interest and. that the complaint of undue preference failed. 

In the Port of Manchester Warehouses, Ld., 17 R. & C. T. cases, p.54. the 
railway company quoted a low preferential rate for cigarettes brought to 
Manchester over the Manchester Ship Canal and stored in the Ship Canal 
Company's Warehouse within the dock area; whereas they charged a higher 
rate, that is the ordinary Manchester rate, for similar goods which had also 
travelled over the canal, but had been stored in the applicant's warehouse 
outside of, but near to, the dock area. The lower rate was based on corres
ponding rates from Liverpool which were regulated by sea 'competition. The 
Commissioners held by a majority that the preference was justified on the 
grounds (a) that a low rate based on the Liverpool rates was necessary in 
order to induce the traffic to be consigned over the canal in the public interest 
and (b) that inasmuch as the traffic using the applicant's warehouse had been 
taken outside the docks, it should be charged at the Manchester rate, holding 
that the only practical way in which to distinguish between goods consigned 
from Manchester Town and Manchester Port respectively was to draw a line 
between goods on the premises of the Ship Canal Company and those which 
had passed out of the control of that company. Mr. Justice Lush. in that 
oa.se, said of the rate in question" It is not capriciously fixed. It is fixed to 

". make the rate a.ocord with the Liverpool rate. It is fixed in order to prevent 
.. traffic being diverted to Liverpool, or to attract it by canal to l\Ia.nohester . 
.. It is obviously in the interests of the locality-that is in the interests of the 
.. public-to attract traffic there by the canal, which was constructed for the 
.. purpose of enabling seaborne traffic to be conveyed direct to Manchester." 
This -was upheld by the Railway Rates Tribunal who held "tha.t the fact of 
.. the existenoe of a low exoeptionalra.te for similar goods, not being in fa.ct 
" an undue preference, is not alone a sufficient ground for ordering the reduo
.. tion of a rate for the oarriage of goods which are in oompetition with those 
" whioh have the benefit of the low exceptional rate, but that the existence of 
"suoh .. low exoeptional rate is one of the ciroumstanoes to be taken into 

18 
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"consideration when detel"ll,l.irUng .whether a .partit;u1ar rate, ought tJO: be . re· 
"duoed,.a.nd that muoh will depend upon.whatisshewnto be the reason for 
"thegrant of the exceptional rate, and. whether a similar.·reason exists'wholly 
.. orin part in respect of the ratesCilught to be.·reduoed." . 

13. The.drci.eion.in Lever Bros., .. Ltd., 13.R. ,&. O. T.::cases,·,p. :301, shows 
. that itis not necessarily an undue prefe~ce for a ra;ilway oompany to. serte 
.·one Qftwo traders in the same line of bmdnesson more favourable. terms than . 
his. rivalin trade is served by another railway company. This decision was 

. appealed Ij;Jld confirmed. Lord JusticeWilliams·said :~ 

" I .. ~ree:with Lawrence J. that it is not an undue preference for a railwav 
"o!)lnpany to serve one of two traders in the same line of business on more 
".favourable texms than his rival in trade is served byanotberrailway company 
"and that to say the trader wh03e goods are carried at the less favourable 
"tel'Ill.8 can penalise the company carrying his rival's goods on more 
"fliv~urable terms than the other railway by recovering the value of any 
"dJ!ference in treatment would be to make competition amongst railways 
"ilnpossible. " 

It is a well settled principle that a railway company may not f;l.vour the 
tr;l.ffic of ~>ne locality more than that of another where the circumstances are 
alike and there is a competition of interest. As a general rule, in the matter 
of railway rates, a town or locality is entitled to the benefit of its geographical 
position in the absence of other considerations operating and relevant (Browne 
& Theqbald'sLawof Railways, 4th edition, p. 427, Voce" Competitive Districts " 
and authorities there cited, particularly Newry 7 R. & C. T. cases, p. 184). 
In the Newry case the railway company carried goods from several towns 
to and from Belfast at much lower rates than they did for the merchants of 
Newry, although Newry was much nearer these towns· than Belfast, and it 
was held that these lower rates amounted to an undue preference in favour of 
Belfast as against Newry. A higher rate in respect of increased cost of 
working a portion of the line more expensive to work than other portions is 

. permissible (Oxlade 1 R. & C. T. cases, p. 72 ; Foreman 2 R. & C. T. cases, 202). 

·14. The charging of a lower rate in order to ward off a threat of competi. 
tion is an illegal preference (Rarris '118. Cockermouth Ry. Co., 1 R. & C; T. 
cases, p. 97). It is however otherwise where there is an effective competition 
of routes in actual operation (Browne & Theobald's Law of Railways,4th 
edition, p. 430, Voce" Competition of ~outes," and authorities there cited.) 
In such cases, the difference of rate must be in reasonable relation to the 
factor of competition (Charrington vs. Midland Railway Co., H R. & C. T. 
cases, p. 222). In that case, it was decided that the existence .of competition 
. by sea is a justification for a reasonable reduction in the rates to and from the 
points affected by such competition. But where the alternative routes 8i1'e 
as much at the command of the complainants as of the traders to whom the 
alleged preference has been given, no difference of rate is perinissible on the 
ground of oompetition (Daldy '118. Midland Railway Co. and others 10 R. &0. T. 
cases p. 313). 

. 15. . Coming to facts which more par~cular1y affectthis Administration :-. 

(a) From Cawnpore to Bombay, there is competition for the .xport 
t1'a.ffict;brough Bombay to Europe. This' competition . is 
between theG. I. P. Railway which carries direct from Cawnpore 
to Bombay and the East Inw.n Railway which strives to 
ea,rry Cawnpore traffic via. Rowra.h (Calcutta). By reason of 
this eoltlpetition, therate8 from Cawnpore t9 Bombay are lower 
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42 and 43 of the Indian Railways Act. the obligation not to 
grant undue preference or advantage is limited to the actions 
of each ra.ilway company concerned. A railway company 
cau:ying goods at a lower rate than another railway company 
islegitim&te competition which is allowable (Browne &. Theobald's 
Law of Railways, 4th edition, p. 430, Voce "Competition," 
and authorities there cited and Lever'8 case Bupra). Competi· 
tion is in the public interest. 

16. The two- principaJ cases in which allegations of undue preference 
have been made against the G. I. P. Railway are (a) lIessrs. Birla Bros., Ltd •• 
complaints in 1921 regarding certain rates from Cawnpore to Bombay being 
lower per maund per mile than rates from Gwalior, Agra and Delhi, and (b) 
the recent representation from certain Sholapur millowners and merchants 
dealing in piece·goods that the ra.tes for piece-goods from Sholapur were 
higher per maund per mile than those from certain other places. 

17. We had no difficulty in showing tha.t the differences in rates com
plained of had been rendered necessary by competition, and in view of recorded 
decisions in similar cases, we have no doubt that should we be called upon to 
defend our policy in court, we ha.ve every right to anticipa.te a. favourable 
decision. 

18. The main points that are to be noted in this chapter are :-

(a) that in the Indian Railways Act there is no definition of undue 
preference ; 

(b) that undue preference is not so much a question of law as a question 
of fact dependent on the circumstanceS of each particular case ; 

(c) that in considering whether a preference is or is not an undue 
preference, it is not the interests of the complainant alone tha.t 
have to be considered: fair rega.rd must also be had to the 
interests of the Railway Administra.tion ; 

(d)· that where active competition exists a. lower mileage rate may 
properly be cha.rged than where there is no competition; 

(e) that there can be no undue preference as between railwaY8 ; 
(Il that a ra.Uway may not favour the traffic of one locality more than 

that of another where the circumstances are alike, and there is 
. competition of interest ; 

(g) that a higher rate in. respect of increased cost of working a. portion 
of the line more expensive to work than other portions is 
permissible; 

(h) that for a complaint of undue preference to be sustained, the 
complainant must prove actual damage; 

(i) that a railway may carry at a lower rate for a. trader who- agrees 
'. to send large quantities of goods, provided the railway is ready 

and willing to carry at the same rate for all persons who can 
send the same quantities; ; 

(j) that providing the effect of lower rates is to give a locality a source 
of supply which would otherwise not be available, or to bring 
from a distance goods which would otherwise not come into the 
market at all, they may be. and in the case of food will be. 
justified ; 

(I,,) that an unloading shed in railway premises may be rented to .. 
merchant, providing its use is not incidental to the conveyance 
of goods. . 



CHAPTER VIII. 

The Financial Position. 

1. On the 30th June 19f)O, the contract of the Great Indian Peninsula. 
Railway Company with the Secretary of State terminated, having been 
entered into for a. term of fifty years. 

2. The Secretary of State made 8: new contract with the Great Indian 
Peninsula Railway Company on 21st December 1900, under which the Rail
way was leased for a fresh term of 25 years ending on 30th June 1925, and it 
was agreed that the Company should maintain, manage and work the Great 
Indian Peninsula system and also the Indian Midland Railway system during 

. this period. 

3. It was arranged to replace the capital of the old Company by ter
minable annuities, payable in equILI amounts up to the 17th August 194"8, ex
cept for £2,575,000, which remained as the capital of the new Company. 
£1.750,000 (G. I. P.) and £825,000 (I.M.) 

4. It was provided that the Company should from time to time, if, and 
when required to do so, by the Secretary of State increase its new capital by 
the creILtion of such value as the Secretary of State might from time to time 
prescribe. . 

5. Interest on capital.-The share capital of the Company, viz., £2,575,000 
bore interest at the rate of 3 per cent. per annum, which was.agreed to be paid 
to the shareholders half yearly out of the revenues of India by the Secretary 
of State. 

6. Surpl'U8 projita.-It was agreed that after meeting all working ex
penses including interest charges, the surplu.'! profits, if any, would be divided 
between the Government and the Company in the proportion of 19J2Oth to 
the former and 1/2Oth to the latter and that should the Company, with the 
sanction of the Secretary of. State,. increase its new capital and issue further 
shares of stock as fully paid up, the Company's share in such surplus would 
thenceforth be increased by an additional fractional share beILring the sILme 
proportion to the original fractional share of IJ20th as the additional capital 
of the Company would bear to the authorised capital of £2,575,000, provided 
always that the total fractional share of the Company in such surplus would 
in no event exceed IL one-tenth share. 

7. The net earnings of the G. 1. P. Railway underta.king for the year 
ending 31st March 1925, which amounted to Rs. 6,27.69,847, were applied in 
the following manner :-

(t) In payment to the Secretary of State for India of a Ra. 
contrnct amount representing annuity which was 
determined under the G. I. P. Railway Purchase 
Act of 1900, 'whereby the line was purchased for a 
aum of £40,781,568 payable up to 17th August 
1948, in the form of a terminable annuity of 
£1,268,516 . • 2,00,00,000 

(ti) Interest charges at 3t per cent. per annum on capital 
~verdra.wn or provided by the Secretary of State up 
to 31st March 1915, amounting to Re. 13,12,70,595. 49,22,648 

Carried. forward Ra. .. 2,49,22,648 
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Brought forw-ard 
(Hi) Interest charges at 41 per cent. per annum on capital 

overdrawn or provided by the Secretary of State 
from 1st April 1915 to 31st March 1918, amounting 
to RI!. 3,97,82,830, vide Secretary of State's letter 
No. P. W. 216 of 18th February 1915 

(iv) Interest at 5i per cent. per annum on capital over
drawn or provided by the Secretary of State from 
1st April 1918 to 31st March 1920, amounting to 
Ra. 2,34,69,974, vide telegram from Railway 
Board No. 3 A dated 19th February 1918 

(v) Interest at 6i per cent. per annum on capital over
drawn or provided by the Secretary of f:)tate from 
1st April 1920 to 30th June 1922, amounting to 
Ra. 6,48,63,348, vide Railway Board's Express 
letter No. 170 F. 20 dated 1st May 1920 .. . . 

(vi) Interest at 6 per cent. per annum on capital over· 
drawn or provided by the Secretary of State 
from 1st July 1922 to 31st October 1922, amount
ing to Rs. 31,66,540, vide Railway Board's Express 
letter No. 170 F. 20 of 15th July 1922 

(vii) Interest at 5i per cent. per annum on capital over
drawn or provided by the Secretary of State from 
1st November 1922, until further notice, vide 
Board's letter No. 57 dated London, 7th December 
1922, and Railway Board's No. 170 F. 20 of 2nd 
January 1923 (overdrawn to the end of March 
1925, Rs. 3,86,40,778) . • • . 

(viii) Interest at 31 per cent. on £1,500,000 Debenture 
stock in existence before 3()t.h June 1900 

(ix) 

G. I. P. " £ 1,350,000 
1. M. R. . . . . £ 150,000 

~otal £l,500;000 

Interest at 31 per cent. per annum on £1,000,000 
advanced by the Secretary of State und~r East 
Indian Loans Account, 1905, to meet requirements 
on capital account :-

G. I, P. .• . • • • •• £, 850,000 
J.M.R, ,. . . .• £ 150,000 

Total £ 1,000,000 

(x) Interest at 3i per cent. per annum on £1,000,000 
Debenture stock raised on 16th July 1908, by the 

(xi) 

G. I. P. Railway Company as sanctiQned by the 
Secretary of State,· •• , • • •. • . 

Interest at 3} per cent. per annum on £2,500,000 
Debenture stock raised on 16th July 1910, by the 
G. I. P. Railway Company as sanctioned by the 
Secretary- Qf State •• • • • • • • • , , 

Total Re. .. 

Rs. 
2,49,22,6l8 

16,90,770 

12,90,848 

42,16,116 

1,89,992 

18,77,23~ 

6,68,422· 

4-,45,615· 

4,79,893· 

11,99,733· 

3,69,81,269 

• N ott.-Sterling interest charges were converted into Indian currency at the average 
note eN eltchall8e ....... 17 it d. and 17fjd. l"'r ruf"" fOf the two IlaIf years of 1924·25. 
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. 8. Thc surpluB after meeting ·the charges was divided between: the 
Government and the Company in the proportion of 19/20th to the former and 
1 j20th to the latter . 

. 9 .. The ~otal net earnings of the G. I. P.Railway system for the year 
ending 31st March 1925 were-Rs. 6,27,69,847, which, deducting the earnings 
of the Native ~tate and other worked lines, viz., Rs. 47,00,809, is equal to 
Rs. 5,80,69,038. The interest charges were Rs. 3,69,81,269, as shown above 
and the balance of the net earnings make up the surplus profits Rs. 2,10,87,769. 

10. On the 30th June 1925, the new contract terminated and from the 
following day the interest charges are as follows :-

(i) Interest on debt (G. I. P. section) £965,182 6s 8d a.t 
Rs. 10 to the £ 

(ii) Interest on debt (I. M. section) £18,36418s0d. at 
Rs. 10 to the £ 

(iii) Interest chargeable against companies on advances 
(G. I. P. Railway) £40,625 at Rs. 10 to the £ .. 

(iv) Interest on capital deposited by companies (G. I. P. 
Railway) £38,625 at Rs. 10 to the £ 

(v) Interest on capital outlay charged to Head 53 "Con
struction of State Railways" (G. I. P. and 1. M.) 
in the Finance account 

Adjustment of the exchange charges in connexion 
with Transactions in England for the financial 
year 1925-26:-

(a) Interest on debt (G. I. P. Ry.) item (1) above 
(b) Interest on debt (1. M. Ry.) item (2) above. 
(c) Interest chargeable against companies on 

advances (G. 1. P. Ry.) item (3) above .. 
(d) Intereat on capital contributed by com

panies (G. L P. Ry.) item (4) above 

Total interest charges Rs. 

Rs. 
96,51,823 

1,83,649 

4,06,250 

3,86,250 

1,83,72,116 

31,33,108 
60,382 

1,32,610 

1,27,857 

3,24,54,045 

11. The capital at charge of the G. I. P. Railway system was 
RB. 1,09,75,42,345 and the interest charges for the year 1925-26 amount to 
RB. 3,24,54,045, plus interest on the capital outlay on Native State and other 
worked lines (capital included in the above) amounting to Rs. 13,48,911, the 
total interest charges. beipg Rs. 3,38,02,956. This being deducted from the 
net earnings Rs. 4,21,82,779 leaves the net profit on the G. I. P. Railway 
undertaking, Rs. 83,79,823. The Government of India desire State Railways 
to produce one per cent. of profit on the capital at charge. In calculating the 
capita.l at charge at end of 1925-26, it must be remembered that the Jubbul
pore·Naini line, the capital outlay upon which was Rs. 3;96,10,000 was handed 
over to the G. 1. P. Railway only on 1st October 1925; so that to arrive a.t 
the percentage of earnings, so far as this capital is concerned, o~y half should 
be taken into account. The total amount of profit to be realised accordingly 
is 1 per oent. upon Rs. 1,05,79,32,345 (which is the capital outlay upon the 
G. I. P. Railway less the Jubbulpore-Na.hU line) Rs. 1,05,79,323, plus I per 
oent. on Rs. 1,98,95,000 (which is half the capital outlay on the Jubbulpore
Naini line) Rs. 1,98,050, total Rs. ) ,07,77,373 .. The net profits, therefore. 
fall short of the required amount by Rs. 23,97,550 (Rs. 1,07,77,373 minus 
Rs. 83,79,823). It must, however, be taken into account that depreciation 
has been charged to the revenue account from ht April 1925, for the firit time 
(no such charge having been m!l.de before) and amounts to Rs. 1,45,96,OOJ. 
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12. The statement given below shews the interest eamed on capital at 
charge, year by year, from 1913-14. 'Iha average interest earned over tho 
13 years is 5 '04 per cent. 

Financial results of the working of the G. I. P. Railway Undertaking 
including Native State and other worked lines. 

Total Capital at 
obarge inoluding Peret'ntago 

Mileage op.eI 
8USpell88, to end of of net .. am.-

each year, t.e., inI!" on Year. at end of on li) linea Oroa. earnings. Netearrungs. total each year. open, and lii) linea capital 
partly or wholly outlay, 

under ooostruotion, 

i 
Rs, R •• R., 

1913,14 .. 2,965'70 64,11,14,613 9,15,95,184 3,65,04,396 5'69 

1914-15J .. 2,981'31 67,21,56,667 8,31,35,794 3,09,80,618 4·61 

1915-16 .. 3,111'73 70,61,70,052 9,70,15,146 4,17,02,547 5'90 

1916-17 .. 3,108'92 71,22,19,714 10,46,48,363 4,84,13,662 6'80 

1917-18 .. 3,112'58 72,03,68,395 11,35,11,468 5,29,99,389 7'35 

1918-19 .. 3,121'29 72,73,16,271 12,83,33,079 5,47,78,945 7'53 

1919-20 .. 3,121'07 74,41,67,728 13,62,93,064 5,10,40,994 6'86 

1920-21 , , 3,121'07 • 92,54,25,910 13,83,04,893 3,18,80,321 3'44 

1921-22 , , 3,121'41 • 95,76,85,590 13,73,61,991 1,16,90,807 1'22 

1922-23 . , 3,164'23 • 97,08,29,779 15,04,90,036 3,78,13,200 3'89 

1923-24 . , 3,175'50 • 1,02,70,71,916 14,84,41,758 4,89,83,571 4'77 

1924-25 .. 3,232'30 • 1,03,60,26,171 15,69,27 ,914 6,27,69,847 6'06 

1925-26 .. 3,456'75 t 1,09,75,42,345 15,14,71,611 4,21,82,779 8'84 

The average yearly interest paid for the whole period 1913-14 to 1925-26 
is 5'04 per cent. . 
• Includes premia paid by Governm .. nt in tbe purcbase of the line, 
t Including capital coat of the Jubbulpore-Naini section. 

13. The two diagrams at the beginning of this report show the G. t. P. 
revenue for 1913-14 and 1925-26, respectively and how it was spent. The 
year 1913-14 has been selected as it was immediately before the Great War 
oocurred and upset everything, and sufficiently long ago to enable a comparison 
to be made between periods a considerable distance apart. 

14. The gross earnings and working expenses during 1013-14, with 
certain details, were as follows :- • 

Total earnings • . . • . • . . . . 
(t) Goods and mineral (other than coaJ and livestock) 

( il) Coal, coke and patent fuel . • . • 
(iii) Live ,stock.. ...... 

. Ra. 
9,15,95.184 
5,86,27,118 

45,35,008 
3,39,736 



(iv) Passengers 1st olass •• 
2nd " •• 
Inter. " . " 
3rd mail 
Srd. ordinary 
Season .• 
Troops •• 

(v) Paroels, mails etc. . • 
(vi) Misoellaneous 
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.. .. 

.. 11,80,928 .. 12,90,718 .. 8,61,428 .. 16,83,776 .. 1,72,41,134 
3,55,259 .. 4,91,721 .. .. .. 

.. Tota' expen8e8 
Abstraot A. -Maintenanoe of struotural works. • . • 

B. 
C. 

Maintenance and supply of locomotive power .• 
Maintenanoe and supply of o~ge and wagon 

stook .. •• 
D. Traffic " " " " " " " " 
E. Genera1 •• 
G. Miscellaneous •• 

Capital at charge 
Interest on capital 
Net profit 

.. .. .. 
.. .. .. .. 

.. .. .. .. 
. . .. .. .. 

2,26,04,964 
44,89,463 

9,98,889 

5,50,90,788 
1,36,40,813 
2,19,29,351 

42,63,493 
78,78,861 
32,49,772 
41,28,498 

64,11,14,613 
3,49,72,020 

15,32,376 

15. The gross earnings and working expenses during 1925·26, with 
certain details, are given' below :-

Total eamings " " " " " " " " " " "" ,0 " " 

(i) Goods and minerals (other than coal and live stock). 
(ii) Coal, coke and patent fuel • • •• • • • • 

(iii) Live stock ........ .. 
(iv) Passengers, 1st class •• • • 24,32,307 

2nd " • • 27,11,361 
Inter." •• . • •• 7,62,630 
3rd mail •• • • 51,81,181 
3rd ordinary .. 3,17,00,441 
Season • • 10,76,117 
Troops • • • • 9,67,695 

(v) Paroels, mails, etc. • • • • • • •• • • 
(vi) Misoellaneous.... .... .. 

Rs. 
15,14,71,611 

8,23,71,253 
98,50,761 
4,06,651 

4,48,31,732 
1,01,61,544 

38,49,670 

Total ezpensu " " " " " " " " 
Abstract A. Maintenance of structural works •• 

•• 10,92,88,832 
1,95,93,647 
4,55,82,546 B. Maintenance and supply of looomotive power 

C. Maintenance and supply of carriage and 
wagon stock • • • • • • 

C (a), Electric service •• •• • • •• 
E. Tra.ffio " " " " " • " " .. " 
F. General " " "" "" "" "" 
O. Misoellaneous • • • • • • 

1,51,71,410 
8,45,071 

1,56,66,143 
61,22,779 
63,07,236 

Capital at charge • • • • • • ·1,09,75,42,345 
Interest on capital •• • . . • 
Net profit .... .. 

.. .. • • 3,38,02,956 
83,79,823 

.. 16. The revenue on goods and minerals has increased 40 per cent; on 
coal, 117; on passengers, 98 ; on parcels, mails, eto., 126; and the inorease in 
total earnings is 65 per cent. 

°1nolwtina oapital ... , of "'" JubbWpore·NaiDi Section. 



CHAPTER IX. 

A 8tatement of poli~y in good8 and coaching rating •. ,Rowing its 8uitability for 
encouraging bolh. locaJ and through traffic with illustrations drawn 

. from rates in operation. 

The Great Indian Peninsula. Railway became a State Railway on 1st 
.luly 1925, and from that date the basic principle underlying its policy in 
rating is to adjust its charges to produce 1 per cent. of profit on the capital at 
charge. 

2. It will be convenient tg divide this chapter into the follOwing 
sections:-

1. The method of fixing rates; 
2. (i) Rates quoted for certain principal commodities excepting 

coal; 

(U) Rates quoted for coal; 
3. Rates quoted to develop indigenous industries and agriculture; 
4. Competitive rates; 
5. Seasonal rates ; 
6. Siding charges; 
7. Feeder lines ; 
8. New construction; 
9. Publicity; 

10. Other methods for increasing traffic; 
11. Methods for decreasing cost of operation; 
12. Coaohing fares and charges & miscellaneous; 
13. Conclusion. 

SECTION I. 

The method of fixing rates. 

The task before an officer responsible for quoting rates is to quote only 
such as are reasoriable in all the circumstances. The" Concise Oxford 
Dictionary" gives' the following definitions of "reasonable ":-" sensible, 
moderate, not absurd, not greatly less or more than might be expected, 
"not extortionate, tolerable, fair". The word "reasonable" is not a fixed, 
unalterable· mathematioal term; on the contrary, it is indefinite and un
certain. If a rates officer is asked how.he arrives at a particular rate he 
ca.n only reply that he does so by the help of experience and in the light of 
general principles. It is .impossib~. to apply any formula. or Ia.y down rigid 
rules in arriving at a partioular rate; eaoh must be considered on it own 
merits, the attendant circums1lances being taken into aocount. Unless a. 
ra1Je is muoh too high Or muoh too low, it is not possible to determine" whether 
it is reasonable in itself", for the reasonableness of a rate is oonditioned by 
the other rates and oharges made by the Administration. 

2. The following extract from a hldgment of Lord Justice Bowen 
In Mogul Steamship Company v. McGregor, Gow & Co. is apposite:-. 

.. We were told that competition ceases to be the lawful exercise 
.. of trade, and BO to be a lawful execuse for what will harm another, 
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than-·therates to Bombay from 80lneplacea between Bombay 
and Cawnpore where the competition for the export traffic does 
not apply. The difference of rate in favour 'Of Cawnpore is 
not an undue preference so far as that rite is justified ~Y 
competiti'On. Spillerscase supra. How far the difference In 

rate is so justified is aquesti'On of fact.. In the case 'Of the 
Lancashire Patent Fuel C'O. (12 R. & C. T. cases, p. 77), it was 
held that c'Oal carried for shipment ata I'Ower rate than coal 
carried for a trader locally was not an undue preference and 
wasnot traffic in competitive articles; so that the Complainant 
had no locus standi. There must be competition so that the 
complainant is injured by a preference to his competitor to 
enable the former to succeed. 

(b) A company may carry at a I'Ower rate for a trader wh'O agrees to 
send large quantities of goods 'Or send them in a' manner which 
lessens the cost of their conveyanoe to the oompany provided 
the company is ready imdwilling to carry at the same rate 
for all persons who can -offer the same advantages (Browne & 
Theobald's Law of Railways, 4th edition,p. 428, Voce" Cost 
in relatien to Quantity," and authorities there cited). 

(c) Again the fa~t that the effect of lower rates is to give a locality a 
seurce of supply whioh would 'otherwise not be available- er to 
bring from a distance goods which would otherwise not come 
into the market at all may, and in the case of food will, justify a 
preference in charges and treatment (Liverpool Corn Traders' 
Associati'On, 8R. &C. T.cases, 114; Pickering Phipps, 8R. & C. T. 
cases page 83). 

(d) A company is ju.stified in carrying at a lower rate in c'Onsiderati'On 
_ of a guarantee oflarge quantities of traffic or full train loads sent 
at regular intervals (Nicholson 5 C. B. (N. S.) 366; Ransome 
8 C. B. (N. S.),p. 709 (cj. 10 R. & C. T. cases, 303) provided that 
'Offer 'Of such I'Ower rate is made public and is 'Open to all traders 
(Anderson Company, 14R. &C. T. cases,136); and circumstances 
which make it better W'Orth the while of the railway to carry the 
goods of one trader rather than th<;lse of another may be taken into 
consideration (Hickleton, 12 R. &·C. T. cases, 63). 

(e) Occasionally a trader is allowed to occupy an unloadirig shed in 
railway premises at an agreed rent When the shed is not required 
for railway use. The principle determining whether such rent 
can be charged at all is whether the privilege for which it is 
charged is or is not incidental to the conveyance of goods. If 
it is, no charge can he made. If it is not, a reasonable charge 
can be made (Aberdeen Commercial Oompany, 3 R. & C. T. 
cases, 205 ; Chatterley, 3 R. & C. T·. cases, 238). Probably, 
the renting 'Of the warep.ouse would be held to be justified and 
not to be an undue preference as not being either incidental to 
the carriage of goods 'Or in the nature of a privilege capable of 
'bemgthrOw'ftopento everytraderequally (London and N. W. 
Railway Co;, 14 R. &C. T. cases, p. 165). . 

(f) As to Whether on a comparison of different ra.tes charged by two 
_ . different railwaycompanie.s for sinillar goods over simile,)' dis

tances, thel'Ower rate can be held to be. an undue preference 
ever the higher, the answer is in the negative. Under sections 
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.. if carried to a length which is not fair or reasonable. The offering of 

.. reduced rates by the defendants in the present ease is said to have 

.. been' unfair'. This seems to assume that, apart from fraud, intimi

.. dation, molestation, or obstruction, or some personal right in rem or 

.. in pe:rllonam, there is some natural standard of 'fairness' or 'reasonable

.. ness' (to be determined by the internal consciousnl'ss of judgl'B and 
"juries) beyond which competition ought not in law to go. There 
.. seems to be no authority, and I think, with Bubmission,that there is no 
.. sufficient reason for such a proposition. it would impose a novel 
.. fetter upon trade. The defendants, we are told by the plaintiffs' 
.. counsel, might lawfully lower rates provided they did not lower thllJ11 
.. beyond a 'fair frejght " whatever that may mean. But where is it 
"established that there is any such restrictions upon commerce 7 And 
.. what is to be the definition of a ' fair freight'7 It is said that it ought 
.. to be a normal rate of freight, such as is reasonably remunerative to the 
.. shipowner. But over wha.t· period of time is the average of this reason
.. able remunerativeness to be calculated 7 All commercial men with 
c, capital are acquainted with the ordinary expedient of showing one 
.. year a crop of apparently unfruitful prices, in order by driving corn
.. petition away to reap a fuller harvest of profit in the future; and until· 
.. the present argument at the bar it may be doubt-ed whether shipowners 
.. or merchants were ever deemed to be bound by law to conform to 
.. some imaginary • normal' standard of freights or prices, or that Law 
.. Courts had a right to say to them in respect of their competitive 
.. tariffs, 'Thus far shalt thou go and no 'further'. To attempt to limit 
.. English competition in this way wouldprobabl'ybe as hopeless an 
" endeavour as the experiment of King Canute". 

3. Lord Bowen dea~ witb cOlI\petitive IIhip freights, but certain of his 
remarks are applicable to the point under discussion, He refers to the 
assumption that apart from fraud, and some other considerations mentioned, 
there i3 some natural standard of reasonableness beyond which competition 
ought not in law to go, and, dismisses it as unwarranted. It is surely equally 
wrong to assume .. some natural standard of reasonableness" in rates not 
affected by competition. He a130 points out the difficulty of defining 
" fair freight ", and asks · .. ·over what .period 01 time is the average of its 
remunerativeness to be calculated ", 

4. The 'folloWing is'a'useful working definition of a 'rellsonable 1'ate:
.. the proper rate for any commodity, :between any points, Is that, which'taken 
" in conjunotion with all other charges made, results in a fair return, over a 
"term of years, on the ca})ital expended". I do not think any important 
consideration is omitted. .The rate must ()bviously be not more than 'the 
traffic can bear, ·for·if it is greater than the value of the service to the trader 
no traffic will pass. Efficiency of working' ill takenintoaccount,for if a 
railway 'is not efficiently worked the 'fair return on its capital will 
assuredly be less than haditsatIairs been eompetently conducted. In the 
Transportation Act, '28th 'February 1920,ofthe United States of Americaia 
included the following rule for rate-making :~ .. In the exercise of its power to 
"prescribejust-and reason'able rates ·the ~omm.ission. shall initiate, modify, 
If establish or adjust 'snch rates 80 -that earriersas & whole (or as a whole in 

.,' each of such rate groups or territories as the commission may from time to 
.. time designate )willlDlder honest, efficient and economical management and 
.. reasonable expenditures for maintenance of way, struct·ures and equipment. 
"earn an aggregate annual net rallway operat.ing income, equal as nearly 
"as may be to a. fair return upon the aggregate valne of the railway property 
If Ilfsuch carriers held for a:Qd used in the 1:lerviceof transportation". 
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5. The following a.re some of the fact.ors, certain of which must be 
aDd o$hers may have to be, taken into accounil when fixing a rate :-

1. Maximum and minimum charges sanctioned by Government:; 
2. Cost of service :-

(a) Whether traffic 18 .. addirional" or not; 
(b) Whether in train-loads, wagon-loads, or small quantities; 
(c) Relation of bulk of goods to ftight; 
(d) Whether goods are travelling in direction of flow. of 

traffic or not; 
(e) Packing; 
(J) Special faciliy,es required, e.g., quick transit ; 
(u) Risk attendant on transportation; 

3. Increase in value which transportation gives, that is to say, value 
of service to trader-what the traffic can bear; 

4. Undue preference ; 
~. Competition ""ith other railways, roads, seas, and rivers; 
6. ·Value of goods; 
7. Rates charged in similar circumstances; 
8. Rates charged .over other parts of the line; 
9. Whether a reduced rate by increasing traffic will result in more 

net revenue. 

10. Indirect advantage of quoting low rates for commodities such 
as ooal; 

11. The advantage of enabling local industries to compete with 
imported articles ; 

12. The desirability of co keeping every one in business." 

6. The questions 2 (a) whether the traffic is co additional" and (b) 
whether ~i8travelliDg in the direction of the flow of traffic do not arise if 
the goods co6cerned can bear a normal rate. .. Additional" traffic is carried 
at about one third the cost of ordinary tra.ffi.c. It is impossible to say how 
much less the cost of carrying traffic against the flow is than the cost of 
carrying it with the flow. The quantity of traffic is one of the most im
portant factors to be considered. It is impossible to fix accurately the 
difference in costs of moving different amounts, but the greater the amount 
the smaller the cost per unit. The accommoda~ion required is affected by 
the relalli.!)n of the bulk of goods to their weight. Packing has a bear~ng 
both on the amount of space required and on the risk attendant on transpor
ta.tion~ Special quick tra.ns\t obviously adds to cost. For most commo
dities ilhe risk attendant on ::transportation is sma.1l. In the year ending 
31st March 1926 our gross goods revenue was Rs. 9,26,28,665, and the 
amount of claims paid on aCCQunt of goods Rs. 3,28,325, the latter sum being 
.35 per cent. of the former. It is impossible t-o fix accurately the increase 
in value which transportation gives, even apart from the fact that it is con
tinually changing. In India, it is highJy probable that the value of. the 
service to the trader is genera.lly underestimated. The policy in rating is 
often bot so much to quote. rates whioh the traffic can bear as to refrain 
from quoting those which the traffio cannot bear. The danger of giving 
undue preference has consta.ntly to be guarded against and the task is made 
more difficult by its being impracticable to define it. The question is dealt 
with in chapter VII. Fixing rates affected by competition is more easy 
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than fixing others, for where competition is concerned there is more definite 
data on which 110 decide. The value of goods is one of the most important 
considerations in fixing a rate, for the service to the trader by the transpor
tation of highly priced goods is much greater than that afforded by the 
conveyance of those of low price. There is great range in quoting rates 
for costly commodities. Rates charged in similar circumstances and thoRO 
operating over other parts of the line are useful aids in fixing rates for 
commodities carried under similar conditions. Whenel'Cr a new rate is 
being considered, the question of whether net revl"nul" will be incfCased bv 
its quotabion arises, though this is not always the immediately determining 
factor. It is frequently desirable to reduce present profits in order that 
more may be made in the future. The carriage of coal at low rates stimulates 
the production of manufactured articles, which are carried at relatively 
high rates, and may keep collieries in being, 'With attendant paRsengcr traffio 
and goods traffic arising from demands for commodities for the URe of the 
workers and their dependents. It is necessary to take proper measures to 
assist indigenous industries. Provided they are not uneconomically suppor
ted, this policy is good both for the railway and for the public, the interests 
of one being those of the other. It is to the advantage of a railway "to 
keep every one in business" if no economio law is broken thcreby. It 
is clearly better to get some slight gain by quoting low rates than to get. 
none at all through omitting to quote them. 

7. It is necessary to explain what is meant by "additional" traffic 
in the preceding paragraph. Additional traffic is that which can be carried 
at the" dependent" cost without loss. In Notes on G. I. P. Railway 
Statistics, January 1926, the dependent cost is defined to be "that part 
of expenditure that is dependent on a moderate variation in the number 
"of train or ton-miles. The word' moderate' is introduced to prevent 
... dependent' cost being stretched to cover cases where the variation is 
"large enough to enforce a change in railway policy, for if the volume of 
"traffic increased so llirgely as to cause an alteration in policy, many more 
"items of expenditure might be affected than are affected by a moderate 
.. increase; there is no practical difficulty in this limitation of meaning, 
.. indeed the limited meaning is the only one required for every-day use, 
" in order to answer the question-what will it cost to run an additional 
" particular train now 1." The expression" a change in railway policy'r 
might be altered with advantage into "an increase in railway facilities," 
such as the provision of more locomotives or the doubling oj tracks. It 
is clear that unless a railway is working up to its full capacity in every res
pect, increases in traffic can be dealt wilh at a lower operating ratio than can 
the traffic already being moved. If the volume is 80 small as not to cause 
the provision of any additional facilities, the increases can be carried at about 
one third of the cost of traffic already in existence as stated in para. 6. Even 
when it is necessary to provide certain increased facilities, the operating ratio 
will be less tha.n the existing ratio. What the ratio will be is dependent on 
ma:QY factors, the most important of which is the volume of the traffic. On 
this railway we have estimated that over a term of years the operating ratio 
of increased traffic will be about two-thirds of the present operating ratio. 

8. One of the most important considerations to be borne in mind in 
rating is the cost ;, servill;, w!llch is. referred to ~ para. 6. In 1925-~6 ~he 
cost.of hauling a goods vehicl~ one mile was.4O.5 pies and the cost of ha~ling 
a goOds unit (one ton) one mde was 4.73 PIes. These figures were obtamed 
by dividing the total expenses for goods traffic by the total vehicle miles 
and by the. total freight tonmiJes. respectively. By this method all factors 
are, of c.ourae, ~e~ ~t~ :ooo~ ~e figures have the disadvantage of 
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being averages, and of the total working expenses of both coaching and 
goods traffic having been divided between coaching and goods according to 
the ratio existing between the gross ton mileage of all coaching trains and the 
gross ton mileage of all goods trains. It is impossible to divide these expenses 
accurately, and possibly the method adopted is as good as can be contrived, 
but many people think that a. better way is to divide according to the ratio 
of coal consumed on coaching and goods services. The figures are useful 
a.~ general guides. Those applying to this line for the last ten y~ars are 
given below. 

Year ending 31st March. 

... 

Cost of 
hauling a 

goods vehicle 
one mile. 

Pies . 

. Cost of 
hauling a 

goods unit 
(one ton) 
one mile. 

Pies. 

.. _ ... _. __ .. _-----------_-':-_-_..:....._--

1st half year 1917 17.71 2.32 

2nd " 
1917 19.62 2.20 

1st .. 1918 .. 19.67 2.50 

2nd .. 1918 22.09 2.54 

1st " 
1919 25.91 2.64 

2nd .. 1919 29.57 3.04 

1st .. 1920 33.91 3.33 

2nd .. 1920 32.31 3.59 

Year 31st March 1921. . 42.76 4.26 

. , 1922 •• 56.87 5.48 

.. 1923 .. 48.18 5.01 

.. 11124 •. 43.09 4.57 

.. 1925 •. 35.54 3.87 

.. 1926 .• . . 40.50· 4.73 

The principal causes of the great differences are the War, and the varying 
amounts spent in revenue maintenance year by year. 

SECTION II (i) 
, 

Rates quoted for principal commpditiea except coal. 

In" this section are given the rates quoted for certain of the principal 
• commodities carried on this railway, with particula.r& of tonnage and revenue, 

a.nd rates charged at present and in the past,' with pertinent comments. 
• B"oI ..... depmmeu.taI _ale_. 
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2. The commodities selected are :-(a) cotton, full-pressed, half
pressed and loose, (b) piece-goods, (c) grain and seeds, (d) timber, unwrought 
and wood, (e) salt. {f) Kerosine oil, (g) manganese ore, (A) stone, (i) sugar, 
refined and unrefined, and (j) iron and steel. 

COTTON. 

1. • Raw cotton, the va.st bulk of which travels after having been fully 
h:~roo' is by far the most important commodity carried by the G. I. P • 

. way, which transports more of it than any other railway in this country. 
The following statement gives· the tons carried and the revenue earned from 
the year ending 31st December 1901 to the year ending 31st March 1926:-

Year ending Weight Amount Year ending Weight I Amount 
31st December. carried. earned. 31st March carried. earned . ... 

Tons. Ra. Tons. RI. 
0 

-
1901 .. .. 338,443 83,140,035 19140 .. .. 4051,576 98,65,830 

1902 .. .. 312,4.27 73,99,257 1915 .. .. 375,356 85,711,130 

1903 .. .. 351,594 84,407,784 1916 .. .. 501,726 1',13,09,868 

1904. .. .. 296,230 70,11,275 1917 .. .. 350,24.8 79,54,072 
, 

1905 .. .. 4007,858 1,02,08,262 1918 .. .. 300,821 85,15,980 

1906 .. .. 363,527 87,23,4.23 1919 .. .. 309,738 73,68,028 

1907 .. .. 387,177 90,96,734 1920 .. .. 4.88,094. 1,27,26,4092 

1908 .. .. 264,945 69,38,072 1921 . . .. 4.20,963 1,20,18,227 

1909 .. . . 362,610 85,91,54.5 1922 .. .. 619,282 1,57,407,00. 

1910 .. .. 370,163 85,93,858 1923 .. .. 4089,321 1,83,17,594 

1911 .. .. 284,960 85,34,11740 1924- .. .. 4.30,930 1,68,94,557 

1912 . . .. 357,185 83,07,948 1926 . . .. 412,266 1.52,75.4.83 

Quarter ending I 166,210 39,43,614 1926 .. .. 397,027 1.38.69.183 

31'!-1913/ 
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2. The maximum rates at which cotton, full-pressed, half pressed 
and loose can be charged over the different sections of this railway are as 
follows:- . 

Cotton, full presSed 

Cotton, half-pressed 

Cotton, loose 

Rates over G.I.P. Rates over Indian Rates over Jubbul
po .... Naini section. section. Midland and Agm-

. . "0" Schedule, 
1 pie per maund per 

mile (Exceptional 
cw.sification). 

At O.B. 6 pies lower 
per maund than 
"C" schedule. 

•• 9th class, 
1 . 25 pie per maund 

per mile (Excep
tional classification) 

h class, 
1 • 25 pie per ma.und 
per mile (Exoep
tion"l classification) 

Delhi Chord sections. 

I 
4th class, 4th class, 
'62 pie per maund '62 pie per maund 

per mile (Ordinary per mile (Ordinary 
cla8sification). cla.esification). 

8tA clas., 6th clas., 
1 • 04 pie per maund' 83 pie per maund 

per mile (Exception- per mile (Ordinary 
nal cw.sification). classification). 

th class, 
• 83 pie per maund 
per mile O.R. 
(Exceptional cIassi
fication). 

6th class, 
'83 pie per maund 
per mile, when in 
minimum quanti
ties of 81 maunds 
only (Exoeptional 
olassification). 

4th class, 
· 62 pie per maund 
per mile, O.R., when 
in minimum quanti
ties of 81 maunds 
only (Exceptional 
cIassification) 

8th class, 
1 . 04 pie per ma.und 
per mile (Ordinary 
olassification). 

6th class, 
• 83 pie per maund 
per mile O. R. 
(Exceptional olassi· 
fication). 

8th clas., 
1 • 04 pie per maund 
per mile (Ordinary 
cIassification). 

The ordinary classifications for (a) cotton, full-pressed, (b) cotton, hall
pressed, and (c) cotton loose are 4th class '62 pie per maund per mile, 6th 
class '83 and 8th clas. 1'04, 
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3. In 1914 the maximum rates were :-

Cotton. full pressed 

Batee over G. I. P .• """0Il. 

Old "Q" ScWvk. 
• 80 pie per maund per mile 
(Exceptional ciaBeification). 

Cotton. hall-pressed. . _ Old 5th c1as8. 
1 pie per maund per mile. 

Cotton. loose .• .• As for cotton. h~lf-pressed 

4. The effect o~ the alterations has been: 

Li. GVM Indiaa Midland -AgraoDelhi Chord IOC ....... 

Old 2nd class • 
• 500 pie per maund per mile 
(Ordinary oiaBeifioation). 

Old 4th class. 
• 833 pie per maund per mile. 

Old 3rd c1ass. 
• 666 pie per maund per mile O.R. 

Old 3rd c1as', 
· 666 pie per maund per mile. 
when in minimum quantit.iea 
of 81 maunds only. 

Old 2nd class, 
· 500 pie 1"'r maund per mile, 
O.R.. when in minimum quanti
ties of 81 maunds only. 

As for cotton, half-p ....... ed. except 
rates having minimum weight 
condition. 

Ootton, Jull-pre8sed. The schedule rate at R. R. has bel.'n increased 
25 per cent. The old 2nd class rate at R. R. has been increased to the new 
6th class rate at R. R. 66 per cent.; while the increase from the old 2nd class 
rate at R. R. to the new 4th class rate at O. R. (there was no O. R. ClaBS rate 
in 1914) is 24 per cent., plus the extra risk to the public. 

Ootton, half-pre8sed. The old 5th class rate 1 pie per maund per mile, 
the old 4th class rate '833 pie per maund per mile, the old 3rd class '666 pie 
per maund per mile at O. R. and at R. R. when in minimum quantities of 
81 maunds, and the old 2nd class O.R. when in minimum quantities of 81 
maunds have all been increased 25 per cent. 

Ootton, loose. The position of rates for cotton, loose, is precisely the 
same as that of rates for cotton, half-pressed, except those having minimum 
weight condition. 

5. Our principle is. invariably to charge our schedule or ClaBS rates 
for all descriptions of cotton except when, on account of competition, we are 
forced to quote station-to-station rates. Further, we always charge from 
G. I. P. Railway stations lower rates to Bombay than are obtainable to 
Calcutta and Kai-achi. when we are in a position to do so. 

6. In pursuance of our policy a great many station-tc-station rates 
Were and are quoted. Most of our cotton is obtained from the Central Pro
vinces and the Berars. We have lost much revenue on account of the lower 
classification of cotton on the Bengal Nagpur Railway, which has had much 
more effect than any other cause in keeping down our cotton rates. Accord
ingly I shall deal with this matter at some length. 

7. In 1894 the Bengal Nagpur Railway obtained special sanction to 
reduce the classification of cotton from 2nd claBS to special class for distances 
over 600 miles, and quoted a rate from via Nagpur to via Asansol of about 
I-7th pie per maund per mile. The effect of this was further to force down 
the G. I. P. rates from Nagpur, and many other stations on the Nagpur
Bhusaval line, to Bombay. We have constantly endeavoured to induce 
the B. N .. R. to raise their rates for full-pressed cotton from Nagpur and 
adjacent stations to Calcutta, because this would be to the advantage of 
us both. From 1s1l September 1918 to 28th, February 1920 the rate for 
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full-pressed cotton from Nagpur to Calcutta was 15 annas 9 pies per maund 
at owner's risk (adjusted class rate). and the B. N. R. were asked to raise 
it to 1st class on actual distance, plus terminals. that is Ra. 1-6-11, on the 
understanding that the G. ,r~ P. rate from Nagpur to Bombay would be raised 
to Rs. 1-9-2. railway risk. and Rs. 1-8-8. owner's risk, fromRs. 1-2-7. railway 
risk. and Rs. 1-2-1 owner's risk. these rates to apply differentially to all 
stations between Nagpur and Borgaon. On the 13th December 1919 the 
B. N. R. made the counter-proposal to raise their rates to Shalimar and 
via Shalimar by 2 a.nnas a maund from 1st March 1920. if we agreed to raise 
our rates from Nagpur and stations affected on the Nagpur-Bhusaval section 
to the same extent. The B. N. R. could have raised these rates by 7 annas 
and 2 pies per maund without exceeding their maximUIIl. We pressed for 
the raising of the rate to the maximum allowable but meanwhile agreed to 
the proposal. 

S. After further discussion the B. N. R. intimated on 30th April 1921 
that they would increase their cotton rates from Nagpur and via to Calcutta 
by about 26% provided the G. I. P. agreed to increase their rates in pro
portion and in future to charge the same mileage rates between via Nagpur 
and stations south of Bhusaval as they charged between via Jubbulpore 
and stations south of Bhusa val if required to do so by the B. N. R. To 
enable the B. N. R. to take this action it was necessary for them to get the 
permission of the Railway Board to the withdrawal of the exceptional first 
class classification for cotton full-pressed at O. R. This was eventually 
obtained. and on the 1st January 1923 rates of Rs. 1-11-4 per maund O.R. 
from Nagpur to Shalimar and of Rs. l-ll-0 per maund O.R. from via 
Nagpur to Shalimar and via and via Howrah were quoted. The G. I. P. 
quoted rates from Nagpur and from via Nagpur to Bombay of Ra. 1-1l-5 
O. R. and Ra. l-U-l O. R .• respectively. 

9. The B. N. R. are still not quoting the highest rate in their power 
from Nagpur to Shalimar. Instead of quoting the full 4th class rate with 
terminals they are charging 4th class rate on the bed-rock difference at rail
way risk and 10% lower rates at owner's risk. We wrote to them on the 
19t·h January 1925 pointing out that by their action they forced us to quote 
lower rates than the traffic could bear. not only from Nagpur but from many 
other stations on the Bhusaval-Nagpur line. Our rates are kept below their 
maximum a~ far aB Murtajapur. They replied in Ma.rch that they regret.ted 
they did not feel justified in doing so. that it was naturally their' endeavour 
to establish a steady traffic in cotton to Calcutta and that though they 
had had one or two good years immediately after the War. the traffic in 
1923-24 showed a very heavy decrease. They said it was possible that 
there might again be a slight revival in the export of cotton from Calcutta 
and it was not therefore in their interests to imperil this revival by an 
enhancement. however small. in their rates. 

10. We pointed.out in return. that the suggested increase in the rates 
would not cause the slightest reduction in the amount of cotton grown. and 
that as the proposal was for us both to raise our rates,the destination of the 
cotton could not be affected. and that therefore their agreement to the 
proposcd enhancement would in no way jeopardise the possible revival in 
the movement of cotton to Calcutta. They replied regretting their inability 
to agree to our proposal. We are again trying to persuade them. 

11. The principal other quotations of station-to-station rates are 
necessitated by the B. B. & C. I. and E. I. Railways having the ordinary 
classification for cotton. Certain rates are necessary on account of cart 
competition. 
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12. The Bombay Millowners gave a staooment 110 the Tariff Board, 
Cotton Textile Industry Enquiry, in which the request. was made that railwar. 
rates should be reduced as .. railway freight has gone up since the War. ' 
The railway charges on cotton have increased 5311%. This figure has been 
arrived at by ascertaining the charge per ton-mile in 1914-15 and comparing 
it with the present charge. The increases in the prices of different varieties 
of cotton are shewn in para. 16, and on the average are greater than the 
increase in railway charges. 

13. It is necessary to explain why the G.I.P. Ra.ilway is .allowed to 
charge exceptional rates for cotton. Cotton is a very valuable commodity, 
the railway charge represents a small proportion of its cost to the consumer, 
and there is no dotlbt that it can bear the charge levied. A special meeting 
of the Committee of the Bombay Chamber of Commerce, was held on 3rd 
January 1902 to enable the members to mee1 Mr. Roberteon, C.V.O., the 
Special Commissioner appointed by the India Office to enquire into the 
administration and working of Indian railways. . Mr. Muirhead, the then 
General Traffic Manager of this railway, asked the members present whether 
if rates for cotton were reduced, it was likely thall business or the area under' 
cotton would be increased. Mr. Zygouras, the head of Ralli Bros., our 
biggest constituents, replied that he did not consider any increase in bURiness 
would follow a deorease in rates, and added that the railway rates for cotton 
had not been considered too high. This was nearly a quarter of a century 
ago, and the maximum rate has only been increased 25 per cent. notwith
standing the enormous increase in working expenses and in the price of cotton. 
It is probably true that rates at the present time could be considerably in
creased without in any way restricting the movement of cotton. No com
plaints about the general level of the rates had been received from the 
merchants up to the time of the Cotton Textile Industry Enquiry. 

14. The area under c6tton in West Khandesh, East Khandesh, Nasik, 
Ahmadnagar, Poona, Sholapur, Satara, Belgaum, Bijapur, and Dharwar, 
which are the districts in British India (excluding the Central Provinces and 
Berar) in which most of the cotton carried over the G.I.P. is grown, has 
increased from a yearly average of 2, 599, 517 acres in the five years ending 
1905-06 to a yearly average of 2,891,072 acres in the five years ending 1923-24, 
an increase of 11 per cent. While in the Central Provinces and Berar the area 
under cotton has increased from a yearly average of 4,536,000 acres in .he 
five years ending 1907-08 to a. yearly average of 4,967.600 acres in the five 
years .ending 1923-24, an 'increase of 9'5 per cent. 

15. The increase in the average tonnage carried yearly in the last five 
years compared with the average tonnage carried yearly in the five years 
ending 1905 is 31'7 per cent. as pointed out in para. 1. 

16. The following figures shew the increase in the price of cotton. The 
first week in July was taken at random. 

W"'I w'" I w... Wook Wook ~ Woo, Week Percent. 

Qua.lity. ending ending. ending ending ending ending ending age in· 
crease of 7-7-18996-7-1900

1
7-7'-1905\8-7-1910\9-7-1915 10·7·20 7-7-1926 7 over 1 . (1) 1 (2) (3) (4) (5) (6) (7) 

RB. RB. RB. RB. RB. RB. RB. 

Broach M.G. Fine . 167 234 242· . 297 214 451 ~~35 99 
Amraoti M.G.Fine 134 216 212 283 188 280 ~ 

120 
Kha.ndeeh M.G. 128 224, 20' 266 156 254 103 

Fine. 
242 ~55-26f: 96'6 BengaJs M.G. Fine 131 205 198 272 188 

DbarwarS.G.Good 144 231 238 300 210 491 339 136'4 

I .. 



93 

17. The vetry low general classification of the old 2nd class (cotton is 
now generally classified at 4th class) was adopted from the classification 
of th~ E.I. Railw:ar, which administration has its rates for cotton kept down 
by nver com:petltion. ~d '~as constructed and is operated very cheaply. 
Even had a higher classification been allowed the E.!., little use could have 
been made of it, and as that railway carries onI'ya comparatively small amount 
of cotton, the matter was of little importance to it. Cotton is the most 
important' commodity carried on the G.I.P., which is not alone in being 
allowed to charge exceptional rates for it. The higher classifications allowed 
over parts of the G.L.P. Railway for hall-pressed and loose cotton naturally 
follow the higher classification of full-pressed cotton. It is necessary to 
charge cotton. other than full-pressed, at higher rates to induce pressing 
before transport by rail, thus enabling transport facilities to be employed to 
the best advantage. 

18. It is essential for this administration to retain special facilities 
fOl' ()harge where such are justifiable. The cost of service must be taken 
into consideration when fixing a rate, for it is impossible to determine t,he 
reasonableness of a rate without regarding the eltpenses of operation and a. 
fair return on capital. The G.I.P., owing to the ghats leacijng up to the 
tableland of India and other heavy gradients, and to its distance from the 
collieries which supply it, has been put 1;0 heavy charges for construction and 
is costly to operate. The financial position does not admit of cotton rates 
being reduced without rates on other commodities being increased. Even 
if this were not so, the present cotton rates should be retained, and any 
surplus employed in the reduction of rates on commodities the movements 
of which can be stimulated. The average year~y interest earned on the 
capital at charge of the G.I.P. from the year endUlg 31st March 1914 to the 
year ending 31st M'arch 1926, both inclusive, is 5'04 per cent. 

19. The reduction in rates, which would have followed the adoption 
of the general classification for full-pressed cotton, would have been equal 
to a very small fraction of the fluctuations in the price of cotton which conti
nually occur, and to illustrate what these fluctuations may mean, the follow
ing example may be given. A firm, say on the 22nd December last, instructed 
their II-gents to buy cotton in Murtajapur, when the price for Fine Berar 
Cotton was Rs. 33-7-6 per maund in Bombay. By the 25th January, the 
price had risen to Rs. 37-2-1 per'maund, a di.fIerence of Rs.3-1O-7 in favour 
of the buyer. The present railway freight Murtajapurto Bombay is Rs. 2-0-10 
per maund. If the ordinary classification for cotton had been adopted, it 
would have been Rs. 1-4~11 per maund, and a difference of Rs. 0-11-11 per 
maund would have been lost to the railway without affecting the movement 
()f the traffic. The same remarks apply to cotton for other localities. 

20. It must always be remembered that the G.I.P. Railway is prevented 
from taking full advantage of its exceptional classifications for cotton of 
various descriptions becaUBe of adjacent railways having l~wer classifications, 

21. Cotton is grown all over the G.I.P. though much the greatest 
production is in the places mentioned in para. 14. The N.G.S. Railways 
send very large quantities via Manmad, the Barsi Light Railway despatch a 
considerable amount via Kurduwadi, and a good deal is received via. M & S.M. 
Railway junctions. The great mass goes t() Bombay where in a nonnal 
year one third of the amount received is used in the local mills, the remainder 
being exported mostly to Europe and Japan. • 
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COTTON IN FtJLL.PRESSED BALES. 
Receipu at and exporu/f'Ofn Bombay port, also m,ll cO'MUmption ill the [(lEarul 

oJ.BtYmbay. .' ."'_' .. ' .. 
Beaipt ... , .: ". "., ,'" 

Year endiDg lUst Aug. I 
- .. -, .... .-, ",-,' 

1913 ' , 2,733,000 46,000 2,779,000 
1914 , 3,733,000' 6,~ 3,739,000 

tDll> 2,683,000 6,000 11,688,000 

1916 3,133,000 6,000 3,139,000 ' 

1917 3,103.000 17,000 3,120,000 

1918 2,279,000 27,000 2,306,000 

1919 2,625,000 18,000 2,643,000 

1920 3,405,000 22,000 3,427.000 

1921 2,763,000 116,000 2,879,000 

1922 ~53,ooo 109,000 3.462,000 

1923· 3,580,000 61,000 3,64\,000 

19241 3,199,000 93,000 3,292,000 
1925, 3,539,000 95,000 3,634,000 

Tota.l . 40,028,000 621,000 .1 40,649,000 

Export. 
, 

[Bombay M' Year ending 31st. Europe. China ana Elsewhere. r"tal. 
August. Japan. tOl18Umption. , 

ill 

1913 . . .. .. 534,000 1,023,000, 30,000 1,587,000 ·1,072,000 

1914 .. .. .. 1,301,000 1,Z45,000 24,000 2,510,000 1,078,000> 
• 

1915 .. .. .. 405,000 1,441,000 15,000 1,861,000 1,026, ()()()I 

1916 .. .. _ . 294,000 1,691,000 1,00& 1,993,000 l,0ll6,()()(); , 

1917 .. .. ... 30.2,000 1,321,000 7,000 1,630,000 
; 

1,135,()()() 

1918 .. .. .. 293,000 1,213,000 7,000 ",513,000 1,068,000 

1919 .. .. .. 195,OOO 885,000 11,000 1,091,000 1,000,000 

1920 .. .. .. G29,OOO 1,579,000 24,000 2,232,000 957,0001 

1921 .. .. .. 494,000 1,381,000 26,000 1,001,000 J,06J,O()() , 

1922 .. .. ..' M5,ooo 1,896,000 52,000 2,593,000 1,074,000' 

1923 .. .. .. 851,000 2,os6,OOO 53,000 2,990,000 1,060 ,()()(); 

1924 .. .. .. 1,104,000 1,.558,000 113,00& 2,715,000 821,0()() 

1925 .. .. .. 713,000 2,021,000 33,00& 2,'67,000 996,000 

.. Total .. 7,700,000 19,340.000 343,OO~ 27,443,000 13,443,000 
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Cotton is despatched via Nagpur fo~ the- mills on the B.N.: Railway and f~ 
export principally to Japan, Last 'Year. 10&.345 maunds were. sent via
Nagplll'. Besldes the destinations mentioned above cotton is sent to the 
following towns on theG.I.P. for use in the spinning and weaving mills: 
Sholapur. seven mills ; Gu1barga. one; Kurla. two: Burhanpur. one; Chalis
gaon, one; JaJgaon. two; Am.a.Iner, one; Akola, two; Badnera, one; l'uIga()n. 
one; Hinganghat, one; Ellichpur. one; Nagpur, two; JubbuJpore, _ one; 
Ujjain, three; Cawnpore, seven; Morar Road, one, and Agra five. Nearly 
all cotton is ginned and fully pressed before it trave~ over this railway. 
There are 27 gins and 11 presses on the Sholapur Division. 334 gins and 169 
presses on the Bhusaval Division, 37 gins and 8 presses on the Bina Division 
and 23 gins and 23 presses on the Jhansi Division. 

PIECE GOODS, COTTON OR WOOLLEN. 

1. The term " piece goods" includes book-binding cloth. broad cloth, 
calico, cambric, cotton velvet, flannel hosiery, khadi or khadder, linen. lois, 
mull-mull, muslin, puggries, thread cotton or woollen, flax or hemp; turbans, 
twist, cotton or woollen, flax or hemp; and yarn. . 

2. The following statement gives the tons carried and revenue earned 
from the year ending 31st December 1901 to the year ending 31st March 
1926. 

Ye .. r ending. Weight Amount Yeo.r ending Weight Amount 
31st Dec .. carried. ....med. 31st M .. rcb. carried. earned. 

Tons. Rs. Tons, Ra. 

I Tons. Ra. 
0 

Tons. Rs. 
, 

1901 .. 68,322 15,16,466 1914 .. .. 127,443 ;15,19,154 , . 
1902 .. .. 61,452 13,72,068 1915 .. · . 119,847 23,44;414 

1903 .. .. 68,382 15,04,643 1916 .. · . 141,651 27,93,705 

1904 .. .. 73,802 16,08,309 1917 .. .. 145,819 28,33,636 

19011 .. .. 81,494 17,03,680 1918 .. .. 153,460 31,84,074 

1906 .. .. 83,804 17,42,040 1919 .. .. 136,578 33,27,445 

1907 .. .. 96,098 22,16,145 1920 .. .. 129,309 33,34,019 

1908 .. .. 98,525 22,23,437 1921 .. · . 122,410 33,91,485 

1909 .. .. 106,625 25,20,520 1922 .. .. 145,688 43,92,295 

1910 .. .. 112,871- 28,16,374 1923 .. .. 130,619 48,82,999 

1911 .. .. 111,364 22,72,063 1924 .. .. 123,431 44,52,465 

1912 .. .. 128,947 25,94,805 1925 .. .. 133,352 I 44,32,517 

Quarter ending 
31·3·13 28,889 5,74,409 1926 .. .. 155,637 47,15,051 

The inorease in the average carried yearly in the last five years compared 
with the average canied yearly ~ the first live years ~ 94 per cent, 
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3. The ma.nmum ra.tes a.t which piece goods, cotton or woollen, C&D be 
charged over the different seotions of this Ra.ilway are as follows :-

Commodity. 
Rates over the 
G. I. P. Section. 

Rates over the 
Indian Midland and 

Agra.Delhi Chord 
sections. 

Rates over the 
Jubbulpore.Naini 

section. 

! 
Piece goods, cotton or" 0 .. sckeduk, 6th Cla88, 6th cla8., 

woollen, in bales, pros, 1 pie per maund per . 83 pie per maund' . 83 pie per maund 
packed and bound mile. per mile. I per mile. 
with iron bands or (Exceptional classi· (Ordinary clM8ifica· (Ordinary cl .... ifica. 
packed in boxea or fication). tion.) I tion.) 
cases. 

At O. R. 6 pies lower 4th Cla88, 4th Cla88, 
than "0" schedule. . 62 pie per maund • 62 pie per maund 

per mile, O. R. I per mile. O. R. 
(Ordinary oIassifica· i (Ordinary classifica. 

tion.) ,tion.) 
Piece goods, cotton or 8th cla88, 8th cla88, 8t1. cla88, 

woollen, not pre.. 1'04 pie per maund . 1'04 pie per maund 1'04 pie per maund 
packed, nor packed in per mile. I per mile. I per mile. 
boxes or CMes. (Ordinary cllU!8ifica,., (Ordinary classifica. (Ordinary olassifica. 

tion.) I tion.) tion.) 
The O.R. classification 6th Cla88, 6th class, 

6th class . 83 pie . 83 pie per maund . 83 pie per maund 
per maund per per mile, O. R. per mile, O. R. 

mile does not apply (Ordinary classific.... (Ordinary classifica. 
tion.) tion.) 

The ordinary classifications are:-
(a) Piece goods, cotton or woollen, press packed, etc., 6th class, R.R., 

·83 pie per maund per mile, and 4th class O.R. . 62 pie per 
maund per mile; 

(b) Piece goods, not.press packed, ete., 8th class 1·04 pie per maund 
per mile, and 6th clas~ O.R. . 83 pie per maund per D;lile. 

4. In 1914, the maximum rates were:-

Rates over the Indian Mid· 
Rates over the G. I. P. section. land and Agra.Chord 

Commodities. 

Piece goods, cotton or wool. Old .. Q " 8ckeduk, 
len, in bales. press packed . 80 pie per maund per mile. 
and bound with iron bands (Exceptional classification.) 
or packed in boxes or cases 

Old .. N .. • ckedule. 

Milee. 
pie per 

maund 
per mile. 

476 to 650 .. ..'44 
651 to 900 .. .. '333 
901 and beyond . . '25 

At O. R. D. 476, subject to 
differential rule M to distance 

(Exceptional cllU!8ification). 
(a) over the G. I. P. eection : 
(b) From any station (exce~ 

Bombay) on the G. I. P. 
section to.stations between 
Barwa Saga.r and Mataundh. 
both inclusive. . 

sections. 

Old 2nd cla8s. 
• 600 pie per maund mile. 
(Ordinary cIas8ification). 
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Pi ece goods, Clotten or wool
len, not preos po.oked, Il<lr 
peeked in boxes or caaes.. 

,- .. 
. Ratea Offer the Indian Mid-. 

j:!.a'ea~vertbe_G. LP; _Wm. !&Dd andAgr&-Cliord . 
secttoll8, 

~l4 J. .~" Ie~ - - . f 
• 60 pie per maUDCl, per mile •. 
From Jubbulpore and Ilia to 

..... ltaNi and ~ n .. Khalld
we. and.nee Ilel'BfJ, and to "i .. 
Itarsi and to flits Jubtml. 
pore ........ atatiOlllil OD tile 
G. I. P. _tion 

~Ex8.ptional cla.ssifioation •. l 
Qld .. q " ae1tdak, 

'SO pie per m&oud per mile. 
(ERllption&l·cle .. ;fio8 tion..) 

.-
I Old Srrl tUu~, 
I '666 pie pep maand per 

mile. 
I (CRdinary oalsailieation.) 

The ordinary classifications were :-
(a) Piece goods, cotton or woollen, press packed, etc., old 2nd class, 

'500 pie per ~aund per mile; . .. . 
(b) Piece goods, cOtton or woollen, not press packed, etc., old 3rd 

e1a1iS, '666 pie per :m&Wld per mile.· . 
5. The effect of the alterations has been :-
(a) The schedule rate for piece goods, cotton or woonen, press packed, 

over the G.LP. section has been increased 25 per cent. The 
old schedule" N" at O.R. has been cancelled. Over the rest 
of the system the (lId class rate at R.B.. has been increased 66 
per cent., while the increase from the old class rate at R.R. to 
the new class rate at O. R. is 24 per cent_, plus the extra ris-k 
to the public; • 

(~) The class rate for piece goods, cotton or woollen, not press packed, 
over the. G.Lt>, section has been increased 3Q per .cent. and 
over the rest of the system by 56 per cent., while the increase 
from the- old 3rd class rate at R.R. to the new 8th. class rate 
at RA is 56 per oent., and to the new class rate at·O.R. (not 
ava.ilable over the G.I.P. section} is .25 per cent.·, plus the extra 
risk to the pulilic. . .. 

6. We always charge om schedule or class rates for piece ~oods, except 
when on account of competition we are obliged to charge statlOn·to-station 
ntes. On .account o~. our. exceptional powers (If charge over the G.I.P. 
'l;!eotion there are many station-ta-station rates in our tariff. . 

'l. Station-to-station SMell for pi_ goods have been increased on 
,accOWlt of competing railways mcrea.sing their rates, thus enabling the G.LP 
to bring their rates nearer the normal-level. . It mllBt be emphasised that the 
pieoe goods aDd the cott9n Btatiou-to-station rates are deviatiQJl& from the 
normal an<lthat an increase inthem. should;not. be regarded as a. hardship, 
seeing that, whatever the inorease may be, the rate· does not exceed the normal. 
Every station-to-statiop. rate quoted for pie~ goods and for ootton is an 
advantage to the merchants, which they obtain iI.s the result of competition. 

S. The railway cllarges on piece goods bave incree.sed: 50'4 per cent. 
since 1914-15. This figure has been arrived at bya.soenaining the charge per 
ton-mile iv. 1914-15 and.oomparing it with present chargeo. The prices of long 
cloth and 20s. yarn have increased by 79 and 72 per celd .. zeepectively, but for· 
8~vera1 years during the period uiUter review'theiz· priees were very much 
higher than at present. The prices of long clot&. and jj' 201t. ,.~ at the 
peak-~Au~ .~18'. ~ over-306'1JI!Il: omt. a1xrre .l91~ p~ 

• • .>' •• - - ... - -_. -. -



, " "9. It is D,eoossa.ry to explain why tne G.I.P. Railway is allo'\\'ed {() 
<;ha.rge exceptional rates for piece goods. It will be observed that many of 
the arguments in j1l!!tification of the exceptional rates for cotton are applicable 
to those for piece goods. 

1(i. Piece goods, twist I!Jld yarn are very valuable commodities a.nd the 
railway charges represent a small proportion of their costJ to the consumer. 

11. ltJ is essential financially for the raUway to retain exceptiona I 
charges. , . 

12. The manufactured article is not charged more than the raw material. 
13 •. No complaints about the general level of the rates have been 

received from the merchants up to the time of the Cotton Textile Industry 
Enquiry now in session. 

14. The prillcipal centreS for the distribution of piece goods on this 
Railway are Bombay, where there are seventy-seven cotton mills and a big 
import trade, Cawnpore and ShoIapur. Piece goods are also despatched 
.from the other towns of this Railway possessing mills shewn in para. 21 of 
section IT (i) and are brought on to the line in large quantitJies from Ahmeda
bad, and in comparat.ively small quantities from Calcutta and Madras and 
via M. & S. M. Ry. junctJiODlf. 

GRAIN. PULSBS AND SEEDS. COMMON. 
1. The fonowing is a statement shewing the weight carried and amount 

earned yearly for grain, pulses and seeds, common, from the year ending 31st 
December 1901 to the year ending 31st March 1926. 

Year ending Weight I Amount Year ending Weight Amount 
31st Dec. carried. earned. 3rst March carried. earned. 

Tons. Re. Torur. Re. 

1901 .. .. 1,438,391 1,29;79,664 1914 .. .. 2,016,543 2,03,47,837 
1902 .. .. , 1,316,323 1,40,80,845 1915 ' .. .. 1,591,773 1,41,78,744 
1903 · . .. 1,395,952 1,55,94,338 1916 .. .. 2,079,681 1,90,26,832 
1904 · . · . 1,491,776' '1,64,25,467. 1917 .. .. 1,862,034 1,79,46,989 
1905 · . .. 1,414,695 1,36,83,644 1918 .. -. 1,831,594 1,84,15,465-
1906 .. .. 1,384,579 1,20,55,734- 191~ .. .. 2,225,023 2,36,40,372 
1907 · . .. 1,544,144 1.42.24,004 1920 .. .. 2,128,968 1,97,78,746-
1908 · . · - 1,091,132 1,00,88,613 1921 .. .. 1,988,776 2,27,55,800 
1909 .. .. 1,320,824 1,22,50,090 192Z .. .. 1,875,335 2,26,35,914 
1910 .. .. 1,475,948 1,48,05,157 1923 .. .. 1,711,778 2,24,66,978-
1911 .. .. 1,850,144 1,79,86,D97 1924 .. .. 1,901,876 :1:,53,96,063 
1912 .. .. 2,161,642 2,13,71,465 1925 .. .. 2,187,059 2,97,51,041 
Quarter ending 

31-3-13. · - 534,529 56,/Itl,409 1926 .. -. 1,934,598 2,45,96,9U 

. 
2. The maximum rate at wmch gram, pulses and seeds, common, arE!' 

charged over this railway is, C/B C/J schedule, the bases of which are as 
follows :-

C/B.* 
C/Jt· 

Any distance 
1 to 150 miles 

plus 
,~ , 

.p 

151 to 250 
plus 

251 to 500 
'plus 

501 too 700 ,p 

plus 
701 and beyond 

This is It combined schedule. 
; • 1101 distu008 up 10 300 ~ , 

·333 pie per maund per mile. 
'380 ..' " 

'333 JJ " 
·200 pp .. 
-130 " ... 
-lOO .. JJ 

. ,~ I 

7 

- . t For diltallCeo 300 JDiIiof .!IIl.v .... - - - .. 1 



The oidili¥'Y-eLi.s8it1cation {or grain, pu1Ses: ud ~edlr. ~ommon. .is 1st 
class • 38 p16 per maund per mile,. R.~ , . . 

3. In 1914, the malPmumratea we~e at Jsbhedule, the ba..i!es of which 
were as follows :- . . '. . 

1 to 425 miles 
426' 'to 700' ", • 
701 a.nd beyond 

'333 pie per maund per mile. 
., -25 " .. 

'15 .. .. 
Differential rule as to distance applied. .The ordinary classification 

was 1st class '333 pie per maund pet mile at R.R. 
• 

4. There has been an inorease of from 14 to 46 percent. for distances 400 
miles and over. Much of the long distance traffic. however. is carried at 
station-to-station rates. . 

5. The reasons for increase in .these and other rates are set forth in the 
enclosure to this chapter. . . 

6. Grain and seeds are grown all over the G.I.P •. Railway, jowar and 
bajri being the staple food of most of the people served by this railway. 
They are also imported in great quantities from Cawnpore and via, and via 
Delhi. 

7. The increase in prices, during the last 20 years, is estim:ated as 
follows :-

Gingelly seed 
Linseed . 
Rapeseed 
Wheat 

about 90 per cent. 
.. 110 .. 
.. 50 .. 
" 110 .. 

TIMBER UNWROUGHT, AND WOOD. 

1. The following is a statement shewing the weight carried and amount 
earned yearly for timber, unwrought, and wood from the year ending 31st 
December 1901 to the year ending 31st Ua.rch 1926, 

Year ending I Weight. 
3lat December. carried. 

Tons, 
1901 .. .. 154,281 
1903 . . .. 155,245 
1903 .. .. 162,238 
1904 .. •• 166,737 
1905 .. .. 165,751 
1906 .. .. 188,998 
1907 .. .. 170,944 
1908 • • • • 160,505 
1909 .. .. 161,343 
1910 .. .. 158,599 
1911 .. .. 172,591 
1912 .. .. 164,611 
Quarter ending 

31st March 1913 . ' 60,624 

: 

,
Amount 

. earned. 

Re. 
4,66,099 
6,19,653 
6,00,917 
6,00,009 
6,84,293 
7,47,043 
6,05,'182 
5,85,305 
6,18,668 
6,75,896 
8,14,720 
~,95,743 

2,53,142 

Year ending 
31st March. 

1914 · . 
1915 · . 
1916 •• 
1917 •• 
1918 · . 
1919 .. 
1920 .. 
1921 .. 
1922 .. 
1923 .. 
1024, .. 
1926 .. 
1926 .. 

.. .. .. 
•• .. .. .. .. .. .. .. .. 
.. 

Weight 
ca.rried. 

. . 

Tonl!; 
165,443 
161,221 
165,499 
175,309 
234,966 
294,679 
233,419 
212,616 
223,195 
241,632 
243,029 
170,789 

109,371 

I 
Amount 

. . earned • 

/. , ·Rs 
7,48,426 
6,86,992 
7,08,442 
9,10,381 

·14,88,101 
19,75,473 
12,34,761 
9,37,826 

·10,66,420 
'12,57,689 
11,69,769 
9,08,590 

11,30,012 

... . -
.. ' . :. 
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2. ,The maximuM ~ .. at B.~ aDd at o.B..WB/16"'\01I8a whiohoan 
be charged on the G.I.P. Railway. are as foU01I'8I- .'"., 

1st claSll·38.pie maund per mile. 
• ct R .. schedule ail O.R. t WRfl6 tODIt L. 

1 t{) 100 miles •• Re. 0 8 0 pet wagon per mile. 
. . plll& . 

101 to 200" .." 0 l' Q 
" plus' 

• • .. O 50 •. 201 to 300· .. 
plus 

'301 and over .. .. 0 4 8 
3. In 1914 tire maximum rates were:-

IsfI olass R.B. '333 pie per maund per mile. 

" .. 
.. .. 
,> .. 

.' 
• Old Z/1 sehedule O.R. 

1 to 100 miles 
plus 

•• Re. 0 7 0 per wagon per mile. 

101 to 200 .. •• .. 0 6 0 " .. 
plus 

201 and over .. .. 0 4 0 .. .. 
The ordinary classification was lsll class '333 pie per maund per mile. 

4. The traffic carried at 1ihe first class rate bears a.n increase of 14 per 
cent., and that carried at the schedule rate from 14 to 18 per cent. 

5. Some statiorl-to-station rates are quoted from Bombay to suburban 
sta'iQlUl and to Agr~"Qnd W" .. a.n~ Delhi and via and from Qne or two up
country stations. 

6. The chief points of distribution are Bombay for timber imported 
from Burmah and Malal>a.r. stati~na on the. KaJ.yan·Khopoli and Kalyan. 
Kasara sections. stations on'the ltarsi·Nagpur Railway> tIia Poona, via 
Jubbulpore (RN), via Itwari, and via Nagpur • 

• 
SALT N,.o.C. 

1. The following is a sflatement. she~ the weight carried and amount 
earned :rearly for salt.N.O.C. from the year ending 31stDecember 1901 to the 
year ending 31st Mareh. 1926.. . 

-Year ending [. Weight Amount Year ending I Weight AmOlJllt 
31st December. carried .. eamed. 3ls& MaroIo. carried. -.-t. 

Tons. lie. t I TOIII!. &. 
1901 .. .. 192,022. .8,44,S76 119U . . .. 259,91'% 23,00,:141 
1909 .. .. 177,300- n,lO,22'l 11911i o • H 267,184 24,20.418 
1903 .. .. 119,515 17,41,231' 1916 .. .. . 285,325 25,98,201 
Ilm. 

, 
187,585 18,01,942 ~~17 213,619 24,61.204 .. .. .. .. 

1905 .. •• 2l>*.055 · '19,76.396 918 .. .. 210,848 · 25.M,I~'J 
1906 .. .. 221,11i3 · . 21,30,410 ~91' .. .. 330,315 29.46.061 .. . . · . . , . 

l~ , .. •• 115,009 · '16.86,959 1900 .. '0 211.109 · ·25.43.051 .. .. 244,ltl0 · '22,8~,53e 1921 .. '0 224,616 ·22,26,286 
19Q!l .. 

',~" t 
247,797 · '23,0& •. 996 §zt .. .01 244.'Z36 25,33,638 

101(1 .. , 253,lS5 · • 23,7ft.'75-'l !le) .. .. 213.871 · .32,37,M4 .. 
lOll .. .. , 248,632 · , 22,93,,336 lfJU .. ' ... 186,813 · .22,01,210 
10lt , 259,026 ··23,Sf.m 119U .. .. I 280,223 · ·33,41,29t) .. .,. 

..1 Qua,rtef ending , .. .. .. 
. ~lBUIarcbl1ll3 _ 84.«11 7,89.866 lOOt .. 240,594 .28,18,929 .. , , I .. . 

• - . i. The eehedule .. f8.te .0,11 whieh II&lt; N.O.C. 10& charged from Konkan 
~tionB {Bombay to. Kasara ~nclusive and Kalyanto Kbopoli inclusive), 

• Not applieable from Bombay nor from .... jubbalpore DOr .... I.,...;. 
t A note siviDs meanipg of cliBerent symbala la included in ApJ'OAdis .. G." 
• 
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including t'ia Dadar, to stations Igatpuri and Lonavla and beyond and. via 
is schedule" K " R.R. W /400 L, the bases of which are as follows :-

1 to 300 miles • 35 pie per maund per mile. 
plus 

301 to 400 " 
plus 

401 to 500 " 
plus •• 

501 to 600· " 
plus 

.. 

.. 

'30 " " 
'25 " " 
'20 " " 

601 and beyond '10., " 
From other stations it is charged at 1st class '380 pie per maurtd per mile 
R. R., which is the ordinary classification. . . 

3. In. 1914, the maximum rates for salt N.O.C. from Konkan stations, 
ineluding via Dadar, to stations Igatpuri and Lonavla and beyond and via 
were as follows :-

Old schedule Cl 0 " 
W/270 

1 to 150 miles 
151 to 400 " 
401 to 800 " 
801 and beyond 

'33 pie per maund 
,'30 .... 
'25 
'20 " 

" Differential rule as to distance applied. 

per mile. 

" 
" 
" 

From other stations it was charged at first class . 333 pie per maund per mile. 
The general classfiication was old 1st class '333 pie per maund per mile .. 

4. The present schedule bears an increase ranging from 6 to 35 per cent. 
for distances up to 400 miles, fQr distances beyond it falls off gradually by 
20 to 28 per cent. The traffic carried at the'lst class rate has to bear an 
increase of 14 per cent. 

5. Large numbers of statron-to-station rates are quoted chiefly on 
account of competition with salt producing stations on other lines. 

6. The chief points of distribution are Wadala, Ghat Kopar, Bhandup, 
Nahur, Thana, KhoJloli and via Dadar (Bhayander), vw.Ujjain «Pachobadra) 
'. 7. It is estimated that the price of salt in the last twenty years has. 
decreased a.bout 30 per cent. ' 

KEROSINE OIL (NOND-ANGEROUS). 
1. The following is a statement shewing the weight carried and amount 

earned yea.rly for kerosine oil (non-dangerous) from the ye{U' ending 31st 
December 1901 to the year ending 31st March 1926. 

Year ending Weight Amount Year ending Weight Amount 
S1st Deoember. carried. earned. 31st March. carried. earned. 

Tons. Ra. Tons. Ra. 
I 

1901 .. .. 53.452 7,05,748 1914 .. " 84,480 12,20,615 
1902 .. .. 45,811 6,48,754 1915 .. " 89,454 12,55,049 
1903 .. " 47,085 6,59,833 1916 " .. 94,144 12,10,870 
1904 .. .. 46,351 6,64,513 1917 " .. 102,469 12,61,894 
1905 .. .. 55,998 7,69,924 1918 .. " 91,074 11,84,259 
1906 .. .. 62,502 8,82,118 1919 .. .. 81,366 1O,62,13-l 
1907 .. .. 67,045 9,54,553 1920 .. " 109,911 16,15,877 
1908 .. .. 63,725 9,10,225 1921 .. .. 85,377 15,65,287 
1909 .. .. 68,257 9,52,573 1922 .. .. 95,086 19,72,254 
1910 .. .. 77.008 10,72,720 1923 .. .. 91,789 20,50,189 
1911 . . . . . 83,624 11,14,008 1924 . . .. 92,782 20,50,230 
1912 . . 
Qua.rter ending 

.. 80,974 11,30,416 1925 .. .. 107,149 24,21,601 

31st March 1913 20,118 2,89,640 1926 .. .. 109,169 25,14,475 
• 

• 
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2. The maximum rate at which kerosine oil (non-dangerous) ean bp. 
charged on this railway is 6th class R.R., '83 pie per maund per mile. It is 
charged at this rate when booked from the following stations and via.:-

(1) From Raichur and via, DeW and via, Muttra Junction and via 
Sholapur, Hotgi and via, and Tilati ; , 

• 
(2) From all stations between Nagpur and via, and Dhamangaon 

(both inclusive) including Wardha-Balharshah branch; 

(3) From all stations between Jubbulpore and via, and Piparia. (both 
inclusive) ; 

(4) From all stations between Katni-Murwara and' via, and Saugor 
(both inclusive) ; 

(5) From all stations betweP.n Manikpur and Jhansi (both inclusive) 
including Cawnpore-Banda Railway; 

• (6) From all stations between Agra and Gwa!ior (both inclusive) 
via Idgah (Agra), via Jumna Bridge; , 

(7) From all stations between Cawnpore and via, and Chirgaon (boih 
inclusive) ; 

(8) From all stations between Ujjain and via, and Bhopal (both 
inclusive) ; 

(9) From via Parasia. 

Over other portions of the line it is charged at 4th class RR. '62 pie t'Cr 
maund per mile and at 2nd class O.R. ·42 pie per maund per mile . . 

3. In 1914, the maximum rate was the old 3rd chLss R.R. '666 pie per 
maundper mile (exceptional classification) and was charged when booked 
from stations and !!ia, vide clauses (1) to (8). para. 2 above. Over other 

. sections of the line it was charged as follows :-

2nd class . 500 pie per maund per mile R.R. 
1st .. . 333 " "O.R. 

Schedule" K" for distances 476 miles and beyond O.R. (Sliding scale):-
476 to 650 miles ·33 pie per maund per mile. 
651 to 900 ,,'25 " .. 
901 and beyond '20 " " 

Differential rule as to distance applied. 

4. The effect of the alterations in class rates has been an increase of 25 
per cent. The traffic carried formerly at the" K " schedule rates at O.R. is 
now charged at the 2nd class rate at O.R. which increase when worked for 
distances upto 600 miles, ranges from 29 to 55 per, cent. 

5. The chief point of distribution is Bombay, which serves practically 
all the G.I.P. except the section Jubbulpore-Naini 

6. The price of kerosine oil from America is estimated to have increased 
in the last 20 years about 60 per cent., and the price of Burmah oil about 175 
per cent. 
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MANGANESE ORE. 

1. The following is a statement shewing the weight carried and amount 
earned yearly for manganese ore from the year ending 31st December 1907 
to the year ending 31st March 19~6. _ 

•• 

Year ending Weight Amount I y-- Weight Amount. 
31st December. carried. earned. ,31st March. carried. .. earned. 

Tons. BB. Tons. BB. 

1901 .. .. · ... · ... 1914 · . · . 666.338 41,94,931 

1902 · . · . · ... '" . 1916 · . · . 316,166 23,48,585 

1903 · . · . · ... · ... 1916 · . · . 388,996 28,49,417 

1904 · . · ... · ... 1917 " · . 337,728 25,01,668 

1905 · . .. · ... · ... 1918 · . · . 200,758 14,66,383 

1906 · . .. · ... · ... 1919 . . · . 107,747 8,06,509 

1907 · . · . 324,290 24,08,441 1920 · . · . 182,636 13,84,066 

1908 .. .. 315,847 23,25,343 1921 .. .. 343,895 28,15,006 

1909 .. .. 318,350 23,32,281 1922 .. · . 197,622 16,01,643 

1910 · . .. 469,019 84,76,383 1923 • .. .. 350,542 32,73,038 
• 

1911 .. .. 372,350 . ll7,48,6IiO 1924 .. .. 236,<l91 22,22,859 

1912 .. .. 469,321 34,77,544 1925 .. .. 244,623 23,64,542 

Quarter eIlding 
Slat March 1913 107,406 8,ill,012 1926 .. .. 268,466 24,84,986 

2. The maximum rate which. can be charged, is Ist class '380 pie per 
maund per mile. 

3. In 1914, the maximwn rate was the old 1st class '333 pie per maund 
per mile. . 

4. The ciass rate has been increased by 14 per ceJ].t. Manganese ore 
is, however, charged at station-to-station rates. which have increased approxi
mately 20 per cent. 

5. The manganese ore received on the a.I.p. all of which is exported 
is from mines a short distance beyond Nagpur on theB.N. Railway, and from 
Deori, Gosulpur, Sahora Road and Satna on the Jubbulpore-Naini 
sect.ion. 

6. It is estimated that the priCe per tOn in 1905 averaged about Re. 20, 
in 1925 about. Ra. 40 and that it is now about &.30 (October 1926). 
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MARBLE AND STONE. 
1. The following is a statement shewing the weight carried and amount 

earned yearly for marble and stone from the year ending 31st December 
1901 to the year ending 31st March 1926. 

. 
Year ending Weight Amount Year ending Weight Amount 

31st Dec. carried. earned. 3~8t March. carried. er.rned. 

Tons. Re. Tons. Re. - -_.-
1901 · . · . 88,695 2,~,355 191. · . · . 203,22l 6,93.06~ 

1902 .. · . 86,891 1,a.,M3 1915 · . · . 187,7M 6,73,271 

1903 · . · . 103,416 2,28,141 1916 · . · . 201,173 7,55,155 

1904 · . · . 127,921 Z,M,831 1017 · . · . 220,548 7,70,761' 

1905 · . · . 132,671 3,68,239 1018 · . .. ~I,'66 8,~,062 

1ge5 .. · . 139,814 4,79,831 IQ19 " .. 280,O~ 10,98,198-

1907 · . · . 143,433 4.45J~ 1920 · . · . ~,532 9,07,8~ 

1908 · . · . 174,910 4,69,80. 1921 · . · . 369,754 14,63,188-

1909 .. .. 212,889 5,12,413 1022 · . .. 344,M! 13,60,104. , 
1910 · . .. 188,766 5,01,977 192a- · . · . 429,428 18,27,068-

1911 · . .. 162.439 I!. M 472 ..-.. Ja2a,.. - .. 398,629 15,41,068-

1912 ,. ~. 
IjJ(3'78 5,4S,558 1925 .. .. 366,597. 15,10,201 

Qaarter esnding . 
31·3·13. · . 48,685 1,48,078 1926 .. .. 476,65! 17,58,701 

2. The :Qtes for the different artIcles under this head. are as follows :-

Commodities. 

Marble, wrought. .' • 

Marble, unwrought 

Rates chargeable. 

• :6th slami, 
'83 pie per maund per mu.. 

(Ordinary classification.} 
· 2nd cla88 0/300 B. G. L. 

'42 pie per maund per mil8' 
(Ordinary ciasaificaticn.) 

•• 2nd slami, 
'42 pie per JIl&und per mile 

(Ordinary classification.} 

• .181 cIa8a, 
'380 pie per maund per mile· 

(Ordinary classifioation.) 

.. D" 8Ckeduk, O. B., O. 0 • L. 
1 to 200 miles '15 pie per maund per mile. 

plus 
201to400 H '14 .. 

plus 
~1 to 600 ,. '13 .. 

plus 
601 and over '12 .. 

.. 

.. 

.. 

.. 

.. 

.. 
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3. In 1914, the rates were :-. 

Commoditie •. 

Marble, wrought 

lIIar ble, unwrought 

Stone N. O. C. 

I Rates charged. 

' •. Old 3ni cla88, 
• 666 pie per maund per mile 

I. (Ordinary classification). 

Old la, cla88, 
'333 pie per maund per mile, O.R., Wj300 B. G. 
(Ordinary c l .... iJlca tion) 

lsl class, 
. 333 pie per maund per mile 
(Qrdinary classification.) 

U M .. sckeduk, O.R., C. C. L. 
1 to 100 miles '200 pie per maund per 

pl.lIs 
101 to 200.. ,166 .. 

. plll8 
201 to 500.. '143 .. 

plus 
501 and beyond . 100 .. 

•. 18/~B, 
• 333 pie per maund per mile. 

(Ordinary cJa..sific .. tion). 

" M" schedule, O. B., C. C. L. 

.. 

.. 

.. 

mile. 

.. 

.. 

.. 

1 to 100 miles . 200 pie per maund per mile 
plus 

101 to 200" '166 .. .. ,,,. 
plus 

201 to 500.. '143 .. .. .. 
plus 

501 and beyond '100 .. .. .. 
Special seale, applicable from Shahabad and Wad. and via. 

1 to 350 miles . 13 pie per mannd per mile 
351 and beyond '11" " " 
At O. R., C. C. L. 
Differenti .. 1 rule as to distance applies .. 

4. The effect of the alterations has been as under :-

Marble, wrought.-The alteration from the old 3rd class to the new 6th 
class and from 1st class O. R, W/300 B. G. to 2nd class R R., C/300 B. .G. 
means an increase of 25 per cent. 

Marble, unwrought. The increase from old 1st class to new 2nd class is 
25 per cent. "M" schedule has been cancelled. and not replaced. 

Stone N.O.C. The increase from old to new 1st class is 14 per cent. 
The alteration from the" M" schedule (where it applied) to "D" schedule 
means a. reduction ranging from 7 to 25 per cent. and replacement of the 
special scale which applied from Shahabad and Wadi and via by the new 
.schedule 'J D" means an increase varying from 13 to 32 per cent. 

5. The main points of distribution of marble are Bombay (imported) 
via Muttra. (Jaipur) and of stone :-8hahabad; Wadi and via, Dhaura, Morar 
Road, via l)JJ.o!pur. 
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6. The price of Shahabad stone in the last twenty years has decrea.st'd • 
by about one third. 

SUGAR AND JAGREE. 

1. The following is a statement shewing the weight carried and amount 
earned yearly for sugar and jagree from the yea.r ending' 31~ December 1901 
to the year ending 31st March 1926. 

• 

Year ending Weight Amount I Ye ... ending Weight Amount 
ea.med. 31st March. canied. 31st Dec. canied. earned. 

Tons. Ra. Tons. Ra. , 
1901 •• · . · . 175,888 23,29,594 1914 · . · . 247,648 25,81,396 

1902 •• · . · . 146,690 17,81,574 1915 · . · . 188,733 18,20,699 

1903 •• · . · . 164,275 18,95,600 1918 · . · . 200,354 19,75,133 

1904 •• · . · . 165,915 19,91,990 1917 · . · . 194,548 18,62,152 

1905 •• · . 165,434 22,31,946 1918 · . 198,544 19,30,515 

1906 •• · . · . 188,173 21,73,713 1919 · . · . 216,524 22,96,767 

1907 •• · . · . 191,338 21,04,643 1920 · . · . 193,515 20,99,145 

1908 •• · . · . 176,936 18,22,782 1921 · . · . 156,488 17,13,405 

1909 •• · . · . 174,227 17,12,321 1922 · . · . 196,676 21,36,226 

1910 •• · . · . 194,214 19,36,320 1923 · . · . 214,671 28,88,278 

1911 •• · . . · . 192,845 19,65,098 1924 · . · . 213,068 28,56,871 

1912 •• · . · . 203,746 20,97,920 1925 · . · . 235,734 31,97,672 

Quarter ending 
31·3·13 · . 86,308 8,53,428 1926 .. · . 249,742 32,01,372 

2. The maximum rates at which sugar and jagree are charged are 2nd 
class ·42 pie per ~und per mile R.R. ordinary classification, and 1st class 
·38 pie per maund per mile O.R. (exceptional classification). 

The ordinary classification is 2nd class '42 pie per maund per mile 
R.R. 

3. In 1914, the rates were :-

The ordinary classification was 1st class R.R. ·333 pie per maund 
per mile 

The Old" K " schedule for distances 476 miles and over, O.R. :-

476 to 650 miles ·333 pie per maund per mile. 
651 to 900 ,,·250 " " 
901 and beyond ·200 " " 

Differential rule as to distance applied. 

4. The increase from old 1st class R.R. to 2nd class R.R. is 25 per cent. 
The replacement of the old 1st class R.R. by the new 1st class O.R. means a 
rise of 14 per cent. The replacement of the old schedule" K " which applied 
at O.R. and for distances of 436 miles and over, by the new lsi class O.R. 
means an increase ranging between 17 and 40 per cent. 
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5. The maiD points of distribution are Bombay (imported from Mauri
tius and Java). Calcutta (also imported), Baramati, Belapur, Cawnpore and 
via. and Ilia Naini from the O. & R. section of the E.!. Railway and B. & N.W. 
Ry. 

6. The price of Mauritius sugar has increased about 30 per cent. during 
the last twenty years. 

IRON OR STEEL, AND METALS. 

1. The following is a statement shewing the weight carried and amount 
e!trned yearly for iron or steel, and metals N.O.C. from the year ending 31st 
December 1901 to the year ending 31st March 1926. . 

Year ending Weight Amount Year ending Weight Amount 
31st Dec. carried. earned. 31st.Ma.roh. carried. earned. 

Tons. Ra. Tons. Ra. 

1901. • .. .. 97,835 11,80,585 1914 .. .. 165,211 22,23,693 
1902 .. .. .. 161,984 19,76,274 1915 .. .. 128,200 16,65,871 

• 
1903 .. .. .. 182,934 22,00,278 1916 . . .. 107,285 14,05,499 
1904 .. .. .. 166,261 20,54,582 1917 .. .. 117,562 14,71,822 

1905 •• .. .. 259,820 28,46,940 1918 .. .. 113,665 15,56,081 
1906 •• .. .. 395,994 39,40,915 1919 .. .. 113,679 15,81,524 

1907 •• .. .. 98,297 16,51,473 1920 .. .. 122,397 16,60,495 
1908 .. .. .. 93,572 15.15,117 1921 .. .. 150,045 19,80,666 

1909 •. .. .. 107,835 16,63,144 1922 .. .. 162,043 22,90,846 
1910 .. .. .. 120,924 18,79,780 1923 .. .. 216,263 • 36,18,062 

1911 .. .. .. 134,258 19,21,801 1924 .. .. 193,210 27,79,659 
1912 .• .. .. 141,666 19,62,991 1925 .. .. 227,679 34,78,579 

Quarter ending 
43,686 6,00,613 1926 31.3.13 .. .. .. .. 183,503 30,44,806 

2. The maximum rates at which iron or steel, and other metals can be 
charged are as follows :-

Articles. 

Iron or steel, Division A 

Do. Do. B 

Metals N. O. C. .. .. 

I Rates chargeable. 

• • 61k cia •• , 
• 83 pie per maund per mile 

(Ordinary ola.sBificatioD.) 

olaB" 
'62 pie per maund per mile, O. R. 

(Ordinary olaaBification.) 

.. 2"" olaB', 
• 42 pie per maund per mile 

(Ordinary cla.sBification.) 

•• 4tA olaB', 

I 
'62 pie per maund per mile 

(Ordinary Ola.sBifioatiOD.) 
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3. In 1914 the maximum rates were :-

Articles. Rates charged. 

----------;-----------.;..------
Iron or steel, Division A ••. 

Do. Do, B 

• . Old 3rd dass, 

; 

• 666 pie per mannd per mile 
(Ordinary c\a.ssifieation.) 

'Old 2nd clas8, 
• 500 pie per maund per mile, O.&. 
(Ordinary clll88ification.) 

• . Old 1st clas., 
· 333 pie per maund per mile 
(Ordinary c\a.ssifieation.) 

For certain articles coming under Old 2nd da .. , 
Iron or steel, Division B . 500 pie per maund per mile 

(Exceptional olll88ific .. tion.) 

Old 1st class, • 
'333 pie per mannd per mile, O.&., WI300 L. 
(Exceptional c\a.ssific .. tion.) 

Metals N. O. C. • . Old 2nd class, 
• 500 pie per maund per mile 

(Ordinary c\a.ssification.) 

4. The effect of the alt.erations has been :-

Iron or steel, Division A.-The increase from old 3rd class RR to new 
6th class RR if! 25 per cent.; while that from old 2nd class O.R. to new 4th 
class O.R is 24 per cent. 

Iron or steel, Division B.-The increase from old 1st class to new 2nd 
class is 25 per cent. The replacement of the old 2nd class (which applied to 
certJain articles) by the new 2nd class means an increase of 16 per cent. The 
replacement of old 1st class O.R, W/300 L (which applied to certain articles) 
by the new 2nd class R.R means an increase of 25 per cent. 

Metals N.O.C. The increase from old 2nd class to new 4th class is 24 
per cent. 

5. The main points of distribution are :-Bombay (loca.l and imported), 
via Nagpur, and via Katni from Tatanagar and other manufactories in Bengal 

SECTION II (ii) 

Coal. 

1. (a) For some time prior to 1st November 1906 the scale for public 
coal at O.R., C.C.,L. was as under :-

Pie per md. 
per mile. 

For all distances up to 400 miles inclusive • • • • 0 '15 
For distance in excess of 400 miles . • 0 '10 

This scale was chargeable on the total distance from the colliery station 
to the destination station, railways concerned sharing the total rate in mileage 
proportion. -
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(b) From 1st November· 1906, at the instance of the Railway Board, the 
following lower scale was introduced from the. Bengal cpllieries only, with a 
view to encourage movement to long distances and thereby aBBist industries 
in the Punjab, Gujarat and Bombay ~ 

For the first and up to 75 miles .. 
•• 

For extra distances above 75 miles not, exceeding 200 

Pie permd. 
per mile. 

0'14 

miles to be added to the charge for 75 miles 0 '12 

For extra distances above 200' miles not exceeding 500 
miles to be added to the charge for 200 miles O' 06 

For extra distances aboves 500 miles to be added to the 
charge for 500 miles 0 . 05 

From the same date the G.I.P. Railway introduced a ghat charge of annas 8 
per ton for coal for stations below the ghats. . 

(c) ~om 1st June 1919 the scale shewn in para. (a) was cancelled and 
the Bengal coal scale shewn in clause (b) was made applicable on the G.I.P. 
for all coal traffic. 

• 
In addition the following charge was levied by the G.I.P. :-. 

Terminal charge at forwarding station Re. ()..2-0 per ton. 

(d) From the 1st April 1920 the G.I.P., East Indian, Bengal Nagpur, 
Bengal ~nd North Western, Oudh and Rohilkhand, North Western, Eastern 
Bengal, Bombay, Baroda and Central India, Jodhpur, Bikaner,Madras and 
Southern Mahratta (north-east line) introduced a slightly enhanced scale of 
rates as follows :-

For the first and up to 100 miles .. 
For extra. distances above 100 miles not exceeding 200 

Pie per md. 
per mile. 

0'15 

miles to be added to the charge for 100 miles 0 '125 

For extra distances above 200 miles not exceeding 700 
miles M be added to the charge for 200 miles 0 . 06 

For extra. distances above 700 miles to be added to the 
charge for 700 miles 0'05 

In addition to the above, the following charges' were levied by the G.I.P. 
Ra.ilway:-

Ghat charge .. 8 annas per ton . 

Terminal charge a.t.forwarding station 2 " " 
The ghat charge was only charged for wagons descending the ghats. 
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(e}From 1st, November 1920, the scale was further revised as under 
o\"M the G:I.P. and, other rai1~liys'lIient«med in c1a.use (d). 

, , " , ''':''.,' . ' • Pi~~min;~' 

',' For the first and up to 200 miles ... • . . • • • 0 '15 

- For extra distances above 200 miles not exceeding 300 
, miles to be added to the charge for ' 200, miles" 0 '13 

For ~~tradistap.ces (l!'?ov:~300,miles not e~ceeding 700 
. miles to p~~~dl~~ ~~~~,?~~g~ ~1'.3~mi1el!l " •. 0'07 
For extra distances above 700 miles to be added to the 

chargjl ~,'~O~ !!liles.. 0'06 

The ghat charge was made applicable in both directions, and the tenninal 
charges retained, ,If, wagons passed o"er both the Bhore and Thul ghats, 
only Qne ghat charge(S annas) was 'levi~d. ' , , 

.'.J (f) From 1st, Oc~ob.E,l~.1~21 ~l1e ghatoharge was increased to Re. 1 per 
ton, and the termmal charge at both ends to 4 annas per ton • . ,' . \' ' , 

" (g).FrOIl\. ~st Ap~1192:2,the Jt!J:ilway Board sanctioned a general increa~e 
~~ ~oodg ,rates, An1·ffOmt~e ,satp.e ~te the scale of rates for coal. was ngam 
reVIsed as under over the G.I.P.' and bther"railways mentioned in claU!le (d). 

Pie per md. 
per mile. 

For distances 400 miles and under:-
, _. '" ' 

For the first and u~ to 200 miles .. 0'165 

. Forl el!;1jr~ Plstance~ ,a, bove 200 miles not exceeding 4'06 ' 
,I, • mile~ w:J>e ,a4flpd to. thE,l charge for 200 miles... .. 0'130 

Rates for distances for over 400 miles remained as before . 

• , (h.) From 1st June 1923 the ghat charge was levied separately for each 
ghat,·tha.t is to say, if a wagon passed over both ghats two rupees were 
charged. 

(i) On the 1st August 1923, station-to-station rates were quoted for coal 
from collierilJ.'J,/iitMled un'the a.l.p: 'only at 10"/0 above the minimum authoris· 
ed by the Railway Board, which minimum is 8S follows;-J 

For the first and up to 300 miles J. 

Pie per md. 
per mile. 
•• 0'10 

FOJ,'! extra distances above 300 miltlB not exceeding 500 
miles to be added to the charge fol' 300 miles 0'06 

For ,eura distances above 500 miles to be added to the 
charge for '500 miles' :" "; • o· 05 

These rates are for di~ta.nces 200 miles and over and are applied in accordance 
with -the aUlerential rule. . ' 

2. 'The rates for coal on the G.I.P. feeder lines are 'IS pie per maund 
per mile. ,.a.B.., C.C.,L. 

3. " The increased charges made from time to time were on account cl 
the increased working expenses of the railways concerned. 
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4. The three principal questions that ha.ve arisen c,f late years so far as 
this railway is concerned are :- I ' 

(a) A demand for the reduction in long distance coal rates, primarily 
, 'made iIt connenon with those from, the Bengal collieries to 

, Bombay i I • 
. I . .• " 

(6) 1.h~ r~dilctlon in rates for coal b09k~ kom collieries, on thiS'reilway; 
• - "'.1 -'I .... , •. , _'. .- ",~ """'. "j,/' 

(c) a'demand for seasorial rates.' !' , , , , •• f;: f The maiJi objections'tP J~, decr;:ea~, in l~mg distance coal rates are 
that:- ' ,., 

~(a) ,~~~y'Heafr~dy: extremely low; 

(6) the proper route for coal fr~m: th~ Bengal oollieriest&"Bombay is 
. , I:ia Calcut.ta ; , 

(et any l;'educt~IL ,~4~ i~ the rates from the Bengal collieries would 
further reduce the rates from the collierill$ ~n the, (}~.g~ , 

(d) any reduction made in long distance ra~s would be used as a 
, , lever for reducing all1l631 rates, 'and' " , 

, (el, there, is no certainty 'JJha1i,if they were 'l'educild,'more coal ~ould 
travel ", " '" , . " , 

,6, ,j,ik ~\lt~ f~r~Qaf fr~in the Bengal .collieries t~ Bom'bay i~'ks. 1'5-6-0 
made up as follows:- , " " '" 

Via NAGPUR. 
. B., N. Ry. proportion : 

2' 31 pies per ton per mile x 633 miles 
. ,TerminlU charge 
,G, I.J'. propflrlion : 

2' ~1 pies,per ton per mile x 520 miles 
Termmal charge . • • • 
Ghaf charge 

. . 

Via JUBBULPORE. 
E. I. Ry. proportion: ' 

2' 25 pies per ton per mile x 566 miles 
, Terminal charge •. 

O.l~P. proportion: 
2,25 ples per ton per mile )( 616 miles 
Terminal charge 
Ghat charge • • 

. . 

.. 

.. 

Total 

Total 

, .Rs., ,a. p. 
798 
0 4 0 

6 4 4 
0 4 0 
1 0 0 

15 6 0 

,610 4 
040 

738 
040 
100 

15 6 0 

Including the terminal and ghat charges the charge over the G.I.P. per ton 
per mile via ]S:agpur is pies 2'77 and via Jubbulpore pies 2-71, whilst. the 
average cost ofhauling one ton one mile over'theG.I.P. for the year ending 
31st Ma.rch 1924 was pies 4'57, 'Coal is ha.uled at less than the average cost 
ori a.cco11nt of itS being earried in full wa,gon loads for long distances, and 
because: no· cla.ims .repaid On its account, though these advantages are 
largely discounted by the increased light mileage incurred in its carriage, but 
tliere is a. very large margin between 4'57 and 2'77 and an extremely strong 
case against the reduction of trhe rate. The Indian Coal Committee write at 
Po' 129 of ,their report. in t~e s~m~ of recommendations and conclUBio~ :
• There IS not 'IIUffiClent Justificatl!)n for a rebate on coal ~nt to Bombay 

"by the all-rail route".' Mr. Banerjee at p.l44 dissenta. . ", ' 
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7. In the Statement made by the Indian Mining Federation to the 
Hon'ble Mr. Chadwick a,t the coal conference at Calcutta on 22nd Aug. 1023, 
the following occurs :-" It is further contended that to avoid a scarcity. 
-'of wagons, coal traffic should be diverted as much as possible via part-r811 
• 'route. We fully acquiesce in the latter statement; we are sure trade as 
"well as consumer will prefer the part-rail tothe all-rail route, but then as the 
-'ocean freights are not within the control of Government, a rail freight route 
"at a ,reasonable low figure will tend to keep the upward tendency of the ship
"ping freights within reasonable limits. Again there are distant inland centres, 
"e.g., Ahmedabad, where coal cannot be with advantage transported by part 
"rail route." The Indian Coal Committee at p. 65 of their report, writing of 
coal from the Bengal collieries, state :-' , .. The natural route for coal intended 
"for Bombay is by sea via Kidderpore Docks, and we are of opinion that any 
"rebate given by the railways should be confined to coal sent by this route." 
There is.no doubt both from the public and railway points of view it is better 
to . send coal from the Bengal collieries to Bombay by way o~ Kidderpore 
Docks, the cheapest route. " 

8. The reasons for reducing the rates from the collieries on this railway 
are fully dealt with in subsequent paragraphs. If .the long distance coal 
rates in operation from the Bengal collieries were reduced, the effect would be 
to still further lower the rates from the a.LP. collieries, if these collieries 
were to be continued in the position as regards rates which they at present 
hold, and must continue to hold, if they are to remain in' business. Any 
further reduction is greatly to be depredated. 

., 

9.The demand for a reduction in long distance coal rates, as distinct 
from ~llat for decrease in coal rates generally, was made because this reduction 
was held by the coal trade to be one of the measures necessary to combat the 
competition of coal from other countries. But were a reduction made for this 
specific reason, it would be used as an argument for reducing other long 
distance coal rates, and then all coal rates. The statement of the Indian 
Mining Federation, referred to in paragraph 6, was made primarily in conne
xion with competition with coal from foreign countries, and its arguments 
a.re directed to this issue, but it is very significant that when the Federation 
are discussing the question of reduction in rates for coal from the Bengal 
collieries to Bombay to enable it to compete with coal from other countries 
in that. port, the statement is added as an argument 'for a reduction in the 
rate that" there are distant inland centres, e.g. Ahmedabad, where coal 
"cannot be with advantage transported by all rail route". This is the only. 
reference to a reduc~ion in long distance coal rates, except in conuexion 
with competition with coal from overseas. It is easy to Slle the line of argu
ment that would have been 'pursued had a reduction been made in the rate to 
Bombay. It would have been said that as it was evidently practicable to 
reduce the Bombay rate, ipso facto the Ahmedabad rate could be reduced and 
further. iha.t if long distance rates which have extremely low bases could be 

reduced much more. so could rates for shorter distances, as these produced 
more for the railwa.ys permaund per mile than those. for long distances. 

10. There is no reason to believe that if the rate from the Bengal collif'
nes to Bomba,y hY,railway were reduced more traffic would pass. As will 

j be seen, from paJ1agraph. 6, the Indian Mining Federation desired a reduction 
-beoa.use analte-rnative route I;lharging what the Federation describes aB "a 
,reas011.able .Jow ' figure" would "tend to keep the upward tendency of the 
shipping freights within reasonable limits''" The Indian Coal Committee 
are doubtful whether it would have this result and point out that steamer 
freights are ~overned by :world considerll;tions and .wo~ld not be affected by 
the competitIOn of the railway to a particular destmatlOn. 
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n. Our policy of reducing our coal rates has been severely criticised. 
and it is necessary to deal with the matter at some length. As a result of the 
slump in the coal trade in 1923, Bengal coal competed more and more strongly 
in the markets on the G.I.P. and B.B. & C.I. Railways and there was an 
alarming falling off in the bookings from G.I.P. collieries. The figures for 
the years ending 31st March 1922-23 and the months of April and May in 
1922 and 1923 are given belowt&.... 

AREA. 

Pench Valley .. 

Balharshah } 
Chanda 
Ghugus 

Pench Valley .. .. 

" .. 
" .. 

Balharshah 
Chanda 
Ghugus 

.. 
" 

\ 
J 

. . 

.. 

.. 

.. 

Coal 
Year public & Decrease 

ending. revenue. per cent. 
Tons. 

31-3-1923 260.165 
31-3-1922 305.911 

Decrease 45.746 17 
31-3-1923 134.113 
31-3-1922 169,771 

Decrease 35,658 21 

April, 1923 13,515 .. 1922 39,432 

Decrease 25.917 66 

May 1923 9.848 .. 1922 28.061 

Decrease 18,213 65 

April 1923 4.029 .. 1922 6,692 

Decrease 2.663 40 

May 1923 3.612 .. 1922 6.788 

Decrease 3,176 47 

The competition chiefly affected the Pench Valley group of collieries. for 
some of the principal markets of the Balharshah, Chanda groups are in its 
immediate neighbourhood. The raisings of the latter group were also 
seriously affected by a fire in the Balharshah colliery which put it out of 
action from June 1922 till September 1924. 

12. Had the rates not been reduced, there is little doubt that the G.I.P. 
coll~eries would have been put out of business. The calorific value of their 
coal is 30% below that of second class Bengal coal and the telescopic principle 
of the rates in force operated to their detriment, becuase it reduced their 
advantage in being nearer than the Bengal collieries to the markets in which 
there was competition. It was necessary to assist our coal traffic not only 
on aocount of itself. but of the traffic. passenger, food stuffs, and general 
goods. contingent upon it. There are other coal fields for development; 
within the G.I.P. sphere in the Central Provinces and if the collieries already 
in operation had been allowed to collapse. any hope of the development of coal 
production on this system must have been abandoned. The Majri-Rajur 
branch was opened on the 4th May, 1925 to serve the Rajur colliery which 
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must produce a minimum Cif 100,000 tons per annum if it is to pay. It is the 
intention of the G.LP. Rly. to use Central Provinces coal increasingly. That 
it is to our advantage to use coal from collieries on our system rather than to 
go far afield needs no demonstration. Central Provinces coal, it is believed, 
can successfully be employed a8 a locomotive fuel provided the engines &re 

designed for its use. .An estimate for 24 engines designed to burn Central 
Provinces coal, to replace engines which haVIl exceeded their normal life was 
sent home under Agent's letter No. S. 1 of 6th February last, funds to be 
provided in 1925-26. If these engines are found satisfactory, it is intended 
eventually to use only Central Provinces coal on our engines, and in the 
course of a few years many hundreds of thousands of tons of Central ProvinceR 
coal may be required. Circumstances may arise where it is expedient, as a. 
temporary' measure, to quote rates at less than the cost of service to tidc an 
industry over a crisis rather than to allow it to go out pf business. But our 
actio]!. in reducing our rates, which already were extremf>ly low, has increased 
our receipts per maund per mile owing to the telesccpic principle on which 
the rates are based. Had our rates from G.I.P. collieries not been reduced, 
the collieries would have shut down and their output would have been re
placed by coal from the Bengal collieries. Rates ori the Bengal scale on coul 
from Bengal t@ this railway and the B.B. & C.I. operating ovcr If, long distance 
produce a lower amount per maund per mile, than rates on the scale 10% 
above the minimum on coal from G.I.P. Collieries operating over a short 
distance as illustrated in the table below :-

Taking Bhaga as a point of booking to stations on the G.I.P. Railway at 
the assumed difltances given below, the G.LP. proportions on the Bengal 
Coal Scale including the terminal charge and the rate per ton per mile are 
shown below compared with the rates at Pench Valle] Coal Scale with terminals 
and the rates per ton per mile. 

IG. 1. P.Ry' -
Rate at 

Distance 
G. 1. P. propotion 

Rate per Pench VIlI-. on Bengal G. I. P. Icy Scale from distance ,. Coal Scale ton per Rate per ton per mile. 
from rate with distance. with Bhaga. 

N agpur. one termi-
mile. two termi-

I na!. 
nals. 

RB. a. p. pies Ra. a. P.' pies. I 
775 142 2 12 8 3'77 142 310 O· 4'90 • Minimum 
800 167 3 2 4 3'62 167 3 10 O· 4'17 for 200 
825 192 3 7 8 3'48 192 310 O· 3'63 miles. 
850 217 3 12 8 3'35 217 3 15 0 3'48 
875 242 4 1 5 3'24 242 4 3 0 3'32 
900 267 4 5 10 3'14 267 411 0 3'37 
925 292 4 10 1 3'04 292 5 1 0 3'33 
950 317 4 14 1 2·96 317 5 5 0 3'22 
975 342 5 1 10 2-87 342 511 0 3'19 

1000 367 5 5 6 2'80 367 5 13 0 3'04 

The above table, though of interest, does not give a fair basis et compari
son because the G.I.P. collieries are not situated at Nagpur and accordingly 

. the G.I.P. distance does not start where the B.N.R. distance leaves off. A 
statement, therefore, is submitted (statement" A") which gives comparisons 
at actual stations to which there are or have been bookings. 

13. The result of the reduction in the rates for coal from the G.LP . 
. collieries is given in statement "B" which shews the figures of booking for 
the years ending 31st March 1923-24 and '25 as 336, 616; 282, 215 and 405, 583 
tons respectively. The i:educed rates Came into force on 1st August 1923 
but had not time to cause much change in the results for the current year 
but their effect is seen in the year following (that ending 31st March 1925) 
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which gives the highest recorded bookings. The colliery owners on the G.I.P. 
have sent a special man to Ahmedabad to demonstrate the best means of 
utilising the Central Provinces coal and have given mill owners and others 
advice as to the best bQilers to instal with a view of extending 1Iheir sales . 

. 14. We have been attacked for reducing our rates on the ground tha1l 
our action gives ground for a specious argument for the reduction of rates 
on the E. I. and B. N. Railways. Our circumstances are entirely different 
from theirs. Coal fonns about two-thirds of the entire traffic of the E.I.Ry. 
and about one half of that of the B.N.R., while of the G.I.P. traffic on which 
the reduced rates are charged it is only about 5 per cent. The calorific value 
of the G.I.P. coals is 30 per cent. less than that of second class Bengal coal, 
and it is an axiom in rating that other t~ngs bt'ing equal goods of lower value 
can be properly charged at lower rates than those of higher value. Our 
action has kept our collieries in being, thereby preventing Bengal coal from 
capturing the markets on the G.I.P. and RB.&C.I. Railways.. . 

15. Seasonal rates are useful on lines (a) which for a considerable period 
of the year have difficulty in dealing with the traffic offering, and (b) have a 
considerable margin for reduction in the rates applying to the commodities 
which they parHcularly wish to pass during the slack season. There is 
extremely little margin, if any, for reduction in coal rates and no small reduc
tion would have any effect. The obvious disadvantages for merchants in 
buying coal in advance are (a) the locking up of capital, (b) the necessity for 
facilities for storing, which in many instances would have to be specially 
provided and (c) the rapid deterioration of Indian coal, especially in the rainy 
season when the seasonal rates would operate. The effect of making any 
possible reduction would be that traffio would travel as it does now, and that 
dUling the period the seasonal rates were in force would bring in reduced re
venue to the Companiel. The Indian Coal Committee remark (p.66 of their 
report) "It is difficult to believe that any reduction which is within the 
." range of practical politics would suffice to induce customers to purchase 
•• coal very long before they actually require it for use. The opinion of the 
" coal trade is by no means unanimous in support of the suggestions as will be 
•• seen from the oral evidence of the representatives of the Indian Mining 
.. Federation. The railways which have the coal fields state that, when the 
•• total movement. of alJ traffic including coal is considered there is now little 
''-difference between the first and second six months of each year, and that 
.. the margin of carrying capacity available is thus not sufficient to make the 
.. grant of a reduced rate during the second half of a year an economic proposi
•• tion." Mr. Banerjee (p. 145 of the report) disagrees with these views. 

16. The figures given in statement "B" are of considerable interest 
and importance, though the difficulty in founding general conclusions upon 
them is greatly increased by the war period intervening. One satisfactory 
feature is the progress made in the coal fields on this railway. If one takes 
the figures for the year ending 31st March 1914, deducts G.I.P. revenue coal 
964,650 tons from the total 1,858,829 tons and adds the total ofeoal imported 
into Bombay, we arrive at 2,042,230 tons as the result, which represents coal 
moved for the Government, the public and foreign railways. By 
taking the same steps for the years ending 31st March 1923-1924- 1925 
making an allowanoe for imports for 1925 (only nine months 
are given in the statement-) the results are respectively 1,939,878; 
1,457,464 and 1,591,364 tons, which shows a serious decrease. It is satis
factory that ooal fro~ other countries" shews a progressive decrease during 
the last four years Coal has dangerous competition to meet. Severe 
criticisms of the qu .ty of Indian coal supplied to Bombay are contained in 
the Report of the Indian Coal Committee and they give the quality 8.'1 one of 
the main reasons for 1Ihe falling off in the demand. I quote from the Com
mittee's report (p. 17) :-" In recent years according to the information 
.. furnished to us by the Millowners' Association, coal has been superseded 

• Statemant mnce brougbl up $0 dete. 
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"by electrici ty in at least 50 per cent. of the cotton mills and. other large 
.. industrial concerns in Bombay and by oil fuel in 25 per cent. of the remaindcr . 
.. In addition the G.I.P. Railway, on~ of the largest consumelt! of Indian coal 
.. in Bombay,has already electrified a section of its suburban line and is rapidly 
.. proceeding with the electrification of further sections." The COOlmittee 
go on to poin1! out that this tendency to use electricity and oil can only be 
combatted if good Indian coal is sent to Bombay with its qUality 
guaranteed. 

17. The task before the Indian coal trade is not merely to compete 
against foreign coal in India and adjacent ports but to maintain its own 
position against oil and electricity. Mr. A. A.F. Bray presiding over the annual 
meeting of the Indian Mining Association in ?flay, 1925 dealt with the position 
of the Indian coal trade last year when the production was much in excess 
of the demand. He said that if the collieries owned by railways continued 
to raise increasing quantities, fresh markets would have to be found. The 
railways in the past consumed more than a third of the annual average of 
twenty million tons raised in India, a considerable part of which flhey pur
chased from privately owned collieries. He stated that the export trade was 
reviving though very far yet from the pre-war position. He expected the 
exports in 1925 to amount to a million and a quarter tons. It is devoutly to 
be hoped that they may, but we see in the papers the position of affairs at 
home in the coal trade, freights are low, and to recapture the lost markets 
will be very difficult. Since November 1924 last year 200 pits have been 
closed in Great Britain, 150,000 miners are unemployed. The demand by 
home and foreign markets for the first quarter of this year is at a rate which. 
if maintained for the whole year, will result in a decrease of 52 million tons 
compared with last year. Export has gone to pieces. Gennany is supplying 
France with reparation coal Italy has closed down its purchasing organi
Il&tion at Cardiff. t The"OUtlook before the Indian coal trade is not cheerful, 
and for us it is essential to do what we can legitimately to keep the collieries 
on our own line with their comparatively poor quality of coal in continucd 
and, if possible, increasing business. 

18. The foregoing part of this sootion on coal was written in August 
1925. It seems desirable to let it stand and to bring the section 
up-to-date. 

19. On 26th March 1926 the scale for the carriage of coal from Bengal 
collieries for distances of 400 miles and over was reduced (the differential 
rule for distance being applied) and this railway followed suit, maintaining 
so far as practicable the same difference between the new rates as had existed 
between the old rates. 

Statement showing rates per ton at old and new Bengal and Pench 
Valley coal scales. . 

:Bengal ""ale. Pench Valley scale. 

Mites. Old rate per INew rate per 10"l,!,,~ve the! New scale 
ton. ton. m1.R1lD:um per ton. rate per ton. 

Re. a. p. Ra. a. p. Ra. a. p. Ra. a. p. 
50 · . · . .. · - 1 2 0 I 2 0 1 2 0 1 2 0 

lOO · . · . · . · . 2 7 0 2 7 0 2 7 0 2 7 0 
125 .. · . · . · . 3 0 0 3 0 0 3 0 0 2 13 0 
137 · . · . · . · . 3 4 0 3 4 0 3 2 0 2 13 () 

lOO · . · . · . · . 3 9 0 3 9 " .. 3 2 0 213 0 
200 · . · . · . · . 411 " 4ll 0 3 2 () 2 13 () 

300 · . · . .. · . 6 8 0 6 4 0 411 () 4 4 0 
400 · . · . · . · . 7 I 0 6 4 0 :; 13 0 :; 4 0 
500 · . · . · . · . 8 I 0 7 4 0 611 0 6 2 0 -The above rates are exclUSIve of ternunal charge. 
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20. From the 1st April this year up to 3bt July the coal despatched 
from collieries on the G. I. P. Railway was 1,00,857 tons, as compared with 
1,27,196 tons in the corresponding period of the previous year. 

21. If the Bengal coal rates are further reduced, the position of the 
G. L P. collieries will be- very seriously affected: some of the rates quoted 
for them are at the minimum. 

22. The importatioll of SOuth Africllin coal into Bombay Iias been 
practically stopped, largely owing to the efforts of the Coal Grading Board 
set up on the recommendation of the Indian Coal Committee. 

STATEMENT .. A". 

Statement showing rates for public coal and rate per ton per mile from 
Bhaga to the undermentioned stations on G. I. P. Railway compared with 
the rates and rate per ton per mile fromPench Valley Collieries (Junnor Deo) 
up to 18-3-1926. -

. 
F1WM BIlAGA. From Junnor 

Deo. 

Distance. I Stations to Proportions. . Die- Rate per 

B. N.IG.I.P.!Total. B. l!t I G. I. P. 
tance • • ton. 

Total. 

, I I 
I Ra .... p.Ra .... p. Ra .... p. Ra .... p. 

Raichur .. .. 633 780 1,413 7 8 0
1 

9 3 0 1611 0 848 10 0 0 
Pies per ton per mile . I 2'26 2'26 

5holapur .. .. .. 00 620 1,253711 3789 15 4 0 688 8 12 0 
Pies per ton per mile 2'34- 2'44 

Bombay .. .. .. 00 518 1,151 7 14 1 7 711 15 6 0 687 9 0 0 
Pies per ton per mile 2'78 2'94 

N""ik Road .. .. 00 40!! 1,035 8 2 o 5 4 013 6 0 470 614 0 
Pies per ton per mile 2'51 

12 11 ~ 
2'81 

Chalisgaon .. .. 
" 

315 948 8 6 2 4 410 383 515 0 
Pie. per ton per mile 2'62 2'98 

Bhusavai .. .. 
" 

24.2 875 8 10 7
1

3 7 5 12 2 0 311 5 5 0 
Pies per ton per mile 2'75 3'28 

Shegoon .. .. 00 178 811 8 14 2 2 10 10 11 9 ~ 327 5 8 0 
Pies per ton per mile I 2'89 3'23 

Murtajapur .. 00 132 765 9 0 8 2 1 4 11 2 ~ 281 414 0 
Pies e;r ton l!r mile 

, 
3'03 3'33 

Ste.tement showing rates for public coal from Jherriah, Bhaga, and 
Junnar Deo-to Ahmedab"d up to 1-4-1926. 

Total 

~. I- rate 
Stations from per ton. 

iE.I.R.IG:I.p.1 B. B.I Total E.I.R./ G. I. p.1 B. B. Total. 

Jherriah 625 540 
Ra .... p. &s .... p.'&'. a. P'I&s' ... p: 

(via Agr .. EII8t Ban.k) 
.. 1,165 7 10 0 • . 6 12 0 14 6 0 

Pi ... per ton per mile 2'34 11-40 
B.N. B.N. 

Bhaga 572 362 
(via K"tni Murwara and 

265 1,199 61211 4 2 5 3 6 814 6 0 

UjjaiD) 
Pies per ton per mile 2'28 2'20 2'48 

JwmorDeo 294 265 559 .. 4 L C 311 V 7 12 0 
(via UjjaiD) 
Pi .... l,:r to_ C mile 2'65 2'67 



STATEMENT Cl B ". 
GREAT INDIAN PENINSULA RAILWAY. 

Statement showing total amount of coal, carried for the public and foreign railways, booked over tbis railway (11) from coal fields on the E. 1. and B. N. railway 
syst<lms, separately; (h) from the coal fields on this railway's own system; (c) from tbe coalfields on H. E. B. the N. G. S. Railway; (d) from Bombay to np oountry ; (e) 
GIP revenue coal and (f) other coal for the public, for the period from 1st April 1913 to 31st Marcb 1926. , 

(c) from coa.! I 
. 

(a) from coal fields on 
(h) from· coal (e) G.LP. (!J otber coa.! 

Imports of coal into Bombay. 
Period: 

fields on tbis fields on tbe (d) from 
Ry. revenue for tho Total. year ending. .-

B~mbay.· 

I Ry. system. N.G.S.Ry. coal. public. t 
Indian coa.!., Other coal. I E.I.Ry. B.N.Ry. Total. 

Tons. Tons. Tons. Tons. Tons. Tons. Tons. Tons. Tons. Tons. Tons. 

31-3-1914 •. 504,021 267,879 17,479 90,966 10,554 964,650 3,280 1,858,829 704,307 443,744 1,148,051 

31-3-1915 •. 576,544 357,370 26,574 40,642 6,075 930,660 4,251 1.942,114 613,358 326,228 939,586 

31-3-1916 .• 903,944 648,264 35,369 36,840 3,540 1,ll8,707 8,974 2,755,638 81,221 95,721 176,942 

31-3-1917 •• 1,319,873 623,293 61,678 50,725 6,427 1,316,106 301 3,378,403 1,114 33,305 34,419 

31-3-1918 .. 946,230 714,447 41,372 59,710 10,858 1,426,846 2.795 3,202,798 .... 11,249 11,249 

31-3-1919 •. 1,299,819 510,001 . 121,559 64,795 12,214 1,521,156 6,988 3,596,532 949 53,140 64,089 

31-3-1920 .. 1,255,786 m,9!5 124,269 71,781 7,699 1,399,456 9,476 3,313,382 64,906 24,252 79,158 

31-3-1921 •• i 965,969 290,755 279,563 56,085 25,437 1,276,024 9,236 2,903,069 401,452 43,095 m,647 
31-3-1922 .. 1 403,559 455,952 402,327 43,204 43,HO 1,903,639 30,488 3,282,279 348,416 1,1l6,1US 1,464,614 

31-3-1923 .. 430,675 374,325 336,316 39,612 33,522 1,316,982 15,214 2,546,646 89,289 620,925 710,214· 

31-3-1924 .. 440,417 178,142 282.815 13,071 27,328 1,048,691 14,534 2,004,998 126,065 375,092 501,157 

31-3':1925 .. 441,llO 185,llO 405.583 56,260 lU,521 1,184,206 7,585 2.299,375 230,860 260,652 491.512 

31-3-1926 .. 395,490 268,789 397,867 56,IR6 9,512 1,021,867 7,128 2,156,839 221,231 318,297 539,528 

. . 
• When coal18 booked from Bombay It 18 pnnclpally for the statiOns feeding the Bombay Mills and to Sholapur for the Mills there . 
t This represents coal booked on G. I. P. Ry. from stations other than those serving coal fie!d8. 

.... ... 
00 
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SECTION 3. 

RatM quoted to develop Indigenou8 IndustriM and Agriculture. 

The Government of India in their Railway Department letter No. 705 T 
of 18th May 1925, addressed the principal railways on the subject of the 
assistance to be rendered in- the development of indigenous industries, and 
expressed the opinion that railways have it in . their power to do much 
for the encouragement of these industries by the quotation of favourable 
rates for the carriage of raw material and finished products. 

2. The policy of the G. I. P. Railway has always been to encourage 
indigenous industries. For example, they help the iron and steel industry 
by quoting an extremely low.rate from via Nagpur to Bombay for iron and 
steel, and sulphate of ammorua. 

3. The industries located in the area between Bombay and Ambarnath 
have been allowed the same reduced rate as are quoted to or from Bombay 
from and to up-country stations, thus putting these industries on the same 
footing as regards rates as those situated in Bombay City itself. 

4. A recent example of the policy of the G. I. P. Railway in regard to 
indigenous industries is the quotation of a reduced rate of Re. O-!J-5 per 
maund from via AmaIner to 'Nagpur for chloride of magnesium manufactur
ed at Kharaghoda. This reduced rate coupled with that quoted by the 
B. B. & C. I. Railway from Kharaghoda to 't'ia Amalner makes the through 
rate from Kharaghoda to Nagpur Rs. 1-3-2 per maund which is the same as 
is charged on imported chloride of magnesium .from Bombay to Nagpur, 
thus putting the indigenous on the same footing in regar<;l to the rate as 
the imported article. 

5. Far the most important commodity for which specially low rates 
are quoted is coal which is dealt with in chapter IX, section II (ii). 

6. But every station-to-station and schedule rate is quoted to deve
lop industries and agriculture, or to combat competition, There are many 
station-to-station and schedule rate'!! specially quoted to develop indigenous 
industries, and some of 1,he more important of these will be mentioned later, 
but it must be remembered that our help in rating to industries and agri
culture is not confined to these rates only. A list of our schedule rates is 
given as an Appendix to this report. 

7. We will first deal with certain of the more important rates quoted 
directly or indirectly, to develop indigenous industries. ' 

(i) Acids. Station-to-station rates are quoted for acids from Ambar
nath, where Messrs. DharamsiMorarji have erected a factory for their manu
facture, to Bombay, via Dadar, Poona, Sholapur, t'ia Wadi, via Raichur to 
Bangalore, certain stations via Poona, Tatanagar and to Delhi Sadr. The 
ordinary classification for sulphuric acid is 8th class R. R. and 6th class O.R. 
1'04 pie per maund per mile a.nd '83 respectively. A wagon rate is quoted 
for this acid from Ambarnath to Tatanagar at '15 pie per maund per 
mile. 

(ii) Cement. Sta.tion-to-station rates are quoted for cement from via 
Dadar, Katni Cement Siding, Katni, Jukehi, Banmore, Lakheri and Shaha-
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bad. t.o a ~~e number of stations on this railway and on foreign lines. In 
additIOn, l~ IS charged at 8Ch~ule C/O. The ordinary classification is 2nd 
claBB '42 pIe per ma.und per 1Ili.re, and both the station-to-station and schedule 
rates ~ve very large reductions, some of the former being '12 pie per maund 
per mil&. _ 

(ill) CoaZ. The rates quoted for coal are given in chapter IX,. section 
II (ii). _ 

(iv) G'la8aware. Station-to-station rates for glaBSware, division B. 
which includes plate glass, stained glass and glass N. O. C. are quoted from 
Jubbulpore to Bombay and Howrall and from Naini to Satna and Jubbul
pore a.nd via. The ordinary claBBification for glass. division B, is 8th class 
} '04 pie per ma.und per mile. The station-to-statien rates quoted range from 
-32 to • 39. Station-to-station rates are also quoted for glassware, division C, 
which includes empty carboys, chimney andglobes,inkpotsand panes, tiles and 
pressed glassware. The principal despatching stations are Bombay, via. 
Dadar, Kurla, Jubbulpore, Naini and Ma<Jras and the destinations Bombay, 
Madras and certain stations in the United Provinces. The ordinary 
classification is 6th class '83 pie per ma.und per mile, and the rates quoted 
range between . 32 and . 39. 

(v) Iron and 8teel. Station-to-station rates for iron and steel, divi. 
sion B, which division includes the heavier articles are quoted from Bombay 
to Mulund, Madras, Bangalore City, Mysore, via Raichur, Delhi Sadr and 
via, and Nagpur; from Bhadravati to Bombay, Sholapur, Chalisgacn. and 
certain stations on the B. B. & C. I. Railway; from Hirapur siding to 
Katni and Jubbulpore and via; from via Nagpur (for traffic from 
Tatanagar) to Bombay, via Poona, Ahmedabad and Nanded; and from 
other iron works in Bengal to numerous. stations on this railway. The 
ordinary classification is 2nd class '42 pie 'per maund per mile. The rates 
quoted rlLnge between '12 and- '33. 

(vi) Matches. Station-to-station rates for matches are quoted from 
Ghat Kopar, Ambarnath, Kurla, Titvala to a number of stations on this line 
and in the south of India. The ordina17 classification is 9th class R.R. and 
8th ClaBB O.R., which are 1'25 pie per maund per mile and 1"04, respectively. 
The rlLtes quoted range between '63 and 1 '12. Further, when booked at 
O.R. W /200 L from BombILY, Dadar. via Dadar, Sion, Kurla, Ghat Kopar 
ILnd Ambarnath, they ILre charged at rates equal to 7th class '96 pie per 
ma.und per mile. 

(vii) Salt. StlLtion-to-station rlLtes for SlLlt are quoted from Wadala, 
Dadar, Kurla, Ghat Kopar, Bhandup, Nahur, Thana, Khopoli, Kharagoda, 
via Idgah (Agra) B. B. & C. 1., to numerous stations on this, and foreign 
lines. The ordinary clas.~ification is 1st class. The rates quoted rlLnge from 
'14 pie to . 55. It is also carried at schedule .. K " from stations between 
Bombay and KlLsara, and KalylLn and Khopoli 

8. We will now dea.l with rates quoted in the interests of agriculture. 

(i) AgrioulturaZ implement8. Agricultural inlplements (not machinery) 
packed, which were charged at 1st class R.R. were included under C/B CjJ 
schedule on and. from 13~h July 1925 in local booking and on and from 1st 
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October 1925 in through booking. The rates work out for distances given 
below as follows :-

1st class CIB C/J schedule Percentage 
Miles. per maund. per maund. reduction. 

Re. a. p. Re. a. p. 

50 0 1 7 0 1 5 11 

100 0 3 2 •• 0 2 9 . IS 

150 0 4 9 0 4 2 12 

200 0 6 4 0 5 'J 12 

300 0 9 6 0 8 .4 12 

400 o 12 8 o 10 0 21 

500 o 15 10 011 8 26 

600 1 3 0 o ~2 9 33 

There are station-to-station rates for agriculturalimplements (not machinery) 
packed from via Nagpur to Bombay and from via -Katni-Murwara to Ujjain 
and via. These are quoted to help indigenous industries in Bengal 

(ii) Bonu and bonemeaZ. We have a number of station-to-station rates 
quoted for bones, bonemeal and bonedust, also schedule CIM. A large 
proportion of bonemeal is exported. The class rates are :-

R. R. O. R. 
pie per pie per 

R. R. O. R. maund per maund per 
mile, mile. 

Bones 1st '38 

Bone meal 2nd 1st '42 '38 
Bone dust .. ls~ '38 

The Station-to-station rates vary between '13 pie per maund per mile and 
-31. ., 

(Ui) Fodder. Schedule rate" Q" is quoted for fodder under the head 
"grass, dry and grass, green". It is for local booking only. In through 
booking C/B C/J schedule applies. The class rate is first, '38 pie per maund 
per mile and the station-to·station rates vary from '10 pie per maund per 
mile to '18. 

(iv) Grain and aeeda. We have a very large number of station-to-station 
rates quoted for grain and seeds on account of competition. Schedule rate 
C-B C-J applies in local and through booking. The class rate is first class 
and the station-to-station rates vary from '12 pie per maund per ~e to . 32. 

(v) Gunniea. We have a number of station-to-station rates quoted for 
gunnies, which are used for packing cotton, bagging grain, etc. The main 
points of despatch are in the neighbourhood of Calcutta. The class rate is 
second class '42 pie per maund per mile and the station-to-station rates 
vary from '17 pie per maund per mile to '28. 
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(vi) Manures 0/ all J:i7UIs. A reduction ~ rates for manures of all kinds, 
including chemical manures N.O.O., oil cake, and sulpha'e of ammonia, was 
made on 13th July 1925 in local booking and from 1st October 1925 in through 
booking. They w~ chargect '!Jld61 ~ohedl1le " G" II.S fOUOWB :-

Pie per maund 
per mile. 

For first and up to 100 miles, • • • • • • • • 
Above 100 miles not ex,Qeedin~ 200, to b~ addect lIo the 

'240 

charge for 100 miles. • • , • • • • • 

Abov~ ~oo miles not exceecling 400, lIo 1!e &4de(i to the 
charge for 200 miles, • • •• • • • • • • '175 

Above 400 miles, to be a'l:lded to the charge for 400 miles, '100 

From the dates mentioned, the:y come under Conference schedule "CQ", 
the bases of which are :-

Pie per maund 
per mile. 

•• .. .. •. '200 

Above 100 mile£! not exc~g 2()O, tq be p.ddect to the 
charge' for 100 miles, .. :. • • .. .. '170 

Above 200 miles nof! exc.~p.g 500, ~o l1e &44ed to t~e 
charge for 200. prl~es~ ••. ... • • • • .. '140 

Above 500 m!-Jes, to be added to the charge for 500 miles, '100 

The charges oompare as follows :-
.. G " schedule "CQ" schectule Percentage 

Miles. per maund. per maund. reduction. 
Rs. a. p. ~s. a. p. 

50 0 1 0 0 o 10 16 
100 0 2 0 0 1 8 16 
150 0 2 10 0 2 5 14 
200 0 3 8 • 0 3 1 15 
250 0 4 5 0 3 8 16 
300 0 5 2 0 4 3 17 
400 0 6 7 0 5 5 17 
500 0 7 5 0 6 7 11 
600 0 8 3 0 7 5. 10 

(vii) Mowha flowers. We have station-to-station rates from stations 
in the Central Provinces to Nasik, where there is a large distillery for country 
liquor, to via Hotgi and via POOD&, and to Bombay. The class rate is second 
class and the station-ta-station rates vary flom 'J8 pie per meund per p.tile 
to·M. . . 

(viii) Myrobalan. These are charged under schectule % from stations . 
to Bhopal and from Bhopal to Bombay, and are despaotchect from the Central 
Provinces, from Poona and via. to Bombay for export and to Cawnpore and 
Bhopal for tanning. The class rate is first olass and the schedule rates vary 
from '15 pie per maund per mile to '32. 
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fix) Oil ca1ce. We have a number of atation-to-station rates for oil cake 
for stations on the Dhond-Baxamati Railway, for Bombay, Kopargaon, Delhi 
Sadr and via. Delhi, for use as oattle food and manUle. The class rate is first 
olass and the station-to-station rates vary from '16 pie per maund pel" mile 
to '28. 

(x) 81J{JM' and jagree. We have many station-to-station rates fOl" sugar 
and jagree from Baramati, Katpadi, Anakapalli, via. Raichul", stations on the 
O. & R. section of the E.!. Railwal' stations on the Rohillrund-Kumaon 
Railway, and B. & N.W. Railway: The olass mte is second class and the 
station-to-station lates vary from '15 pie pel" maund per mile to '29. 

(xi) Tanatuff8. There are many station-to-station rates for tanstllffa 
from Baramati, via. Hotgi, stations on the Jlibbulpore-Naini branch, Jubbul
pore, via. Na.ini, via Delhi Saw:, to Bombay, Kllrla, Poona and BhopaL The 
olass rate is first class and the station-t()08tation rates vary from '16 pie per 
maund per mile to '18. ' 

9. There are over 10,000 station-to-station rates in existence on the 
G.l.P. Railway quoted for 187 main oommodities. . 

SECTION 4. 

Oom~el#ive Ratu. 

A large number of our rates quoted in oompetition with othel" railways 
are agreement rates arrived at as explained in chapter V. But there are 
many competitive rates which are not subject to any agreement, and which we 
quote along the lines laid down in pams. 37 and 88 of the first section of 
chapter Ill: That is to say, when we are able to hold tmffio on the bedrock 
principle by ourselves or in conjunction with 'a friendly railway we usually 
keep it to a route favourable to ourselves. There must obviously be a limit 
to the extent to which this is done, and ordinarily we do not divert traffic 
from t.he shorter route if the longer exoeeds it by one 1Ihird or more. The 
advantages of traffio following the shortest route are dealt with in the eleventh 
section of this chaptel", undel" the head "Methods of decreasing cost of 
operat.ion", but 80 long as each railway is a separate financial unit, competing 
against all other railways, it will be difficult for any railway to surrender 
revenue, to whioh it has a legitimat.e clailD, to a rival. 

2. By far the most important oompetition is for the import and export 
traffio and our arrangements are clearly set forth in paragraph 13 of chapter V. 
The agreements arrived at are probably the fairest that oould be fixed in 
the ciroumstances. 

3. 01} occasion the eharge has been broughfl against Indian l"ailways 
that l"ates favour export and import tI'affio at the expense of tI'affic between 
internal parts of the country. On page 50, volume I of the Ackworth 
Committee's jteport on Indian railways it is written ;-

.. It is usual in most counmcs to concede fOl" export tI'affic through a 
.. seaport, l"ates which are not available to that seaport for local tI'affic, 
.. and vice versa in countries which adopt a free tI'ade policy to fix lowel" 
.. l"ates for the carriage inward of goods imported through a port than for 
"goods produoed'locally at the port town". This policy has no support 
in India.. Cel"tain imports and exports have lower rat6!l than those 
quoted fOl" the same oommodities moving between internal points, 
but this is not because they are .. exports" Ol" " imports ", but. on 
account of oompetition, and in evel"Y instance the l"atell quoted fOl" 
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goods to and from overseas apply also to goods to the ports for local 
delivery and arising at the ports themselves. The position so far as 
the G.I.P. Railway is concerned is clearly set forth in par&. 13 of 
chapter V. The reasons why it is necessary to give traffio suhject to 
competition special rates are laid down in para. 10 of chapter U. 

4. It would no doubt be possible by greatly reducing certain of our 
grain and seed rates, to prevent a certain amount of grain and seed which at 
present goes to Karachi from the G.I.P. Railway for export, from continuing 
to do so, but here again discretion is necessary in pressing competition. 
Though each railway is responsible for its own financial salvation there is 
nothing to be gained by preventing traffic from travelling by a rival railway by 
unduly forcing down rates. If one railway plaJfl this game it is followed by 
others, and what one gains on the swings is more than lost on the round
abouts, through a general lowering in the level of rates. The desirability of 
entering into competition in each 'particular instance must be judged on its 
own merits. 

5. The influence of r!,-ies in determining the destination of goods is 
inclined to be over·rated. Sir Sam Fay and Sir Vincent Raven on page 
106 of their report on the railway and tramway services of New South Wales, 
1924, write :- . 

"Unless a difference in rates is very great it is not the general 
" experience that trade is diverted from one centre to another solely by 
"reason of railway charges. Sir Mark ShE'ldon stated the influence 
governing trade loca.tion very clearly when he said:- • 

" The wool grower is not going to send his wool to some new 
" port or some new market simply because it happens to be near his 
"door. It may cost him a little more in trainage, but he is going to 
"send it to the best market where he can get the best price. The 
" matter of trainage or freightage is a very small item compared with 
" the competition for his goods which he can get in a big market, and 
"although it would be very convenient for him, for his personal 
" convenience, or it may be for his district, and so on, I do not think 
"he would be prepared to sacrifice his pecuniary interests for the 
" sake of the district or for the sake just of the sentiment of opening a 
" new port." 

SECTION 5. 

S easvruil Rate8. 

Seasonal rate8. Seasonal rates were tried on this line for stone and certain other commo" 
dities in 1922 and subsequently, but have not provErl a success. Enquiries 
show that they are not generally in favour with other railways. We have 
none in operation at present. The principal factors for the successful appli· 
cation of such rates are :-

(a) the inability of a. railway conveniently to dispose of traffic offering 
during the busy period, and 

(b) a sufficient margin in the ordinary ra.te to permit of a1arge reduc
tion. 

If a railway can dea.l with all the traffic offering during its busy seasod 
without difficulty, the charging of a. seasonal rate during a. slack perion 
results either in the commodity for which the rate is quoted moving in the 
sa.me proportions throughout the year, the railway giving up part of i$s 
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charge dnri~g the slack season, or in a pFoportioD. ,()f the oommodity being 
~el~ up until the sla.c~ season, when a still heavier loss falls upon the railway: 
III elther event the railway loses. There must be a large margin for reduction 
in the rate to reeoup merehants for the loss of interest in their capital which 
must result from the holding up of their goods and their storage, and for the 
considerably increased cost of handling during the monsoon which is usualliY 
the slack season in India. The matter is being closely watched and should 
conditions arise justifying settsonal rates they will be quoted without delay . 

• 
SECTION 6'. 

Sidi7l{/' Charges. 
The owner pays a survey fee of Rs. 200 per mile of the siding for the 

first mile and Rs. 50 for every quarter or fraction of a mile in excess of one 
mile. 

2, The first cost of the siding, except that portion which lies on the 
land of the owner, is debitable partly to the Railway and partly to the owner, 
the portion borne by the owner being:-

i. Cost of the land acquired, 

ii. Cost of work to subgrade including earth work, bridge work and 
ballast. 

Cost borne by the Railway is :-

t. Capital cost of permanent way, 

ii. Girders for bridges, 

iii. Machinery, signals, fencing. 

3. T'he cost of construction of that portion of the siding within the 
premises of the owner is borne entirely by the owner. 

4. A supervision charge of 12,% of the total cost of construction of the 
siding both within the premises of the owner and of the Railway is payable by 
the owner. 

5. For the mllointenance of that portion of the siding lying withln the 
premises of the owner he pays the actual cost of maintenance plus a supervi
sion charge of 121% on such cost. 

6. A charge of 9 per cent. per annum of the total cost of the siding 
lying within the premises of the railwlloY, is payable by the owner of the siding 
to cover interest, 6 per cent. maintenance of the portion of the siding lying 
within railwlloY premises, 21 per cent., Md deprecillotion, 1 per cent. 

7. In addition to the freight rllotes up to the stllotion from which the 
siding takes off, a. cha.rge for shunting :waded wagons into and from the siding 
is payable by the owner on the following basis :-

Re. 1 per four-wheeled wagon, and 
Rs. 2 per bogie wagon, 
Subjeot to a minimum charge of 
(i) Rs. 6 per hour when the shunting is done by a shunting engine at 

a. station where such an egine is normllolly provided, 

(ii) Rs. 12 per hour when the shunting is done by a main line engine 
at a. terminal station where a train engine is detained for the 
purpose, 
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(iii) Rs. 15 per hour when the shunting is done by a main line engine 
and a special trip has to be made for the purpose, 

(iv) Rs. 15 per hour when the shunting is done by the engine of a 
section train shunting at a roadside station. 

Should shunting take less than one hour the minimum charge is reduced 
proportionately; it is increased proportionately if more than one hour is 
taken. 

SECTION 7. 

Feeder lines. 

The feeder' lines of the G.I.P. Railway are:-

The Dhond-Baramati, 27'26 miles, opened 20-5-14 

The Ellichpur-Yeotmal, 117'66.. .. 30-9-15 

The Pulgaon-Arvi 21 . 83" .. 25-9-17 

The Pachora-Jamner, 34'62".. 24-3-19 

They are a112' 6" gauge. 

2. The Agents for the Dhond-Baramati and Pachora-Jamner are 
Messrs. Shapoorji Godbole & Co., Bombay and of theEllichpur-Yeotmal and 
Pul~aon-Arvi, Messrs. Killick, Nixon & Co., Bombay. 

3. The main provisions of the contracts are :-

(i) Land.-Land in British territory provided free of cost. 

(ii) Government aid-The Government shall allow to each Company at 
the end of each year by way of rebate such a sum, not exceeding 
in any year the net earnings of the Great Indian Peninsula 
Railway, from all baffic, originating or terminating at stations 
of each railway, as shall together with the net earnings of the 
Company concerned make up an amount equal to interest 
for the year at a rate of 5 per cent. per annum on the paid up 
share capital of the Company. When the net earnings do not 
suffice to pay interest at 5 per cent., the Companies shall be 
paid by the working agency out of the working expenses the 
sum of Rs. 6,000 to the Dhond-Baramati Railway, Rs. 15,000 to 
the Central Provinces Railways (which include the Ellichpur
Yeotmal and Pulgaon-Arvi Railways), and Rs. 5,000 to the 
~achora-Jamner Railway for each year towards the office 
expenses and expenses of management and direction of the 
Companies and also all such legal expenses as shall have been 
incurred by the Company and are debitable to Revenue. When 
the net eamings excluding rebate, exceed the interest at 5 
per cent., such excess, if' less than Ra. 6,000 for the Dhond
Baramati Railway, Ra. 15,000 for the Centlal PlOvinces 
Railways and Rs. 5,000 for the Pachora-Jamner Railway, 
plus the amount of legal expenses, shall be applied towards 
the office expenses and expenses of management and direction 
and the legal expenses and the balance to make up the sum of 
Rs. 6,000, Rs. 15,000 or Rs. 5,000, as the case may be, and the 
legal wOlking expenses shall be paid by the working agency 
out of the working expenses. 
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(iii) TerrM of working.-Each line is supplied with plant and machinery, 
other than fixed machinery, and is managed. worked and 
maintained in respect of the railway station yard, sidings, 
rolling stock, etc., for 45 per cent. of its gross ~amings. 

(iv) Distribution of profits.-When the net earnings of each Company 
exceed the minimum amount sufficient to give a return of 5 
per cent. per anh'um, such excess shall be applied towards the 
payment of office expenses, expenses of management and 
direction of the Company. 

(v) Rates and fares.-The working agency shall charge such rates 
and fares for the carriage. of goods and passengers, as shall 
be agreed upon between the Secretary of State and the working 
agency, and adopt such classification of goods as shall be in 
force on the Great Indian Peninsula Railway. 

Note. Tbe rates and fares of the feeder lines are described in para. 23 of Section 1. para. 1. of eeotion 
and para. 2. ot seotion 3 of Chapter m. 

(vi) Special obligations a8 to the conveyance of:-

(a) Mails, troops, police, r All business connected with the 
high Government officials management and maintenance of 
and Government stores. the lines and conducting the traffic 

(b) Government bullion graphs and telegraphic appliances, 

~ 
thereon, including police and tele-

and coin and the per- shall in all respects, as far as practi-
Bons in charge thereof. cable, be carried on in the same 

manner and subject to the same 

l
regulations and control by the 
Secretary of State as the like busi
ness on the Great Indian Peninsula 
Railway. . 

4. The working results of the feeder railways during the last seven years 
were:-

• Signifiea amount in exce88 of '6 pl!IE' cent. of gl'088 revenue incurred in working expenses . 
•• SipUIeo a.loP. Railway'. proportion of surplUJI prod'" aftor dividend of G pe. oont. had beeD paid. 



Lines. 

Central-Provinces Railways •. 

Dhond-Bara.ma.ti Railway 

Pachorar-Jamner Railway 

Lines. 

Central-Provinces Railways · . · . 

Dhond-Baramati .Railway · . · . 
Pachorar-Jamner Railway · . · . 
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. . 

.. 

. . 

1923-24. 1922-23. 

---.-I--Tl--·-~---~--·-1--~I~-··-2---~ 

Ra. Ra. Ra. I 

-05,400 1,52,127 -1,07,099 1,44,085 

-20,702 20,472 5,372 18,608 

34,653 -11,596 2,622 -7,797 

1924-25. 1925-26. 

"I I ""2 "1 
\ 

"·2 

&. Ra. &. &. 

-2,18,986 2,35,863 -2,13,000 1,63,470 . 

-1,991 16,685 -30,927 17,907 

8,241 6,764 26,781 -9,357 

• Signifies amount in exceSB of 46 per cent. of gl'088 revenue incurmd on working expenses . 
•• Signifies a.l.p. Railway's proportion of surplus profits afterclividend of 5 pet' cent. had been paid •• . 

SECTION 8. 

New construction. 

The view of the Railway Board about new construction is Bet forth in 
their letter No. 598 P. of 18th June last. It may be summarised briefly 
as follows :-

Railway administrations should definitely undertake responsibility for de
veloping the country side, particularly in agricultural districts, as the Railway 
Board are satisfied that there is an urgent need for a rapid expansion of 
transport facilities alike in the interests of the country and of the railways. 
The Railway Board regard the extension of service to the public as one of 
the most important duties of a railway administration and they wish to see 
this du1Jy "canied out through the medium of the new construction pro
gramme as well as in all other railway activities." 

2. In the same letter the Railway Board laid down that we should 
prepare a programme of construction for the five years beginning 1st April 
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1927, which would enable the funds and staff required to be provided in 
good time. Our consequent proposals are given in the Quinquennial Pro
gramme beginning 1st April next, as shewn below:-

Railway under Survey shown th1J8 __ _ 

20' 
Railway under Construction shown === 

thus. 

'Represents probable expenditure in lakhs 
during the year. 

Programme of Railway Survey a.nd Construction. 

(The amounts aN IIMWn. in. lakhs.) 

Rame of ProJootl. Stand;. 
Gn11lo. ...... 

Agra-Bo.h. .' .. 0, 15'-6" 

Wirti ~~~~l--,---,,-----,P-~-~-'-'d-.~',-~-n-d'-'~-'·J-----'I'-----
mIle'. Of.a... 192&-27. 1027.28. 1928·29.,1929·30. 1990-81. 1981-32. 

RI. Ba. 11.&. BB. Ra. Rs. 

------------------!-----~----!---4-'5--L-3-2-.0-8~-1-2-.0-8-·TI-2-0-'0-0~-" " " " 

Aligarh-Muttra. .. .. B, 6'-6' 

Dhal'wa-Pusad .. .. C, 2'-0· 

Thana-Mahad. .. .. C. 5'-0" 

Kunch-Madhogarh .. C. 5'_6" 

Nuik.Belapur.Bodogaon . B. &0, 5'-6" 
Khandwa.Hingoli (Khand· 

wa.-Painga.nga Section.) B. 3'-3i' 

Total mileage of new constrllctiou 
proposed during the five years 
oommencing 1st April 1927 .. 

45 64'00 .. • 14'00 25'00 25'00 .. .. 

43. 30'43 .. L..!!·43 'J8701) .:TOO.. .. 

I:: ::~~::~ ::-1
1 

:~ ~lli :'.':: 4Lo 
168 2,04'55 .... 50'00 50'00 --

-=~-r-~- -~,.. .. .. -1--:" --.. == ~ 

Total allotment/or .aohy.... ..--~ 6,14'42 1:::-140'43 ~'16 1,09'~0 II.35~~ I 95'00 

Survey mil .. for each ye.r .. .. .. ~~~i-.23~1~ 1 321 1 .. I .. 
Construction milea for each year . ~ 45 133! 230 l 340 411 i-3~ 

45 i .. I 140 -;0-1-:;-Additions to.mileage each year 

NOTB.-The projects are 8hown above in the order of their considered importa.noe. The programme aims at an aggrega~ 
length under oonstruction of about 300' miles in any one year and a stall of four construction divisions. 

3. The amendments the Railway Board propose in our programme 
are:-

Agra-Bah } The Railway Board suggest construction 
Dharwa-P~t.8ad in each instance, be finished three months 
2'hana-Mahad. earlier than proposed by us_ 

Nasik-Belapur-Bodegaon.-Railway Board desire engineering 
Survey to be carried out forthwith and construction begun 
from 1st July 1927, 
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Khandwa-HingoZi.-Railway Board desire construction to bE-gin 
by about 1st January 1929. 

4. The Railway Board further wish us to begin construction of the 
following projects from the date given against eaCh:-

Kartal-Kamasin 

Khamgaon-Chikli 

Amraoti-Narkhed . . 
Harpalpur-Kalpi (Somerpur) 

Harpalpur-Cha1Jrapur •• 

Yeotmal-Bhamangaon 

Damoh-Amangang 

.. .. 
. . • • 

. . 

1st January, 1928. 

1st July. 1929. 
1st January, 1930 . 

1st January. 1930 • 

1st January, 1931. 

1st January, 1931. 

1st July, . 1931. 

5. Since the 31st March 1926 this department has submitted eight 
traffic reports . 

. Statement of traffic survey reports submitted since 31st March. 1926 
with date of submission to Agent, gauge, length, estimated capital cost and 
dividend. 

I 
Name of project. ~ Date Gauge. Length. Estimated Estimated 

ubmitted. capital cost. I dividend. 

Miles. Ra. 

1. Dharwa-Pusad Railway .• .. 1-4-26 • 2'·6" 43 29,73,825 10'6 % 

2. Dhama.ngaon.Yeotmal Railway 30-4-26. 2'.6" 34 29,36,250 4'23% 

3. Hiwarkhed.A!<ot.A!<ola.BIll!imRy. 19·6·26. 5'·6" 91 77,72,600 2'34% -

4. Ma.nmad-Ma1egaon-Satana Ry. 14-7·26 5'·6" 45 38,42,600 . . 
(15,63,925 1'5 

from Man. 
mad to Male· 
goon only) 

5. Belapur.Shevgaon Railway .. 9·S·26. 5'·6" 46 34,50,750 4'76% 

6. Kunch.Jalaun·Madhogarh Ry ... 13·S·26. 5'·6" 49 30,62.180 3'4 % 
(22,79,200 by 5'0 % 
alterna.tive 
alignment). 

7. Muttra.Alige.rh Railway .. 24-S.26 . 5'·6· 41 69,30,000 6'16% 

S. Nasik.Belapur .. .. .. 31-S·26. 6' .. 6- 93 90,82,000 '33% 
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6. In Agent's letter No. 2274-D-134 of 25th September last we have 
been given a list of a.ll the projects, for which it is stated traffic surveys are 
now required in the order of their urgency :-

(I) 
(2) 
(3) 
(4) 
(5) 
(6) 
(7) 
(8) 
(9) 

(10) 
(11) 
(12) 
(13) 
(14) 

(15) 
(16) 
(17) 
(18) 
(19) 
(20) 
(21) 
(22) 

Talegaon-Mancher ; 
Bela.pur-Bodegaon ; 
Khandwa-Hingoli ; 

o. 
Amraoti-Chandur-Morsi-Narkhed ; 
Parola.-Amalner-Soukheda. ; 
Khamgaon-Chikli ; 
Baramati-Baura ; 
Damoh-Amangang ; 
Kotah State :-Baran-Sangod·Khanpur-Aklera-Ma.nohar. 

than; 
Dhulia-Nardhanlt ; 
Borkhedi-Hinganghat Chord; 
Sholaka-Nuh-Rewari; 
Kosi Kala.n Branch-Alwar; 
Railways in the quadrilateral area between the Bina

Katni, Katm-Manikpur, Manikpur-Jhansi and Jhansi- if 
Bina lines; 

Harpalpur-Nowgong-Chatarpur ; 
Harpalpur-Rath-Kalpi and Harpalpur-Rath-Supermur; 
Garotha-Mau Ranipur-Maurana-Lalitpur ; 
Kartal-Attara-Barberu-Kamasim ; 
Chinchwad-N arayanganj ; 
Yeotmal-W un ; 
Takli-Edlabad ; 
Sawda-Chopda. 

SECTION 9. 

Pub,licity. 

To publish is "to make genera.lly -known," "to noise abroad." It is 
obvious that publicity can only be desired by those who have something good 
to make generally known, and that the better it is, the keener they will natur
ally be to seeure publicity for it. The G. I. P Railway from the very begin
ing has been the leader in publicity amongst Indian railways. 

2. The present pUblicity branch of the Commercial Departmt"nt was 
sanctioned as a tentative mea.sureunder Railway Board's letter No. 1954 E.19 
of 18th March 1920. The pUblicity functions of a railway come naturally 
under the control of the "selling" department of which they are obviously 
an integral pa.rt. 

3. For the first two years the work was mainly to secure a revenue 
from trt16ie advertisements- at stations, in carriages and refreshment rooms. 
The adjustment of station design to conform so far as practicable with adver
tising requirements has been brought to the notice of the engineering depart
ment. It is estimated that up to 31st Ma.rch last the net revenue seemed is 
Rs. 1,50,882. 
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4. On 1st April 1922 permlldlent sanction' to the publicity branch was 
given and further activities were started. St. Nihal Singh wrote three folders 
entitled" India Beckons," "India Old and New " and" The road to India's 
Past." A pa.mphlet on "Sanchi " by Sir John Marahall ha'! been published 
and booklets entitled " India. for the Tourist" and .. KMhmir" have been 
prepa.red departmentally. Leaflets on Ajlldlta and Ellora, one in Mara.thi on 
Pandharpur, a coloured leaflet drawing attention to the adva.ntages of G. 1. P. 
tourist cars and an art booklet on "Agra and Fatehpur Sikri" with six 
illustrations in colour, posters on Pandharpur, MU8.'JOOrie, Agra and Fatehpur 
Silui, and Na.sik have been issued. A leaflet in Marathi on Nasik is being 
published. A very useful illustrated pamphlet on "Safety First" has been 
issued. 

5. Press advertising of Poona., Nasik, Ajanta. Caves, Ellora Caves, 
Agra.. Delhi, Gwalior and other places of interest on the line has been conducted. 
A series of coloured cover designs for the G. I. P. two-anna. time-tables has 
been published. An" All India" Time-ta.ble has been produced. Hindi 
and Marathi time-tables are also issued. 

6. Lantern slides have been prepared departmenta.lly and sbewn :n 
cinema.s in order to advertise the Poona. Races, chea.p holida.y tickets and 
books of coupon tickets. A cinema. film has been made departmentally 
and displayed to adveltise Poona. Races. 

7. A film of 11 ,000 feet, illustrative of a tour over India, was prepared 
and shewn at the Wembley Exhibition. Copies have since been ha.nded over 
to the Candian Pacific Railway, who are acting as our Publicity Agents in 
Canada and the United States, and have been widely displayed throughout 
America. Copies of certain parts of it have been prepared and shewn with 
lectures on travel IIdld filIns of genera.l interest. The wide-spread orga.nisa
tion of the Canadian Pacific Railway possesses all the mea.ns of reaching 
the America.n public a.nd results a.re already evident in the increa.sed number 
of round-the-world-tours coming to India, a.nd in the Ina.ny enquiries for in
formation about the cost of touring in India. and suggestions for itineraries 
received direct from people in America. Many hundreds of booklets IIdld 
leaflets ha.ve been distributed in America and other countries. 

8: An Informa.tion Bureau was opened on the 14th October 1924, 
which has been Ina.de grea.t use of by tra.vellers, supplying them with infor" 
mation including itinera.ries. A poster has been issued drawing the atten
tion of the public to the fac.t tha.t the Information Bureau will help them. 
Post cards, booklets, and a large number of photographs have been sold. 

9. A great deal of photogra.phy is done for the different departments. 
The photographs shewn in the dining cars and upper class ca.rria.ges are 
prepared by the railwa.y photographer. Photographs are taken of upper 
class stock, production of work in the shops, defective Ina.te11al supplied 
by manufacturers, latest types of locomotives, and diagrams of rol~ng s~ock, 
station yard drawings, andma.ps are reduced. Photographs of electncfittmgs, 
and of special lighting schemes to illustrate reports, views of oollieries, elec
trical installations in power houses, and works of general interest are prep~red. 

10. ,Most of the publication work of the commercial department is looked 
after by its pqblicity section, which is responsibl(\ for issue of the goods 
tariffs, time-table and coaching guide, English, Hindi and l\1a.ra.thi time
tables, weekly notices, and for the advertisements which appear in some of 
these publications. 
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11. But by far the most notable and picturesque activity has been the 
starting of a travelling railway cinema, the potentialities of which are in
calculable. It began its jtmrneys OD 19th November 1925 and so far has 
visited 193 stations. The following cinema. films have been produced in 
conjunction with the Agricultural Departments of the Bombay Presidency, 
the Central Provinces, the United Provinces and the Punja.b :-

•• 
(1) Improved methods of sugar cane cultivation; 
(2) Poultry farming in India; 
(3) Old and new methods of irrigatio~ in the Bombay Decca.n; 
(4) Improvement of cattle in India; 
(5) Old and new methods of wheat cultivation; 
(6) Cotton cultivation. 

In addition the follOWing films dealing with the work of the staff &le 
under preparation:-

tacuum Brake 

Steam Valve GeaT 

Breakdown Work 

Firing .. 

Ltubricaticm .. 
Track Maintenance 

Safety First. 
First Aiel. 

Its working and adjustment; rectification of 
defects; . 

Its working and adjustment; rectificat~on of 
defects ; 

.• Right and wrong ways of re-railing carriages, 
wagons and engines ; 

Right and wrong methods. How to obtain 
a minimum consumption with each class 
of fuel; 

Use and adjustment of various trimmings 
to minimise consumption; 

How to deal with various types of sleepers 
and the rectification of faults; 

A film on rura.ll)plift in India. will be produced shortly. 

. 12. It is difficult to exaggerate the possible effects of cinema propaganda. 
in improving agricultural methods. The performances at many stations are 
attended by literally thousands of people who show the keenest interf'st. The 
use of proper ploughs, the rotation of crops, the advantage of fertilisers can 
be impressed upon the peasantry by cinema films more graphically and 
effectively than in any other way. But the cinema has even greater results 
than this, for the minds of the people are enlarged, they are given wider 
interests. Two of the grea.test causes of increased revenue are a .gre&ter 
desire on the part of the public for material things and for eularging their 
experiences by travel We are fortunately not called 1lpon to judge 
whether by increasing a man's material wants we are likely to add to his 
happiness, we are looking at the matter purely bom the railway point of view, 
but as things get back to normal, as ra.ilw~ mileage increases bringing down 
the costs of transportation and so making a bigger margin for spending, it 
will be necessary to educate the peaeant in the best way to spend his monE>Y 
and the cinema is an unrivalled means of so doing. 

13. Much of the criticism passed on railway operations and methods is 
the outcome of ignorance. Did the public understand the difficulties that 
railways have to contend with and the action taken to overcome them, a 
much more sympathetic attitude would result. The publicity section with 
tactfully prepared press notices can be of the greatest assistance. 
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SEOTION 10. 

Other Method,q of Increa.sing Traffic. 

We have dealt with the use or publicity in increlsing traffic, and n~ 
~ave 110 deal with other matters Within ilie compass of this report. Th\) m!)$j;j 
Important are :- . 

(i) tbe diffusion of interest in rating a~d railway ilfairs generally; 

(ii) the stimulation of indigenous industries and agriculture ; 

(iii) the increase in railway mileage; 

(iv) tbe competition with motor traffic' ; 

(v) tbe decrease in passengers travelling without tickets; 

(vi). the increase in cotton rates. 

2. One of the greatest ainul for the successful working of a railway is: 
esprit-de-corps. Very often the greater the organization, the mor~fficult: 
it is to, foster this spirit,and for this, amongst other reasons, a State Rail
way is in a more difficul~position tban one worked by a Company. Rating' 
is, and has been of necessity, concentrated 3;~ the headquarters of railways, 
but it is extre1llely important to get the commercial staff interested in the 
subject. 

3. The action' we have taken to. stimulate, by judicious ratmg, indi
genous industries and agriculture has already been dealt with in secllion 3 of, 
this; chapter, and in section 9 under the heading" publ,icity," and the matter J 

receives unremitting a,ttentio& 
• . . . 

borea .. in 4. The increase in railway mileage has,been dealt with in section 8 of 
,",lwaymIleage. this chapter, and a very full programme of work has been laid down. 

Competition 
with -motor 
tra.ffic. 

5. Motor competition with the coaching services of this raiJway is a 
very serious matter and is. growing more serious.~very day. The question 
is undergoing special investigation. We are trying to ascertain whether it is 
practicable, in certain district!', to run motor services of our own in competi
tion with those operating against us. 

Dec,e ... in 6 .. Very large numbers of passengers are travelling without tickets in 
i:~:~~~s ith- spite of all endeavours testep them. There is no doubt. whatever that an 
out tickets':' amendment of the Indian Railways Act is necessary, The provisions of tbat 

Act dealing with the matter are contained in sections 112, 113 and 132. Pas, 
sengers found travelling without tickets and are unable to pay are usually 
prosecuted under sections 112 and 113. These sections are non-cognisable 
and should be made cognisable. At the meeting of the Indian Railway Coli
ference Association, 1925, the following resolution was passed :-

" That in view of the increase of numbers of passengers tra
"velling without tickets and of the loss to Railway and .to Govern: 
"ment caused thereby, this Conference recommends to the consi
"deration of the Railway Board the advisability ef revising the 
" Railway Act in order to provide better security for Railways in 
" recovering fares and penalties for travelling without tickets." 

Inc .... se in 7. The question of increase in cotton rates has been fully dealt with in 
cotton ,ates. the note on " cotton" in section 3 of this report .. 
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SECTION 11. 

Methods of De,rreasin(j Cost of Operation. 

The best means~f decreasing c~st of operation ·are :~ • • 

(i) to keep a careful watch on employment of staff ; 
(ii) to do everything possible to maiI\tain goodloadingof wagons; 
(iii) to ~intain adequate statistics; 
(iv) to co'nvey traffic by the shortest practicable route. 

2. There is no satisfactory ~orm.ula ~y which. one can arr!,:e at the ~r~tr.ment 
number of staff necessary to be marntamed In a goodS shed; C()nditlOns vary 
sogrcatly. The only satisfactory method to determine the number of staff 
required is for a man of experience to watch the working of a shed ()vera 
period. The number of staff employed should be checked at frequent in-
tervals, individual attention being given to the men employed. It· often 
happens that a man is employed in circumstances in which he cannot givehis 
best work and a great impr~vement can be'made by means of his transfer. 

3~ The subject of loading is fully dealt with in Chapter VI of this report. Good loading 
. of wagons . 

4. It is necessary in railway working to have the best statistics avail- Maintenance of 

able and no't too many of them. The Indian Railway Conference Association ~~:f~~te ata· 

have appointed a committee to report on commercial statistics, and this 
should be of the highest value. The appointment of a statistios officer on 
this railway has been of the greatest assistance. We have been able to get 
necess&;y figurell much more readily than in the past and in. t!te form in 
which we require them. . 

5. Other things be.ing equal, traffic, should follow the . shortest route. Conveyance of 

This principle cannot be followed absolutely, because (i) each railway is an :h~'!:s~y ~~:di. 
independent financial unit and is bound,within reason, to endeavour to' draw cable route. 

traffic to itself;. (ii) certain facilities provided would be thrown out of use; 
(iii) certain of the shortest routes would beoome congested. It must be re-
membered that under (ii) facilities suchas.engines, staff and wagons can be 
diverted. It would often be found that if traffic were diverted to the shortest 
route; rates per maund per mile could be so increased that the revenue would 

• be higher than before. 

SECTION 12. 

Coaching ffM'es and charges, and miscellaneous. 

This report is prima.rily concerned with goods rates but it is necessary 
t() consider coaching fa:res and charges and miscellaneous earnings aI].d their 
contribution to the revenues of the ra.ilway. 

2. The diagram printed with this section shews the earnings and numbers Coaching char. 

of passengers carried in each class from 1910. to 31 st March 1926. On the geB. 

1st April last certain fares were altered and are now as follows:-

lst class, 
2nd. class, 

18 pies per mile for any distance; 

9 ,,.. ,,.. " 
Inter class, no change; 
grd mail, no change; 

{

4 pies per mile 1 to 150 miles plus. 
3rd ordinary', 3! pies per mile 150 to 300 miles, plus. 

3 pies per mile over 300 miles. 
. . 
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. . 
The time the revi8ed f&.res have been in force is not-sufficient to enable any 
judgment to be formed a.s to the suitability of the alteratioll8 from the finan
cial standpoint. The mpst suitable way to fix ooa.ching fares is by the pro
ceBB of " trial and error" and in due COUl'8e we shall be aq,le to form an opinion 
a.s to whether any further change should be made. . 

3. Appendix" C .. shows the contribution made to the revenues of the 
railway by p&88engers under their difl'erent heads from 1913-14 to 1925-26. 
The most outstanding fact is the manner in which our third cl&88 paBBengers 
(vastly the most important) have increa.sed both in numbers and earnings . 

Parcel ~ lug. 4. The following "statement gives the revenue a~d ton-miles of parcllls 
gag. e ..... unga. and luggage from the year ending 31st December 1901 to the year endi.ng 

31st March 1926 :-
• 

Revenue and ton-milea DJ luggage and parcels, 1901 to 1925-26. 

Period,. 
Luggage. Parcels. • 

• Ton-milea. \ Amount. Ton-miles. ~ Amount . 

-----------------~-----!------

Year ending. 

31st December 1901 " .. .. 
.. .. .. 
.. .. .. 

1902 •• 
1903 •• 

1904 " 
1905 •• 
1906 .. 

1907 •• 
1908 •. 
1909 ." 

.. 

.. 1910... ~ 
.. 1911.... 
.. 1912.... 

Q~r ending 31st March 1913 

Year e.nding. 

31st March 1914 
.. • 1915 

' .. 
.. 
" .. 
.. .. .. 
.. .. .. 
" 

1916 

1917 
1918 
1919 

1920 
1921 
1922 

1923 
1924 
1925 
1926 

.. 

.. .. .. 

1,672,268 
1,884,953 
1,921,549 

1,956,430 
2.239,759 
2,547,653 

2,356,287 
2,161,489 
2,311,936 

2,499,080 
3,074,749 
2,820,554 

631,375 

2,722,261 
2,44:;"560 
2,581,079 

2,973,656 
2,831,251 
3,356,038 

3,681,651 
3,576,663 
3,930,389 

4,626,747 
4,702,099 
4,859,246 
5,579,370 

Ra. 

3,89,604 
4,31,792 
4,42,424 

4,48,887 
5,12,593 
5,84,834 

5,41,458 
2,94,985 
5,30,892 

5,75,843 
7,15,254 
6,88,276 
1,54,069 

6,43,741 
5,78,979 
6,08,882 

7,02,048 
6,69,145 
7,92,197 

8,72,097 
8,45,173 
9,28,759 

10,93,310 
1l,Il,1l6 
1l,48,250 
13,26,984 

" 

6,975,945 
7,489,807 
8,107,360 

8,533,407 
9,172,889 
9,377,900 

9,971,519 
10,520,334 
10,807,313 

11,629,007 
12,367,741 
13,597,705 
3,776,114 

14,943230 
18,246,131 
20,443,779 

28,202,883 
34,448011 
37,016,081 

40,156,980 
39,486,049 
42,078,656 

43,206,422 
40,838,567 
39,914,693 
38,262,702 

Ra. 

11,41,524 
13,62,328 
14,79,732 

15,51,074 
16,69,992 
17,05,595 

18,14,128 
19,09,906 
19,71,648 

21,18,959 
22,42,422 
23,20,824 
6,44,49!1, 

26,80,630 
32,81,038 
36,77,631 

50,68,280 
62,01,870 
66,18,566 

71,85,827 
70,82,810 
75,47,859 

77,50,152 
73,25,418 
71,59,698 
68,64,426 
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5. Rates for pllorcels a.nd luggage were enha.nced on and from 1st April 
1921 by 25 per cent. on account of the increased costs of working. These 
new rates were subject to the imposition of surchBdge, i.e. 2 anna.s &Ild 6 
pies per every rupee of freight paid, which wa.s introduced from the same date: 
See pa.ra.. 11 of section 3 of chapter 111. No other coaching traffic bore the 
Surcharge. On 1st April 1922 the Surcharge on all goods, parcels and lugg
age wa.s withdrawn by Government and from the same date the parcel and 
luggage rates were further increased. On the rates as-applied on 31st March 
1921 the total increa.se varies from'4} to 50 per cent. 

5. Miscellaneous revenue is shown in appendix "C" for the years Mi.aellaneous. 
1913-14 to 1925-26. It varies from Ra. 7,85,493 in 1915-16 to Rs. 41,11,796 • 
in 1920-21. 

SECTION 13. 

Conclu.sion. 

A brief account has been given of the G. I. P. Railway and itS working Ge ....... lromar .... 
results. The main principles governing railway rates for the carriage of 
merchandise have been stated. The conditions nnder, and certain of the 
methods by, which our goods rates and coaching fares are determined have 
been described. Our principal rating and routing agreements have been 
set forth. Certain aspects of undue preference have been dea.lt with and our 
financial position explained .. The method of fixing rates has been described 
so far ai! this is practicable, and the actual rllotes quoted for ten of the principal 
commodities now and in 1913-14 have been given with pertinent comments. 
Rates to develop industries, competitive rates, seasonal rates, sidiIig charges, 
feeder lines, new construction, pUblicity, other methods for increasing traffic, 
ways to decrease cost a.nd coaching rates and fares have been described. In 
para. 12 of section 1I (i) of this chapter it is stated that the reasons for the 
increase in cotton and other rates would be given in the conclusion to this 
chapter. When we have done this and given our reasons for believing our 
rates generally to be reasonable, we shall be in a position to draw some general 
conclusions and clearly to set forth the policy of this railway in rating. 

2. The increases in railway charges have been necessitated by the 
increased cost of working. The extent of these increases since 1914 for ten 
of our principal commodities are given in this chapter under the different 
heads. 

3. I propose to produce facts and figures to show that the charges ma.de 
to the public are reasonable. There are many aspects from w hioh this question 
may ,be regarded:-. . 

(a) the return made on capital, which brings oui- charges into some 
relation with the "cost of service"; 

(b) the increase in railway charges compared with that in operating 
expenses ; 

(c) the increase in railway charges compared with that in the oost 
of living, and 

(d) general considerations. 

4. In chapter V1U on the financial posit:on, a statement is given Return on capi· 
shewing the financial results of working for the thirteen years ending 1925-26. tal. 

By taking the total net earnings, and the total captial at charge, we find thlt 
average yearly interest earned is 5.04 per cent., which from no point of view 
whatever can be hcld excessive. 
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5. Before the points can be made that charges are 'reasonable because 
~eir increases since 1901 compare favourably with the increases in operating 
expense8 and. in the cost of living, it is obviously necessary to show the.t tho 
1901 charges were reasonable. It is mentioned fnpara. 13 in the portion of 
thischBpter devoted to cotton, that a meeting was held in Ja.nuary 1902 by 
Mr. Robeltson, C. V. 0., the Special Commissioner a.ppointed by the India 
Office 'to examine into the administration and working of Indian railwa.ys, 
with the Committee of'the Bombay Chamber of Commerce. At this meeting 
it was declared by the Committee that they had no difficulty in getting 
rates suitable to traffic quoted and that they had no compla.ints with rega.rd 
to rates. The Bombay Chamber of Commerce was, a.nd is, a body o[ great 
importance, the interests of which extend over huge areas and. its opinion is 
of much weight. Further, shortly prior to 1901 large reductions in ra.tea 
had been introduced. . 

In"",... in 6. It is clear that what matters to the public is not 80 much the inorease 
railway dhar~.b in rates as the increase in the actual amounts they are called upon to pay. ::tt: o~;,ltJ is conceivable that rates might be increased on the average 60 per 
iDg expeoaee. . cent. while amounts paid advanced only 20 per cent. through only a 

small proportion of commodities .being carried at the rates tha~ had been 
most advanced, 

7. We are able to arrive at the increase in a.mounts paid by ascertaining 
the charge per ton-mile for each of the yea.rs under comparison. The follow
ing statement shews the average rate in pies charged for carrying a ton of 
*public goods traffic, excluding fuel, one mile from the year 1901 to 1926;-

Year ending. Pies. 

31st December 1901 .. 6'90 .. 1902 .. 5'83 

•• 1903 .. .. 6'53 

•• 1904 .. .. 6'31 . , 1905 .. .. 6'75 
'0 1906 .. 6'34 

" 
1907 _ .. 5'81 

" 1908 .. .. 5'63 

•• 1909 .. 5'67 

" 
1910 .. 5'28 

" 
1911 .. .. 5'04 .. 1912 .. .. 4'96 

31st March 1914 .. .. 4'72 .. 1915 .. .. 4'86 .. 1916 ' . .. 4'50 .. 1917 .. .. 4'10 

" 
1918 .. 4'33 

f' 1919 .. .. 4'50 .. 1920 .. .. 4'94 .. 1921 • • •• 5'13 .. 1922 .. .. 6'02 

f. 1923 •• .. 6'75 .. 1924 .. .. 6'89 

f' 1925 .. .. 6'43 

" 
1926 .. .. 6'60 

• PQblio traftio inol1lde8 military~, railway "","'riaI for ot.hsr IIJIIIema 8Ild lor....., OOD8l111Clioa 
on home line. 
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8" The comparison of one year's figures with those of another is not 
always satisfactory, for the proportions in which commodities travel, their 
points of distribution and destination, and the dibtances over which they are 
hauled b-equently vary considerably from year to year. But malQng allow
ance for all shortcomings, the figures given below are of great interest and value. 
In order to minimise the efiect of yearly fluctuations, averages for five years 
have been taken. 

Period •• 

5 years ending 31-12-1905 

" .. 
31- 3-1916 

31- 3-1926 

Average rate charged 
per ton per mile on 
public goods traffic 

excluding fuel. 
Pies. 

6'93 
5'93 

8'60 

9. The average amount paid per ton-mile for five years ending 1925-26 
has increased 45 per cent. over that for five years ending 1915-16 ,and 24 
per cent. over that forfive years ending 1905. The average amount paid for 
five years ending 1915-16 shews a decrease of 14 per cent. compared with 

, that for five years ending 1905. This decrease is due to the greatly increased 
quotation of schedule and station-to-station rates. The increases in the 
period ending 31st March 1926 are due to the necessity for raising charges to 
cover the enhanced cost of operating. The incorporation of the Government 
Surcharge from 1st October 1922, described at the end of the first section of 
chapter Ill, played a great part in the increa.se of the rates. It is significant 
to find that the average charge per ton-mile for five years ending 1925-26 is 
only 24 per oent. higher than that for five years ending 1905, particularly 
taking into consideration 

(a) The decrease in the purchasing power of money, and 

(b) the fact that the prices of labour and commodities have risen out of 
all proporf1ion to the decrease in (a). 

The main factor that has enabled- us to increase our rates so little com
pared with twenty years ago is the great increase in the amount of goods 
handled. In the year 19011.he ton-miles of general merchandise of the G.I.P. 
Railway were 937,559,490 oompared with those for 1926, 1,788,395,230 an 
increase of 90.75 per cent. 

10. The following statement shows the position so far as coaohing fares 
a.re cqnoerned. 

Statement shewing the average rate (in pies) charged per passenger per 
mile under each class from the year 1901 to 1926 together with the a.verages 
for the five years ending 1905, 1916 and 1926. 
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Average amount (in pies) charged per pasaenger 

Yea.r ending, 
per mile, 

~ , 1st 2nd Inter, 3rd Srd i Total, 
elMs, CllUlS, cllUl8, mail,. rdinary ,: 

31st December 1901., .. .. 10'88 4'28 1 .. I 2'99 2'04 2'38 
" 

1902, , .. , , 10'84 3'78' , . 2'90 2'13 2'48 

" 
1903 .. · . · . 11'25 4' 16 1 · . 3'00 2'15 2'51 

.. 1904. , · . · . 11'52 4'35 i · . 2'99 2'16 2'48 .. 1905, , · , .. 11'15 4'45 1 .. 2'98 2'15 2'49 .. 1906, • .. .. 10'85 4'4J .. 2'97 2'16 2'48 

.. 1907, , .. · . 10'87 4'51 · . 3'03 2'15 2'46 .. 1908 .. · , .. 10'83 4'53 · , 2'96 2'16 2'46 
" 1909 .. .. .. 10'85 5'17 .. 2'06 2'13 2'43 

" 
1910, , .. .. 14'00 6'36 .. 2'96 1'98 2'60 

" 
1911. , .. , . 13'49 6'30 · . 2'9R 2'32 2'6R 

" 1912. , · . · . 12'87 6'10 "40 2'97 2'32 2'01 

31st March 1914. , · , · . 13'29 6'18 4'04 2'93 2'32 • 2'61 

" 
1915, , .. .. 12' 51 5'93 4'58 2'08 2'28 2'5R 

" 
1916, , .. .. 12'30 3'90 4'42 2'99 2'26 2'55 

.. 1917, , .. .. 11'40 3'63 4' ",5 3'00 2'34 2'61; .. 1918, • .. .. 16'61 5'57 4'45 3'53 2'80 3'27 
" 1919 .. .. .. 11 '79 6'70 4'48 3'48 2'87 3'34 

" 1920, , .. .. 13'30 6'48 4'32 3'43 2'73 3'20 

" 
1921. , .. .. 14'69 6'76 4'68 3'78 2'74 3'28 .. 1922. , .. .. 22'22 8'78 5'03 3'34 2'68 3'27 

" 1923 .. .. .. 24'85 9'92· 7'06 4'94 3'69 4'43 .. 1924, , .. .. 23'03 11'06 7'10 4'00 3'69 4'26 

" 
1925, , .. .. 22'08 0'57 7'09 4'60 3'08 4'22 

" 1926 .. .. .. 20'60 8'71 6'84 4'65 3'69 4'19 

Average 5 years ending 
31st December 1905 .. .. 11'13 4'19 .. 2'99 2'13 2'47 

31st March 1916, , .. "I 12'92 5'33 4'49 2'97 2 30 2'00 
, 

" 
1926, , .. "I 22'67 10'31 6'45 4'31 3'46 4'04 

The percentage increases in average yearly charge for five years ending 
1925-26 over average yearly charge for five years ending 1915-16 and 1905, 
respectively, are 55 and 63. 

11. The increase in the cost of working the railway since 1914 is 6S'6 
per cent. This figure has been arrived at by asceltaining the increaHed cost 
of labour, stons, etc" giving each detail itl! due weight and arriving at a 
general figure of percentage increase. 

Incre .... in rail, 12. Let us now consider the increase in railway charges (,oInpar~d with 
way ohargeo, t.hat in the cost of living. Estimntes of the cost of living in different Farts of 
;';;:'P~,:d CC:"~~ India are very meagre. MonogIaphs have been published from time to time 
living, by officials and private investigators, but the only records of value tous are 

those for the City of Bombay. The Bombay Labour Office collects useful 
information including the cost of living index numbers for the working classes 
of the city. These are based on family budgets shewing expenditure of food, 
fuel, rent, clothing and other requirements of working class families . 

• Estimated. 
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-13. The period for comparison begins in 1901, but unfortunately the 
earliest figures compiled by the Bombay Labour Office are those for 1914. 
We shall use these bearing in mind that the cost of living for the whole of 
India rose 34'5 per cent. comparing 1914 with 1901. This figure is taken 
from" The Index Numbers of Indian Prices" compiled by the Department 
of Statistics, Government of India. 

•• 14. The average cost of living of the working classes in Bombay had 
risen in July 1926 over July 1914,57 per cent., the highest increase during the 
period being reached in October 1920 when the percentage increase over July 
1914 was 93. The average level from August 1918 to January 1922 was 
much above the presen1l. Figures for the working classes are of most value 
for our purpose, as such workers form a very large proportion of the total 
population. . 

15. When we come to use the Bombay figure to arrive at a. general 
estimate of the increase in the cost of living amongst the population served 
by the G. I. P. Railway we are in difficulty. That Bombay occupies a typi
cal position 80 far as the price,of foodstuffs is concerned is borne out by the 
follo~g figures :-

Retail prices of commoditi~ in 1897, 1921 and June 1926. 

1897, 1921. 1926 (June,) 
COMMODITY. Rupees per Rupees per Rupees r 

,maund, I maund, maun . 

RICE, 
J 
• J 

Bombay •• "734 I 7'421 7'1547 , , .. . - .. .. .. 
1'000& .. .. . ' . .. , . .. .. 3'937 9'374 7'693 

Sholapur .. .. .. .. .. .. 3'381 7'353 7'656 
Nagpur . . .. .. , . .. .. .. "26 8'065 · ... 
Jha.nsi .. .. .. .. .. .. .. 5'122 7'394 · ... 

WHEAT, 

Bombay •• .. .. .. .. .. .. 6'006 9'78 7'255 
1'000& •• .. .. .. · . .. .. 5'706 9-281 8'000 

Sholapur .. .. .. .. .. .. 5'698 8'753 S'167 
Nagpur . ,'454, 8'565 .. .. .. · . .. . , .., . 
Jhansl .. .. .. .. . . .. "353 7'26 · .. , 

SALT. 

Bombay .. .. .. .. .. .. , ;! 2'561 2'679 3'1211 
1'000& ,. .. .. .. .. .. .. 2'653 2'78 2'839 

Sholapur .. .. .. .. .. .. 2'859 8'155 3'589 
Nagpur .. .. .. .. .. .. .. 3'972 3'396 · ... 
Jba.nsi .. .. .. .. · . .. .. 3'646 2'961 · ... 
The continuous increase in raJlway communications is one of the greatest 
factors in bringing the prices of commodities in difterent parts of the coun. 
try nearer a common leveL 

16. The main diflerence in the cost of living in Bombay and other 
cities in l'IlJ'M districts is the comparative costs of rent and fuel and it is un
likely that these have increased in the same proportion in the rulal districts 
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as in Bombo.y. We may assume tha.t the cost Of living hlloll incle&!Jed genera.
Iy to three quartei'8 of the extent of the increase in Bombay. i.1l. by 42 per 
cent. 

17. The argument that because our increasee in rates are 80 mooh 
smaller than the increase in operating expenses and. in the OOIIt of living they 
are reasonable, is based on assumptions, it is impossible to push the algu
ment h6me, but 1 think it will be geneIally admitted that the &BSumptions 
'are fair. 

18. The greatest proof of the l'Il88Onableness of our lates is the a.mi
'~able relations regarding them which we have with merchants. 'Requests 
for the quotation of rates are received from time to time, each is considered 
on its own merits, and there are very few diffelences of opinion. Complaints 
are occasionally made that ceI'tain rates are lower than others quoted under 
competitive cOl'lditions, but it is very seldom stwted thlllt rates are unreason-
1l.ble in thetnselves. If no com'pl~inJ; i~ received that a rate is too high, it is 
USUally safe to conclude that It 18 at Its propel' level 01' too low. Another 
most important point is that the Commissionplovided 101 under the Indian 
Railways Act has never been called into being. I shall have more to say 
about this in the chapter dealing with the pIOposed Railway Rates Tribunal. 
Meanwhile, I shall quote from the speech of Mr. Lloyd Jones as President 
of the Indian Railway Conference Associatiob in 1925:-

"Hitherto the only regular machinery for representing the 
"interests of the customer as distinct from those of the railway 
" in the fixing of rates has been the right of appeal under chapter V 
"of the Railways Act .. In actual practice it has been lelt to the 
"responsible railway officers to make themselves conversant with 
"the conditions of the tIade affected by the rate. On the whole 
"the rate system that has been built up in this wayissatisfactory 
" and cIeditable to the lailway administrations. The lact that the 
"Commission provided by the Railway Act has neVel' been called 
"into being, I submit, testifies to the success of the railways in: 
"rate making." 

Further, though the Rates Advisory Committee has been open to receive 
complaints since the 1st May last up to the time of writing (25-10-26) it is 
undeIstood that only one complaint, and thattrival, has been put before it. 

19. When the Surcharge of annas 2 pies 6 per rupee described in chap
ter III was introduced on 1st April, it was estimated to bring in from all 
railwa:\,s 5i crores and succeeded in doing so. On the G. I. P. Railway it 
was expected to pIoduce Rs. 101,30,139 and actually produced Rs. 85,81,110. 
Had traffic been charged W'ha.t it could bear, this Surcharge, which was not 
imposed on any scientific basis, could not possibly have met with the suc
cess it did. for the additional ch8.rge would have enormously reduced the 
traffic. WheIl it was incorpoIated in the rates, it was accepted without a 
murmur and had an excellent effect on the revenues of the l'ailwa)s. 

Poii"T;" rating. 20. We a.re nOW in a position to formulate the policy in rating of the 
G. I.P, Railway, which is to fix its ra~. to produce o~e 'per cel!t. profit per 
&nnum on the ca.pital at charge, contrivrng that the mCldence Of the rates 
falls where it can most fairly be borne 80 as to encourage the greatest volume 
of traffic in all commodities. 

21. It has long been the policy of therailW'a.y to ~aiDtain its " -:ti<?D 
capacity" and .fooilities generally in advance ofimmedia.te needs. It IS ,ID 
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a favourable position with regard to future capital expenditure. It is a 
magnificent property and given ordinary conditions, there will be no diffi
culty in meeting the financial requirements of Government. The ever pre
sent problem is to ensure that the charges for the different commodities 
bear fairly on the public-that each commodity contributes its due share. 

22. It is clearly necessary in following out our policy to make no 
general decrease in rates or fares iintil we have made up the deficiency on 
our return to Government for 1925-26 (Rs. 23,97,550) and have a litte mar
gin in hand. Up to and including the week ending 6th November 1926 we 
ha.ve a decresse of Rs. 43,91,183 compared with the corresponding peliod of 
the previous yeal'. These figures sre corrected with 'audited figures up to 
lH st August (it must be remembered tbe.t the Jubbulpore-N aini section was 
taken over on 1st October 1925). Our gross earnings for 1925-26 were 
Rs. 15,14,71,611 and we eRtimate that our gross earnings for 1926-27 ",ill be 
Re. 15,50,00,000. In spite of the falling off of revenue up to date, we ha.ve 
good rea.son to anticipate that our earnings will be greater than last year, 
particularly considel'ing the bumper cotton a.nd grain and seed crops which 
have to be moved. 



CHAPTER X. 

The position the commercial departmem 8hould occupy in determining 
the general poZicy of a railway. 

All well conducted businesses of considerable size are divided into a 
manufacturing department and a. trading department. On a railway these 
are termed the transportation and'llommercial departments. It is essential 
for the trading department to have its due share in the determination of the 
policy and in the conduct of the affairs of the concern. H the manufacturing 
department becomes unduly enlarged, the balance is interfered with 
and the manufacturing side has an undue influence. No more can: an 
organisation than a machine work to its full power without being properly 
balanced. 

2. The principal functions of the commercial department are to-

(a) Share in the determination of the general policy of the railway; 
(b) Represent the railway to the public and be the advocate of both ; 
(c) Share in fixing the timings of trains and arranging the provision 

of facilities for the public; 
(d) Fix rates ; 

(e) Develop trade, keeping in touch with the public; encouraging 
infant and struggling industries; preventing diversions of 
traffic, and seeing that reasonable facilities are provided; 

(I) Settle claims; 
(g) Arrange agreeements" with foreign lines; 
(11,) Manage goods sheds and depots, booking, parcel and luggage 

offices. 

3. Unless the department is given its full position amongst the other 
departments, it cannot properly discharge its duties. As has been stated in 
paragraph 1, a railway, like all other great manufacturing organisations, is 
naturally divided into two sides, the manufacturing and the trading, and 
unless there is a strong and active trading department the balance of the 
organisation will inevitably be at fault, eoonomy of operation being given 
greater attention than the development of traffic and prevention of its loss; 
the necessity of spending some money in order to ge~ more money being over
looked. Precisely as in other manufacturing concerns it is necessary for the 
oommercial department of a railway to maintain a steady pressure to attain 
these objects. One of the most important duties of the commercial depart
ment is to be the advocate of the public and of the railway, in a position to 
know how the demands of the public oan best be met to the advantage of both. 
It is essential for the pressure referred to above to be exerted all over the 
line and this entails an entirely independent organisation for the commercial 
department not only at headquarters but throughout the system. This is 
necessary also to enable the department to carry out the functions mention
ed in p6.ragraph 2. 
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4. On a priors grounds, in a developed railway, the commercial side, it 
may be argued, has not only a claim to sha.re in the general policy but the pre
eminent claim. The activities of the ma.nufacturing side of any industrial 
concern are regulated by the ability of the .. trading" side to market the 
commodity, and .logically one must come to the position that the" trading .. 
(that is, " rommercisJ. ") department should be the semar partner in directing 
policy. n is not easy to see that in the developed railway system there il 
any escape from that issue. In the early days of a ra.i.lway, the purely con
structional aide rationally takes pre-eminence, the "policy" being largely 
witll the engineel' ; in strategio lines also with tile soldier and pclitician. But 
from early days onwarda there should be a progressive transvaluation in 
favour ()f the commercial aide. In this country we are tempted to cling to 
Ta.luations that are out of date. 

5. One of the reasons advanced for putting commercial duties under 
the heads of the transportation divisions is that this eliminates friction 
between the departments. Friction is not necessarily bad. l1! is clear that 
without it there could be no transportation. .There is a wasteful friction 
'Which is caused by departmental a.nd personal jealousies and cannot be too 
strongly deprecated. There is a. fruitful friotion BUcb. as that set up by the 
sharpening of a. razor on a strop. The fruitful friotion whioh exists between 
the commercial and transportation departments has the effect of greatly 
increasing the efiectiveness of transportation operations. The placing of the 
commercial district organisations under the transportation department 
reduoes wasteful friction, but this a.d vantage is greatly outweighed by the· 
loss of fruitful friction which inevitably results. 

6. The position of the commercial dep&rtmeDt is not an academic 
question, but one of the greatest practical importanoe. 



CHAPTER XI. 

Progre88 made in, the simplificati01l, oJ rating. 
The report. of the -Indian Railway Accounts Committee which was first 

considered by the Indian Railway Conference Association &.t its meeting in 
1922 gave &. cosiderable impetus to the simplification of r&.t.es. The following 
&re the main points which arose under that report :--

(a) Rate registers ; 
(b) Adjusted class rates; •• 
(c) Standard schedules; 
(d) Substitution of mauna 8chedules fot wagon schedules in through 

booking; 
(e) Methods of dealing 'With exceptional classifications on small 

railways ; 
(J) Alteration of rates at longer intervals ; 
(11) Calculation of rates on continuous mileage. _, _ 

A special sub-committee W&ll appointed to submit a report. to the Conference 
of 1923 on cert.ain key subjects dealt with. by the original Committee. 

2. We have introduced rate r~sters with t;he 13. B. &; C. 1. Railway, Rate register •• 
and the preparation of these registers with the Nizam's Guaranteed State 
Ra.ilway, M. & S. M. Ra.ilw&.y and Dholpur-Ba.ri Railway was in ha.nd, but; 
in view of the recommenda.tion of the sub-committee appointed at the last 
Conference, which was duly accept,ed, we donofs propose to proceed further 
with the introduction of rate registers. The resolutioh of the Conference 
with regard to rate registers is as follows :-

(a), That the Bombay, Baroda. and Central India Railway should be 
asked to introduoe rate registers with all railways with which it 
interchanges traffic, these railways reciprocating with it, 
and submit &. report to t>he Conference of 1928; 

(b) That other railways which have already introduced rate registers 
should be asked to continue their use, keeping a. careful record 
of the results a.nd submit reports to the,B&me Conference; 

(c) That pending submission of these report.s, further extension of 
rate registers by other ra.ilways should be held in abeya.nce ; 

(d) Tha.t the Officer-in-oha.rge of the Clearing House should be a.sked 
to express his opinion on the utility or otherwise of rate registers 
in the apportionment of traffic a.s soon as possible for the in-
formation of the Conference; _ 

(e) Tha.tJ the Secretary, India.n Railway Conference Association, 
should submit to the Conference of 1927 a report on the progress 
made regarding the other subjeots dea.lt with in his report. 

3. It has been generally agreed tha.t in through booking between railwa.ys Adjusted class 
where adjusted olass rates are quoted, they should be replaced by class rates Cl .... rate., 

ca.lculated on computed dista.nces. The adjusted class rates at present 
operating oan be divided into three classes, as shewn below ;--

(a) Equa.l rates (;) between stations that serve principa.l ports a.nd 
junotion stations of interested railways, &nd (ii) between 
junction sta.tions of two ra.ilways; 

(b) Rates which mainta.in the bed-rook difference in fa.vour of the 
shorter route ; 

(c) Rates ba.sed on a. fixed differenoe in fa.vour of the shorter route. 
In order to fix a. method for arriving at the computed milea.ge for oharge, 
the following formula wa.s framed:-

(1) To ca.lculate a oomputed milea.ge, first take the distance by the 
shortler route, then multiply by the class rate and add the 
termina.la of tha.. railway. 'l'he tesuU; will 'be the ra.te whioh 
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has to be quoted by the railway with the longer route. When 
a bed-rock differenC)e or a fixed difference is to be observed that 
will also be added. From the above result substract the ter
minal of the railway with the longer route and divide the 
remainder by the class rate, the result will be the correct 
computed mileage; 

(2) Rates are to be worked out on this computed mileage, adding 
the existing terminals and audit office can divide on mileage 
after deducting terminals as usual. 

This formula was forwarded to the General Traffic Manager, B. B. & C. I 
Railway, for his views, which have not yet been received. We are prepared 
to fall in with other railways in calculating these rates on computed distances 
and are trying to fix a standard method to arrive at the mileage for charge. 
The whole question is under discussion between the B. B. & C. I., N. W. R., 
and E. I. Railways, but no decision has yet been arrived at. 

~~::.dard .. hed· 4. We have adopted Conference schedules in place of our schedules 
except .. D .. , .. C" and .. K ". The idea. underlying standard schedules 
is that eventually all railways will have the same schedules, and that each 
schedule will be applicable to the ssme commodi1;ies." It is undoubtedly 
useful for railways to confine themselves, 80 far as possible, to certain parti
cular schedules, and this has been facilitated by the schedules got out by the 
Indian Railway Conference Association. But it is believed that to have 
universal schedules covering the whole of Indian railways from Tuticorin 
to Peshawar is wrong in principle. Standard schedule rates are impracticable, 
for to put them into effect, a railway cheaply constructed, with low operating 
expenses, low price of commodities, passing through a poor country would 
make the same charge per maund "per mile as one where conditions were 
absolutely different, and this can be justified on no proper system of rating 
whatever. It will be necessary to watch the matter with great care. 

Subotitutllm of 5. We have substituted maund schedules for wagon schedules in through 
i::W;:r .... "::: booking, in accordance with the recommendations of the Conference, thus 
"bCbadughule. Ik"n greatly simplifying Jihe calculation of rates. 
too boo· " 
ing. 

E"c~p~orW 6. We have notified increased computed distance to~correspond with the 
~::::Uf;.."tt;.~~n higher exceptional classifications allowed on feeder lines, viz., 50 per cent. 

so that the class rates can be calculated on the same basis as those applicable 
to the main line. 

Alteration of 7. We raised objections to the suggestion that rates should be altered 
i~=v:~. longer at longer intervals, as this would hamper us in the quotation of rates. At 

. present foreign railways are notified of changes in rates every two months, and 
the suggestion was that such advices should only be issued every six months. 
One of the main reasons for the suggestion was to avoid continuous alterations 
in the rate registers, but it was quite impracticable, and in view of the objec
tions the matter has been dropped. 

Continuous 
mileage. 

8. Railways cannot give much effect to the adoption of continuous 
mileage· until they agree not only (i) to standard schedules but also (ii)to 
make each schedule applicable to the same commodities, as stated above. 
There is a difficulty of principle in the way. 

9. In the interests of simplification we have applied to the Railway 
Board for the exceptional rates granted to the G. I. P. Railway for iron or 
steel, hoops plates and sheets, loose, to be withdrawn, as very little traffic is 
concerned and it is inadvisable to retain exceptional rates unless they are 
really required. 

. 10. Simplification of rating must conform to proper ~rinc~ples of rating,. 
and .the principles not be made to conform to the sumplificatlOn. 



CHAPTER XII. 

The Wo/king of the Railway Rat~8 Tribunal of Grerrt Brif£Jin. 

Mr. A. Peel Goldney. deputy traffio manager of this railway. was on 
leave in England in 1925 and submitted a report on the working of the 
'l'ribunal dated 9th June 1925. Hi~.report is reproduced below. 

REPORT ON THE RATES TRIBUNAL OF GREAT BRITAIN. 

1. A report was asked for on the working of the Rates Tribunal, parti-
cularly on the following points :-' . 

(i) 

(ii) 

The manner in which rates and fares of a typical British railway are 
fixed and quoted to the public, and-

The procedure and working of the Railway Rates Tribunal, parti
cularly in their bearing on the subjects with which it is understood 
the Indian Rates Tribunal will deal; viz.-

(1) Complaints of undue preference-Section 42 (2) of the 
Indian Railways Act. 

(2) 

(3) 

(4) 

(5) 

Complaints that rates are unl'easonable in themselves. 

Complaints and disputes in respect of termina1s-Section 
46 of the Indian Railways Act. 

The reasonableness or otherwise of any conditions as to 
packing of articles specially liable to da.mage in transit or 
liable to cause damage to other merchandise. 

Complaints in respect of conditions as to packing attached 
to eo rate, and-

(6) Complaints that railway companies do not fulfil their 
obligations to provide reasonable facilities under Section 
42 (3) of the Indian Railways Act. 

2. I first of all remark on the progress which the Rates Tribunal have 
made up to now. I then deal with each of the above points, and I comment 
on the features of the classification and the terms and conditions of carriage, 
that are of particular interest to Indian Railways. I also describe the work
ing of the Traders' Co-ordinating Committee and the Railways' Representative 
Committee (the Rates and Charges Committee), which have proved them
selves to be essential to the smooth working of the Railways Act; and I give 
eo brief account of the Railway Rates Tribunal 

3. The Rates Tribunal has not yet got down to very much that is of 
. real interest in the consideration of a Rates Tribunal for India. What they 
have been engaged on so far is mostly of importance to English railway!!, 
under the special conditions which appertain to them. 

4. The Rates Tribunal, in view of the difficulty experienced in America 
in attempting to asoertain the capital value of railways, did not attempt to 
estimate the ca.pital value of English railways, and to fix the net revenutI 
as eo llercentage of that capit&l value; but they adopted the net revenue of 
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the year .1913, as represen~ing a ~B:ir remuneration on the capital exp('nditure 
of the railways, plus certam additions, such as an allowance for capital RP(,lIt 

but not yet remunerative, and for capital subsequently raised; and one
third of the value of economies effected-the remaining two-thirds to go to 
reduction of rates. 

Very knotty points arose; for instance, Superannuation Fund money was 
spent On capital works, and objection was raised to this being reckoned as 
capitaL To get over the difficulty, the railways have had to raise a corres
ponding amount of capital specially, in order to replace these sums. TheRo 
knotty points are now in a fair way to be settled. 

5. When the net revenue required and its basis have been fixed, the 
next step will be to estimate the working expenses of the railways, which are 
considerably affected by the decisions of the Wages Board, a body over which 
they have no control, and it will be necessary also to take into eonsidElration 
the economies effected by the grouping, and by other means, in order to 
arrive at the gross revenue required. 

The Rates Tribunal will then fix the standard and exceptional charges. 
In the meantime, the classification- with the packing conditions and the 
standard terms and conditions, has been settled, and the railways have sub
mitted to the Rates Tribunal their schedllles of the standard charges proposed. 
The railways are also negotiating with the traders regarding the continuance 
of the present exceptional rates. 

6. It wiU be many months before the Rates Tribunal can fix the charges, 
after considering the railways' proposals and the objections that will be made 
by the traders. A report on the result of the labours of the Rates Tribunal, 
when their effect can be observed, in about two years' time or so, will be 
extremely useful 

7. The Rates Tn"bunal have a five-fold task :

(a) to decide the basis of the revenue required, 

(b) to decide the revenue required, 

(c) to fix charges estimated to yield the required revenue, and, in the 
future, 

(d) to adjudicate on applications made by traders or railways for the 
modification of charges and conditions that are now being 
fixed; and-

(e) to review annually the finanoial position of the railways, which 
logically involves an examination of the operation of the 
railways. 

The situation has been so complicated that, up to date, they have not decided 
the basis (a). A solution of the difficulties confronting them on this point is, 
however, now in sight. 

8. Item I.-Rates and fares are to be fixed and quoted to the public 
as follows :-

.A (1) Railways are called upon to submit to the Rates Tribunal their 
proposals for standard oharges. The Rates Tribunal will then 
invite traders to submit their remarks on, and objections to, 
these proposed standard charges, by a fixed date. After that 
date, the Rates Tribunal will sit and consider the proposed 
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charges and the objections received, and, after hearing both 
parties, will fix the standard charges, both at company's risk 
and at owner's risk, so that these charges, together with the 
exceptional cnarges, will bring in, as far as possible, the 1913 
revenue plus certain additions such as a reasonable return on 
capital that had not fructified by 1913; and on additional 
capital raised since 1913 plus one-third of economies effected 
by the railways prior to the fixing of the standard charges . 

•• 
When the standard charges have been fixed, the existing exceptional 

charges will be revieweq, and, provided they fall within 5 per cent. 
and 40 per cent. of the standard charges, they will be allowed to 
stand--i!Ubject to some few corrections, in agreement with the 
traders. Those which are less than·5 per cent. below the standard 
charges, will disappear, being raised to the standard charges. 
Those which can be picked up by the new intermediate classes of 
the classifiqation will also disappear. 

Those which are more than 40 per cent. less than the standard charges, 
will be referred to the Rates Tribunal for sanction, except the few 
which the railways wish to raise to a figure which is 40 per cent. 
below the standard charges; also all exceptional charges, which have 
not been used during the previous two years, will be cancelled. 

(2) It is expected that between 70 per cent. and80 percent. ofthe traffic 
will still be rarried at exceptional rates. The basis of the pIOpOSed 
fales is lld. per mile 3rdrlass ; 2d. per mile 2nd class; and 2ld. per 
milE! 1st class. The charges on parcels and all traffic by passenger 
train must be pre-paid, except in very few exceptional cases. 
Credit accounts, however, on somewhat similar lines to ledger 
accounts in goods booking, are opened with approved persons.-

B (1) Rates will be quoted to the public in the form of a. ra.te book at 
each sta.tion, which will conta.in-

(a) the scales of standard charges. 

(b) a caloulated· rate list 1 to 600 miles, 

(c) a list of ohargea.ble distanoes (actua.l and adjusted) bEjtween 
that station and a.ll other stations on the same railway 
and stations on foreign railways to which traffic is 
frequently booked. 

(d) . the exceptional charges in force at that sta.tion, which will 
be quoted as lump.sum rates, and 

(e) the charges for collection and delivery. 

The standard charges for goods and parcels win be tapering 
rates; and, as a general rule, those for parcels and for goods by 
passenger trnin, on the zone syst.em, i.e., rates for stations between 
certain fixed distances, will be the saInE!instead of varying according 
to the exact distance; for example, the charges will be the same 
for all stations exceeding 50 miles, but not exceeding 75 miles. 
Stations will not be supplied with route maps, or route lists, for 
the purpose of calculating rates, because the distance column in 
the rate book will show the chargeable distance to the station 
required. Despatching route lists will, however, be supplied as 
a. guide to correct labelling and despatch of wagons. 
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(2) CQaching fares and charges will be quoted to tho pllhlic in the 
form of a framed far('.~ list and a far!'s and rates book. at (',\('h 
station, which will show the scale charg~s and chargpablo ·rli~trm('('.i 
to all neces;;ary stations; a calculated rate list, 1 to (;00 mill'", 
and the exceptional charges in the form of lump slim ratl'~. The 
chargeable distances for passcnger traffic are based on the ~hortcst 
working distance, but do not always tally with tho.~e for goods 
traffic. An immen~e amount of labour is involved in rovising 
all the goods and pa'3senger chargeable distanc('s, owin!!, to the 
grouping, and the- pro-visions of the Railways Aet rl'gl1rding 
cireuitous mileage. 

9. Item 2.-The procedure of the Rates Tribunal is as £ollo,,'s :-

(1) "Application" includes any representation, 01' submission, or 
reference, which may be made to the court. "Applil'ant" shall 
include all persons making any application to the court. "Ros
pondent" means the persons agailll!t whom the appliC'ation is 
made, or on whom it is directed that an application shall be served. 

(2) An applicant shall initiate proceedings by an application in writing 
lodged with the Regi.'3trar. Where there is more than ono appli
cant, they shall nominate in the application one person, being 
either one of the applicants, or a solicitor, or some person in their 
regular employment, and representing all applicants. 

(3) DefinittJ fonmr for ItppIications and Itn regula.r eommunications 
between, the Tribunal and the applicant or respondent, are laid 
dowD, and communications must be made according to them. 

(4) The applicant shall' include a request for directions as to the 
persons to whom notice is to be given of such application, and 
the applicant shall attend before the Registrar on a day to be 
appointed by him, when the Registrar shall give such instructions 
on which the applicant shall give such notice by advertisement, 
or by serving copies of the application, as he may be direoted. 

(5) The Court may by order limit the time within which notice of objec
tion is to be given, by persons entitled to object. After the ex
piration of the period, if objection shall have been given by only 
one person, he shall be deemed to be a respondent; but if notice 
of objections be given by more than one person, the applicant 
shall apply for directions as to whether all Of which of the objectors 
shall be deemed respondents. 

(6) 'Ihe Court shall cause public notice to be given of the date when the 
case will be heard, and shall give public notice that any party 
interested who shall give notice, not less than four days before the 
date so fixed, of his intention to appear, will be entitled to be heard. 

(7) If the persons who are interested in an application are numerOUII, 
one or more of such persons may, by order of the Court, be 
appointed to act as a. representa.tive respondent. 

(8) The application initiating any proceeding before the Court, shall be 
in writing, and signed by the applicant. It shall contain a clear 
and eoncise statement of the facts forming the ground of applica
tion, and the relief or reme~y to which the applicant elaims to be 
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entitled; or of the matter for the determination of the Court, 
as the case may require. 

(9) Every application shall be stamped with the a.ppropriate stamp, and 
filed with the Registrar. The Registrar shall m!l.ke out a list of 
the applications so filed, according to the order in which they are 
received by.him, and such list may be inspected at the office of the 
Court. Each applicAtion shall be marked with the year in which 
it is filed, and a serial number representing its place in the list of 
applications. 

(10) 

(ll) 

(12) 

(13) 

(14) 

(15) 

(16) 

A copy of the application shall be endorsed with a notice to the 
respondent, requiring him to put in an answer to theapplioation 
within 15 da.ys, failing which the Court may proceed to hear the 
application in his absence. 

In all oases, the parties may, by oonsent in writing, dispense with 
further formal pro(l..;Jdings, or some portion of them; and 
orders, by consent, may be drawn up, and, if approved of by 
the Court, may be sealed with the seal of the Court. 

Within 15 days from the service upon the respondent of the 
application, or a shorter or extended time as fixed by the Court, 
the respondent shall file with the Registrar, four copies of 
his answer to the application, and serve on the applicant a 
signed copy of the answer. The answer shall contain a clear 
and concise statement of the facts which form the ground of 
defence, or of any other objections relied upon. It shall be 
endorsed with the name and address of the respondent, and, 
if there be a solicitor acting for him, with the name and address 
of such solicitor. 

Within 15 days after the answer of the respondent shall have 
been lodged, the applicant sh,a.ll lodge with the Registrar a 
summons for direc~ions as to pleadings, place and mode of 
trial, and the general conduct of the cause. The Registrar 
shall serve upon the _ applicant and each of the other parties 
to the cause a notioe stating the date .and time fiXed by the 
Registrar for the hearing of the summons. 

The Court may direct that the parties hold a preliminary meeting 
or inquiry for such purpose as they may direct. If either 
party intend to request the appointment of additional mem
bers of the Court from the panels set up under the Ra.ilways 
Act, such pa.rty sha.ll include such request in his summons 
for directions. 

If it a.ppear to the Court that the statements in the application, 
answer, or further pleadings, do not sufficiently raise or dis
close the issues in dispute, they ma.y direct the pa.rties to 
prepare issues and such issues, if the parties differ, shall be 
settled by the Court. 

Any party ma.y apply by summons to the Registrar, for lea.ve 
to deliver interrogatories in writing for the examina.tion of 
the opposite pa.rty, and suoh sh!l.ll first be submitted to the 
Registrar for approval 



(17) 

'(18) 

(19) 

(20) 

(21) 

(22) 

(23) 

(24) 

(25) 

(27) 

1" 

F..ither party may apply for &n order directing the ot.her party to 
produce documents relating t.o the matter iD question. The 
Court shall :fix the time within which such documents are to 
be produced. The Court may, a.t any time during th~ case, 
order the production, by &By party, of documents relating 
to the case. . . 

Any party may appea.t in person. or byCOWlsel or solicitor, or a 
partner may a.ppear on behalf of the 1irm. A party 'may 
appoint a person in his regular employment to act as his 
representative. Any such appointment shall be in writing. 
When any person not being the &pplicant or a respondent, 
shall claim to be beard, as being a. person interested, he shall, 
at least fQur days before the oo'mmencement of the hearing, 
lodge with the Registra.r .. notice setting forth his name and 
the nature of his interest, and what modification he desires 

. in the proposals before the Court . . " 
~ 

The Registrar may either fix a day for the hearing of any case, 
m direct. that the case be plaoed in the list of oauses for hearing, 
to come on in due rotation. The applications shall be heard 
by the Court; ilO far as pra.ctiuable, in the order in which they 
are entered in the list. The pa.rties shall leave with the 
Registra.r, before the day fixed for the hearing, any maps, 
plans, documents, etc., which may be useful in supporting 
pleading. 

The attendance of witnesse. shall be enfOrced by B'Ub pama. 

The evidenoe at the hearing of an application may be taken 
either by affidavit, or viva voce. 

A cause may, by consent of the parties, be heard by the Registrar, 
or some other person appointed by the Court; and in such 
cases the findings may be made .. rule of oourt. 

'the Court may, by consent of the pa.rties. order any point of 
law raised by the pleadings, to be set down for hearing and 
disposed of. at any time before the hearing of the application. 

The hearings of applications, and the arguments upon a point 
ot la.w, shall.take place in open court, at such place convenient 
tor the determination of the pleadings thereon; due rega.rd 
being had to the place of residence of the applicants and 
respondents, and of. the witnesses. 

If either the applicant or respondent does not appear at the 
time and pla.ce appointed for the hearing. the Court may hear 
and determine the application ex parte.. 

The Court may, from. time to time, adjourn any proceedings 
before it. 

The Court may give its decision in writing, signed by the members, 
and it may be sent or delivered to the representative parties, 
and it shall not be necessary io hold a sitting of the Court for 
the purpose of giving such decision. 
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Except in the case 01. disputes between tW() 'Or more. railway 
companies, each party shall be&l' his own costs; unless in the 
opinion 01. the Court. any such proceedings are frivolous and 
vexatious; in which case the Court may direct by whom, and 
in what proportion, the costs are to be borne and paid. 

No appeal will lie from the Court upon a question of fact, or 
upon any question regarding the loculi 8tandi of an applicant, 
or the right of'1I.udience. An appeal wiU lie from the Court 
to a superior Court of Appeal upon a question of law. 

The decision of the superior Court of Appeal will be final; 
provided that, where there has been a difference of opinion 
between the Courts of Appeal, the superior Court of Appeal 
in which a matter affected by such difference of opinion is 
pending, may give leave to the House of Lords, on such terms 
as to costs as such Court shall determine. 

A Court may extend or abridge the time appointed by these 
rules, or fixed by any order, as the justioe of the case may 
require. 

The sittings of the Court shall be four in the year, to correspond 
with those of the regular .Law Courts; but th~ Court, if it 
sees fit, may hear any application, matter, or thing, during 
the vacation; and any application or other proceeding, prior 
to hea~g, may be made to the Court at any time whe,Jl the 
Registrar's office is_ open. 

(33) The Registrar's office shall be open daily except on Sundays a.nd 
public holidays. 

(34) 

(35) 

(36) 

Before any company increases oreanceIa MlY exoeptional rate 
which has not been fixed by the Court, lluch company il4all 
give not less than thirty daya' notice by an advertisBlIlBnt in 
such newspaper or .neWBpapera lIS may be directed by the 
Registrar, and by posting the same in large type for no4i less 
than thirty daya at each railway station; provided however 
that, in any case where an exceptional rate is IWt in general 
use by a large number of traders, the Registrllil! may direct 
that, in lieu of such advertisements, the company shall give 
notice in writing to all. trad.ers, who, to the best of their know
ledge, are accustoJIlBd to take the benefi~ of such exoeptioll&l 
rate. 

If any railway company proposes to increase or cancel an excep. 
tional rate which ha$ been fixed by the CoUIiJ, it shall apply 
for the aanction of the Court, and shall obtain from the 
Registrar, directions as to the manJler and time 9f giving p.,.blio 
notice. 

The fees,· a table whereof is given in the second scheduJe..- may 
be demanded .and taken iJlrespect of the proceedings before 
tbeCourt. 

{37) 1.-1 attended. a. sitting of the RQ.tes Tribu.oaJ W observe" how 
cases were conducted before it. 
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2.-The occasion was a hearing of a.rguments and examination of 
witnessea regarding the settlement of the basis for fixing the 
net revenue that will be required by the railways as laid down 
in the Railways Act. 

3.-{Jertain settlements had been arrived at with the Traders' eo. 
o~inating Committee, by a method approved of by the 
Minister of Transport, and the railways were seeking the 
sanction of the Tribunal to these settlements, and were leading 
evidence to show that the settlements were reasonable. 
Counsel for the London County Council criticised the settle
ments. The three members of the Tribunal sat in a row on 
a dais, and below them, also on the da,is, sat the Secretary, 
the Assistant Secretary, and the Registrar of the Tribunal 
and a shorthand writer. The barristers and the principal 
parties and the representative of the Minister of Transport 
sat in the front rows, and the public at the back. 

4.-The proceedings were carried out as in an ordinary court of law, 
except that, after the examination and cross-examination of 
each witness, the President of the Tribunal invited anyone 
present to question the witness further . 

• 10. Sub-heads (1). Complaints of undue preference and (6) complaints 
that railway companies do not fulfil their obligations to provide reasonable 
facilities.-

(i) The Railway and Canal Commission continues to exercise authority 
and adjudicate on these two points, as formerly. It seems that it was not 
thought desirable to abolish the Railway and Canal Commission, as regards 
railway matters, until the Rates Tribunal has been working for some time; 
and that, in the meantime, the former should retain its powers over those 
subjects which are more legal questions than questions of rates. The pro
cedure of the Railway and Canal Commission is much the same as that of 
the Rates Tribunal Their personnel is different at present, being composed 
of one judge and two K. C.'s, as compared with one K. C., one railway 
man, and one business man, composing the Rates Tribunal. The Railway 
and Canal Commission have had very few railway cases before them during 
the last few years, and, in future, they will have fewer still. The only ones 
which they are likely to have will be the rare cases that arise regarding the 
provision of reasonable facilities. The Railways Act provides that every 
amalgamated company shall afford other amalgamated companies all 
reasonable facilities for forwarding traffic via proper and convenient points 
of exchange so as to satisfy the reasonable requirements of the public. Fa.
cilities for the interchange of traffic, routes, etc., in operation on 1st August, 
1914, are to be continued unless otherwise agreed. The Railway and Canal 
Commission may require any railway company to provide reasonable railway 
service, facilities, and conveniences, provided the company do not satisfy 
the Commission that capital required for the purpose cannot be provided 
without prejudicially affecting the interests of existing stockholders. 

(ii) All questions of charges made for facilities will be settled by the 
Rates Tribunal when fixing the standard and exceptional charges. Cases 
of Wldue preference are not likely to go before the Railway and Canal Com
mission because traders are expected to raise any objections which they 

. have to make, before the Rates Tribunal when the chargE'S are being fixed; 
also the same evidence that would serve to prove a case of undue preference 
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would also serve to prove in the ordinary course, to the Rates Tribunal, 
the necessity for an alteration in the rate .. Moreover, the Railway and 
Canal Commission cannot decide any alteration in a rate; they can only 
order that any undue preference be abated-the railway deciding exactl:y 
how that is to be done. 

(ill) It is an accepted priRciple that competition is sufficient justification 
for quoting special preferential rates. For example, it has been ruled both 
by the Railway and Canal Conunission and by the Rates Tribunal that 
Manchester Docks may be given lower rates than Manchester City, in order 
to enable the Docks to compete with Liverpool 

11. Sub-head (2).-Complaints that rates are unreasonable in themselves. 

(i) Apart from exceptional rates, all rates will be on the basis of the 
standard schednles, which will be settled by the Rates Tribunal; and unless 
it could be shown that a specific rate was prejudiced by another for the same class 
of commodity, e.g., an exceptional rate, it is doubtful if a charge of unreason
ableness would be admitted. However, in the Railways Act it is provided 
that the Rates Tribunal has power to determine all questions of classifica
tion, rates and other charges. 

(ll) After standard charges have been fixed, railways will be able to 
quote lower exceptional charges; and, if they find necessary, to raise them 
again to the standard charge; on notifying such changes to the Minister of 
Transport within 14 days. The Minister ha.s powers to veto the change, 
after making a reference to the Rates Tribunal. Railways will not be able 
to alter an exceptional rate which has been fixed by a special decree of the 
Rates Tribunal, without getting special permission from the Ra.tes Tribunal. 
Traders will have the right to apply to the Rates Tribunal objecting to any 
such change made by a railwar. They will also have the right to apply 
for a charge to be lowered. It 18 considered that the expression " unreason
a~le ,in itself" is an out-of-date expression, as there is no such thing as a 
rate being unreasonable "in itself." Consideration will be given to all 
the circumstances affecting a rate including even the general level of gross 
earnings; in other words, " what the railwa.ys can bear," as well aB "what 
the traffio can bear." 

(ill) In practice, railways will have a considerable degree ot latitude. It 
is recognised by the Rates Tribunal that elasticity in rates-making is required 
by varying trade conditions, and it does not intend their control to be too 
meticulous. ' 

(iv) The new intermediate classes will pick up a good many of the exist
ing exceptional rates; but, in spite of this, the number of exceptional charges 
will be very large, and it is expected that between 70 per cent. and 80 per cent. 
of goods traffic will be carried at exceptional rates. 

(v) The standard charges for many commodities will be nearer the level 
ot the exceptional charges for those commodities than the present class rates, 
which, in many illStances, are far above the level of the exceptional rates, 
although many will still be much below the standard charge. Consequently, 
the margin allowed to railways for quoting exceptionable charges, not less 
than 5 per cent. and not more than 40 per cent, below the standard charges, 
will admit of considerable elasticity in rate-making. Railways will, in fact, 
have more latitude in quoting experimental rates than they have now, as the 
conditions are how very onerous for proving the necessity for raising any rate. 
'I'his margin of between 5 per oent. and 40 per oent. below the standard charges 
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was fixed to a great extent by rule of thumb. In fact. 10 per ceut. was at. 
first suggested inst. ea. d of 5 per cent. Only results. in praotioaJ working. O&D 
show whether these limits have been wisely fixed. 

12. Sub-head (3).--Complaints and disputes in respect of terminals :

The English Railways Act, 1921, in Section 28, gives the Rates Tribunal 
power to determine any question in regard to terminals. Section 40 dis. 
tinguishes between "station terminals" and "service terminals "; and it lays 
down that a station-to-station rate shall be deemed to be composed of con. 
veyance rate and terminal charges in proportion to the amounts included in 
the corresponding standard rate for the same service and accommodation. 
The fifth schedule to the Railways Act lays down that the" standard station 
terminal" is the charge which the Company may make for the use of the 
accommodation provided and for the duties undertaken by the company, for 
which n(l provision ;s made in this schedule, at the terminal station; and 
that the .. standard service terminals ,. are the charges which the Company 
may make for loading, unloading, covering and uncovering merchandise. In 
So dispute regarding private siding charges, the railway is required to disin
tegrate a lump sum charge into its component parts; viz., conveyance rate 
and siding charge; and then to show that the siding charge is a reasonable 
charge for the a.ctual services performed in connection with the siding. Ter
lJlinal\llU'e standlU'dised for all railways, and are dillerent for each cl&88. . 

13. Sub-keM8 (4). The reasonableness or otherwise of any conditions 
as to packing of articles specially liable to damage in transit, or liable to cause 
damage to other merchandise, and (5) complaints in respect of conditions as 
to packing attached to a 1.'ate:--

(i) ~i1ed instrnctions for certain articles, and general instructions for 
others, as to packing, are given in the olassification. The instructions laid 
down as to the construction and use of fibre-board (oard board) cases are, for 
instance. very elaborate. Nearly all points in dispute were settled by agree
ment between the Traders' Co-ordinating Committee and the representatives 
of the railways. It is not likely that many oases under these heads will come 
before the Rates Tribunal for adjudication. -

(ii) So far as was possible, packing conditions were made part of the 
classification; and, so far as it was feasible to do so. the packing required by 
the companies has been included therein, largely by agreement with the 
traders; and any complaint regarding such conditions would have to be dealt 
with by the Rates Tribunal &s a classification question. 

CLAsSIFICATION 011' MERCHANDISE. 

14-A, The olassification of merchandise was determined by the Rates 
Advisory Committee in accordance with the RailW&y's Act, 1921. It 
contains :-

(1) (a) A description of the 21 numbered classes for goods of 6 tons and 
upwards in owner's wagons; and, in railway companies' wagons, for goods of 6 
tons and upwards, 4 tons and upwards, 2 tons and upwards, and of any small 
quantity. The class. rates will be on tapering or telescopio scales. Each of 
the old classes, A. B. C. 1, 2 and 3, has been divided into two or more classes, 
and there are three new classes corresponding to the old 4, 5, and special 
The lower class or classes in each case havtl been designed for the purpose of 
incorporating in the. standard charges many of the exceptional rates now in 
existence. 
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(b) U a corurignment oonsista of. say, ,tons. of a eommodity which is 
classified in one of the cla.sses for 6 tons and upwaros, say cla.ss I, it is charged 
under the lowest of the classes for 4 tons and upwards. and so on. 

(c) The 80nthern Railway is allowed 11. slightly higher scale for the lower 
classes as compensation for the great expense of getting into London. 

(2) (a) The general cIa.asification of commodities, is preceded by the 
general regula.tions, many of whiclt relate to "COnditions peculiar to England, 
and none are of special interest to Indian railways. 

(b) The classification is very conveniently arranged, both in alphabetical 
order of commodities, and in order of classes. Packing tegulations 1,"Clating to 
specific articles are included in the body of the classification. 

(3) The classification of timber of different kinds, and regulations. 

(4) The classification of returned empties, and regulations. 

(5) The olassifioation of railway stock. 

(6) The classification of dangerouEI goodil, with index to cla.ssification, 
regulations, bye-laws relating to explosives, and rules .£orpacking, specifications 
of containers for conveyance of dangerous goods, II.nd Hashing point tests. 

(7) The classification of live stock, with regulations and definitioris. 
(8) The olassifica.tion 1)f perishable merchandise by passenger srain. 
(D) The classification of merchandise (other than perishable merchandise) 

and Iivfl stock by passenger tra.in , followed by-

Appendix number 1 ; a list of commodities which will be conveyed oo1y 
at oWller's riSk. 

Appendix number 2 : a list of eoJbmoditiea whieh 4tli frail or bulky in 
proportion to 'Weight. 

Appendix number 3 I a table showing the nUIilber of IJertain animals to 
be deemed equiva.lent to horses or cattle. 

(10) The classification of goods for the pll1')loae of insurance under 
the Carriel'll' Act. This correspondS to the list of articles to be declared 
and insured, given in the second schedule of the Indian Railways' Act and 
referred to in Section 75. The lists are much the saine, except that the 
follawing articles are not mentioned in the English list :~, shawls, 

. opium, ivory, etc., musk, etc., a.nd musicalll.nd scientifioinsttuments. The 
list of articles ill followed by insurance conditions, which are on the same 
lines as those in force in India. 

STANDARD TERMS .AND CON1>f'1'iONS. 

14. B·t. The Rates Tribunal have fixed the standard terms and 
conditions of carriage of merchandise :~ 

A. Ordinary merohandi~ oompany's risk ra.tes by goods train. 
B. (a) Ordinary merchal'l(llse.-....at owner's risk rates by goods train. 

(b) Merchandise wblch is accepted-by goods train, for carriage at 
owner's risk rates only. 

C. Live Btock-at company's risk rates-by goods train. 
D. Live stock--a.1; owner's risk rates ..... by goods train. 
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E. Damageable goods not properly protected by packing at company'. 
risk rates-by goods train. 

F. Coal, etc.-by goods train. 
G. Perishabl~t company's risk rates--by passenger train. 
H. Perishables-e.t owner's risk rates-by passenger tra.in. . 
J. MiIk-fl.t owner's risk rates-by passenger train. 
l{. MiIk-fl.t company's risk rates-by passenger train. 
L. Ordinary merchandise-fl.t company's risk rates-by passenger train. 
Mo (a) Ordin?,ry merchandis6-il.t owner's risk rates-by passenger 

tram. 

(b) Merchandise which is accepted for carriage at owner's risk rates 
only-by passenger tram. 

N. Live stock-by passenger train. 

O. Dama.geable goods, not properly protected by packing at company's 
risk rates-by passenger train. 

(2) The special terms and conditions for dangerous goods are given in 
the "Classification of Merchandise." Senders..indemnify the railways from 
all risk. 

(3) :Many of the standard terms and conditions are on similar lines to 
those in force on Indian railways. Others are due to the special circumstances 
of English railways. Some, however, which I give below, are of particular 
interest to Indian railways :-

(;) (a) No regular railway receipt, such as we Use in India, is given for 
goods accepted for despatch. The company shall, if so 
required. sign a document prepared by the sender acknowledg
ing the receipt of the consignment, but no such document 
shall be evidence of the condition or of the correctness of the 
declared nature, quantity or weight of the consignment at the 
time it is received by them. 

(b) Responsibility is fixed, in case of loss and a consequent claim, 
by the sender leading evidence to prove what articles were 
consigned. This method has worked well in England. So 
many wagons loaded by senders are received from private 
sidings, that it would be impossible to check all articles 
consigned. • 

(ii) Notice of a claim for compensation must be given to the railway 
very promptly. 

(Ui) The company shall not be liable:-

(a) for loss from a package or from an unpacked consignment. 

(b) for damage, deviation, mis-delivery, delay or detention, 
unless they are advised thereof in writing (otherwise 
than upon any of the company'. documents) at the 
forwarding or delivering station or at the district or 
head office of the forwardine; or delivering company 
within three days, and the c1aim be made in writing 
within seven days after the termination of the transit 
of the consignment or the part of the consignment in 
respect of which the claim arises. 
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(c) for non-delivery of the whole of a consignment, or of any 
separate package forming part of a consignment, 
addressed in accordance with condition I hereof, unless 
they are. advised of the non-delivery in writing (other
wise tl)an upon any of the company's documents) at 
the forwarding or delivering station or at the district or 
head office of the forwarding or delivering company 
within 14 days, and the claim be made in writing within 
28 days after receipt of the consignment by the com
pany to lI'hoJI). the same was handed by the. sender. 

Provided that, if in any particular case a trader before action is 
brought proves to the satisfaction of the company, or, where 
the company are no~ so satisfied, of the Railway RateJI 
Tribunal, that it was not reasonably possible for him to 
advise the company in writing or to make his claim in 
writing within the aforesaid times, and that such advice or 
claim was given within a reasonable time, the Tribunal 
may, if, having regard to all the circumstances, they con
sider it equitable, declare that nothing in this condition shall 
be a bar to the maintenance of proceedings against the 
company. 

(iv) A railway is obliged- to give the consignee notice of arrival of his 
goods. The company shall, in every case when merchandisll 
is consigned to a station (which in this condition includes a 
siding provided by the company for general public use) and 
is not to be delivered by the company's road vehicle, or barge, 
or by truck alongside ship, give notice in writing (or by tele
phone, if so agreed in writing) of arrival to the consignee or, 
where his address is not known or he refuses to take delivery, 
to the sender where it is reasonable and practicable so to do. 

(v) The transit shall be deemed to be at an end. In the case of 
merchandise not to be carted by the company, or to be retained 
by the company awaiting order, at the expiration of one clear 
day after notice of arrival is given in writing (or by telephone 
if so agreed in writing) to or at the address of the consignee or, 
where the address of the consignee is not known, to or at the 
address of the sender, or where the addresses of both sender 
and the consignee are not known, at the expiration of one clear 
day after the arrival of the merchandise at the place to which 
it is consigned. 

After the termination of the transit, as defined by condition 11 
hereof, unless otherwise agreed in writing, the company wiU 
hold the merchandise as warehousemen, subject to the usual 
charges and to the conditions that they will not be liable for 
any loss, mis-delivery or detention of or damage to-

(a) Merchandise not properly protected by packing except 
upon proof that such loss, mis-delivery, detention or 
damage, arose from the negligence of the company or 
their servants, and would have been suffered if the 
merchandise had been properly PFotected by packing, 
or-

(b) 1. Articles or property of the descriptions mentioned in 
the Carriers' Act, 1830, as amended by subsequent 
Acts, or-

• 
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2. Merchandise which hu arrived at the destination station 
and for which the company give notice that they have 
not suitable accommodation. by whomsoever such 
loss. mis-delivery, detention, or damage may be caused 
and whether occasioned by' negligence or otherwise. 

Provided ,t~t, this con~tion shall !lot, relieve the company from 
any liability they mIght otherwISe mcur under these oonditions 
in.the unloading of the merchandise. 

(vi) A railwa.f can hold the sender responsible for" to pay" oharges

Theoompany's charges foroarriage shall be payable by the sender 
without prejudice to the oompany's rights against the 
oonsignee or any other person. . 

Provided that, when it is stated on the consignment note that 
oharges are payable by the consignee, the sender shall not be 
required to pay such charges unless the consignee fails to pay 
after reasonable demands have been In8.de by the oompany 
for payment thereof. 

(vii) A railway oannot claim charges for the full journey if goods are 
not carried the full distanoe, if, for instanoe. they are destroyed 
by fire en route, either when booked at cQmpany's risk rates, 
or at owner's risk rates-

(viii) 

Where the merchandise is not carried through to the destina.tion 
to whioh it was consigned by the sender, the oharges payable 
to the company shall be those in operation for the journey 
aotually completed, but shall not exceed the charges for 
the full transit. 

When goods are carried at oompany's risk rates. The company 
shall, subject to these conditions, be liable for any loss, or mis
delivery of or damage to merchandise, occasioned during 
transit as defined by these conditions, unless the company 
shall prove that such loss, mis-delivery or damage has arisen 
from- . 

(a) Act of God. 
(b) Act of war, or of the King's enemies. 
(c) Arrest or restraint of Princes, or Rulers, or seizure under 

legal process. 
(d) Orders or restrictions imposed by the Government or 

any department thereof. 
(e) Act or omission of the trader, his servant, or agent. 
(f) Inherent liability to wastage in bulk or weight, latent 

defect or inherent defect, vice, or natural deteriora· 
tion of the merchandise, or, 

lU) Casualty (including fire or explosion). 

Provided that :-

(I) Where loss, mis-delivery or damage &.rises and the company 
have failed to prove that they used all reasonable fore
sight and care in the can:mge of the ~e~c~ndise, the 
company shall not be relieved from liability for such 
loss, mis-delivery or damage. 
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The company shall not ineur liability of any kind in respect 
of merchandise where there has been fraud on the part 
of the trader. 

(ix) When goods are carried at owner's risk rates, for which the sender 
is required by the Act to make a specific request :-

The com~ny shall not be liable for lOBS, damage, deviation, 
mis-delivery, delay or detention of or 110· a consignment or 
any part. thetllPf, elWept upon proof tllat the same arose 
from the wilful misconduct of the company or their servants. 

Provided that nothing in this condition shall exempt the com
pany from any . liability they might otherwise incur in the 

• 

following cases :- . 

(a) Non-delivery of the whole of a consignment or of any 
separate pa.ckage forming part of a consignment, 
properly packed, and addressed in accordance with 
condition 1 hereof, unless such non-delivery is due 
to accidents to trains Or to fire. . 

(6) Pilferage from packages of merchandise protected other
wise than by paper or other packing readily remov
able by hand, provided the pilferage is pointed out to 
a servant of the company on or before delivery. 

(c) Mis"delivery where merchandise addressed in accordance 
with condition 1 hereof is not tendered to or placed 
a1l the disposal of the consignee within 28 days, or in 
case of perishable merchandise within a reasonable 
time which shall not be less than 72 hours after receipt 
of the consignment by the company to whom the same 
was handed by the sender. 

Provided however that the company shall not be liable in the 
said cases of non-delivery. pilferage or mis-delivery, upon 
proof by them that the same has not been caused by the 
negligence or misconduct of .the company .or their servants. 

It is considered reasonable that railways should be liable for 
pilferage from properly packed articles unless they can 
prove absence of negligence. 

(x) When live stock is carried at company's risk rates :
The company shall not be liable-

(a) fm: injury. to a. consignment or any ·part thereof except 
upon proof by the tra.der that the same was occasioned 
in . transit by the neglect or default of the company 
or their servants. 

(6) for lOBS of or from a consignment proved by the tr;der 
to have been occasioned in transit, or for deviation, 
mis-delivery, delay or detention, upon proof by the 
company that such loss,· deviation, mis-delivery, 
delay or detention was not occasioned by the neglect 
or default .of the company or their servants. . 
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and when carried at owner's risk rates.-

The company shall not be lisble for lOBS of or from a consign
ment or for injury, deviation, mis-delivery, delay or 
detention of or to a consignment or any part thereof, 
except upon proof by the trader that the same was 
occasioned in transit by the wilful misconduct of the 
company or their servants. 

(xi) When live stock is carried .ther at company's or owner's risk 
rates-

The transit shall (unless otherwise previously determined) be 
deemed to be at an end as soon as a reasonable opportunity 
has been given by the company to the consignee to take 
delivery at the place to which the live stock is consigned, 
but shall, in no-case, extend beyond 24 hours after the arrival 
of the live stock at such place. • 

Provided that, where telegraphic or telephonic communication 
is reasonable and practicable and either the sender or con
signee has requested the company in writing at his expense 
to advise the consignee of the arrival of the live stock, the 
company shall give such telegraphic or telephonic advice 
to the consignee at the expense of the party making the 
request. . 

After the termination of the transit, as defined by condition 8 
hereof, unless otherwise agreed in writing, the company 
will hold the live stock at the sole risk of the owner and 
subject (in addition to the charges for carriage) to reason
able charges for lairage or other accommodation or services. 

The company's charges for carriage and also any charges and 
expenses for the custody, care or maintenance of the live 
stock, or for any other service performed, accommodation 
provided or expenses incurred while the live stock remains 
in the possession of the company or their agents, shall _be 
payable by the sender without prejudice to the company's 
rights against the consignee or any other person. 

Provided that, when it is stated on the consignment note that 
charges . are payable by the consignee the sender shall not 
be required to pay such charges unless the consignee fails 
to· pay after reasonable demands have been made by the 
company for. payment thereof. 

The company shall not in any case be liable :-

(a) for the overloading of a truck or for one animal injuring 
another in cases where the charge for carriage is per 
truck or according to space occupied in the truck 
and the owner or his agent loads as many animals 
in such truck as he considers may be conveyed with 
Ilafety. 

(b) for loss, injury, or delay caused by or arising from penning, 
stabling or loading animals together of different classes 
or sexes when such loss, injury or delay is not caused 
by the neglect pr default of the company or their 
servants. 
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Also:-

Save and except as it provided by St.atute, Statutory Order 
or Regulation, the company shall be under no obligation 
to feed or water live stock whilst in their possession or 
custody unless by special request and agreement; but 
the company may, in the absence of such request and 
agreement, feed or water live stock at the expense of the 
owner, if, in,J;he opinion of the company, it is reasonable 
so to do, without incurring (in the absence of wilful JDi.s. 
conduct) liability for any consequences thereof. 

Nothing in the conditioD$ shall deprive the company of any 
warranty implied in law as to the fitness of live stock for 
carriage in the ordinary way. 

(xii) (a) damageable foods not properly protected by packing are 
carried at company's risk rates on the condition that-

The company shall not be hable for loss or damage except upon 
proof that the same (a) arose from the wilful misconduct of 

. the company or their servants, or (b) would have been 
suffered if the goods had been properly protected by packing 
and the company would have been liable if the goods had 
been carried subject to the standard conditions applicable 
to the carriage of merchandise at company's risk rates. 

:But-
The company shall, subject to these conditions, be liable for 

loss proved by the trader to have been caused by delay to, 
or mis-delivery or detention of, or unreasonable deviation 
in the carriage of, goods, unless the company prove that 
such delay, mis-delivery or detention, or unreasonable 
deviation has arisen without negligence on the part of 
the company or their servants. 

It is not considered necessary to quote owner's risk rates for such 
goods. 

(b) Similar protection is given to a railway when holding such 
goods as warehousemen_fter the termination of the 
transit, as defined by condition 11 hereof, unless other
wise agreed in writing, the company will hold the goods 
as warehousemen, subject to the usual charges and to 
the condition that they will not be liable for any loss, 
mis-delivery or detention thereof, or damage thereto, 
except upon proof that such loss, mis-delivery, detention 
or damage, arose from the negligence of the company 

. or their servants and would have been suffered if. the 
goods had been properly protected by packing, nor 
will the company be liable for loss, mis-delivery, or 
detention of, or damage to-

(i) Articles or property of the descriptions mentioned 
in the Carriers' Act, )830, as amended by 
subsequent Acts, or, 
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(ii) G90ds which have arrived at the destination 
station and for which the company give notiee 
that they have not suitable a.ooommodation, 
by whomsoever such loss, mis-dAlivery, dcten-

, tiOI1 or damage may be caused and whether 
occasioned by neglec1l or otherwise. 

Provided that this condition shall not relieve the company from 
any liability they might otherwise incur under these conditions 
in the unloading of goods. 

(xiii) Coal, coke and patent fuel are carried at a special scale of charges 
and-. 

The company shall not be liable for loss" damage, deviation, 
mis-delivery, delay or detention of, or to a consignment or 
any part thereof, unless occasioned by the ncglect or default 
of the company or their servants. 

And- • 
After the termination of the trnnsit as defined by condition 6 

hereof, or where the transit is suspended by the default 
or for the convenience of the trader, the company will hold 
the fuel subject to the usual charges and upon the condition 
that they shall not be liable for any loss, mis-delivery, 
detention or damage, unless occasioned by the neglect or 
default of the company or their servants. 

(xiv) Perishables are carried by passenger train both at company's risk 
and at owner's risk rates. The transit shall be deemed to be 
at an end-

In the case of perishable merchandise not to be carted by the 
company, or to be kept till called for, at the expiration of 
one clear day after the arrival of the perishable merchandise 
at the station to which it is consigned, and-

When perishable merchandise not to be carted by the company 
has not been removed by the consignee within twelve hours 
after its arrival at the station to which it is con.~igncd, the 
company shall give notice of arrival in writing (or by telephone 
if so agreed in writing) to or at the address of the consignee, 
or where the address of the consignee is not known, to or 
at the address of the sender if known. 

Provided that the company shall not in any case be liable for 
loss or damage arising from failure to give such notice except 
upon proof by the trader-

(1) 

(2) 

And- . 

that the consignee had no reason to anticipate that the 
perishable merchandise had been forwarded. and/or-

that the failure to remove the perishable merchandise 
was not due to the neglect of the cOIlBignee or his 
servant or agent. 

After the termination of the transit, as defined by condition 8 
hereof, unless otherwise agreed in writing, the company 
will hold the perishable merchandise as wa.rehousemen, 
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subject to the usual charges and to the condition that 
they will not be liable for any loss, mis-delivery or deten
tion of or damage to perishable merchandise, 

(a) not properly protect.ed by packing. except upon 
proof that such los8, lJlis-delivery, detention or damage 
arose from the IIl"gligence of the company or their servants 
and would have been suffered if the perishable merchandise 
had been PNperly protected by packing, or-

(b) for which the company have not suitable accom
modation available at the destination station, by whom
soever such 1088, mis-delivery, detention or damage may 
be caused, and whether occasioned by neglect or otherwise. 

Provided that this condition shall not relieve the company from 
any liability they might otherwise incur under these condi
tions in the unloading of the perishable merchandise. _ 

(xv) When perishables are carried at owner's risk rates, a railway is 
responsible for-

Delay in transit exceeding 36 hours of any package or consign
ment addressed in accordance with condition 1 hereof, where
by the value of the perishable merchandise is deteriorated 
to the extent of three-fourths, if such deterioration is pointed 
out to a servant of the company on or before delivery, but in 
no case shall the company's liability exceed one-half the 
diminution in such value; unless the railway can prove 
absence of negligence or misconduct. 

(xvi) Similar conditions regarding transit being deemed to be at an end, 
and regarding the railway giving notice of arrh-al, are laid 
down for ordinary goods which are carried by passenger train; 
and when carried at owner's risk rates, the railway is not liable 
"in any case for more than 75 % of the net invoice value of 
the merchandise". 

15. The Traders' Co-ordinating Committee and the Rates and Charges 
Committee. 

(1) The above two committees have proved of the utmost value. 
They have served to bring the traders and the railways together, 
and helped them to appreciate each other's point of view. 
and have enabled agreement to be reached on an immelllle 
number of points, which -must otherwise have been fought out 
before the Rates Tribunal, at the cost of enormous labour .and 
trouble and very considerable expense, in getting out additional 
information, and in counsels' fees, which are very heavy. The 
labour entailed in getting out the necessary information is very 
great, although this has been reduced to a minimum. 

(2) The Traders' Co-ordinating Committee is practically representa
tive of all traders in the country. If any trader refuses to 
fall into line, and prefers to act on his own, _he, naturally, does 
not carry much weight with the Rates Tribunal 

(3) The Traders' Co-ordinating Committee was formed at the 
instance of the Federation of British Industries, by inviting 
Chambers of Commerce and other bodiea to send representatives. 
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Big traders, with nobody to represent them, were also invited 
to combine and send representatives. Each body was allowed 
to send as many representatives as it chose, because it was 
found impOBBible to lay down how many representatives each 
was fairly entitled to send. There was, of course, the danger 
that the Committee would be unwieldy, but this risk was taken 
in the hope that some bodies would not send any representatives 
at all, and others would only send one or two; and so it turned 
out. The Committee was about 50 strong, which was not 
larger than could reasonably have been expected. The traders' 
and the railways' committees started working as large bodies, 
but finding that progress was very slow, they appointed sub
committees, who now settle all points subject to confirmation 
by the full committee. When any point is to be WscllliSed with 
the railways, the sub-committee appoints four of its members 
to accompany the Secretary and these five, on behalf of the 
traders, meet the Secretary and four members of the Rates and 
Charges Committee on behalf of the railways. In this way 
matters are dealt with in a prompt and business-like manner. 

(4) Most points are settled by frank and friendly discussion at these 
meetings. Comparatively few points are carried to the Rates 
Tribunal for judgment owing to failure to reach an agreement. 

(5) The following is a copy of an explanatory note on the scope and 
functions of the Traders' Co-ordinating Committee :-

EXPLANATORY NOTE ON THE SOOPE AND FuNOTIONS 011' THE TRADERS' 

CO-ORDINATING COMMITTEE. 

(a) The object of the Committee is to provide machinery by means of 
which the various trade interests can speak with one voice on behalf of the 
traders as a whole, thus meeting the railway companies on more equal terms. 

(b) The scope of the Committee is limited to matters covered by the 
enquiry entitled "General Revision of Railway Rates and Chargcs" pro
ceeding before the Rates Advisory Committee and Railway Rates Tribunal. 

(c) The nature of the Committee is mainly consultative, and it is not con· 
templated that there should be any regular subscription at present. 

(d) Meetings are held at irregular intervals :-

(i) when business before the, Railway Rates Tribunal requires 
decision by the traders as a whole. 

(U) in London. 
(e) The Secretary may, with the approval of the Chairman, invite the 

members of the Committee to give the views of their particular trade in writing 
when it appears unnecessary to call a meeting of the Committee. 

(f) The secretarial work is performed by Mr. R. L. Drage of the Federa.
tion of British Industries, who is responsible to the Committee for the execu
tive side of the work and by Mr. W. B. Butler of the Association of British 
Chambers of Comme~ce, who arranges for the meetings of the Committee. 

(g) The General Purpo?es Com~ttee will consist ?f a small number of 
members of the Main Commlttee nomma.ted by the bodies shown. 
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(A) The functions of the Oeneral PurposeS Committee win be to dea.l with 
the lega.l a.nd other expenses incurred by the Committee in connection with 
enquiries before the Tribuna.I. and other questions of administration. 

(k) Questions of policy are not to be decided by the General Purposes 
Committee without consulting and obta.ining the authority of the Ma.in Com
mittee. •• 

(6) The members of the Main Committee are drawn from the following: 

TRADERS' CO-ORDINATING COMMITTEE. 
MEMBERS. 

(I). MAIN COMMITTEE. 

Trade Organisation err I nd'U8try. 
Skme. clay cl: gla88 •• The Federated Quarry Owners of Grea.t Britain. 

Cement Ma.kers' Federa.tion. 
~ National Employers' Council for the Cla.y 

Industries. 

(a) Produditm 

(b) EngiMering 

• • 

British Pottery Ma.nufacturers' Federation. 
Association of Glass Bottle Manufacturers. 

• • National Federation of Iron & Steel Manufac
turers. 

· .British Wire Rod Rollers Association.. 
Iron & Steel Wire Manufacturers' Association. 
British Wire Rope Manufacturers' Association. 

• .British Electrical & Allied Manufacturers' 
Associa.tion. 

Agricultural Engineers' Associa.tion. 
Machine Tool Trades' Association. 
Boiler Manufacturers' Association. 
Associated Crane Makers. 
National Light Castings Association. 
Railway Carriage & Wagon Builders & Financiers 

Parliamentary Association. 
Association of Private Owners of Railwa.y 

Rolling Stock. 
British Cycle & Motor Cycle Manufacturers' 

and Traders' Union. 
Society <if Motor Manufacturers & Traders. 
British Engineers' Association. 

• • Cotton Textile & Allied Trade. 
Manchester Chamber of Commerce. 
F. B. I. Wool Sub-Group .. 
West Riding Traders' Railway Committee. 
Silk Association. 
London Chamber of Commerce. 
The Centra.l Agency Ltd. 

• .Association of British Chemical Manufacturers . 
Society of British Match Manufacturers. 
Federation of Bone ,Users & Allied Trades. Ltd. 
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• • Lubricating Oils and Grease. 
Petroleum, Fuel and Heavy Oils. 
Petrol and Motor Spirit. 
White Spirit. 
U K. Soap Manufacturers' Association. 
Seed Oil & Cake Trade Aseociation. 
National Seed Crushers' Association. 
National Cattle Food Trade Association. 

• • Brewers' Society . 
Whisky Association. 
British Incorporated Society of Meat Importers_ 
Association of British Fisheries. 
Federation o' Grocers' Association. 
Biscuit Manufacturers' Association. 
National Confectioners' Alliance. 

• • National Farmers' Union. 
National Federation of Fruits & Potato Trades' 

Associations. 
Incorporated Association of British and Irish 

Millers. 
National AlISociation of Corn and Agricultural 

Merchants. 
Live stock Traders' Association. 

· . India Rubber Manufacturers' Association. 

· . United Tanners' Federation. 
Incorporated Federation Associations of Boot 

& Shoe Manufacturers. 

· . Non-ferrous Metals Trade Railway Committee. 
Incorporated Swansea & District Freighter's 

Association. 
V. K. Lead Manufacturers' Association. 

• . Birmingham Chamber of Commerce. 

Paper •• Paper Maker's Association of Great Britain. 
Federation of Master Printers. 
Newspaper Society. 

Timber cl: Woodworking. National Council of the Furnishing Trades. 
Furniture Removers & Warehousemen's Associa.

tion. 

•• Wholesale Clothing Manufacturers' Federation. 
Wholesale Mantle & Costume Manufacturers' 

Federation. 

The Rope Twine & Net Manufacturers' Federa-
tion. 

The British Paper Box Manufacturers' Federa
. tion. 
The United Kingdom Paper Bag Manufacturers" 

Association. 
The Shirt, Collar & Tie Manufacturers' Federa

tion. 
The British Corset Manufacturers' Association. 
The British Tin Box Manufacturers' Federation. 
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.• Federation of British Industries. 
Association of British Chambers of Commerce. 
Mansion House Association on Railway and 

Canal Traffic. 
Traders' Traffic Conference. 
National Chamber of Trade. 
Incorporated Associa~ion of Retnil Distributors. 
Waste and Scrap Merchants. 
Manchester & District Traders' ~~onfederation. 

?n Railway Rates and Charges; and 

(2) the General Purposes Committee is drawn from the following :-
Association of British Chambers of Commerce. . 
Federation of British Industries. 
Mansion House Association. 
Traders' Traffic Conference_ 
National Chamber of Trade. 
Incorporated Association of Retail Distributors. 
National Federation of Fruit & Potato Trades' Association. 
National Farmers' Union. 
Deputy Director, Federation of British Industries. 
Secretary, Association of British Chambers of qommerce. 

16. BRIEF ACCOUNT OF THE RAILWAY RATES TRmuNAL. 

Acting under powers conferred upon him by the Regulation of the 
Forces Act, 1871, the Secretary of State of War, from the 5th August, 1914, 
took possession of most of the railways of Great Britain, which thus became 
"controlled." An agreement was made that the Government guaranteed to the 
Railway Companies their 1913 net revenue. 

Before the late war, the railways were limited in charging powers by 
their statutory maxima. Goods rates were no\' increased d~g the war, but 
only the fares were raised. 

After the war, fares. were again raised to about 75% above pre-war level; 
and goods rates were raised to about 100% above .pre-war level. 

Various reductions have been made since, and the generalleveZ oJ cluJrges 
now stands at a.bout 50% above the pre-war level. 

On the 15th August, 1919, the Ministry of Transport Act became law. It 
provided for the appointment of a Minister of Transport, with wide powers of 
control over the railways and other transport undertakings. 

Section 21 of the Ministry of Transport Act provides for the appointment 
of a Rates Advisory Committee. The Minister, however, is not placed 
under any obligation to follow the advice of the Committee. The Committee 
was appointed in October, 1919, with Mr. (afterwards Sir) Francis Gore
Browne, KC., who was succeeded,. on his death, by Mr. WaIter Baker Clode, 
KO. 

In February, 1920. the Minister of Transport made a. reference to the 
Committee as follows :-

The Minister having determined that a complete revision of the 
rates, fares, dues, tolls and other charges on the railways, is. 
necessary, the Committee are to. report as to (1) .the principles. 
which should govern the fixing of tolls, rates, charges; (2) the 
classifioation of merchandise; and (3) the quantum of the 
tolls, rates and charges, to be charged. 



172 

The Committee reported in December, 1920, as follows :-

(i) The present general scheme of railway rates gives satisfaction, 
and should be continued. 

(ii) The great increase in the cost of materials and wages during the 
last few years, renders necessary new adjustments of rates' 
which involve sweeping away the maximum scales of rate~ 
and charges. 

(iii) The annual standard rates and tolls should be fixed by an in.' 
dependent tribunal 

(iv) The standard rates to and from a station, should (as now) be 
composed of a conveyance rate, with a charge for station 
terminals; the terminals being payable only when use is made 
by a trader of the station accommodation or the services, 
as the case may be. 

(v) The rate to a private siding should (as now) be composed of a 
conveyance ~ate, with a charge for accommodation provided, 
and the sel'Vlces rendered by the railway companies at, or in 
connection with the private siding; which may be fixed either 
directly or by charging the station rate, and allowing a rebate 
of the difference between the terminals and the value of the 
accommodation and services. If, however, the trader makes 
use of the station, or of other accommodation provided by 
the railway company, or of any of the terminal services, he 
should be liabe to be charged in accordance with the use so 
made. 

(vi) The conveyaJ;l.ce rate should be' a mileage rate per ton varying 
in an ascending scale, according to the classification of the 
goods conveyed; a new classifioation being fixed either by 
the Rates Advisory Committee, or by the new Tribunal to 
be set up. 

(vii) The mileage rate should be upon the cumulative principle, with 
a descending scale of rates as the distance increased. 

(viii) The rate should be computed on the basis of continuous mileage 
when the transit is over the lines of more than one railway 
company. 

(ix) A minimum charge should (as now) be made when the conveyance 
is over a short distance, and the new tribunal should decide 
what this dist!tllce should be. 

(x) The classification should be divided into a greater number of 
classes than now exists, a lower classification being accorded 
to goods forwarded in large quantities. 

(~), Exceptional rates cannot be abolished, but every effort should 
be made to incorporate as many of the exceptional rates aB 
possible in the. standard rates. Exceptional rateB which are 
less than 10% below the standard rate, should be disallowed; 
and no exceptional rate more than 40% below the standard 
rate should be allowed without the expre88 sanction of the 
new Tribunal 

(xii) The railway companie should be allowed to quote ne~ . excep
tional ra.tes, subject to reporting the same to the Ministry of 
toransport, who should' be empowered. to refer any such rate 
tc the new Tribunal • 
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(~ii) All exoeptional rates which have not been used for :more than 
a year should cease to exist. 

(xiv) The railway companies should be entitled to make a reasonable 
charge for collection or delivery. 

(xv) (a) All rates fixed by the Tribunsl should show separately 
the amounts Mcluded for conveyance and terminals 
respectively. 

(:evi) 

(b) In the case of exceptional rates not so fixed, the railway 
should show separately how much of the rate is for conveyance, 
and how much for terminals and services rendered at, or in 
oonnection with, a private siding. 

(c) Where t.he railway has failed, at the time of first placing the 
rates on its books, so to distinguish the amounts included 
for oonveyanoe and terminals, the rate, in the case of station
to-station rates, should be deemed to be composed of con
veyance rate and terminal charges in proportion to the amounts 
included in the standard rates fixed for similar goods to and 
from the same stations. 

(d) The company should similarly show separately the 
charges for a private siding. It should be declared that 
the inclusion, in an exceptional rate, of an amount less than 
the standard charge for terminals should not of itself be a 
ground for treating the charge as an undue preference in respect 
of terminal oharges; 

The conditions upon which railway companies shall carry mer
chandise (other than dangerous goods) and live stock should 
be determined by the Rates Advisory Committee or the new 
TribunaL 

(xvii) The conditions in regard to damageable goods not properly 
protected by packing should be so framed as not to throw 
an undue burden on the railway companies. 

(:eviii) The new Tribunal should consist of three permanent members: 
one experienced in railway business, one in commercial affairs, 
and the chairman an experienced lawyer. In addition, a 
panel of railway men and a panel of men actively employed 
in commercial affairs should be set up ; and one person from 
each panel should be added to the permanent members to 
constitute the TribunaL 

(xix) The Tribunal shouIa determine the classification and the actual 
standard rates to be charged. 

(xx) The Tribunal should fix the charges so as to provide that each 
of the railway companies shall, with good management, be 
enabled, by charging such rates, to earn sufficient revenue to 
pay aU their costs, charges, and expenses; and to receive a. 
fair rate of profit. 

(xxi) The Tribunal should also determine what variations 
should subsequently be made in rates and fares, and vary 
the cIa.ssfication. 
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(xxii) No limitation, by way of maxima or otherwise, should be 
placed upon the rates to be fixed by the TribunaL The 
railway companies should be prohibited from charging any 
rates above the standard rates fixed by the Tribunal, bull 
should be entitled to apply to the Tribunal to increase the 
standard rates, or any of them; and any body of traders should 
be entitled to apply to the Tribunal to reduce the standard 
rates or any of them. 

(mU) Where the railway companies have agreed to continue any 
existing exceptional ra.tes, or have guaranteed any new 
exceptional rates, without the interposition of the Tribunal, 
they should be entitled to reduce such exceptional rates; 
and subsequently to increase any ra.tes so reduced to the 
amount at which they previously stood. No exceptional 
rates fixed by the Tribunal should be varied without the 
consent of the Tribunals; and any railway company or trader 
concerned. should be entitled to apply to the Tribunal to vary 
any exceptional rate. 

(xxiv) Local "conferences" of railway men and traders should be 
set up at the principal centres of trade, to act as conciliation 
boards, but should have no coercive powers . 

• 
On the 19th August, 1921, the Railways' Act became law. The law 

extends the life of the Rates Advisory Oommittee to complete the classification 
but creates a new Tribunal to deal with fixing of actual charges; and establishes 
a court, styled the Railway Rates Tribunal, which shall be a court of record, 
and have an official seal, which shall be judicially noticed. The permanent 
members (three in number) shall be whole-time officers, and shall hold office 
for such terms, not exceeding seven years, as may be determined at the 
time of appointment. A retiring member shall be eligible for re-appointment. 
They shall be appointed by His Majesty on the joint recommendation of 
the Lord Chancellor, the President of the Board of Trade, and the Minister 
of Transport: one of such members being a person of experience in com
mercial affairs, one a person of experience in railway business, and one, who 
shall be president, an experienced lawyer. The Tribunal was constituted 
in November, 1921, as follows :-

Sir Francis Gore-Browne, K.C., President. 
Mr. George Cooper Locket; of experience in commercial affairs, and
Mr. William Allam Jepson; of experience in railway business. 

The salaries are :-for the President, £3,500 a year: for the other 
two, £3,000a yeareach. Mr. Jepson was an Assistant General Manager, and 
Mr. Locket was concerned in the mining business. The Railway Rates 
Tribuna) appointed a barrister as Registrar, and a member of the English 
civil service as Secretary, and a railway man as Assistant Secretary. 

To the Registrar is delegated various minor duties of the TribunaL 

The Railways' Act provides for two panels; to assist the Rate3 Tri
bunal as may be required; one consisti~g. of 36 persons nominated ~y. the 
President of the Board of Trade, the Minister of Labour, and the Minister 
of Agriculture and Fisheries, as representing the trading a!ld other interests 

'of the public; and the other panel (referred to as -the Railway Panel) con
sisting of eleven persons nominated by the Minister of Transport, after 
consultation with the railways. and one person to represent light railways. 
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The main functions of the Tribunal are :-

(i) To complete the general revision of railway charges, commenced 
by the Rates Advisory Committee, by determining, in the first 
instance, the standard charges; and in certain cases, the 
exceptional rates, to be charged by the railway companies; 
and by settling'°standard terms and conditions of carriage, 
and other matters. 

(ii) To review periodically such standard charges, and exceptional 
rates. ' 

(iii) To determine questions relating to railway charges brought 
before the court both before and after the "appointed day" 
on which the new standard charges shall be broughtJ into 
operation. 

The Rates" Tribunal normally sit in the Law Courta, London. They 
encourage consultations between the railways and the traders to settle their 
differences; and the settlements arrived at, if approved, are then confirmed 
by the Rates Tribunal. 

At the present time, during the interim period, between the passing of 
the Railways Act and the " appointed day " when the standard and excep
tional charges will come into force, the charges existing on 15th August 
1921, remain in force, and railways are entitled to quote charges without 
reference to the Rates Tribunal. provided that the charges in force on 15th 
August" 1921 are not exceeded. If a railway wishes to exceed that limit, 
reference must be made to the Rates Tribunal. Also any trader may apply 
to the Rates Tribunal for the reduction of any rate in force. 

It is particularly interesting to note the following, which is laid down 
in the Railways Act :-

(i) The salaries of the Rates Tribunal and any other expenses incurred 
in the exercise and performance of their powers and duties, 
shall be deferred by the Minister out of moneys provided by 
Parliament; and so far as the aforesaid expenses are not met 
out of the amount recovered by way of fees, they shall be 
repaid to tJhe Minister 'by the amalgamated companies as part 
of their working expenses. . 

(ii) The Rates Tribunal may hold sittings in any part of Great 
Britain, as may be convenient. The central office of the 
Tribunal shall be in London. " 

(iii) Appeals from the Rates Tribunal shall lie to the Court of Appeal, 
or to the Court of Session, on a point of law only, and not on 
any question of fact. 

(ill)'Traders may apply to the Rates Tribunal to modify the standard 
• charges or other charges, or any conditions relative thereto. 

(11) On and from the appointed day, aJI exceptional rates in operation 
immediately before the day, shall cease to operate; with the 
exception of those which (A) are not less than 5% below the 
standard rates, and (B) have been continued by agreement in 
writing between the railway companies and the tJraders; but. 
no rate which has notJ actually been used within the two years 
preceding the first day of January, 1923, shall be continued 
without reference to the Rates Tribunal 
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On and after the appointed day, the railway may grant new 
exceptional rates; which rates shall, within 14 days, be 
reported to the Minister, provided that they are not less than 
5% or more than 40% below the standard rates. The Minister 
shall review such rates to see whether they may be continued 
or should be modified or cancelled. 

AJ:.y trader may, at any time, apply to the Rates Tribunal to fix 
a new exceptional rate. 

The railway oompanies shall submit proposals to the Railway 
Rates Tribunal regarding the terms and conditions of carriage 
for the different classes of traffic ; and the Rates Tribunal shall 
consider the terms and conditions so submitted; and, after 
hearing any traders who may desire to be heard, shall settle the 
terms and conditions.' 

Where an owner's risk rate is in operation, goods shall be carried 
at owner's risk conditions, when requested by the trader in 
writing; otherwise the company's risk rate shall apply. 

Goods damageable, and not properly protected by packing, shall 
be carried by railways under the conditions settled by the 
Rates Tribuna\. The railways shall not be under any obliga.
tion to carry damageable goods not properly protected by 
packing. 

The railways or the traders may apply to the Rates Tribunal to 
amend, alter, or add to, the terms and conditions of carriage. 

On request in writing by a. trader, the railways shall quote an 
owner's risk rate, if the company's liability in respect of the 
merchandise in question is not insignificant. The difference 
between an ordinary rate and an 'owner's risk rate shall be such 
as, in the opinion of the Rates Trt"bunal. is fairly equivalent to 
the amount of the risk of the company. 

When calculating a through rate or fare, the standard charge for 
each portion of the through route shall be that which would 
have been applicable to such portion, had the conveyance for 
the entire distance of the through route been upon the railway 
company owning such pQl'tion; and as if, throughout the 
through route the mileage had been continuously upon one 
railway; and shall be calculated on the shortest working distance 
between the two points over the railways of the forwarding 
companies; and effect shall be given to any provision for a 
special mileage allotted in respect of any portion of railway. 

Railways may charge as for a minimu~ distance, as the Rates 
Tribunal may determine. .The Rates Tribunal shall determine 
any dispute as to the reasonableness of any charge for the 
services of collection and delivery. 

Nothing contained in this Act shall impose any obligation on a 
, railway to accept dangerous goods for conveyance. If any 

company accepts dangerous goods for conveyance, they shall 
be conveyed subject to such rules as the company may see fit ; 
and the owner of such goods shall indemnify the company from 
all loss or damage. 

The Rates Tribunal may decide on the chargeable distance in the 
case of circuitous routes. A circuitous route means a route 
which is longer by 30 per cent. Ol more, than the shortest route. 
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(zvii) Every railway company Ilhall keep for public inspection at each 
station, a copy of the general classification, and a book stating 
chargeable distances, scales of standard charges, exceptional 
rates, and any charges in force for collection and delivery. 

(xviii) The charges to be fixed in the first instance for each-amalgamated 
. company, shall be such as will yield an annual net revenue 

equivalent to that of the year 1913, plus other allowances, such 
aB a reasonable return on additional capital raised since January 
1913, and on capital raised before January 1913, but which had 
not, at that date, become fully remunerative, plus one-third of 
economies effected. 

(x~) The Rates Tribunal shall review the standard charges and excep
tional charges of each amalgamated company at the end of the 
first financial year, and at the end of each succeeding year 
unless the Minister directs otherwise, in order to see if the 
required revenue is being obtained from those charges, and 
whether any modification is required. 

(xx) Every railway shall afford to any other railway all reasonable 
facilities for the working of through traffic. 

(xxi) The Minister may require the railway companies to compile and 
render accounts, in such manner as he may determine; also to 
compile and render statistics and returns, as he may decide. 

(18) The Rates Tribunal have settled the packing conditions, and the 
terms and conditions of carriage. 

The Rates Tribunal, in t,heir second annual report, remark'that they have 
continued the policy adoptcJ at the outset, of encouraging, by every means in 
their power, negotiations between the railway companies and representative 
bodies of traders: and thcy note with satisfaction the friendly relationship 
which exist between the railway companies and the traders. 

The Rates Tribunal complete their third and last annual report with a. 
statement of the position as rogards the basis of the revenue required, which 
ha.s not yet been fixed. 

A. PEEL GOLDNEY, 

9th June, 1925. Deputy Traffic Manager. 



CHAPTER XIII. 

Propo8erl Railway Rates Tribunal of India. 

Things being as they are, the necessity for taking preliminary steps' 
towards setting up a Railway Rates Tribunal for India is clear, but looking 
at the matter from a purely utilitarian point of view, it is difficult to believe 
that a Railway Rates Tribunal is really required in India. One of the strongest 
arguments in favour of this v.iew is the fact thst the Commission which can be 
brought into being under chapter V of the Railwa~ Act has never been set up. 
In the report of Sir William Ackworth's Committee the view was expressed 
that .the Commission had never been constituted, because it was cumbrous 
and expensive, but it is believed that. the real reason the Commission never 
sat was because no case that the traders considered of sufficient importance 
occurred to walTant it. Expense of litigation and delay in getting judgment 
do not prevent the trial of innumerable petty disputes in this country. Fur
ther, since 1st May last, when the Railway Rates Advisory Committee has 
been available for the hearing of complaints, only one has been brough1l before 
it and it is understood that only two others are pending. 

2. The functions of the Railway Rates Advisory Committee are to 
investigate and make recommendations on :-

(i) Complaints of .. undue preference "-Section 42(2) of the Indian 
Railways Act ; 

(ii) Complaints that rates are unreasonable in themselves; 

(iU) Complaints or disputes in respect of terminaIs-section 46 of the 
Indian Railways Act; 

(iv) The reasonableness or otherwise of any conditions as to packing of 
. articles specially liable to damage in transit or liable to cause 
damage to other merchandise; 

(v) Complaints in respect of conditions as to packing attached to a 
rate, and ' 

(tli) Complaints 1Ihat Railways do not fulfil their obligations to provide 
reasonable facilities under Section 42(3) of the Indian Railways 

Act. 

This Committee is looked upon as a preliminary to the appointment of a,. 
Railway Rates Tribunal, should one eventually be found necessary. 

3. On the setting up of the Railway Rates Advisory Committee it was 
realised that it would be necessary for railways to take concerted action, and 
at the suggestion of the G. I. P. Railway, the Commercial Committee for Inter
ohange oonsidered informally the action the Committee should take. The 
reaso~ given for making this suggestion were:-

(i) that individual railways must have been making preparations for 
representing matters before the Rates Advisory Committee, and 
·that any information collected should be pooled, the interests 
of all railways being the same ; 

(iJ) that many matters which will come before the Rates Advisory 
Committee will oonoern all railways, and oannot be settled as 
between one merchant and one railway; 

(iti) that railways should agree so far as possible on simUa.r lines of 
aotion when defending similar oases. 
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Chapter II ~m the main principles goTeming railway rates for the carriage 
of merchandise, chapter VII on undue preference, and fihe beginning of chapter 
IX on the method of fixing rates, of this report were forwarded to the Secre
tary of the Indian Railway Conference Association for the information of the 

'members of the Cornrnercia) Committee for Interchange. At the meeting 
~ld all Seeunderabad OD the 20th July lan and following days, it was de
Cided :-

(i) that when 3n application for the Ratea Advisory Committee is 
received by a railway represented on the Commercial Committee, 
a copy of the application should be sent immediately to eaeh 
member of the Commercial Committee and to the l:lecretary. 
This should be followed all quickly 0.1 possible by a Btatement 
giving the facts of the case and the generallinee on which it Ut 
proposed to deal with it. OD receipt of this statement the mem
bers of the Commercial Committee should send their view. ; 

(ii) The member dealing with the case will send. confidentially, his 
statement for the Railway Board to the Secretary of the Indian 
Railway Conference Association, and the Railway Board's 
or t.he Rates Advisory Committee's decision, and he will send 
copies to each member of the Commercial Committee; 

(iii) The Secretary of the Indian Railway Conference Association 
will write to each railway noli directly represented on the 
Commercial Committee and ask them to send io him similar 
information; 

:By these :means the Secretary of the Indiaa Rl.t.ilway Conference Aasociation 
will have a file of the documents of each case for reference. 

4. The Railway Rates Advisory Committee is now in being, and it 
will be interesting to follow its action, but a very different state of affairs 
will exist if and when a Railway Rates Tribunal is set up. The decisions of 
the Railwa.y Ra.t.ea Adviaery (JQmmi1;tee willllOti be binding on t.he Railway 
Rates Tribunal. The decisions of the latter body wiU be on a very different 
footing. No Court or Tribunal can exist long. without establishing a. practice 
or habit for similar cases. Like issues tend to be decided in like manner. 
Precedent arises and so becomes a rule and after a time, a binding rule fetter
ing the discretion and limiting the jurisdiction of the Court, but not only 
will the Tribunal be bound by its own decisions, but, it is reasonable to 
assume, by the English Common Law and- by the decisions of the Railway 
and Canal Commissioners and the Railway Rates Tribunal of Great Britain 
in so far as not inconsistent wit~ the provisions of the Indian Railways Act. 

5. It does not seem practicable to ha.ve & Railway Rates Tribunal 
without the fixing of a standard railway revenue. 

• 
6. I give an apposite extract from Sir William Ackworth's .. Elements 

of Railway Economics" as to the inconvenience of dealing with economic 
problems by legal machinery, which is taken from page 165 of the lat'est 
edition:-

" We sre dealing in this book, not with law-, but wi'th economics. 
" So we may here note the mconvenienoe 01. dea.ling with eoonomic 
" problems by1ega.1 maehinery. A law eourt is not adopt;ed for. econo~ic 
f' discussion. It Ca.JI enly try definite issues between eertam parties 
.. according to the established rules of eTid_ luid pro~~~6. ~t can, 
I' e~cept in so far as it is handicapped by lack of fawlbanty lVlth the 
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•• limiting oommercial" possibilities involved, try the issue «How .much 
., Jias the cost of carrying coal from A to B increased in a given time ! .' 
.. And it can decide what perllen~ge increase of the particular rate, 
'.' other things being equal, which they pr~bably would not be,would cover 
... that increased con. BuI; put the illlue this way I • The cost of carry
"'~ing coal having been proved to have increased, and it being reason
., 'able that the company should be- recouped for its loss of revenue, 
•• • what iraffio shall be selected as best capable ~f bearing an increased 
.. , rate, having regard toowhat is on the whole equitable to that traffic 
.,' and m08tin the public interest 1'. An iSSlle such &Ii this no law court 
.. can try. And yet, if the IIAlcount given in the earlier.: chapters of this 
.. ' book of the nature of railway business has any truth in it, thill is the. 
" iS8ue that really should be tried.' 

"L~ us test it by imagini~g.a concrete case. Imagine that, owing 
., to foreign competition" the ooal export trade of Northumberland 
.. and Durham has shrunk to half its present volume. It needs no 
"argument to show that the oost to the xailway of carrying the re
.. maining half \\i1l have largely increa.sed. Half the capital invested 
.. W staiths and tips, in ma.r.$alling yards and storage sidings, in mineral 
.. engines and wagons, for dealing with this traJIic. will be earning 
.. nothing. The general and maintenance expenses will run ~n with 
.~ but a small reduction, and being charged on but half the traffie will 
" be double as heavy per unit. The railway company can clearly make" 
" a case for increased rates. • But,' says a law court, the' increase must 
... be ~n export coal. We have no evidence of increased cost on other 
" • traffic.. The partiel who would be affected by increase in other 
" • rates are not bE!fore the Commission, and judgment against them 
" • cannot be given in their absence.' We .can imagine the answer 
'" that would be made by the company, not indeed in the 'law court, 
•• but in the form of economic discussion: we cannot raise the rates 
" • on export coal To do so would be to kill what is left of the traffic . 
. ". We must be oontentto carry on this traffic at the present, or perhaps 
" • even at lower rates, down to the point where the gross receipts cease 

.. " 'to cover our out-of-pocket f3xpenses in doing the bUiliness. But 
." • you admit we are entitled -to raise our rates to recoup {)urselves if 
." • we can. Give us then leave to double our rates on fifth-clasil traffic 
" • that ean bear the rate. 'Though it ·be doubled, not a ·silk dress, nor 
." • an opera-glass, nor .a musical-box the few£lr will be sold.be.cause 
." • of it.' .. 

7. It win be interesting here to state the 1)videnee required by the 
Interstate Commerce Commission of the United States of America in support 
of the retention of, or increase in, railway rates. The Comm:ission professes 
to judge rates both With reference to the oost of service and the value of 
service, and 3.t is very 'much influenced by rateS on the same commodity in 
tJ:1e same generalterr.itory for sim1lar distances. It Is also influenced py 
rate& ~n competitive .commodities and rates' on analagous oommodities. 
Where the .oamers are able to submit evidence as ta the cost of service, it 
hItS oonsiderable weight; but generally it is vulnerable from an accounting 
Cl statistical standpoint and it is a1ways carerully scrutil)ised by the Com
niission. The commercial situation IS almost inva.ri.ably .comidered; ·that 
is to ilSY, whether the oompetitionof other. railroadsor the competition of 
other markets tends to require a departure from what otherwise might seem 
to be the normal rate. It cannot be said that the prescribing of rateil by 
the 'Comm:ission approaches .. fixed science; but· nevertheless the Commis
sion professes to have laid down certain principles or rules by whichtojilri«e 
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the reasonableness of a rate, and some of this can be stated in .. more or lells 
general way, e.g., that as distanoe increases, the rate ordinarily increases, 
but not in the same ratio, that is to say, the rates on the same commoditie~ 
for the longer distancee usually show a lower ton-mile earning than the rates 
for the short distances; that rates on the moce valuable commodities are 
ordinarily higher than the ratel 00 the less valuable commodities; that 
rates on a manufactured article are generally higher than the rates on the 
raw material; that rates on light and bulky articles are generally higher 
than rates on heavy articles, etc. None of these rules is binding, but such 
principles, if they may be so called, constitute guides in the exercise 0' the· 
Co"inmission's discretion which it may or may not disregard as it Bees fit 
i.n any particular case. . 

8. Paragraph 7 has the authority of Mr. Rea, lat.ely President of the 
Pennsylvania Railway. It shows clearly how very general are the prin
ciples actuating the members of the Commission, and to what a great extent 
decisions arrived at must depend upon their idiosyncrasies. Mr. Rea says 
that it cannot be said that the prescribing of rates by the Commission 
approaches a fixed science. As stated in paragraph 12 of chapter Il, rate 
making is an art, not a science, and it is this fact that more than anything 
else renders its regulation by means of a tribunal so extremely difficult. • 

9. The Interstate Commerce Commission is influenced when consider
ing the reasonableness of a rate, by rates on the same commodity in the same 
general territory for similar distances. This prc-supposes that the rates 
with which the comparison is made are themselves reasonable which supposi
tion may be correct or incorrect, and great difficulty must be experienced in 
making due allowance for all the different factors which must be taken into 
account when fixing the different rates. Sir Robert Peers dictum will be 
remembered; .. There is nothing so misleading as facts except figures:' 

10. So far as the Railway and Canal Commissioners ill Great Britian 
• are concerned, cases in the main divide themselves, according to Ackworth. 

into two classes :-

(i) Railways justify an increase as required to put an end to an 
anomaly, and· 

(ti) Increases in rates are justified on the ground of increased cost 
. to railways. 

11. The following is taken from pp. 16-£ and 165 of .. The Elements of 
Railway Economics ":- . 

• 
" In the first class s. company has justified an increase as required 

"to put an end to an anomaly. For instance, flour is carried at class C 
" rates (which did not include cartage), and on the North--Eastem Railway 
" these rates were fixed on a. uniform mileage basis. For very many 
" years it had been the traditional custom in Hull for the railways to 
.. collect flaur from the mills free. by carts or lighters. Millers else
" where .complained that this gave an undue preference to the Hull 
"millers in compet;ition with them. ·The Court held that it was reasona
" bIe to red res" the inequality by putting an end to the anachronism and 
" bringing down the services given in return for the rate in one town to 
" the level of the rest, rathe:r than by giving to all the other towns the 
" same advantages as to Hull. In other words the Court put on on.e side 
" the primary economic principle which. as we have seen, underlies ~ll 
" business transactions,· of • what the traffic can bear.' It confined Its 
'.~ attention to the narrower question' what can the railway bear,' and if; 
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" narrowed Its consideration still further by asking. not what the raIT
" way can bear and yet make a livelihood regarding the traffic as a whole, 
" but how can the railway make an aliquot part of its livelihood out of 
" the particular traffic before the Court. 

"In the second class of case, increases of rate have been defended 
.. on the ground of increased cost to the company. Here the decisions 
" seem to' establish three r,ropositions as to the attitude of the Court. 
" The increase of cost must not be temporary, but presumably perma
" manent; it must be fairly commensurate with the increa.se of rate; 
" and it must be incurred in respect cf the traffic the rate on wllich it 
" is proposed to increase. It may ~ell be that an increase of cost shown 
"to apply to the whole of the company's business would justify an 
"increase in certain rates, even though the company refrained from 
"seeking permission to increase other rates. But increased cost of 
"dealing with goods traffic would not apparently justify an increase 
"of coal rates; increased cost of dealing with its traffic in Liverpool 
"would not justify the North-Western in increasing its rates between 
" London and Birmingham." . 

12. The fore-going quotations show the impossibility of arriving at 
any decisions on railway rates questions on a scientific basis. 



CHAPTER XIV. 
Concluding Remarks. 

Two of the chiefdifficulties in writing a report are to make it the proper 
length, and to contrive that the different parts are in proper proportion. The 
aim of writing is to persuade, to induce people to adopt one's point of view, 
and it is clear that the aim is jeopardised, if a report is so long that people 
are discouraged from reading it. 111 is important to make reports as short 
as practicable, avoiding the &negr of compressing them so much that 
clearnesss is sacrificed. 

2. One of the objec1ls borne in mind in writing this report is to provide 
a hand· book for those in the rates sectiop and those newly entering it, which 
will give a general view of the G. I. P. Railway rates system, and on this 
account a considerable amount of detail has been included which would 
otherwise have been omitted. Before this report was written in order to 
get access to the information given therein, it would have been necessary 
to search through many files and publications. 

3. It is important from time to time to investigate thoroughly the 
different methods of work on a railway and bring them up-to-dil.te. 
Methods are contrived to meet conditions which change and as the condi
tions change, methods should be altered to meell them. The opportunity 
of reviewing and re-arranging our rates machinery and methods has been 
of the greatest value. 

- 4. In the British Empire Rev,iew of July 1925, in an article on 
.. Medireval Cavalry and Modem Tanks," the following appears:-

"The conduct of war as distinct .from its technical details is a 
"matter of pure common sense anI). throughout military history the 
"hall mark of the great captains has been that they stripped the art 
"of war of the entwining coils of professional custom and prejudice 
"that habitually spring up like ivy, until they suffocate and draw the 
"sap from the tree of common sense action." 

The statement is equally true if we substitute for the words " conduct 
of war," "conduct of railway operations." We should at all times seek 
for new ideas, for they are of the greatest help to progress whether in con
duoting transportation or in any other sphere. We want to get free from 
conventional ways of thinking and to formulate our problems anew. 

5. Mr. Goldney, apart from his direct oontributions to this report, has 
been of the greatest assistance on aocount of his ripe experienoe and sound 
judgment. Mr. W. T. Griffiths has seen the report through the press. Mr. 
Paranjape, assistant traffic manager, and Messrs. Ringay and Ka.rnik have 
given much help. -
are:~ ~he books and reports, of ~h greatest use has been made, 

1. Report on General Revision of Railway Rates and Charges, 1920, 
by Rates Advisory (J('mmittee ; 

2. AckwortJlll Elements of Railway Economics. 
3. Report of the Royal Commission of Enquiry into the railway 

and tramway services of New South Wales, 1924; 
4. S. C. Ghose's Monograph on Indian Railway Rates ; 
5. Railroads: Rates and Regulations, by Ripley ; 
6. Transportation Rates and their regulation, by Brown ; 

. 7. Handbook of Co~ercial Information for India, by Cotton; 
8. Rail-roads, Cases and Selections, by Jones and Vandeleur. 

D. S. BURN, 
15th November 192t1. Chief Traffic' Manager. 
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Al':r:&ND1;~ "A ... .:~ 
GREAT INDIAN J'ENJNSULA RAILWAY. 

STATF.MENTS SHOWING WORKL"G RE"lULTS FROM THE YEAR 1905 to 1924. 

CALENDAR YEARS. 

1906 1·"1906 1 1907 I 1908 I 1909 1 1910 I 1911 I 1912 

GOODS. 

Total toJmage carried (ill 
oond.t) -- 6,616 5,789 6;819 '.536 6.357 6,647 7,H5 8,308 

Eaminp (ift /hoouondo) Ra. 4,45,98 4,42,98 4.73.61 3,98.24 4,50,19 4.98 .. 15 5.17,65 6,07,69 

Average gooda receipts per 
train mile" 5'66 5'39 6'12 4'80 5'40 6'31 6'00 5'30 

Average BUm ...... ived} 6'77 6'39 6'84 6'66 6'&:; 6'16 6'03 6'04 
for carrying one ton Pies. 
one mile .. . ~ • 1,264,748 1.331,814 1,656,036 1,351,682 1,530,64 91,852.730 1,975.360 2,315,3"'; 

Net ton mil .. (m -) • 

Average haul per ton " 
225'21 230'04 267'42 244'17 240'79 278'75 270'80 278'69 

, . 
COACHING, 

I, Num""r 01 peeoen~ero carried 
(including 8e&BOn ~cketa) 
(I" /hoouondo)-

In cIaao .. .. No. 117 119 121 108 107 90 102 93 

lIDd .. .. .. 908 929 966 897 863 711 742 733 

Inter .. " H , , ,. .. .. .. .. .. 77 

3rdmail .. .. .. 989 1,066 ~66 918 822 923 1,065 931 

3rd Ordinary .. .. 23,076 25,066 27,234 27,172 27,036 29,477 30,846 33,247 

2. Eaminp from pessoogeIB 
carried (ill _onds~ 

1st cIaao .. .. Ra. 9,30 9,79 10,64 10,11 10,63 12,70 14,56 12,02 

lIDd .. .. .. 13,98 14,M 14,67 13,76 13,19 14,3~ 16,14 13,53 

Inter .. .. H .. ' . .. .. .. .. . . 2,02 

3rd mail " n 18,31 19,05 18.85 17,44 16,78 17,16 20,71 16,62 

3rd Ordinary .. .. 1,02,96 1,14.06 1,25,75 1,21,53 1,25.55 1.42.94 1,49.08 1,59,69 

8. Subur ..... trafllo (including 
aeasoo. tic.keUa) also includ-
ed under items 1 '" 2 
abovo.· No, (ill ~) 10,337 10,652 11.329 11,170 11,066 10,947 11,694 11,931 

Eaminp (1 .. _) Ra. 7,95 8,11 8.51 S,48 8,41 S,45 9,01 9,15 

4. Average ooaohing receipts 
per train mile , , Ra. 2'47 2'M 2'39 2'23 2'16 2'41 2'53 2'51 

6,Average oum received for 
carrying ono unit ono 
mil_ 

let 01_ I. •• piea. 11'15 10'86 10'S7 10'83 10'85 14'00 13'49 12'87 

lIDd .. .. .. .. "46 "n "51 "63 5'17 6'36 6'30 6'10 

Inter .. . . .. "'0 " .. ., .. . , .. .. 
3rd mail .. , . .. S'98 1'97 3'08 1'96 2'96 2'98 2'98 2'97 

, 3rd Ordinary " H 2'16. 1'18 ll'16 2'16 S'13 1'98 S'32 2'32 

Average for' all 
cIaao .... .. .. 2'49 2'48 S'46 1'46 1'43 2'80 2'08 2'61 

Other ooaobjng 
trafllo per loo 
per mile .. .. 86'SS 36'80 30'20 36'71 35'71 30'76 84'77 34'0' 

6 ,A..,rage ~ travolled 
by __ (ex.Juclina 
....,n ticket hoIdon~ 

le' ol&II •• •• Milel. 192 177 180 193 . 202 !23 222 214 
Ind • .. •• • 166 IQ 120 122 lOO 127 126 119 
Inter .. •• • .. .. .. .. .. .. ,. 123 
8rd mail .. •• • 127 117 123 123 124 120 126 115 
ani Ordinary •• • Q 112 49 47 liD 49 47 47 



iss 
GREAT INDUtf PENINSuLA· RAILWAY. 

STATEMENTS SaOWING WORK,lNG J!.ESu;LTS.FROM T!lE YEAR 1905. to 1924, 

ng ~""l FINANCIAL YEARS, 

. ~;~~ 1913,1411014-1611015.1611916,1711917,1811918,1\1 

GOODS, 

Total toDIlBoge carried Cm ~"""') , , 2.244 9.944 \).290 10.896 11.01' /1,00' 11.267 

Enmings (m ~) , , , , Ra, 1 •. 82.73 6.36,02 5 .... 79 6.83.16 8,90.41 7.24.59 8.06,36 

Average goods receipts per train mile .. 6'99 6'67 /1'24 6'61 6'03 6'24 6'87 

A verage sum rec~ived for carrying 1 Pies. 
one ton one uule • • ,A • J 5'62 "76 4'89 4,' 51 4'07 . ,':37 4'64 

N et ton miI .. (i .. ~) .. .. 624.369 2,559.660 2,137,885 2,908.791 3,264,361 3.179,974 ~,400,u1H 

A verage haul per ton 
. 278'27 257'41 230'12 268:99 295'48 288'08 302·04 .. .. .. 

. 
COACJllNG, 

1. Number of p8B8engera carried (includ-
ing season tickets) (I .. thowanda)-

l.t cl_ .. .. · , No, 25 ·94 ·88 87 109 128 107 
2nd .. .. .. .. .. 187 ·723 894 600 1,033 982 .1,236 
Inter .. .. .. . " 36 146 162 106 181 188 239 
3rd mail .. .. .. ." 224 981 907 961 1,1'3 1,746 2,106 

3rd Ordinary .. .. 
" 9,051 35,711 ·32,R20 33,738 38,425 33,752 38, 167 

2. Earnings from pusengem 
(in thowanda)-

carried . .. 

1st elaaa .. .. .. ,Ra, 8,70 1 •• 30 1l.88 10,95 14.62 20.09 23, •• 

2nd " 
.. .. .. " ..62 14,45 14.98 20.77 ·32.85 28,42 31.40 

Inter . ' , . .. . " 76 8.88 ~.81 4,30 5.01 .'.48 8,24 

3rd mail .. .. .. ." 8.95 16,90 16,28 16.46 .23,62 4'),66 66,26 

3rd Ordinary .. .. .. 49.7'7 '1,77,77 .1,66,11 . .I,60,SO 1,83,86 1.98.08 2,26,32 . . . . 
3, Suburban .rnffie (including .......". 

tickets) also includ~ under ~teme 
3.196 12,367 11,464 1 & 2 above, No, (mthowanda) ,. 12.~61 . 13,.1108 " \f,eS4 lO,41i2 

Earnings (i ... ~ndal. ' , Ra, . 2,33 9,21 8,72 g,63 ,10,15 11,78 13,55 
. . . .. i 

4... Average ooachiDg. receipqJ~ :tr.ain 
1'73 J'62 2'05 2'71 ." ;1.'26 .':24 5'O~ Dlile • • ..' •• ~ . •• ;R.s. , . 

5. Average "sUID; noeived ·fOl!~ carrying 
ODe unit one mile--

1st cJasa .. .. .. ri .. , 
"'50 18'29 12'61 12:30 I . ~J;to Iq' III , .11'70 

2nd .. .. .. .. .. 0'72 0'18 0'93 "90 8'63 • ~'57 0'70 . • 
'Inter .. .. .. .. ~"8 4'64 4'58 &'42 4'58 4'45 4'48 , . 
3rd mail .. ., · , .. 3'00 1'93 ~:98 J'89 8'00 8'68 8'48 

3rd Ordinary .. .. n 2'~6 1'32 2'28 !'20 2'34 2'SO 2'87 . . , " 
Average (or all cl ...... . , .. 2'08 2'61 1'58 ~'55 2'~5 a'27 1'34 , 

" Other coaching traffic per 
. 

ton per mile .. · , " 33'78 35'47 31'17 31'42 83'02 13'11 33'113 , . ~ 
6. Average diRt&nee travelled by pll8San· .. . . 

gers (excl.ding _n tick.,. hol, 
ders). 

, , , 
1st 01888 .. .. .,¥ilea, 214 fi6 220 .,~o 238 178 241 - , ' , • ., 
2nd " .. .. .. " i 106 118 I 130 .lR7 .U3 .172 124 

- .. I . , 
: Inter .. .. .. ~ ! p5 j 100 • 100 .147 , 120 __ .1'78 148 

• I , .. , I 
t3ai tnnil . . .. · " " 

.. , I~I 111· . ) 108 , IJO 131 .180 141 . . ; I , .. 
I 1&5 

, 
j 3rd Ordipary .. .. .. 1 I 1&9 ·1 61 1 ol8 80 •• 80 62 



189 

GREAT INDIAN PENINSULA RAILWAY. 

STATEMENTS SHOWING WORKING RESULTS FROM THE YEAR 1905 to 11124. 

FINANOIAL YEARS, 

I 
11921,2211922,2311923,24 11924,251 1919,20 11920,21 1923,26 

GOODS, • 

Total tonnage carried (in Iho~) .. 10.647 10.147 10.653 9.380 9.604 10.143 10.511 

Eaminga (in Ihouoando) .. .. Ra 7.98,84 8.05.51 8,29,54 9.22.83 9.12.45 98.194 9,26,29 

Average goode receipts per train mile IJ 6'36 '8'82 7'87 8'98 8'98 U' 7 10'7 

Average sum re~ived for carrying J Pies 
ODe ton OD8 mile • • • • 5'05 5'20 0'01 8'78 8'93 8'47 6'65 

Net ton miles (in lho'IUat1dB) .. •. 3.039,922 2.976,335 2.64:9.467 2.613.794 2,629.539 2,911.778 2.674.13:> 

A "erage haul per ton 286,51 293'23 248'71 278'66 263'37 287'1 264'4 .. .. .. 
COACHING, 

I, Number of passengers carried (includ· 
ing 80080n tickets) (in lIwIuands)-

tat claae .. .. .. No, 195 211 191 160 lu 139 146 

2nd .. .. .. .. .. 1.465 1,856 1.640 1,630 1,424 1.638 1,733 

Inter .. " 
, , .. 275 229 135 131 122 104 111 

STd mail .. .. .. .. 2,416 2.479 2.311 1.906 1,818 1,859 1.548 

3rd Ordinary .. .. .. 40.616 45,551 48.363 49.341 49.918 62.737 55.901 

2. Eamings from passenge1'8 carried 
(in tho<uando)-

1st cl .... .. .. .. Bo. 28.42 27.42 30.93 28,58 28.80 25.90 25.17 

2nd .. .. .. .. .. 40,71 40,02 42,96 39.06 33.58 32.76 31.62 

Inter .. .. .. .. 11.11 10.88 9,63 9.33 8,41 7,77 8.08 

3rd mail .. .. .. .. 6S,78 71.00 67,20 64,41 68,19 62.67 51.94 

STd Ordinary .. .. .. 2,80.89 2,78,29 2,61,46 3,09,94 3.20,06 32.381 3.31.lil 

8, Suburban traffio (including season 
tickets) al80 included under items 
1 & 2 above. No. (in tho ... ando) 16,439 21.246 23.366 25,061 25,012 25.606 28.263 

Eaminga (in thousand,) .. Ra, 16,15 18,67 21.82 26.32 26.52 24.96 26.39 

... Average oooohing receiptAI per train 
mile • . .• . . ."l. Rs. 6'14 4'90 4'66 4'99 6'01 5'02 4'63 

a. Average awn received for earrying 
one Wlit ODe mile :-

1st 01688 .. .. .. Pie. 13'SO 14'69 22'22 24'86 23'03 22'8 20'6 

2nd .. .. .. .. .. 6'48 6'76 8'78 15'79 11'06 9'57 8'71 

Inte. .. .. .. .. "32 "68 5'03 7'06 7'10 7'09 6:84 

3rd mail .. .. .. .. 3'43 3'78 3'34 4'94 4'60 4'90 4'65 

Srd Ordinary .. .. .. 2'73 S'74 2'68 3'69 8'69 3'68 3'69 

Average for all olaue8 .. .. S'20 3'28 3~27 4'43 "26 "22 "19 

Oth8l' coaching traftlo per 
ton per mile .. .. .. 82'78 33'51 33'61 33'89 34'02 34'04 34'1 

8. Average distance travelled by pauen. 
gt'N (ezoluding 8eMOO tioket bel· 
d ... ~ 

11'01 ... .. .. •• Miles. 235 20S 179 190 228 224 230 

2nd .. .. .. .. .. 139 110 124 71 110 !l6 106 

Inter .. .. .. .. 180 198 173 196 187 202 205 

Brd mail .. .. .. .. 152 'us ,167 131 134 140 138 

Ird Ordi.....,. .. .. .. 67 51 48 89 41 40 39 



APPENDIX "B ". 
STATEMENT SHOWING THE PRINCIPAL COMMODITIES OF MERCHANDISE TRAFFlC CONVEYED OVER THE G. I. 1>. RAILWAY SYSTEM 

DURING THE FINANCIAL YEARS 1913·14 TO 1925·26. 

1913-1914. 1915-1916. 1918-1917. 1917-1918. 1918-1919. 1919-1920. ~-1915. 

TO-ns-. --CI:-Am~'o-u-nt-·I Ton.. ~~~~nt~ To,,". I Amount. Tons. I Amount. Tons. I Amount:' TOM. IAmount. Tons. I AmOUDt. 

-----------~----~--~--~----~--~----~--~----+---~----~---~--~--~----

COMMODITIES. 

I. Coal and Coke 

1 ins.! ins,! !ns.! Ins. Ro'1 Ro·1 
.. ..\ 894,680

1

1 28,53,256 i 1,012.386 42.68.002' 1,640.267 i 76.42,560 2,087,194 ' 1,10,02,472 1,781,153 07,23,653 2,075,576 1,12,16,934: 1,913.926 
2. Cotton RaW' 

3. Twist & Y &rn, 
European. 

.. .. 461,576 98,55,830 I 375,356 85,75,130, 501,726 1,13,09,868
, 

350,248 i 79,54,072 300,821 66,W,980 309,738 73,68,0281 488,094 

Indiana", •. .. 1 .. , .. I 21.646 3.36.892
1 

.. I" 13.393 2.88,448 42.902 8,88,056 1,100 

•. Pieoo Goods 
O. Fodder .. 

8. Rice 
,. Whont 

'0 Ot-her OraiJll 
O. Marble Stone 

10. Iron. steel a.nd other meWs. 
11. Mangan ... Or. . • . . 

U. C .. to. Sood 
la, Cotton Seed 

I" Linseed .. .. .. 
18. Rope and Muotard Seed •• 

16. TU and GingolJy Seed 
17. Keroaine Oil .. 

18. Other Oil. 
19. Earth !'I uta 

20. DriEld fruit and Nut.8 
SI. Ry. Plant and Rolling Stock, 

:r ~!;: rearu;d and ~J 
24. Timber unwrought and 

wood, 

93.706 7,97.708 i 51.475 12.24.239' 98.867 21.37.161 83.567 , 18.24.677.. .. 85.656 15.89.738 87.856 
121.176 8.01.469

1 

149.090 11.63.014: 81.253, 10.10.038 142.794, 16,14.740 265,598 27,14,108 334.746 26,01.610 223,738 

142.277 9.66.662 I 64.534 4.19.8591 109.674' 7,62.783
1 

197.626 113.65.112 287.972 25.87.825 573.546 81.48.170, 416.800 
600.709 68.18.370, 231.251 19.1&.375 I 237.502 21,68.865, 284.943: 30.48.423 434.624 '9.20,775 339,841 30.95,22i 336.120 

625.938 I 60.51.949 

1 

85.166 11.47.507 
566.462 .1,83.076 

220.930 23.17,650 

206.730 24.78.778 
44.168 4.43.487 

104.995 10.08.930 

4,67.131 

.. I 
209.659 22.14,026 1 

.. 

710.019 64.85,645 967.640 87,24.622' 737,136 i 67.26.506 679.425 68.31.846 830.140 91.23.998 702,585 .. I" . . .. .. 280,924 10.98, I 98 128.803 

46.982 6.13.494 
316,098 23.48.229 

80.656 
222,262 

71.181 
8,940 

34,906 

32,674 

267.784 
151.249 

2.12.736 
21.26.103 

7.79.704 
90.023 

3.16,385 

3.48.140 

24,20.478 
}'4,75,279 

43.110 
388.985 : 

I 
116.189 , 

266.343 I 

6,70.052:.. .. 52.990 7,20.780.. .. 110.779 
28,49.354: 336,691 24,114,647 199,176 14,80.465 107.567 8,05,014 182.665 

2.52.5811.. .. 79.131 6.37.772 8.049 77.119 6.994 
26,74,843i 103,691 10,21,363 19.323 1.11,358 98.872 11,27,084 270,175 

118.908 13.44.053, 23.7 •• 396

1

' 27.6.4,.4« 96.650 11.89,508 189.028 22.77,Off 17,538 
17.845 2.00.881j ........ .. 

74,674 7,63,569' 8.1 .• 586 I 8.6.1 .• 092 16.330 1.51.481 31.851 3.29,767 69.861 
.. .. I' 91.074 11.84,259.. . . 109,911 

i I 13.593 1 2.02.830 53.708 8.41.904 .9.857 2.84.8~! 35.611 
78.793' 8.37,238 69.484 i 7,55.419 40.988 6,68.665 12.619 1.38.lOu 31,968 

l ..: .... 31.839 3.97.755 
, :: , 74.624; 7.5'3:703 144.655~ 17,65,040 71,422 7,.>3.148 

2~5.325 25,98.~71 273.679 24.81.204 270.348 25.54.187 830.315 29.46.0671

1 

200.354 19,15.133 167.828 14.31,9231 171,181 16.23.852 216.624 22.96.767 

•• .• 98.240 5,36.010 240,621 15.66.200 307.460 21.66,902 

32.633 
36.710 

271.709 
193.516 

238,588 

Ro. 
99,38.905 

1.27,26.'gJ 

20.41' 

25.55.430 
19,34.641 

36.28.105 
32.13.783 

7I.51.4ftl 
•• 63,901 

14.74.504 
13,83,IB8 

59.583 
32,63,026 

8.07,371 

8,24.610 
16,111,877 

5,85.272 
4.50.960 

4.91.435 
2.31.790 

25.4~.057 
20,99,"6 

13.16,256 

, I 
.... .. .. .. .. .. 10.766 2.03,378 I" .. .. .. 4,428, 67,741 

.. 2,193.794

1
1.93.00.995

1 

1.848.714 1,515,21.24~ 1,1g1.505 ,1.49.22.713, 1.864.855 1.71.03.84, 1,710.493 jl,10,63.201: 1,468,113 1.80.81.372,1,328,048 1,31,44,760 

.. , 6,352.748 116.97.07.02~1 5.626.537 15,02.92,08016.960.666 8.30.11,473
1 

7,155.8416.39,25.86816,943,75916.48.,7,327, 7.746.434 7.27,50.063
1
' 7.278,634 :7,16.88.694 

Ill. Hid .. 

18. Other artiel.,. 

G ...... dTotal 
I I ' 



1921H921. 11121-1922. 1922-11123. I 1923-1924. 11I2t-1925. 1921>-11126. 

COIOlODlTIE8. --.. ._- --

I 
---

To ... I Amoon<. Tons. I Amount. To .... I ~moUDt.. TOIIO. I AmOIlDt. Tona. Amount. Toot!. I Amo ...... 

• 

. I 110. 110. I 110. I I 110. I 110. 110 • i 
1,115.18111 I. Coal and Coke , . .. .. .. .. 1,827.045 85.13.803 1.378,640 74.03,007 1,229.664 87.24,768 956.307 49,68,452 M.21,049 1,134.1172 52.81.699 t. Cotton Raw .. .. .. .. .. .. 420,D53 1,20,18,227 519,282 1,57.4:7,034 4811,321 1,83,17,69' 430.930 1,58,94,557

1 

412,256 1,52,75,483 397,027 1,38,69,181 .. TwiA end Yam, Indiao Of Euro ...... 36.846 8,81,211 45.414 I I 38.830 11.50,983 I} 155,637 

.. .. 
u."~ 

.. .. '. .. , 
47,51,01' , 

78,863 ' .. Piece 0"""" .. .. .. " .. .. 82,355 24,26,137 93,028 30,57,4 83,407 34,03,953
1 

31,08.989 .. .. 
I. Fodder .. .. .. .. .. .. 111.766 8.23.607 134.031 9.50,99 87,407 6,86,889 .. . . 91,558 7,37,065 93,349 7,63,140 8. Rice .. .. .. .. .. .. 370,966 33,50.31( 358,696 32,41,04 213,131 18,19,170

1 
230,903 20,811,706 212,2611 19,66,298 209,048 17,13,57' 

T. Whea\ 
28,88,21l • I 

839.705 44,74,016 .. . . " .. .. .. 307.019 33,06.238 234,322 232,129 31,18,178 305,497 42,44.408 390,510 56,27,930 8. Oth .. <haiDO .. .. .. .. .. 832,285 1,02,89,613 739,063 92,40,19 822,820 86,59,108

1 
764,644 1,10,02.142, 796,72911,16,75,826 744,619 99.50,29' ,. Marble BtoM .. .. .. .. 369.754 14,63,188 U4.9U 13,60,10 429,428 18,27,068 398,629 . 15,41,066 .. 

40,~,02 
476.853 17.58,791 10. Iron, eteeI and other meHI. .. .. .. 125.114 16,79,446 139.024 11I.32,68~ \46,536 24,1I3,27j 281,514 ' 41,80,457 263,099 222,619 36,97,167 

11. Manganese Ore .. .. .. .. .. 343.861 . 28.U,870 1117.476 15.99.24 i 350.503 32.72.29~ 236.078 I 22,22.686 2!l4,523 23,54,M4 268,456 24,84,988 \2. eaa .... 8eed· ,. .. .. .. .. .. .. .. 20,074 2,60,989 35.466 6,10,97 48.040 I 6,96,62' }-. 13. Cotton Seed •• .. " .. .. .. 220.457 29,34.907 297,963 39,98.984 344,810 46,79.7~:1 212.879 27,87,426 le. Li-.d .. .. " .. , . .. 85.663 11,10,989 66,764 10,00,643 111,829 18,15,42 132,822 2O.6~,218 94,78,311 641,226 84,~9,OIJ 

18. Ra"" end Mustard Seed .. .. .. .. 32.170 3,39.417; 18.941 2.37,~:Z 38.831 4,OI.95! 74.016 7,66.010 16. TiI and Gingelly 8eed .. .. .. . . 32,646 3,92,24~ 66,456 8,94,65 '6,405 6,76,476 39,609 5,29,974 
17. Kercaine 011 .. .. .. .. .. .. .. .. I 95.086 111,72.264 .. .. .. .. 107,149 24.21,601 109,169 25.14,471 18. Other Oil. .. .. .. .. .. .. .. .. 32,473 

l 
.. .. . . .. .. .. 41,545 7,03,60a 

• 19. Earth Nu .. . . .. .. .. .. .. 25,214 3,lG,495i 53,576 
6,:1:6,46 

66,297 7,S6,972 '9,203 8,37,748 .. .. .. .. 10. Dried frui\ &Dd Nu,," .. .. .. .. .. .. i .. .. .. .. .. .. .. .. .. 
tl, ny. Plant and Rolling S"clI: .. .. .. .. .. I .. .. 

32:37,57, 
26.925 1.59.980 26.739 2,1)1,89, 44.867 2.84,229 22, BaIt.. .. .. .. .. . . .. 224,616 22,26.286, 244,736 25,23,6381 273,877 186,873 22,01.210 280,223 83,47,290 240,594 28,78,929 

13. Bug •• , ftlIInad and unre6ned .. .. .. 39.637 4,97,302 196.676 21,36.226j .. .. 72,376 10,76,336 101,330 15.49·~~r 118.488 17,41,611 le. Timber UDwrought 8I1d wood .. .. .. 212,616 8,37,824; 223,195 10,66,420 241,633 12,57,88 .. 170.789 9,08,69 169,371 9,30,012 

11. Ridat 15.512 
1 

12,820 2,43,035 25,581 8,86,97 I .. .. .. .. .. .. 2,74,720
1 

.. .. .. .. .. .. , I, Olbeo_cl .. .. .. .. .. .. 1,649.346 1,69,83,247. 1,"2,532 1.32,34,848 1,933,200 12,22.27,0301 2,133,76' 12,37,18,998i 2,351,181 2,M,79,84~ 1,880,739 1,95,88,871 
1 

. '. 
,,165,84217,34,79.0851 6.94.5.110 7,72,84,37717,002,334 ~8,65,02,08716,696,1I01 1800,41,7661 

.. 
Gr",d TolaI ,,265, 83919,15,01,268 7,248.084 8,67,96,1" .' .. 

I . 



APPENDIX "C." 

STATEMENT SHOWING THE GROSS EARNINGS OF THE G. I. P. RAILWAY FOR FINANOIAL YEARS 1913·14 TO 1925·26. 

Traffic. 1913·14 1914·15 

1. General Mer· 5,97,07,022 5,02,92,080 
.bandiee. 

2. Revenue, Coal 37,94,847 41,86,870 
and Stores. 

3. Passengers.- · . 2,26,04,965 2,11,05,054 
4. Parcels, et~. · . 46,02,099 66,04,631 
6. Miscellaneous · . 8,811,251 ~,47,159 

Total · . 
I 

9,15,95,184 8,31,35,794 

• DetaUa of Pass· No. 
I 

Amount. No. I Amount. enger Traffic . 
.. _-' 

1st cl .... p ...... ngcrs. 86,768 13,27,672 81,593 11,84,490 
2nd " n · . 354,090 14,09,710 354,024, 14,68,093 
Inter " " · . 139,497 3,62,363 145,14~i 3,80,137 
3rd Mail " · . 980,5541 16,90,167 906,561 15,27,713 
3rd cIa .. 'J 29,029,830j 1,74,59,793 26,538,6371 1,62,15,535 

p ...... ngers. 
Season Tickete · . 131,499 3,55,259 126,9811 3,29,086 

Total .. 30,722,239 2,26,04,964 28,152,939 2,11,05,054 1 

Traffio. 1918-19 

1- General Merebo.ndiee . . . . · . · . 7,27.50,963 
I. Revenue, Coal and Stores .. · . · . . 78,85,327 
3. P"""ngcrs * .. .. .. .. .. 3,45,6.';,796 
4. Pa.rcels, etc. .. . . .. · . .. 1,10,43,999 
11. MiscellaneoUII .. .. .. .. .. 20,86,994 

Total · . 12,83,33,079 

1915.16 

6,30,71,473 

52,44,888 

2,13,26,960 
65,86,332 
7,85,493 

9,70,15,146 

No. I Amount. 

82,543 10,93,628 
455,8271 20,45,156 
158,013 4,28,532 
961,0261 16,45,978 

26,816,242 1,57,61,067 I , 
139,9251 

I 
3,52,599 I 

28,613,5771 2,13,26,960 I 
191~20 

7,16,88,694 
81,95,050 

I 4,26,90,22Q 
1,14,76,040 

22,43,051 

13,62,93,064 

1916.17 

6,39,25,868 

51,15,128 

2,69;76,002 
84,58,454 
11,72,911 

.10,46,48,363 

No. I Amount. 

103,574 '14,60,163 
649,544 32,49,603 
175,480 4,99,823 

1,144,830 23,62,496 
28,924,7741 1,80,16,188 

154,4081 3,87,729 

31,162,611 2,59,76,002 

1920-21 

7,34,79,085 
70,71,589 

4,27,61,048 
1,08,81,375 

41,11,796 

13,83,04,1'93 

1917·18 

6,48,77,327 

75,81,949 

2,97,05,319 
98,49,701 
14,97,172 

11,35,11,468 

No. I Amount. 

120,616 20,66,832 
1155,7751 28,02,940 
185,5501 7,43,080 

1,740,407 41,54,620 
25,855,679 1,95,17,948 

162,244 4,19,899 

28,620,272 2.97,011,3111 

1921-22 

-,~---

i 

I 

7,72,il4,377 
56,69,417 

4,12,17,841 
1,12.11 ,048 

19,79.308 

13,73,61,991 

. 



• Deta.ilI of P""""ger Tre.IIic. 

--
lot cIass PIlll88ll8"1'8 .• · . 
2nd. " .. · . · . 
Inter." .. · . · . 
3rd " 

Mail 
" · . 

3rd .. Ordinary .. 
Season Tickets , , · . 

Traffic. 

1, General Merchandise ., 
2, Revenue, Coal and Stores 
3. Passenge1'8· 
4. Parcel4., etc. 
5. Miscelle.neollll 

· . · . · . · . 
· . · . 
· . · . 
· . · . 
· '- .. 

Total 

.. 

Total 

• Details of Passenger Traffic. 
---- .. -

1 ot class passenge1'8 __ .. 
2 nd " .. .. .. 

ter. " .- .. .. 
rd u Mail" · . . . In 

3 
rd 3 

Seas 
.. Ordina.ry passengers 

On Tickets .. .. 

.. · . .. .. 
· . · . .. .. 
.. .. 
.. .. 

Total 

, 
No. I Amount. 1 

· . 154,7451 23,41,708 1 
· . 695,314 30,85,343 
· . 237,103 8,23,505 1 

· . 2,196,247 66,26,269 i 
· . 27,767,7101 2,22,09,168 i .. 174,651 4,79,803 1 

.. 31,225,771 1 3,45,65,796 1 

1922-23 

8,55,02,087 .. 67,81,242 
4,51,31,849 
1,09,82,379 

20,92,479 

15,04,90,036 

No. r Amount. 

.. 113,41611 28,42,749 .. 560,122 37,79,109 .. 130,498 9,33,283 .. 1,904,747 64,40,556 .. 37,883,731 3,01,84,641 .. 243,2931 9,51,511 

.. 40,835,808 4,51,31,849 , 

No. I Amount. I No. 

173,95011 28,37,010 176,292i 27,33,761 
837,687!1 40,01,430 971,377 39,03,556 
273,268 11,10,723 227,8331 10,88,086 

2,415,9791

1 

65,78,329 2,478,726. 70,99,874 
33,346,750 2,76,40,914 36,592,909 2,72,85,898 

146,5481 6,21,823 186,0121 6,49,873 

37,194,1841 4,26,90,2291 40,632,151 4,27,61,048 

1923-24 1924·25 • 

8,50,41,766 9,15,01,268 
62,02,954 66,92,348 

4,47,03,454 4,52,84,232 
1,02,51,698 1,04,40,305 

22,41,886 30,09,761 

14,84,41,758 1-5,69,27,914 
1 • 

No. I Amount. No. I Amount. 1 

95,607 26,66,314 95,220 25,78,646 
456,849 32,37,085 495,12~j 31,56,978 
121,456 8,41,462 104,149 7,77,744 

1,817,703 68,18,718 1,859,8911 62,57,789 
36,616,079 3,11,07,118 37,853,9231 3,14,78,238 

253,9941 10,32,757 256,056 10,34,937 

39,1I61,688i 4,47,03,454 40,664,3621 4,52,84,232 

No. .... 
146,8591 

6,93,455 
134,5531 

2,310,944 
38,695,634l 

206,176 

42,187,6211 

Amonnt. 

--
30,80,422 
41,74,181 

9,62,781 
67,20,077 

2,54.80,176 
8,00,204 

4,12,17.84. 

1925-26 
• • 

8,57,96,549 
68,32,116 

4,48,31,732 
1,01,61,544 

38,49,670 

15,14,71,61I 

No. Amount_ 

96,904 24,32,307 
657,732 36,79,056 
107,7681 7,62,630 

1,546,290 51,81,181 
39,707,8531 3,17,00,441 

-17,322,750 10,76,117 

59,439,298 4,48,31,732 

( 
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APPENDIX liD" 

G. 1. P. By. Schedule Rates. 

The abbreviations or symbols used in this appendix have the following 
indications :-

C/270 } 0 followed by 270 or 300. indicates that the rates apply t.o 
. consignments of 270 or 300 maunds and over, &8 the 

0/300. case may be. 

O. R. indicates that the rates apply at oFner's risk. 

C.·C. indicates that the rates apply on the carrying capacity of 
the wagon used. 

D/50o. D ·followed by 500 indicates that the di<Jtance in miles to which 
the rate applies is for distances of 500 miles and over. 

W/400. to loads not exceeding these weights in maunds per wagon.· 
W/300.} Wfollowed by 300, 400 or 450 indicates that the rate applies 

W /4.'50. When a greater weight is loaded in the same wagon nut oxceed· 
ing the carrying capacity, it will be charged proportionately. 

W.·R. indicates that the wagon rate is applicable to four·whceled 
wagons irrespective of the carrying capacity. 

W.·R./16 tons. W.-R. followed by 16 tons indicates that the rate is a wagon 
ra.te applicable to wagons of the capacity specified. When 

. wagons of higher capacity are used, proportionate higher 
charges must be made. 

L indicates that the loading and unloading must be made by 
the consignor and consignee. 

N. ([). C. indicates" not otherwise classified." 

S. indicates that a special condition for carriage is to be applied. 

p. indicates that prepayment of freight is compulsory. 

Nomenclature. applic .. bility a.nd ba.ses 
of schedules. 

, 

Commodities chargeable. 

A. For .any distances' 074 pie per I!1&llnd peJMaterials and stores belonging' 
mile. to the G. I. P. Ry. on revenlle 

The termin .. l .. nd short dist .. nce chug ... are account. 
not· to be levied. 

The tolls per maund must be added. 

B. For any distanc,,!,' . 09 pie per maund pe Materials and stores ~1onging to the 
mile. G. I. p, Ry. on capItal account. 

The terminal .. nd short distance .,harge • 
... re not to be levied.. 

The tolls per maund 1llllSt be added.. 

Conditions. 

W/162 per four.wheelerl 
~gon exclusively lood. 

Do. 
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OeInmodities chlli'ge&ble. 

For any distances 1 piepermannd per mile. Cotton. full-pre8l!ed S. 
The terminal and short distance charges..,,!Over the G. I. P. section). 

and tou.. must be added. .. !'en booked at 0_ B. eharges will 
be made over the G. I. P. section 
6 pies lower per maund than at tl.. 
C.schedule rate except where low,:, 
station-to-stat.ionratesare quoted. 

Piece goods cotton or woollen. in 
bales. press-packed and boUlld with 
iron bands or packed in hmles 01 

cases (Over the G. I. P_ seetion). 
Wool. full-pressed. (Over the G. I. P. 

section) __ . 

CoD.ditioiIB. 

C/B C/J (Combined schedule). 
C/B* Agricultural implements (not Ill .... O. B. 
For any distances -333 pie per maund 1>or chinery) packed and unpacked. 

mile. 
C/Jt 
For the Bm .. d up to 150 m.iles •. 380 pie Alkali (Soda ash) O.B •• C/300. L. 

per maund per mile. Bicarbonate of soda. when booked O.B .• C/300 L. 
For extra distances abo.,., 150 miles bt not froln Bombay. • 

exceeding 2liO miles to be added to the Br&1l- _. _ _ _ _ .• . _ O. R. 
chargefor 150 miles. Crushed food. O. B., 0/300. D{600. 
· 333 pie per maund per mile. Crystalo Soda. when booked from O. B .• 0/300. L. 

For extra distances above 250 miles but not - Bombay. 
exceeding 500 miles to be added to the Flour .• ., • • . _ .. O. It. 
oharg..for 250 miles, Flour mills refraction (waste pro- O. R.. W{l60, L. 
· 200 pie per mannd per mile. ducts from milled wheat). 

For extra distances above 500 miles but not Grain and pulses. 
exceeding 700 miles to be added to the Gr ..... dry. 
charge for 500 miles, Grass. green 
· 130 pie per. maund per mile. Oil cake. 

For extra distanoes above 700 miles to be Onions. 
added to the charge for 700 miles. Potatoes l. 
'100 pie per maud per mile. .. sweet S 

Terminal charges to be levied as follows :-Seeds common 

L. O. R.. W/I60. 
L. p. O. B .• W/I60. 
L. 

O. It .• 0/300_ 
O. R.. CI300. 

(a) 6 pies per mannd at each end in local Silicate .of Soda. when booked from O. B.. W{300. L. 
booking; Bombay. 
(b) 8 pies per maund in through bookin~ 
short distance charge of 3 pies per maund 
when the distance over the G. I. P. is less 
than 75 miles subject to the clliIerent.iaI 
rule. 

C/G (in through booking only). Bamboo ChiPS.} 
For the first and up to 30 miles. Bamboo .. 

'380 pie per maund per mile. Bullies S 
For extra distances above 300 miles but not Raftera I 

exceeding 40() miles. to be added to the 
charge for 300 miles, 
· 300 pie per maund per mile. 

For extr& distances above 40() miles but not 
exceeding 500 mil ... to be added to the 
charge for 400 mil ... . 

'200 pie per maund per mile_ 

• Appliee to distances lees than 300 miles. 

t Al'l'li ... to distances 300· milee and oyer. 

. O. It .• W{I60, L. 
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Nomenclature, appJic&bility and baaee 
of scheduJea. Commoditi ... chargeable. Conditions. 

For extra distances above 500 miles but not 
excwming 600 miles to be added to thE 
charge for 500 miles. . 

-126 pie per maud per mile. 
For extra distances above 600 miles but 

not exceeding 700 miles to be added to 
the charge for 600 miles • 

• 115 pie per maund per mile. 
For extra distances above 700 miles to be 

added to the charge for 700 miles, 
'100 pie per maund per mile. 

In addition to the above rate a terminal 
charge of 2 pies per Dlaund and tranship
ment and toll charges must be added. 

The short distance charge is not to be levied. 
The rillnimum charge for each wagon is 

Ra. 10. 

C/J (in through booking only). Camp equipage. 
For the first and up to 150 miles. Circus kit. 

- 380 pie per maund per mile. Furniture. 
For extra distances above 150 miles, but Household effects, 

not exceeding 250 miles to be added to Tents, and tent equipage, 
the charge for 150 miles, TheatricaJ kit, 

· 333 pie per maund per mile. 
For extra distances above 260 miles, but 

not exceeding 500 miles to be added to 
the charge for 250 miles, 

· 200 pie per maimd per mile, 
For extra distances above 500 miles, but 

not exoeeding 700 miles to be added to 
the charge for 500 miles, . 

· 130 pie per maund per mile, 
For extra distances above 700 miles to be 

added to the cbarge for 700 miles, 
· 100 pie per maund per mile. 

In addition to the above rate, a terminal 
charge of 1 pie per maund and the tran
shipment and toll charges should be levied. 

The short distance charge is not to be added. 
The minimum charge for each wagon is 

Ra. 10_ 

(!/M. 

For the first and up to 75 miles, 
. 380 pie per maud per mile. 

For extra distances above 75 miles but not 
exceeding 300 miles to be added to the 
~harge for 75 miles, 

• 200 pie per maund per mile. 
For any distances above 300 miles to be 

added to the charge for 300 miles. 
· 100 pie per maund per mile. 

In addition to the above rate, a terminal 
charge of 8 pies in local and through 
booking will be levied. 

The short distance oharge is not 
added. 

to be 

C/O. 
For the fir.t and up to 75 mile •• 

• 300 pie per maund per mile. 

Bones, 

Ballast, 
Bricks, 
Cement, 
Chalk, 

• 

• 

s. 
p. 
S. 

S. 
S. 

} 

O. R., W/200, L. 

.. S ... O. R., W/300, L. 

L. O. R., C.-C. 
•. L. .. O. R.. C.-C. 

. . O. R., C.-C. L. 

. _ O. It., C.-C. L. 

• 
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CollUDodities chargeable. Conditions. 

For extra distances above 75 1Di1es, not Chunam (lime) 
exceeding 400 nilles. to be added to the i!!.lay. •• • • 

• .L. • . O. R.. e.C. 
· .L.p .• O. R.. e.c. 

charge for 75 nilles, Earths, N. O. C. · .L. . . O. R.. C·C . 
. 170 pie per maund per nille. Iron and steel. 

For extra distances ahove 400 miIee. to be Division B. 
added to the charge for 400 nilles, Iron or steel scr .. p. 

• 100 pie per maund per mile. Lime stone • • L. 
A terminal charge of two pies per maund in Myrob&lan when booked to 

100 .. 1 booking and one pie per maund in Bhopaland from Bhopal to 

. • O. R., C·C. L. 

. • O. R.. e.C. L. 
•• O. R.. C~C. 

O. R.. W/436 L. 

through booking must be added. Bombay. 
The toll charges should also be &o;dded. Rags N. O. C. •• p .•• O. R., W/300, L. 
The short distance charge is not to be levied. Sand • • p .•. O. R.. e.C. L. 
The minimum ch&rgll.for each wagon Wfed Soap stone (steatite) •• .• O. R., C·C. L. 

is Rs. 10. Tanstuffs. N. O. C. i .•.• bark. le&ves. O. R.. e.C. L. 
nuts or fruitsuaed in tanning. 

Tiles common .. L. •• O. R.. W/300. 

VIP (in through hooking only). 

· 250 pie per maund per nille. Timber. unwrought • •• L. •. O. R.. C·C. L. 
For the first .. nd up to 75 nill.... Ashes •• •• •• .• L.p. } 

For extra distances above 75 nilles but not Timber, wrought, N. O. C.· •• 
exceeding 150 miles to be added to the . 
charge for 75 miles, 

· 170 pie per mauad per mile. 
For extra distances above 150 miles hut 

not exceeding 500 miles to be added to 
the charge for 150 miles. 

· 140 pie per maund per mile. 
For extra distances ahove 500 miles to be 

added to the charge for 500 miles. 

C/Q. 

· 100 pie per maund per mile. 
In addition to the above rate a terminal 
- oharge of 1 pie per maund and the tran. 

shipment and toll cha.rges should be levied. 
The short distance charge is not to be levied. 

For the first and np to 100 miles, Manure of all kinds •• } 
· 20 pie per maund per mile. . Oil cake, • • • • • • 

For extra distances above 100 miles but not Sulphate of Ammonia, . • O. R.. C·e. L. 
exceeding 200 miles to be added to the Slag •. 
charge for 100 miles. Charcoal (in through hooking only), O. R., W/300, L. 

· 17 pie per maund per mile. Firewood. S. .• O. R .• W/300, I.. 
For extr .. distances ahove 200 miles to be (in through booking only) 

added to the charge for 200 miles, 
· 14 pie per maund per mile. 

For extra distanoes above 500 miles to be 
added to the oharge for 500 miles, • 

· 10 pie per maund per nille. 
The terminal oharges to be levied are as 

under:-
(a) In local booking, 1 pie per maund .. t 

the forwarding station and 1 pie pe' 
maund at the receiving station; 

{b) In through hooking. 1 pie per maund 
either .. t the forwarding or receiving 
station. 

The short distance charge is not to be added 
The minimum oharge for each wagon is 

Rs.10. 

• A'pplies for timber, country only. &Dd not imported timber. 
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Commoditiee chargeable. Conditione. 

For the first and up to 200 miles, Stone,N. O. C., L. .. 0. R., 0.0. 
· 15 pie per maund per mile. 

For extr .. distances above 200 miles not ex 
ceeding 400 miles, to be added to th 
charge for 200 miles, 

· 14 pie per maund per mile. 
- For extra.distauces above 400 miles not ex 

ceeding 600 miles to be added to the char 
for 400 miles, 

· 13 pie per m.aund per mile. 
For extra diatances above 600 miles, to 

added to the charge for 600 miles, 
· 12 pie per m.aund per mile. I 

A terminal chn.rge of 2 pies per maund in 
local booking and I pie per maund in 
through bookiog must be added. I 

The short distance chn.rge is not to be levied. 
The toll per maund must also be added. I_ 

The minimum oharge for each wagon used is 
Ra. 10. 

• 

For the first and up to 300 miles, Fruits, fresh .• . • p •• O. R., ~. L. 
· 35 pie per maund per mile. Pipes, .. . . O. R., 0/300, L. 

For extra distances "bove 300 miles not, Pipes, earthenware, & stoneware 
exceeding 400 miles to be added to the Salt, N. O. O. . . W /400. 
charge for 300 mues, /' (From Dadar, W&dala (at Dadar 

· 30 pie per maund per mile. rates) Ilia Dadar, Kurl&, Ghat 
For extr .. distauces above 400 miles not Kopar.Bhandup( .. ttheratesfrom 

exceeding 500 miles to be added to the Ghat Kopuz) Thana and Khopoli 
charge for 400 miles, to Lonavla, Igatpuri and sta· 

• 25 pie per maund per mile. tions beyond and Ilia). 
For extra distances .. bove 500 miles, not 

exceeding 600 miles, to be added to the Salt, N. O. C. • . .. . . O. R:, W/4lSO, L. 
oharge for 500 miles, 1 (Salt in bulk from Khewra station 

· 20 pie per maund per mile. and Wardha siding to stations 
For extra dist .. nces .. bove 600 miles, to on the G. I. P. Ry. and Ilia is 

added to the charge for 600 miles, _ cha.rged .. t the existing station· 
· 10 pie per maund per mile. to·station r .. tes). 

The terminal .. nd short dista.nee ohargesStonewa.re, C.C.,B.G.,C.C., M.G., L.O. R., W/300. 
and tolls must be added. Vegetables, N. O. C. .. p .. O. R., C-C. L. 

Q. (in local booking only). nambooe and bamboo chips .. O. R., W-R/16 toM. 
For the first .. nd up to 100 miles, Camp equipage .. S. L .. O. R., W-R/16 " 

5 a.nnas per wa.gon per mile. Charcoal, .. L. .. O. R., W-R/16 " 
For extra distances .. bove 100 miles, not

l 
except when booked to Bombay. 

exceeding 200 miles, to be added to the 
charge for 100 miles, 

4 a.nnas and 6 pies per wagon per mile. 
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Nomenclature, applicability and bases 
of schedules Commodities chargeable. Conditions. 

For extra distances above 200 miles, not Circns kit 
exceeding 300 miles, to be added to the Firewood 
charge for 200 miles. •• Flour mills refractiODS 

4 annas per wagon per mile. Furniture .• 
For extra distances above 300 miles to be'Graas dry • .. 

added to the charge for 300 miles, I" green • 
3 &nnas and 6 pies per wagon per mile. Honsehold effects 

A terminal charge of Ra. 6 on each wagon Rafters and bullies, 
must be added. Tents &Dd tent equipage 

The tolls per wagon most be added. Theatrical kit •. 
The minimum oharge for each wagon is 

Ra. 10. 

.• O. R., W-R/16 tons, L. p. 
••• S. L. O. R., W-R/16 tons. 

•• O. R.. W-R/16 ... 
.. s. ., O. R.. W·R/16 .. 

•. L. •• O. R., W-R. 
L. p. • • O. R.. W-R. 

•. L. O. R., W-R/IO tons. 
S. L. O. R .• W-R/IO .. 

S. . O. R., W·R/IO .. 
., S. L. O. R., W.R/16 .. 

R. (in local booking only). Aehes... •• • .L.p. • O. R .• W-R/I0 tens. 
For the first aod up to 100 miles, Timber. t nnwrought, N. O. C. •• O. R., W-R/IO .. 

8 anna8 per wagon per mile. Timber. wrought. t N. O. C., L. •• O. R., W·R/16 .. 
For extra distanoes above 100 miles, not 

exceeding 200 miles, to be added to 
the charge for lOO miles, 
. 7 anna8 per wagon per mile. 

For extra distances above 200 miles, not 
exceeding 300 miles to be added to the 
charge for 200 miles. 

5 &nnas per wagon per mile. 
For extra distances above 300 miles to be 

added to the oharge for 300 miles. 
41 anna8 per wagon per mile. 

A tsrminal charge of Ra. 5 on each wagon 
muot be added. 

The tolls per wagon moot be added. 
The minimmn oharge for each wagon 

nsed is Ra. 10. 

• Cannot be booked to &Dd from Agra Fort. 
t For timber. conntry only and not for imported timber. 
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G. 1. P. Railway Special Ratu Jor Live Stock. 

Applicability and baaee 
of schedules. 

I 

Commoditiel ohargeable. 

When sent in cattle wagons by goods 01 
mixed trains ;-
Re. 0·5·0 per vehiole per mile. 

Low.priced horses, ponies. mules 
donkeys, homed oattlC§ and other 
animals (except pigs, sheep. goats, 
wild animals, oamela or elephants. 

At owner's risk. The 
number of animals in • 
vehiole is not to ex
ceed 8 hol'lles or 10 
poni .. or mules. 

n 
In local' booking and also in through Pigs 

booking from the G. I. P. Ry. ;-
Re. Q..0·5 per head per mile. 

ill 

In through booking from a foreign railway:- Pigs •• 
'The rates of the forwarding railway apply 

through to destination. 

IV • 

In local booking and also in through Sheep and goate 
booking from the G. I. P. Ry. :-

At O.R. 
Per ,. wheeled 

vehicle per 
mile. 

For through booking between 
Ra. a. p. 

broadgauge lines, 0 4 0 
For through booking between 

metre or narrow gauge lines, 0 3 6 
per mile. 

For through booking between' rail· 
ways of different gauges. 00 
animals or less, 0 4 0 

For every additional 10 animals 
or lesBloaded in the same vehicle.O 1 0 

• 
The charge at R. R. is 20 per cent. above 

O.R. rates. .L 

The oharge to be made on the througu 
distance and divided in mileage proportion 

Any number found in excess of 75 in the 
.ame wagon should be charged 5 pies per 
head, per mile 

This rate applies also over each foreign 
railway (of any gauge) to destination, 
and is chargeable on the distance from 
.ending station to destination and the 
total rate is divided in mileage proportion 
between the railways forming the route. 

v 
In through booking from a foreign railway :-Sheep andgoate 

The rates of the forwarding railway apply 
through to destination. 

· • Subject to a minimum 
, chargeaafor6aDimg la. 

In local booking prepay. 
ment of freight /to 
optional. 

• . Conditions of the for
warding railway apply 
through to deatination. 

· . In wagon loads when 
carried in vehicles 
other than horse boxes 
by goods or mixed 
trains oonveyed to. 
gether for the ... me 
sender and oonsignee. 

The number of animals 
to be loaded is not 
more than 75 in each 

T_ wagon . 
.1Il local booking pre. 
. payment of freight ill 

optional. 
,Risk note form B. or H. 

must be executed. 

•. The Conditions of the 
foreign railway apply 
through to destina.
tion. 

§ Low-pciced cattle llUIoy be booked .. 1'0 fJB7·· b:Y 800ds tnia ......... bookinIJ only. 
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Conference 8ckedulu~ 

COJ:IIDloditiea chargeable, 

•• 

FO!' the first and np to 400 nUles, 
• 2001 pie per maund per mile. 

Materials and stOres .beJmglng to a O. R. 
foreign railway 1:0. througb..!look. 

For extra distances above 400 miles, to be 
added to the charge for 400 miles, 

• 1334 pie per maund per nUle. 
In booking from or to Bombay a terminal 

of 2 pies per maund must be charged •. 
The tolls per maund must be added. 
The minimum charge is 8 annaa • 

. : 
n. 

For the first and up to 100 nUles, 
• 1740 pie per maund per nUle. 

For extra distances above 100 nUles, not 
exceeding 200 nUles, to be added to the 
charge for 100 miles, 

• 1392 pie per maund per mile. 
For extra distances above 200 miles, to be 

added to the charge for 200 miles, 
'1160 pie per maund per mile. 

In the case of bookinge to and from Bom· 
bay a termina\ of 2 pies per maund must 
be added. • 

The tolls per maund are also to be added. 

m 
AtO.R. 

Per '·wheeled 
vehicle per 

mile. 

jug. .' 

DD. 

For through booking between 
broad.gauge lines, 

Ba. a. p. Pigs. sheep and goats 

For through booking between 
metre or narrow gauge linea, 

040 

036 

per mile. 

For through booking between ra.il. 
WI\ ys of different gauges, 6(). 
animals or less. 0 4 0 

For every additional 10 animals 
or 1_ loaded in the eame 
vehicle, 0 1 0 

Th~ charge at R.R. is 20 per cent. above 
O.R. ratea. 

The charge to be made on the through dis· 
tance and divided in mileage.proportion. 

... 

•• W/270; O. R. 

. 

.. In wagon loads when 
carried in vehicles 
other than horae boxes, 
by goods or mixed 
trains conveyed to· 
getJ>er for the same 
sender and consignee. 

Risk note form B or H 
must be exeeuted. 
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(J(jttJ~8cied~LJ 

_""'t ..... o..io " ....... I Qlmlhodi~ chargeable •.. Condi~iODI. 

,,- .. A.t 0.&. 
Per .• ",b",,*, ~. 

vehicle per 
1I\ile. 

• Re .... p. 
For through booking oetween 

broad.g .. uge linee, 0 5 0 
For through booking between 

metre or narrow g .. nS'" linea. 0 3 6 
For through booking from .. 

broadg .. uge re.i1w .. y to .. metre 
or n .. rrow·g .. uge r .. il ..... y. 0 5 0 

For through booking frmn .. 
metre ot -natro# gauge. re.i1way 
to .. broad g .. uge rail'WlLY. 0 3 6 

The charge to be made on the through dis· 
tanoe and divided in mileage proportion. 

The charge at r .. ilway ~ is 20 per oent . 
.. hove the owner's risk r .. tes. 

Low.priced horses •• ptmiee. mules. Wh8ll e&rried in "ehl. 
donkeys. horned cattlo, &nd other olea other than hOl'l!e 
anim,.]s (exoept pigs. sheep, ~ bo&eI by goods 01' mix, 
wild &nim&ls. c~ or e1epha.nts.) ed trains conveyed 

. • together for the same 
I ""nder and consignpe .. 
I Rist: note form B or B 
I must be executed. 

I 
'" . 

; t. I 

,. 
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. APPENDIX "E" .. 
• 

TERMINAL cHARGES. 

There must be expl'e88 autho:rity ~ charge term.inals ~ see 3 Railway and 
Canal Traffic Cases 253. Express power to 40 so is conferred upon Railway 
administrations in India by s. 45 of the Indian Railways> Act. Section 3 (14) 
of ·that Actdeflnes terzninal& as including charges in respect of stations, 
sidings. wharfs, depots. warehouses, cranes and other similar matters aul.\ of 
any services rendered thereat. What services are so chargeable hi any 
partioular case it is fol! the R&ilw.ay Commissiooers to decide. In Hall 15 
Q. B. D., p. 506, lA; was held that station accommodatioIJo the use. of Sidings, 
'Weighing. cheokirig, clerkage •. wat~, and labelliug, provided and per
formed by the Company in respect of goods traffic. may be, and prima facie 
are, the Bubjectof ,terminal charges for services inoideutal to the ,duty or 
business of a carrier. That decision was followed ,by the Bombay. High 
Court in 15 Born. p. 537; at p .. 641 collfirmed on appeaL Under s.46 (2) 
of the Indian Railways Aet . the. Commissioners in .deciding disputes as to 
terminal chargesao:e,to h~viu:egarcd, oQ,ly.to ~@ expenditure reasonably neces
sary to provide the accommodation in respect of whioh 1;he cha.rges ~e ~de, . 
This involves interpretation of the word 'acco=odation.' It would appear' 
that it must be interpretedinterms of tJ:ie definition in s. 3 (14) above quoted; 
or else alternatively that the prohibition or restriction in s. 45 (2) is limited to 
land and buildings, railways, platforms and other acco=odation in that 
sense of the word. It does not seem that the restriction can rightly be read 
to deprive the Company of the right to terminal charges (for services rendered) 
under sections 45 and 3 (14) of the Act read in the light of the decisions above 
quoted. Sir Frederick Peel in Cowan v. the North British Railway Company, 
10 Railway and Canal at p. 175, held that while the station terminal is mainly 
given by way of remuneration for the accommodation a station affords in 
receiving and unloading goods, yet anything that remains to be done after 
loading and before departure in the nature of marshalling truoks and making 
them up into trains is one of the duties included in that terminal This 
is a definite decision extending terminal charges beyond a oharge merely 
for station acco=odatiou in the restricted meauing of the word 
accommodation. 

In the Report of the Rates Advisory Committee to the Minister for 
Transport the following occurs :-" Terminals have up to the present been 

"divided into station terminals. i.e., the accommodation provided at 
.. goods stations. and service terminals, i.e.. the services rendered in loading or 
" unloading and in covering and uncovering trucks. Prima facie. marshall
"ing (i.e.. putting wagons in station order) is incidental to conveyaJ;lce and 
"covered by the conveyance rate; on the other hand sorting of wagons even at 
" a station may be a service rendered at or in connexion with a private siding 
" or may form part of the station terminal." 

Ackworth describes terminal services as including accounting, checking. 
weighing. invoicing. marshalling' and unloading. 

In view of the foregoing I am of opinion that the services which are covered 
by the terminal charge consist of :-

(a) Station terminals for the accommodation provided at goods 
stations, and 



(b) Service terminals for the servioes rendered in loading and un. 
loadirlg, covering and uncovering wagons, weighing, checking, 

clerkage, watching and labelling. 

Further. there is the authority of Sir Frederick Peel in Cowan 11. the 
North British Railway Company quoted above for marshalling being included 
in the service terminals. and of the Rates Advisory Committee, for Borting 
being inclllded in som~ instances. 

It is proba.ble that still further services are properly included under service 
termi.J)als. 

. It is clear that if the terminals are to be arrived at statistically, if the 
interest is to be calculated on the capital expended on accommodation at goods 
stations, and the costs calculated for s~rvices in loading, unloading, covering 
and uncovering wagons, weighing, checking, clerkage, watching and labelling, 
terminals which were the same for all railways codld not be reasonable in 
every instance. Not only does the cost of the services rendered in exchange 
for terminal charges vary railway by railway, ·but station by station, and a8 
matter of actual fact it is impossible to arrive at,their amount, which more
over is continually fluctuating with the state of the money market, the price 
of labour ~nd m~terj.als. 
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APPENDIX .. F." 

Levy 0/ terminal8 "n traffic to a1Ul/rom Private Sidings. 

--," ~.~----

1. The Secretary, Indian Railway Conference ASsociation, forwards 
us a letter .from the Chief Commercial Superintendent, S. I. Railway, suggest
ing that the Commercial CQmmittee for Interchange discuss the above 
question at the meeting in July next, as he says that .. it is contended that, 
where no work is performed by the railway----a terminal charge should not 
by right be levied For example, a wagon load of goods is booked to, a firm 
who has its own godown or factory 011 a private siding for which a 'shunting 
charge is paid; the wagon is shunted on to this private siding, and the contents 
are unloaded by the consignee. Should a terminal be levied in such a case? " 

2. The Secretary, Indian Railway Conference Association, says that 
the subject will be discussed at the July meeting, and adds that, in the 
meanwhile, he will be glad to have our views on the subject. 

3. The question is bound up with the IJroblem of disintegrating 
exceptional, or lump sum, rates (which we usually call. station to station 
rates), because until we know what proportion of a rate to or from a "private 
siding is to be considered as a charge for terminal accommodation and services, 
it is, obviously, impossible to determine what rebate is to be made on a 
corresponding rate quoted to the adjacent station. 

4. As regards class and schedule rates, the terminals charged are shown 
separately in our tariffs, but station to station rates, being quoted as lump 
sum rates inclusive of terminals, must be disintegrated, in order to arrive at 
the amount of the terminal charge included in the rate. Having arrived 
at the amounts charged as terminals for all description of rates, we shall 
have to consider how much of these amounts are to be charged for traffic 
to or from private sidings. The problem does not, of course, arise in con
nection with a· rate which is quoted only to a private siding, as such a rate 
is not susceptible of comparison with a corresponding rate to a station, and 
is quoted as an inclusive lump sum rate based on the usual rating consider
ations and the circumstances of that particular siding. 

5. The matter was dealt with at some length by the English Rates 
Advisory Committee, who did not come to any definite conclusion as to.how 
lump !um rates were to be accurately clisintegrated, but they recommended 
the lines on which the Rates 1'ribunal should proceed, when the problem 
came before that body, and they laid down how lump sum rates should, in 
the meantime, be disintegrated, until the Rates Tribunal have pronounced 
on the matter. 

6. As this is a matter which is likely to come before the Indian Ad
visory Rates Committee, who will, mbst probably, follow the lead of t.he 
English Rates Advisory .Committee and the Rates Tribunal, it l\ill, I think. 
be useful to review th~ situation in Great Britain bearing on the subject. 

7. The Railway Act 1921 authorises the railways to charge for all 
services, at or in connexion with private sidings which are not incidental 
to conveyance. Such services would, for instance, include labelling and 
supervising, or assisting in, the loading and unloading of wagons. On the 
other hand, there would appear to be no obligation on the railway company 
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to do any sh1l!1ting, solely for the CloDvenien08 of the trader and not arising 
from any negligence on the part of the company, either at, or before reaching 
the Siding, or to hold wagons pending acceptance by the wadeI'. The rail
.,!!'a:y: company however, has no alternative but to accommodate the wagons 
untit-th&.J:onsignee is able to accept them. The duties of the company, in 
fact, -are apparently confined for inward traffic, to the uncoupling of the 
wa.gon or Wa.gODll, at the junction with the private siding and the depositing 
of them inside, clear of the points, and for outward traffic, to the attaching of 
the engine to rakes of wagons previously marshalled by the siding owner. 

8. It has been customary fot the siding owner to pay for any shunting 
of haula.ge performed by the railway company on his own property, or for 
the accommodation occupied by wagonS' conveying his traffic which may 
be held up pending acceptance in his sidings. By reason, however, of the 
RAn.WAY ORDER CONFlRMATrON' ACTS 1891-92,rallway companies are not en
titled to cha.rge the trader for station and service terminals in respect of traffic 
dealt with at private sidings; they are entitled only to charge lor a.ctual 
conveyance to or from the siding, and a certain amount of haulage or 
marshalling on the siding or sidings may be incidental to conveyance and, 
therefore, not subject to extra. payment by the aiding owner. As" a give 
and take" aITangement, it has, in the past, been agreed that the siding 
owner shall pay the ordinary station rates without reba.te in considerat.
ion 01 the services and accommodation the companies a.re called upon to 
provide in respect of the siding traffic. 

9. As regards traffic passing to and from private sidings at rates whkh 
cover services which are not actually performed by the railway company, 
the trader is, of course, entitled to a rebate in respect of such services. Pro
vision was made in the Railway and Canal Traffio Acts, ISM, fOf: settling 
disputes on such points between railways and siding owners. 

. 10. In order that the siding· Ownet may estimate the exact amount 
to which he is entitled by way of rebate for the services he performs, it is 
obviously necessary that he should know the amount aIlocated to such 
services in the rate. The Railway and Canal Traffic Act of 1888 provides 
that the Railway Company shaD make this necessary disintegratUlD of the rate. 

H. It has always heen a grievance on the part of the siding &WIlertl 
that these amounts ha.ve been fixed arbitrarily by the railway companiea. 
It is often aeserted that the applicant for such disintegration rarely reccives 
a. proper and reasonable analysis of the rate, but a. statement wherein the 
whole amount, or the greater portion of it, is a.llocated to conveyance, and 
little or nothing to station or 86rv~e terminals. . 

12. It has been established in the Railway and Canal Commission 
Board that where a. rate charged to a priva.te siding is equal in amount to 
the rate to' a neighbourin~ station and the company p~ovide at the station 
a.cccommodation and servIces, the rate does actually Include a charge far 
iuch services. In the well-known case of Pidcock vs. Manchester, Sheffield 
and Lincoln8hire- Railway Oompany.,this charge was fixed ill the same ratio 
a.s the actual rate clw.rged bears to the maximum rate. 

13. It is hoped that the Railway Act, 1921, wiU ha."tr8 the .effect 01. 
simplifying the thorny question of disintegration of rates. It prOVIdes, thaf 
the amounts included in each of the Standard tares shall be apportlOned 
amongst the foDowing services :-

(a) Conveyanc~ . 
(b} Station terminals and . 
(c) Service terminals, i.e., loading, unloading, cov.:ering and uncovenng. 
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Application :ma,. .. Iso be made tatha Ra.tea Tribunallor & simiIs.r. disintegra
tiyD of exceptional ra.tes, including accommoda.tioa provided and services 
rendered at or in c8nnection with a private siding. -- 'The Act. also transfers 
to too Railway Rates Tribunal the powers,. m connection with private siding 
rebates, formerly exercised by the Railway and CaDal CommissioJ1,. __ ~ 
it also makes provision for the regulation of agreements bet-w'een the siding 
owner and the railway company • 

•• 
14. I oannot here do "better thnn quote from the Report of the English 

Rates Advisory Committee :- -

(1) 

(2) 

(3) 

.. There has long been a persistent demand on the part of the 
., trailer for the diSintegration of these rate" and fflt the· publi
«cation of particulars of the oompommt parts, which they 
" justify by a claim that the trader should not pay for a service 
.. which is not rendered and that if a consignor does not avail 
•• himself of the use of the statio'JI, as iD the ease of an owner 
0.- of a private siding, he should not pay the station terminal, 
•• and if his goods are not loaded or unloaded, covered or uncover
.. ed or collected Ol"deIivered bytherailwaycomplmY, no payment 
.. eh0u1d be made fcrr the service not performed. If the maxi
•• mum rate is charged, there is no difficulty itta:pportioning the 
o. charge for conveyance and for the terminallt and the balance 
.. (if any) is obviously for collection and delivery. But where 
co a special or an ell:ceptionalrateis' charged, the trader does not 
•• know how to disintegrate the rate, -or what rebate he may 
.. claim in respect crf seMces not rendered; and the division 
.. of the rate made by the COmpany is' often disputed as not 
to showing the real proportion -in which the rate should be 
of divided and the Railway and the Canal Commissioners have 
.. refused to be bound by the Company's anocation of the 
.. respective portions of the rate." 

.. The railways- &9;y that, when they qu~te an exceptional rate 
.. from sta.tion to station. they fix _ molu.qive rate which they 
.. consider to be what the waffic will bea.r and sufficiently 
.. remunerative to themselves in all the circumstances and that 
co it by- DO' means follows that a rate reduced by the exclusion 
co of various sums for terminals would be a remunerative of 
co fair conveyance rate. Their stations are there and their 
.. sen-ants are ready to render the slln'iceB so' that it may c. well be worth theU' wlu1e to q'11ote an exceptional rate which 
.. 'Win attract traffio without adding to their terminal costs, 
.. but it may not be re'munerativ-e to ca.n:oy goods at a rate 
.. reduced by the exC'lusion _ of the computed terminal charges 
.. when, in fact, the omission to render the' services has not 
of reduced their costs. .. -

"The claim of the trader is mainly on behaIJ of the owners of 
co private sidings. who not "nIy do not use the station, but! 
"also load and unload their own goods, and other traders (in 
co partioular, farmers) also claim that they load and unload 
" their own goods _ and urge that the railway companies' staff 
.. at the smaller stations is often insufficient to render the ser
"vices and that if the oompa.nies were compelled to do the 
.. work they must increase their sta1fa."· 
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(4) " The Railway companies are willing to concede t,hat if standard 
"rates and tariffs are fixed by an independent authority tbe 
"rates and tariffs so fixed should show 'the a.mounts to lJe. 
.. charged for conveyance and for terminal accommodation 
.. and services separately." 

15. The Rates Advisory Committee were of opinion that there is tl) 
some extent justice in the claim of the trader, but that the counter arguments 
of the railway companies ought not to be ignored, and it recommended that 
the following alterations in the law should be made :-

(1) " In the standard rates to be fixed by the tribunal the conveyance 
"rate and terminals should be separat.ely specificd, and, when 
.. the tribunal is called upon to fix anexcept.ional rate, it should 
.. equally specify how much of the exceptional rate is for con
., veyance and how much for each terminal 'When an excep
.. tional rate is agreed between a. railway company and a trader, 
" the company should be at liberty when first placing the rate 
.. upon its rate book to apportion the total rate bctween con· 
H veyance and each item of terminal charges and if it. does sc) 
"this disintegration of the rate should be conclusive provided 
.. the sum shown for terminal charges is not illusory. If, 
.. however, the railway company does not at the time of first 
.. putting a rate upon its books ma.ke this disintegration, the 
"rate, if it is station to station, should be deemed to be corn· 
" posed of conveyance rate station terminal and service terminals 
"i.D the _e proportions as in the case of standard rates 
.. fixed by the tribunal for similar goods carried to or from tho 
.. same stat.ion, or if the rate is to or from a private siding, the 
" company should be under t.he same obligation as now to deliver 
" an account showing the division of the rate, but the division 
" BO made should not be held to be conclusive if challenged 
"by a trader. A railway company, when disintegrating a rate, 
"should be at liberty instead of setting out separately the 
.. actual figures of the component parts of the rates to indicate 
,. the amounts charged for terminals by reference to 0. nuinber 
.. of scales set out in its books or by adopting the scale applicable 
" to one of the standard classes fixed by the tribunal" 

(2) "Further, it should be la.id down as a principle that, when a 
.. question ,of undue preference is under consideration, the 
.. mere fact that in an exceptional rate the terminal charges 
.. are of a particular amount should not of itself be a ground 
" for claiming that other terminal charges should be of a similar 
"amount. The question should depend on the whole of the 
"circumstances in relation to the exceptional rate and tb& 
.. rate with which it is to be compared; and in comparing a 
"rate to a station with a rate to a private siding account 
" should be taken of the fact that the private siding has the 
.. benefit of some of the services rendered at the station, such 
"as clerkage, supervision and in some ca.~es sorting trucks 
" in the goods yard, and tbat in BOrne cases services are 
"rendered in respect of traffio to or from the siding which 
" are not rendered in respect of traffic to or from the station • 
.. In our opinion it would not be right in comparing a station 
~' rate with a Siding rate either entirely to exclude termina.ls 
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• "or to include the whole of the terminals leach ca.se should be 
'u decided upon its merits." 

Iti. When the Ra.tes Advisory.Committee made their RepoI1J,the sta.te 
of the law wa.s tha.t a priva.te siding owner paid conveyance rate J?~ 
free from any general obligation to pay the terminal cha.rges-quoted for the 
station. He was liable, however, to pay a reasonable sum for any services 
rendered by the company at or in connection with his siding. The Railway 
Ra.tes Advisory Committee saw'tlo reason for the altera.tion of the state of 
the law except that the duty of determining any difference should .be placed 
upon the Ra.tes Tribunal. They also recommended that, where there was 
an existing agreement between a company and a. siding owner for the pay
ment of terminals, that agreement should continue to operate for the period 
fixed by the agreem~nt, until either a new agreement was made, or the 
amount of the reasonable charg~ was fixed. by the Rates Tribunal; also 
that, where thcre was no actual agreement but the siding owner had in fact 
paid station terminals and service terminals, the siding owner should cont.inue 
such payments until the amounts were determined by agreement or fixed 
by the Rates Tribunal; also that, where a new private siding is put in, the 
amount payable for service rendered at or in connection with such new siding 
shall be the amounts of the station and service terminals then in force, until 
an agreement is made or the charges fixed by the Ra.tes Tribunal 

17. The Ra.tes Advisory Committee further recommended that such 
charges, when fixed by the Rates Tribunal, should be determined solely upon 
the consideration of what sum is reasonable in all the circumstances. 

18. A controversy was raised before the Rates Advisory Committee 
as to whether the charge to,be made to a siding owner should be by way of 
addition to the bare conveyance rate charged to the nearest station, or 
should be by way of rebate off the station to station rate, i.e., the rate 
which includes both conveyance and terminals. They have expressed, the 
opinion that the correct amount can be arrived at by either method and 
that the companies should be allowed to continue the rebate practice. 

19. The Ra.tes Advisory Committee state that it is convenient to 
divide the services rendered by railways into (a) Conveyance and (b) Terminal 
services, making a special heading for services rendered at or in connection 
with pr\vate sidings. Under Conveyance they include the use of the line 
and of wagon.~ or trucks, haulage and signalling on the running lines. Fur
ther, they state that terminals up to the present have been divided into 
station terminals, i.e., the accommodation provided at goods stations, and 
service terminals, i.e., the services rendered in loading and unloading and 
in covering or uncovering trucks; also that, prim~ fcv;ie, marshalling (i.e .• 
putting wagons in station order) is incidental to conveyance and is covered 
by the conveyance rate; on the other hand, sorting of wagons even at a 
station may be a service rendered at or in connection with a private siding 
or may form part of the station terminals. 

20. In England terminals a.re composed of two parts,viz., (1) Station 
Terminals and (2) Service Terminals. I give below a list of terminal charges 
which the British railways have proposed to the Rates Tribunal should be 
charged for the 21 new classes. It will be noticed that the eharges vary 
for the different classes and that Service Terminals are subdivided under 
four hea.ds. 
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~lLle oJ C!~lL!'ge§ ~ J'IlSPllCt of Gooc!!I 1!oP4 ~, except Coal. CoTee 
ond Patent Fuel, by Merchandi8e wa'''' 

Station ~ Terminala. 
iB m!pOOt cd Merchandise Terminal 

io which charges &i;; "lIppliA:abie. &$ each 

I I Covermg·1 Un· tmd. ~ing. Un. 
!<>ading. . ~overing, 

Per ion. PertoD. Per ton. PertoD. Per \on. 

•• d. •• eI. .. d. If. d • 

I. In OWDB'. WagoD8 • • .. 0 3 •• .. .. -. 
2. .. .. .. 0 11 .. .. .. . , 
S. .. .. .. 0 6 .. • • .. .. 
•• .. .. .. Q 10 .. .. .. .. 
11. .. .. .. 0 8 .. .. .. .. . 
8. .. .. .. 010 .. .. .. .. 
'I. .. .. .. 1 0 . , .. 1'25 1'25 

8- .. .. .. 1 2 .. · . 1'26 1'25 

9, In Railway Company'. 1 , .. · . 1'50 l'GO 

10. 
_gona, .. .. 1 'I .. .. 1'50 1'50 

11. .. .. 2 0 0 11 0 11 2'150 . 2'GO 

12. .. .. I' 6 0 8 0 8 2'60 2'50 

13. .. .. 2 II 0 8 0 8 2'60 2'50 

14; .. .. 2 II 010 o lO 3'00 3'00 

16. " .. 2 II 011 011 3'00 3'00 

Ill. .. .. 2 II 1 1 1 1 3'00 3'00 
, 

17. .. .. 2 II 1 , 1 , 3'00 3'00 
• 18. .. .. 2 6 1 'I 1 'I 3'00 8'00 

19. .. . . 2 6 ~ 2 ~ 2 11'00 11'00 

20. .. .. 2 11 2 8 2 8 8'00 11'00 
• 

21. .. .. 3 'I , 0 , 0 9'00 9'00 

Acworth describeB terminal services as consisting of ~counting, check. 
ing, weighing, invoicing, loading, marshalling and unIoacliIig. -
"'---" ---. .--. - ........ ~ 

21. I give below an extract from the Summaty of the Rates Advisory 
Committee's Repol'll :....,.. 

" All rates fixed by the Tribunal should show separately the 
.. alllOWlt iJlcluded for conveyance and terminals respectively. 
" In the case of exceptional rat.eB not so fixed, the raUwa.y cqmpany 
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.. should be a.uthorised to de~l'lJ!.ine a.nd s1!.o1V sepa.rl!-tely how much 

.. of the ra.te is for conveya.nce and how much for terprinals resp!ll? 

.. tively, or, in the case of rates to or from private sidings, how 

.. lllUCq. is for conver,ance alld how much fop services rendered at 

.. or in connection WIth the private siding; but where the company 

.. has failed at the time of first placing the rates on its books so to __ 
"distinguish the amounts includad for conveylj.nc~ .. J~'!1d-t~, 
.. the rate in the case of station to station ,rate 8nould be deemed to 
" be compaaed oJ conveyance rat~ and terminal charges in proportion 
.. to the amounts in<lhIded in the standard rates fi.'l:ed for si~lar 
.. goods to a.nd from the same station and in the case of rates to and 
.. from a private sidiJ1g, the railway company should be under the 
" same obligation as now to render an account showing the division 
"of thE! rate, but such division should not be conclusive. :It shQulcJ. 
.. be declared that the inclusion, in an exceptional rate, of an amount 
.. less than the standard cha.rge for terminals should not, of itself, 
" be a ground for treating the charge as an undue preference in res· 
" pect of terminal charges." • 

22. Authority in this country for charging terminals is based on the 
Indian RaiIwa.ys Act, a.nd Section 45 of the Act authorises railways to levy 
.. reasonable terminals" and the standard commentary on this section in the 
edition by Sanjiva Row states "a 'terminal charge' means the charge for 
the use of the goods, station ancl 'for the various duties' which the 
"Company performs in connection with the goods consigned to them for 
" carriage. Terminal charges are usually levied on account of the carrying of 
" the goods to and from the wagon, loading and unloading t1!.em, and for 
~. the use of the Company's premislls where the goods frequently remain 
.. for some time before they are taken away." 

23. Section 46 of the 'Railways Act deals with disputes as to what is It 
"reasonable terminal" and lays down that in deciding the question of 
dispute, the Commissioners shall have regard only to the expenditure reason· 
tLb1y necessary to provide the accommodation in respect of w!llch the ter· 
minals are charged. 

24. On this railway, and on other railways in this country, terminal 
charges are levied on all goods traffic except "cross traffic", i.e., traffio 
which passes over a railway to and from stations on foreign railways. As 
regards station to station lump sum rates, it is understood that the terminals 
are included therein but the amount of the terminal in each case is not 
determined. It could, therefore, be said that at present there is no rate 
except the" cross" rate to which no terminal is applied. 

25. The present maximum terminal permissible over the G. I. P. 
Railway is 12 pies per maund. At present the following terminals are levied 
over the G. I. P. Railway:-

In local booking 
Maund Termina18. 

• • 6 pies per maund at forwarding station 
and 6 Pies per maund at receiving 
station. 

In through booking . • 8 pies per maund. , 
The terminal charges for schedule rate .. D " and .. G" are as shown below :_ 

In local booking .. 1 pie per maund at forwarding !!tIation and 
1 pie per maund at receiving station. 
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In throUgh booking 
and for Schedule" CM .. 

•• 1 pie per ma.und. 

• • 
In local booking 4 pies per maund at forwarding station 

and 4 pies per m,und a.t rece)ving 
station. 

~ Iw t~DY~ ~kin~ • • 8 pies per maund. 

WAGON TERMINALS. , 
The wagon terminals are as under :-' 

In local booking • • Ra. 5 per wagon. 
In through booking . . R,s. 3 per wagon. 

In the case of crOBS traffic, no terminal is levied. 

, When the di~tance over the G. I: P. Railway is less th!l;n 75 miles, except; 
m ~he case of cross traffic, a short di~tance charge of 3 IHes per maund is 
leVIed, subject to the differential rule as to distance, in addition to thc terminals . 
specified above. If, ·however, the tenninals and the short di~ance charge 
aggregate more than 12 pies, only 12 pies are charged. 

26. It cll.n be concluded from the foregqing :_ 

(1) that railways are entitled .to charge for the following services 
performed at or in connection with private sidings, which are 
not incidental to conveyance, namely, 

(a) Supervising, or assisting in, the loading and unloading 
of wagons. • 

(b) Covering or uneovering. 
(c) I.,abelling. 
(d) Shunting performed for the eonvenience of the trader. 
(e) Sorting trIcks in the goods yard. 
(1) Holding wagons pending acceptance by the trader. 
(u) Cler kage . 
(h) Accounting. 
(j) Checking. 
(k) Weighing. 
(I) Invoicing. 

(2) that, where a rate charged to a private siding is equal in amount 
to the rate to a neighbouring station and the railway provide 
at the station accommodation and services, the rate should be 
disintegrated, and on traffic to or from the private siding (a) 
that a reba,ill' should be allowed in respect of those services which 
are not performed by the railway, or (b) that the amount 
allocated to terminals should not be charged, and a. charge for 
the services actually performed should be made. 

27. The British railways contended that all exceptional rates were 
inclusive ,rates fixed according to what the traffic ,001"\1 bear, that ~rminal 
facilities are provided at the station, which traders are able to use, if they, 
wish, without adding to the tenninal eosts, and that it by no means follows 
that a rate reduced by the exclusion of various sums for tenninals would be 
a remunerative rate, when, in fact, the'omission to render the services has not 
reduced their costs.' The traders, Oft thE' other hand, claim that no payment 
should be made for services not perfonned and that the railway staff is often 
insufficient to render the services and would have to be increased if the railway 
were compelled to do the work. . , 


