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LEATHER INDUSTRY: ITS TRANSPORT PROBLEM 

Importance of the Industr" 

The importance of leather industry in national eronomy has been 
sufficiently emphasised by eminent authorities; it supplies the most 
essential requirements of the people during the days of war and peace 
alike. It is one of the key industries. of every country and attempts 
are being made to foster it with the aid of science and other artificial 
devices, even where natural conditions are against its healthy develop­
ment. This tendency has been strengthened during the post-war 
period·, due to the growing spirit of economic nationalism and self­
sufficiency arising as an aftermath of the Great War. Hence the need 
of the present study. In the following pages we propose to study the 
organisation of Indian leather industry with special reference to rail­
way rates. 

The Place af the Industr" in the World Mmket 

In the absence of the statistics of the production of raw stock it 
is difficult to make a precise estimate of the present position of the 
industry and its place in the world market. We shall have, therefore, 
to base our study on the information collected by the different experts 
in their individu.al or collective enquiries. The Indian Industrial Com­
mission held that in India there are about 180 million cattle and 87 
million sheep and goat.' According to the cattle census of 1924·25 
the number of cattle is taken to be 183 millions. The estimates placed 
before the Hides and Cess Enquiry Committee vary between 30 
millions and 12 millions.' Due to the uncertainty and speculative 
nature of the data, therefore, the Committee could not make any defi~ 
nite estimate.' But it has been recognised that the figure of 25 mil­
lions is not an overestimate.' 

1. Vid.. Report, Appendix D, p. 354. 

2. Mr. Chari's estimate was 30 millions, that of the Calcutta Hid .. 
and Skins Shippers' Association 20 millions, and a still another estimate 
was 12 millions. 

3. Vide, Report, Para 14. 

4. Ibid. 
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Production of Skins and their ec/lllW11lU: impurtance 

GoAT SKINS: 

The precise estimate of the total output of gOlit and sheep skins 
is even more difficult to formulate. But the production is accepted to 
be very important notwithstanding the absence of reliable data. This 
is clear from the exports of Indian skins and the position they hold 
in the world market. Indian hides meet a very keen competition in 
the world market, as they have to stand against the exports of Canada .. 
Irish Free State. the Union of South Mrica, etc., jn the British market 
where they are largely exported. The exports of Indian hides are 
mainly to Great BritailL But, in the case of skins India occupies a 
superior position in the world market, as she produces about one­
third of the world's exportable surplus of goat skins.' No doubt, 
goat skins are also exportedi by South Africa, China, Brazil, Argen­
tina, Mexico, Russia, Morocco and Turkey, but the position of .India 
is strongest of all. Due to the strong position Indian skins hold in 
the international market it has been often asserted that India can 
dictate her terms to buyers of goat skins, and therefore the imposition 
of export duty on skins is advocated with justification.- Further­
more, the development of chrome tanning has increased the importance 
of Indian skins.8 

SHEEP SKINS: 

India's position as a producer of sheep skins is not so strong in 
the world market. The reasons for this state of affairs are obvious. 
The sheep-rearing industry has been completely revolutionised in the 
western countries, whereas in India old and primitive methods are 

1. .. It has been calculated that India accounts for nearly one-third 
of world's production of goat skin .. " -Mr. McWatter's Review . 

.. The goat skin production of India is undoubtedly the largest in the 
world." Arnold," Hides & Skin .. " 

Z. See, Prof. Vakil's Trade and Industry;" Modem India," p. 384. 
3. In estimating the importance of Indian skins in the world market 

is interesting to note the opinion of the Hides and Cess Enquiry Committee. 
The committee opine U As regards goat skins India's position is somewhat 
stronger. Her production i. estimated to be about one-third of the world's, 
and even though her share oil the world's production of goat skins is only 
• little higher than her share of world'. production of hides and tips. ex· 
perts generslly agree that her position in the world'. markets i. stronger 
in the case of goat skins than it is in the case of hides. It has been 
claimed that certain cia .... of goat skins, especially those produced in the 
eastern provinces. possess unique qualities." 

Report of the Hides & Cess Enquiry Committee, Para 22. 
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being continued to this day. In Europe and Australia sheep rearing 
and feeding industry has been reorganised and the medizyaI shepherd 
tending a small flock of sheep has made way for the large flock mas­
ters, having large consolidated pasture landS, who devote their entire 
resources and time to operating large sheep stations. Scientific know­
ledge is being applied to improve the quality of sheep_ In India, 
on the contrary, sheep rearing has become an uneconomic subsidiary 
employment. No wonder, then, if India's position as a supplier of 
sheep skins is not so strong as it ought to be. In India both breed­
ing and rearing of sheep needs improvement. 

Present Organisation 

Trade in Hid .. and Skins : 

We now propose to review the internal organisation of the in­
dustry in its different aspects-trade in raw hides and skins, tanning, 
and leather. The trade in hides and skins in our oountry presents 
peculiar difficulties which needs be clearly comprehended lest they 
should lead to hasty generalisations. Besides, the peculiar features of 
the trade and the defects in its organisation vitaUy affect the trans­
port probiem and no improvement in transport facilities, however 
well-planned, wguld help the development of the industry until the 
organisation of the trade is improved side by side; scheme of all­
round reform can alOl1l! achieve success. Therefore to a student of 
transport it is necessary to review the allied and the fundamental 
features of the industry to facilitate a clearer understanding of the 
transport position. 

The production of hides in a country depends upon its number 
of cattle and in this respect, as has already been adverted to, India 
occupies an important position in the world maIl<et. The Imperial 
Economic Committee in their Report On Hides and Skins remaIl<, 
.. India we propos. 10 Irtot separately, not because its produce is 
intrinsically different throughout from that of Tropical Africa, bul 
because Ih. IndifJIJ Irad. is very lmg. and presenls terlain special 
fealuTts.'" In respect of the number of cattle India occupies the 
highest place among the countries of the world, her cattle popula­
tion being about 183 million,' and the U.S.A. is a bad second with 
about 67 million. Til. mosl lamentable fealuTt of Ih. industry is Ih. 
lad! of .,Iiabl. data 11$ 10 Ih. 1%1"'" of the Intal output. The value 
of total raw stock produced annually has been estimated to be about 

1. Vid •• Report; Para 59. 
2. Vid., Report of the Indian Hide> " Cess Enquiry Committee. 

Para 14. ' 
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20 'crores of rupees.' The value of hides and skins, with the increase 
of population, spread of civilisation and the improvement in the ec0-

nomic conditions of the people, as a result of increased productivity 
and better distribution ,Jf wealth,-a trend dominating the world 
economic movement-and the consumption of leather, is increasing 
apace, so that even wild beasts such as tigers, leopards, etc., reptiles 
like lizards, crocodiles and snakes, aquatic animals like Seals and 
Sharks are not being spared. Lizard and snake skin shoes have taken 
possession of feminine fancy.' All these economic movements bring 
to the fore the necessity of better study and organisation of this most 
important and yet neglected industry. 

An outline of the Trade: its technique; Collec/ion. 

Now we propose to outline the organisation of the trade, or more 
properly its: handling, for internal consumption and for export. The 
village chamars cOllect the • fallen' hides, and if 'not required per­
sonally, carry them to the local market for sale. Here generally the 
agents of the commercial firms dealing in hides and skins come re­
gularly and purchase from the chamar, the price being determined 
by the competition, if any, of the collecting agents inter se, world prices 
having thus only an indirect effect. Besides, these collecting agents 
often lend money to the chamars and the influence ab e%/rll they 
exert upon the seller further lowers the! price.' The agent thereafter 
despatches the hides and skins thus collected to the nearest godown 
cif the firm he collects for, or if he is an independent merchant he 
sends the consignments to his commission agent, or the arhatdar as 
he is commonly known, of whom we shall have to know a little more 
later. It may be noted that the production of • fallen' hides 
and skins is casual and irregular, but these scattered stocks when 
collected constitute a very important part of the total trade. The 
part played by railway transPort till this stage is not important be­
cause the means of transport used by the village chamar are generally 
the village pony or bullock cart, and often he carries himself. Similarly, 

,1. Vide. Report; Paras 14 and 109. 
,2. See, B. M. Das, Capital, Sept. 13. 1928. 
3, See, Hides & Cess Enquiry Committee Report. Para 73 . 
.. Ignorance of the seUer of the ruling prices, his poverty and conse­

quent lack of waiting capacity, and the absence of competition among tlte 
purChasers result in substantially lower prices." The Committee adds: .. It 
is true that the rise or fall of the world price of raw stock ultimately does 
inIIuence the price obtained by the primary producer of • faUen ' stock in 
the villages of India, but owing to a variety of reasons the adjustment bet­
ween them takes much longer' time and is far less complete than it might 
be. j

, 
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when the collecting agents send their stocks to the nearest trade cen­
tre railway transport mayor may not corne in, the distance being the 
determining factor. 

Besides the • fallen' raw hides and skins, we have slaughtered stock 
which is superior in qUality. These stocks are better handled, 'being 
worked by the professional butchers, and generally in towns, reducing 
thereby the number of intermediaries. The production is more re­
gular and better organised. A large proportion of slaughtered stock is 
consumed in the country itself; even tanneries situated at some dist­
ance generally have their arrangements for the buying up of such stock 
in the important slaught~r houses. 

Quality of Indian Hides and Skins 

Indian hides are generally inferior in quality due to lack of orga­
nisation, and the defective methods of curing and preserving hides. 
The defect~ from which Indian hides suffer have been critically exa: 
mined by the Hides and Cess Enquiry Commitee' and the evidence 
placed before it is very valuable.' It will be enough for our purpose 
to note in brief a few of the more important defects as affecting the 
value of the hides. 

In this connection the defects arising from faulty handling of the 
carcass in the villages andi in the slaughter houses needs special men­
tion. The quality of the ' fallen' stock is .iffected by manifold social 
and economic factors working on the village life. The aversion of 
the Hindu to kill animals is almost proverbial; but the economic 
condition of the people is such that they find it difficult to feed ade­
quately their cattle, especially the old ones which do not give milk 
or any other service. These old cattle which have become utterly 
useless are allowed to drag on a miserable existence; their owner 
occasionally gives them some fodder but mostly they have to depend 
upon what they can pick up for themselves. Even the young and 
productive cattle are not properly fed due to the poverty of the 
agricultural population. The result is most obvious; the value of 
Indian cattle has fallen and in 50Ille cases they have become unecono­
nic, and yet the pathetic situation is that all have to be maintained. 
The practice, therefore. operates in vicious circle. The cattle popula­
tion, an integral part of the rural life in this country, being underfed 
and uneconomic, affects adversely the villagers .and the result of the 

1. Refer Chapter IV of the Report. 
2. Some important references are : Flaying: pp. 6, 10, 16, 24, 32, 44, 

53, 95-97, 87 : eu"", ""d P"m.in,: pp. 45, 59, 97, 288. 
Vide Evidence Vol. II. 
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action and reaction of these forcel! is the ultimate loss to the com­
munity. The cattle, therefore, become an easy prey to diseases.' 

Furthermore, the hides and skins of 'faIIen' animals are gene­
rally the perquisite of the. vilIage chamar, the owner having no longer 
any interest in it. The chamar carries away the dead animal and 
removes the dead carcass. The methods employed by the chamar are, 
however, very defective and may be noted with interest, as affecting 
alike the rural eoonomy and the leather industry. The dead anima' 
is carried to the special spot assigned for flaying of the dead animals 
of the viIIage and the method of handling is very crude, for he often 
carelessly drags the animal if his oompanions are not sufficient in 
number, causing serious damages thereby 'to the skin. Not Infre­
quently a long interval takes place after the dead animal is carried to 
the spot and the skinning begins, with the result that wltures damage 
the skin during this interval. Further, this work is often delegated' to 
the younger members of the family who are less skilful, and therefore 
the quality of the carcass suffers. 

The handling of the hides in slaughter houses is equally defective. 
How these factors affect the quality of the hides has been ably proved 
by the Hide and Cess Enquiry Committee.' 

CoUecting Centres ana Trade technique outlined 

The hides thus damaged are coIIected at the important trade 
centres from the locality round about. Railway transport plays more 
important part at this stage, both in the ':Gllse of hides and skins con­
sumed in the internal tanning factories and those exported abroad. 
Here one important characteristic of the trade should be noted ; and 
it naturaIIy foIIows 'from what we have discussed above. The hides 
and skins are brought to the different important trade centres in lots 
and each constituent of these lots varies considerably in quality, weight, 

I, The Committee remarks: .. The cattle disease is rife and takes a 
heavy toll among animals whose conditions as regards feeding during the 
greater part of the year can only be described as semi-starvation. Their 
resistance against the outbreak of contagious diseases is feeble, and when 
a serious outhreak takes place, large numbers of then> succumb. During 
famines and seasons of draught which occur every few years over large 
areas in the Country the toU of deaths is heavy." 

2. The faulty methods of flaying and the reasons accounting for them 
have been grouped as: first\y, personal, viz., the flayer's lack of skill and 
general care\essne .. ; secOndly, material and environmental, vi •. , unsuitable 
knives. insufficient space, dim light, lack of suitable arrangements for suspend­
ing the carcass, etc.; thirdly, those connected with the conditions of meat 
supply, the system of buying the slaughtered hide and the system of em­
ployment of flayers and their woric. 

Refer Rewrt, Paras 48·53. 
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size, etc., and therefore some sort, of rough· grading is resorted to at 
this stage. The system of purchase and sale differs a little here with 
the condition of the seller. If the seller happens to be an independent 
collector, having no connection either with any exporting firm or 
tannery, who has collected the stock from the neighbouring village 
markets, he puts the lots on the market and the purchasers have to 
quote a price for the lot as a whole.' On the other hand, if the sale 
is undertaken by the commission agent on behalf of his client, he, 
before putting the stock on the market, grades them. Grading is 
indeed very difficult and the process is a little complicated, and es­
pecially that for export. Bigger tameries have generally agents who 
purchase on the spot. These agents are often people who have con­
siderable experience in the trade. Others have to purchase through 
the commission agents, who in fact, render very useful service to the 
trade . 

.. The Commission Agent" 

The commission agent is, in fact, an indispensable part of the 
trade as at present organised. He deals with different classes and 
descriptions of customers. His most important customers are the big 
butchers of important towns like Cawnpore, Lucknow, Agra, and such 
others, and the parcels of hides despatched to them at a time vary 
from 100 to 1,000 hides. To other class of customers belong the 
professional collectors, butchers of the smaller towns who also under­
take to collect the hides from the neighbourhood for profit. But the 
arhatdar is only a commission agent and nothing more. He receives 
the hides. stores them in his godown, and sells them to the ship~rs 
or the tanners, as the case may be. He does not actually purchase the 
hides himself and they do not at any time become his property. His 
commission is realise'll when the hides are sold and is generally pre­
determined. The commission does not depend upon the price ob­
tained but usually varies with the number of hides offered· for sale. 
The success, however, of the arhatdar depends on obtaining good 
prices. It should be noted that arhatdar undertakes also the financing 
of the collectors, and sometimes advances as much as 75 per cent of 
the value of the hides despatched to him on the receipt of the railway 
receipt ; and, when the competition is keen, he may advance as much 
as 100 per cent. He gets no interest on these advances. He also 
advises his customers about the conditions of the market and the time 

1. See the Evidence Vol. II. Supra; especially the Report of Lt. Coi. 
F" ... t_r Walker. pp. 21·22, Also Indian Industrial Commission Evidence 
Vol. II, p. 736, and Vol. V, PI' ~ and 741. 
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of sale. Thereafter he assorts the hides, negotiates the sale, realises 
the price and remits it to his principal. 

Export Trode : its technique 

The export trade and its technique may now be briefly discussed, 
before we take up the question of railway freight. The tota1 value 
of the exports of raw hides and skins is about 10 crores of rupees 
per annum. The importance of the export trade and its relation to 
internal trade has been estimated to be about 3 : 4. To put in words 
of the Committee, from the point of view of value the ratio of the 
relative importance of the two branches of the Indian raw hide and 
skin trade, viz., (1) internal and (2) external is about 4: 3. In 
absolute figUre the total value of the trade (average of the triennium 
ending 31st March 1929) is 181 crores and that of the export trade 
about 8 crores. The difference between these two figures represents 
the value of the trade serving the entire Indian tanning industry.' 
It is clear, therefore, that both the aspects of the trade are equally 
important. 

Indian hides anJ skins are generally known by the geographical 
areas in which they are produced; but due to long association of these 
names and the definite standard of quality, the geographical names 
have now acquired a connotation more of quality, so that to-day a 
hide known as Dacca or Darbhanga need not necessarily come from 
'Dacca or Darbhanga but from other places as well if it possesses the 
standard specification and quality of the above hides. Therefore the 
classification of the raw material according to the areas of produc­
tion is closely linked with the quality. Thus we have hides known as 
Darbhangas, Daccas, Purneahs, Meherpores, Ranchis, etc., in Bengal 
and Behar ; as Agras and North· Westerns from the Northern India ; 
Bangalores and Coimbatores in the Southern India; and similarly of 
other parts. Mr. Paterson explaining this basis of the classification 
stated that a great deal has been made of this classification and that 
geographical divisions were nothing more than mere trade marks. 
By the custom of the trade, he added, hjdes are divided into the 
following classes :-(i) AVos-well ~eaned hides of a good yellow 
colour; (ii) Pumeah~rker and not so well cleaned; (iii) Patnas­
badly cleaned hides with flesh and sinews adhering; (iv) Bazar­
very badly cleaned and rotten in places. He finally concludes that 
these different divisions only denote quality.' The selector .in classi· 
fying the hides makes no enquiries as to the place of origin and simply 

1. Report, Para 15. 
2. Refer written statement of Mr. J. C. K. Patterson, Indian In· 

dustrial Commission, Evidence Vol. II pp. 736·4~. 
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assigns each hide to each class according to its condition when he 
sees it. Most of the best dried hides do, of course, come from Agra 
and the neighbourhood. But if a hide of this quality was produced 
or cured in Calcutta or anywhere else, it would still be classed as 
Agra.' 

These hides are further subdivided as commissariat, slaughtered, 
dead, rejected, and double rejected. Commissariat hides are the best 
possible hides in their class and are confined mainly to Agra and 
were so named because the best hides come from commissariat slaugh­
ter houses. Slaughtered hides are average first class hides without 
defect or blemish. Dead hides are similar to those slaughtered with 
some defects like those of a cut or brand mark. Rejected hides are 
those very badly cut or branded. Double rejected hides are the worst 
class of hides, rotten in places and very badly marked or branded. 

A further subdivision is based on the weight of the hides and are 
classed as'heavy, middle and light in each quality of each class. Thus, 
on the whole, there seems to be nothing really abstruse about the 
classification, as is often made out. It is indeed very difficult for the 
exporter who generally transacts business on a very large-scale to 
sort out every lot of hides and select for himself. This work is en­
trusted to two functionaries, one the arhatdar who does selection work 
in his godown,' anel a second time in the shipper's godown for ex­
port. One selection is checked by the other and it seldom happens 
that there is much difference between the two, because this work of 
selection is undertaken by experienced men, usually Mahommedans, 
who have been brought up to the trade. The shipper's classification 
of the hides is tested as in any other business by the amount of satis. 
faction which he gives to his buyers. For maintaining the good-will 
of his business he must keep up definite standard or else he would 
lose his customers, The classification is therefore automatically ad­
justed. 

When the shippers purchase from the arhatdars they visit his 
godown, examine and select t!le parcels of hides offered for sale, and 
according to their own selection offer a certain ,price for them" all­
round," Thus the selection of the arhatdar is not of much practical 
importance and is used merely for obtaining an idea of the probable 
price to be l'e!llised, the real and effective classification being of the 
shipper himself. The arhatdar takes the best price obtainable and 

1. Vid., Supra. 
2. Arnatdar is also invariably a store-keeper. 
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thus concludes his part in the business. The "all-round "1 sale 
means that the buyer must accept a parcel containing a certain 
proportion of all classes and that he is not entitled to include the 
better cJasses and to reject the worse, the reason being that unless the 
hides are lumped together in this way, it would be impossible te 
find a market for the worse classes of hides and these would be unsale­
able. The success of the German firms during the pre-war period 
was largely due to the fact that theY' were willing to purchase " all­
round," whereas the other firms desired to purchase only the better 
qUalities. This in short is the technique and organisation of the raw 
stock trade.' 

Statistical Review of th, Export Trade: 

The lack of adequate statistics as to the internal consumption 
of raw hides and skins has been previously referred to, and therefore 
we propose to have a succinct review of the export trade. It will 
be seen from the figures that exports of hides and skins tell a different 
story; while the former are barely maintaining a slatus quo, the latter 
are showing a marked upward tone, especially in value. This has 
remarkable significance to a student of transport as will be seen pre­
sently. Let it be mentiooed that in the present study we shall be 
concerned more with the present position of the trade and its compa­
rative pre-war position. The exports in raw cow hides have fallen 

. by about 40% in tonnage and about 60% in value; the average de­
clared value per ton has fallen from Rs. 1,432 in 1912-13 to Rs. 1,151 
in 1928-29. The export of raw buffalo hides have fallen by about 
50% in weight and about 66% in value as compared with the pre­
war year; the average declared value per ton having fallen from 
Rs. 1,101 in 1912-13 to Rs. 822 in 1928-29. The exports of skins are 
certainly encouraging. The total exports of calf skins, both cow and 
buffalo, have fallen by about 20%· in tonnage and value as com­
pared with the pre-war year, the average declared value being almost 
the same. But the exports of goat skins have risen in value from 26 
thousand tons valued at about Rs. 342 lakhs in 1912-13, to about 
22 thousand tons valued at Rs. 496 lakhs, the average declared value 
being Rs. 1,312 in 1912-.13 and Rs. 2,294 per ton in 1928-29. The 
export of sheep skins has fallen in value by about 50% and slightly 
more in value, the average declared value per ton having fallen from 

1. The all-round parcel of !!ide. might, for instance, contain the 
following qualities :-

80% slaughtered, 10% dead, 5% rejected, and 5% double rejected. 
2. For further details refer til Appendix 7 and 8 of the Report of 

Hides and Cess Enquiry Canmittee. 
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Rs. 1.471 per ton in 1912-13 In Rs. 1,367 per Inn in 1928-29. This 
fall in the exports of raw hides is due In reduced trade with Ger­
many,' Austria and Hungary, imposition of 15% export duty, the 
general world depression in trade which followed after the export 
duty was reduced to 5%, and the development of tanning industry 
in the country. 

Railway Rales : 

This brings us In the critical study of railway rates as affecting 
the development of the trade. The statement submitted below shows 
the traffic in hides and skins carried by the more important railways 
for a pre-war and a post-war year" :-

1913-14 1922-23 
( 000'0 omitted ) (000'0 omitted) 

I 
Hides. 

I 
Skins. 

Tons. Rs. Tons. R .. Tons. Rs. 

B. 11 N. W. Rly. ... 11·4 m 9-5 134-7 

I 
... . .. 

B. N. Rly. ... 14-7 142·6 7·1 166-6 3-4 SO'1 

E. B. Rly. ... 17·6 119·7 11·5 199-7 ... .. . 
E.I.Rly. ... 39·8 620-7 llHi 399-9 6-5 132-4 

G,I,P. Rly. ... 23-4 353·5 7-8 177·9 17·7 411-1 

M. 11 5. M. Rly. ... 37·2 329-3 11-8 240-2 22·9 399-4 -N. W.Rly. ... 39-0 465-5 12·6 206-7 10-9 226·2 

5.1. Rly. ... 16-5 134-4 ... ... 6-6 85-3 

B. B. 11 C. I. R1y. ... 5·6 57·6 ... .... 6-8 131-4 

Before we discuss the figures it should be recorded that Ih. Rail­
way BotlTd has disco"/i"".d recordmg Ih. slatislics of Iraffic CD1ri.d 
i" hides 4"d skiltS and therefore we had to rest content with the figures 
of 1922-23. This action of the Government is indeed injurious to 

1. The exports In Genuany which were w1ued at Rs. 307 lakhs in 
1913-14. ceased during the war, and after the resumption 01 trade reialioo 
were valued at Rs. 126 Iakh. in 1925-26, 184 Iakhs in 1928-29, and 112 
Iakhs in 1929-30. Similarly, the exports to Austria-Hungary which were 
valued at Rs. 184 lakhs in 1913-14 have fallen to Rs..l9 thousand in 1929-30. 

Refer Prof. Vakil's" Trade '" Industry in Modern India." p. 376. 
2. The Statement is complied fnm the Reports of Railway Board 

Vol. II, and Mr. S. C. Ghose'. Mooograpb 00 Railway Rat ... p. 456. 
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the interest$ of trade and industries because now we get no idea as 
to the traffic in hides and skins carried by different railways and the 
earnings derived therefrom. 

The Relative Importance 0/ different Railways: 

The foregoing figures indicate the relative importance of the 
different railways as carriers of hides and skins. It will be seen that 
the E. I. Railway hauls the largest tonnage, because Calcutta is the 
most important port for export. Besides, the E. I. R. serves the most 
important areas producing hides and skins. In conjunction with the 
B. & l'J. W. R. on one side and the N. W. R. on the other, it links 
up the important centres of trade in hides and skins with the Calcutta 
port. It carries to Calcutta hides and skins from Bengal, Bihar, Uni· 
ted Provinces, and to some extent even from the Punjab. In fact Cal· 
cutta has become such an important centre of hides and skins trade 
because of the E. I. Railway, which links up most of the important cen­
tres. The M. & S. M. Railway is equally important because it serves the 
imPoitanttanning factories of the Southern India and supplies them 
with. raw materials from distant centres like Cawnpore, Agra, Delhi 
and Calcutta, and carries their finished products to ports of Madras 
for ~port. From the figures of export trade appended to the chapter 
it is clear that Madras does not command good export trade in raw 
hides and skins. but in tanned products it surpasses all the ports. G. 
I. P. Railway also carries good traffic in hides and skins and ranks 
only next to the above two lines. Next in importance comes the N.W. 
Railway, serving as it does some of the most important centres in 
Northern India, e.g., Lahore, Delhi, Peshawar, Amritsar, Karachi, etc. 

Furthermore, on a comparison of the figures of both the years, 
as given in above table, we find that the traffic received a serious set· 
back in the latter year. This was due, inter alia,' to large stocks which 
wei"e"'"thrown on the market after the declaration of the ArmiStice, a 
faCt' which curtailed the foreign demand for Indian hides and skins 
and consequently the exports declined. Again, as adverted to above, 
Germany and Austria.Hungary, being ousted out of the Indian market, 
during the war, could not easily regain their hold on the market ; their 
tanning industry was dislocated due to the catastrophic war and its 
aftermath-they being the two of the most important countries who 
had to bear the brunt of world cataclysm, and especially the former, 
which, to add insult to injury, was groaning under the growing weights 
of. obligations imposed by the treaty of Versailles. The preferential 
tari~ barrier further strengthened this tendency and, far from helping 
the Indian tanning industry, shifted the trade from Hamburg and other 
~ntil)~tal_po$to ,London. 1jlus, all these factors conspired to create 
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the rondition which had their most obvious repercussions on the traffic 
and the earnings of the railways. AIthoogh it is IlIlt proposed tQ di", 
cuss the raison tl'itre of this shifting in the centres of trade from 
Hamburg to London, it shoold be noted that' this change meant a 
ronsiderable 106S of trade to India which has not been rooouped as yet, 
The 106S in railroad traffic and the eammgs was therefore appreciable .. 

Yet another interesting ronclusion can be drawn from the fore: 
going figures. Here we have some indications of the distance over 
which the traffic is carried on the different railways, or, to be more 
precise, the average length of haulage. This indication, albeit rough; 
is very useful. Let us take the figures of 1913-14. The B.N.w'.RIy on a 
tonnage of about 11 thousand tons earns about Rs. 80 thousand, where' 
as the B. N. Rly. on a traffic of about 15 thousand tons earns about 
Rs. 143 thoosand. The higher pro rala earnings are due. inter olio, 
to longer distances over which the B. N. Rly. carries its traffic. This. 
longer length in haulage can be partIy traced to the fact that the 
B. N. RIy. links up the distant areas in the Central Provinces to the 
Kidderpore Dock, whereas the B. " N. W. RIy. unfortunately does not 
serve any port and as such has to share its traffic with the E.I. and 
the C.I.P, Railways; it feeds the other railways. Here we lay hand 
upon a general characteristic of railroad ertension and workiD{ This 
Characteristic feature is that it is advantageous for a railway line to be 
linked directly to an important port ; it is a most important finaricial 
asset and both the port and the railway profit inler St. SimiIarlY.: the 
average distance which a ronsignment traverses seems to be higher 
on the B. N. Rly. as rompared with that on the E. B. RIy. Average 
length of haulage seems to be the highest in the case of E. 1. RIy., 
because on a traffic of about 40 thousand tons it ea1'l1!' about Rs. 620 
thoosand, which comes to roughly Rs. 151 per ton,. This Is indeed the 
highest. When we work oot the earnings per ton of the more important 
lines it is found that they vary fmm Rs. 7 per ton to Rs. 14 per ton.. 
Next to the E. I. R. is the G. I. P. RIy. These indications, to repeat, 
are very broad and they indicate merely the general tendencies I no 
claim at mathematical precision or accumcy .is made, because there are 
several other factors, for instance, the incidence of freight charged, 
which may be affecting the receipts. Again, the freights might have 
been placed at a higher level on no unjust grounds; the hilly nature 
Dlthe region to be traversed, the conditions of carriage, etc., may affect 
the freight. These conditions. however, carmot vitiate the general trend 

1. The eaminp per too of the B. " N. W., B. N., E. B., E.·I., 
G. I. P .• M." S. Moo N. W .• and S. I. Railways work out to be roughIr 
R .. 7. 10. 7. 1St. 14, 9. 12. and 8 respectively. .. . 
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of the traffic which we have marked out, though they might question 
the ratios worked out, the accuracy of which we OU\'1lelves do not press. 

We shall cany the analysis further. We shaU study the figures 
of 1922-23 on similar lines. To take up the traffic in hides, it is found 
that the approximate earnings per ton of the B. & N. W., B. N., E. B., 
E. I., G. I. P., M. &, S. M., and the S. I. Railways roughly work out 
to be Rs. 14, 23, 18, 24, 23, 20, and 17 respectively. Thus, there seems 
to have been important changes in the earnings per ton of the different 
railways. The earnings of the different railways increased considerably 
as compared with the pre-war year 1913-14, even when the traffic or 
tonnage had appreciably fallen. Thus, whereas the B. N. R. earned 
about Rs. 142 thousand on a tonnage of about 14 thousand tons in the 
pre-war year, in the year 1922-23 it earned Rs. 166 thousand on a 
tonnage of about 7 thousand tons. Thus, the receipts per ton doubled. 
The gross earnings also increased from about Rs. 142 thousand to 
Rs. 166 thousand. The railway company made.a higher net profit on 
a lower tonnage. This was obviously detrimental to the interests of 
the trade and industries of the country, although the railway concerned 
profited from the change. This state of affairs seems to be due to the 
general enhancement in freight charges in the post-war years. There­
fore the /Yfo Tata increase in earnings is oommon in the case of all 
railways, although the exact proportion varies in individual cases. 
In what follows, therefore, we shall examine the rates policy of the 

. different railways separately. 

Rates on Hides and Skins : 

In the General Classification of Goods. hides and skins are sub­
divided into dry and wet and! the freights charged vary accordingly. 
Hides and skins, dry, are classed in the fourth class, railway risk, on 
actual weight ; but on wagon loads and when loading and unloading 
is undertaken by the consignor and the consignee respectively, they 
are classed as third class, railway risk, and second class owner's risk. 
Hides and skins, wet, are similarly classified with a slight difference 
as to conditions of wagon load. 

Rates oft N. W. R. ; 

On the North-Western Railway special station-ta-station rates 
are quoted from some important coUecting c:entres to Karachi for 
export, whereas other internal c:entres like Delhi, Lahore, Agra, 
Cawnpore, etc., where tanneries and leather factories are working, are 
denied the same facilities. The nature of advantage enjoyed by the 
export traffic will be clear from the rates submitted below ;-
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Rates on Hid.s (wll and d,y) on Wagon LDads 10 Karaehi. 

Rate per maund. Rate per maund. 
From. ( wet) (dry) 

Rs. a. p. Ro. a. p. 
Via Agra East Bank ... 0 12 8 1 o 10 

Agra Fort .•. 0 12 8 1 o 10 

Bareilly City (Via Kasganj ) 0 15 2 1 2 0 

Belaganj ... 0 12 8 1 o 10 

Cawnpore and Vi •.•• 0 13 7 • 

Delhi (Lahori Gate) 0 14 5 

Via Delhi Sarai Robina 0 14 5 1 3 2 

Farukhabad 0 14 2 1 2 8 

Hatbras City 0 13 0 1 1 3 

Via Idgah ( Agra) 0 12 8 1 o 10 

1zalnallBr ••. 0 15 2 1 2 0 

Sbahmatganj 0 15 2 1 2 0 

• From Delhi (Labori Gate) and Cawnpore traffic is carried to Karacbi 
at Re. ().14·5 and Re. ()'13·7 respectively. via Kucheman Road and Hydera· 
bad. 

LDwer RaI.s 10 Ih. Po,'s :-The foregoing special station.f.o. 
station rates, lower than the class rates. seem to have been quoted 
in competition with the E. I. and G. I. P. Railways, due to port 
competition. Apart from the reasons which may be advanced in 
support of the measure, it cannot be denied that ,qilway f,lighls ar, 
so ar,ang.d as 10 fooou, ",po,'s. Besides, even from the strict con. 
siderations of railway economics such compelilion tan scarcely b. 
iuslifi.d when it is ,ecoll.cted lhal mosl of Ih ... lina which comp." 
inter se ar, Slal.·own.d and SlaI.·manag.d. So also. it leads to 
waste in form of higher transport costs when one railway line in. 
trudes into the geographical area of the other line and tries 
to draw out the traffic by offering inducement in form of lower 
freight charge. It may be suggested that when Ih, lints tone.,..." 
ar, owned and managed by Ih. Slale il is .asier fo, Ih .. SIal. 10 
so arran, .. Ih, ral, slruclu" as 10 minimis. Ihis ov .. lappi~g 0/ 
splints and 10 carry Ih. ITafjit 10 III, n.ar.sl porI. TIl. resr41 0/ 
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the present practice is that railways incur losses in drawing this 
competitive traffic and the loss has to be made good by raising the 
freight on the non-competitive traffic. Here the objection may pos­
sibly be raised that diversion of the competitive tiaffic which meets 
the out-of-pocket expenses incident to the traffic and leaves some­
thing to meet the capital costs is really a profitable business because 
the residual share thus left helps to lower the freight of the non­
competitive traffic. This general principle of railroad economics is, 
however, subject to limitations. The principle underlying this gene­
ral statement should be cautiously construed and applied ; it should 
not be stretched too far. When the railroad systems are worked as 
separate units same competition is indeed necessary, but the tend­
ency for competition is inherent and hence it has to be regulated 
and cheeked rather than stimulated and fostered. But in 
India, and espeeially in the case immediately before us, the 
competing lines are owned and worked by the same autho­
rity and hence the most important reason which calls for com­
petition, is removed. Therefore, the competition between these lines 
instead of leaving any residual share would lead to waste, in form 
of unused capacity and a reduction in net receipts as a result of lower 
freights on competitive traffic. So, the State, on the whole, is a loser. 
This loss is recouped by raising the rates of non-competitive traffic, 
and hence the national industries suffer. The foreigner, thus, enjoys 
double advantage, inasmuch as he is able to carry his raw mater­
ials at lower rates, due to this "Port competition, and imports his 
finished goods into the country at the favourable freight; and, 
above all, he is, in amicable surprise to note that his competitors, 
Indian manufacturers, have to pay relatively higher freight both in 
CoIlecting the raw materials from internal ceotresand in marketing 
their finished products. The geographical advantage of the indi­
genous manufacturer is neutralised and in some cases he is put to 
a d1SadV'alitage as compared with his foreign compeers. This is 
especially So in the case of industries which have to carry their raw 
niarerials andfinishecl products over longer distances and over more 
thail' one' rllilwaysystem. 

In addition to the foregoing reduced rates to Karachi quoted 
by the North-Western Railway, we find that station-to-station rates 
are also quoted from other important collecting centres to Karachi 
as tabulated below :-
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Rates per maund to Karachi. 

From. 

Amritsar ... 
Delhi and Via 
Via Ghaziabad 
!{asur 
Lahore ... 
MultanCity 
Multan CanlDrunent 
Subzi Mundi 
Sukkur 

Dry Hides and 
Skins. 

Rs. a. p. 
1 0 10 
132 
1 3 5 
o 15 9 
101 
o l2 3 
o l2 3 
1 3 2 
096 

17 

Wet Hides and 
Skins. 

Rs. a. p. 
113 8 
014 5 
100 
o 12 11 
o 13 2 
o 10 10 
o 10 0 
o 15 9 
o 710 

These reduced rates are quoted on wagon loads' to help the 
export of hides and skins. Here, obviously, there is no inter-railway 
competition and therefore there can be no other reason for quoting 
these lower freights except to help the export trade. 

Rates on th. E. 1. R. : 
The East Indian Railway is most important as a carrier of 

hides and, skins and therefore we shall now review its freight policy. 
Here, fortunately, we have the pre-war rates, given by Mr. Ghose in 
his Mooograph, which will make an interesting comparative study. 
The special station-t()ostation rates quoted to Howrah are' :-

Rate on Rate on 
From. wet and dry 

hides & skins. 
From. wet and dry 

hides & skins 

ROo a. p. Rs. a. p. 
AIIfIl & Via ... ... o 12 8 Lucknow & Via ... ... o 10 7 

Allababad & Via ... 0 9 10 Meerut City ... .. . o 14 5 

Bareilly ... ... o 13 6 Moradabad .., .. . o 14 5 

Chandsuai ... ... 013 6 ~ehanpur ... ... o 13 6 

Etawsh ... ... ... 012 7 Cawnpo"; ,; Via ... o 10 ~ 
Farukhabad & Via ... 013 5 Delhi & Via '" . .. o 14 5 

Harduaganj ... ... o 13 6 Shaharanpore & Via . .. o 14 10 

Hathras ... ... 013 0 Via Gbaziabad '" ... 014 5 

Kuberpore ... ... o 12 8 

, 
1. For dry hides W /300 and for wet W 1400. 
2. Rates are at owner's risk. 
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These rates, as can be seen from the names of the despatching 
stations, seem to have been quoted partly to divert the traffic passing 
to Karachi or Bombay port. While discussing the rates of the 
North Western Railway it was noted that lower rates were quoted 
from the stations located within the competitive zone. These rates 
work out at about ·19 or ·20 pie per maund per mile. But when we 
compare these rates with the class rates the nature of concession be· 
comes more striking. The class rate charged by the E. I. Railway 
on the mixed consignments of hides and skins, both wet and dry, is 
second class at owner's risk. Therefore the class rates from some 
of the aforesaid stations would work out as follows :-

Mile~ Station from age. 

891 Meerut ... 
718 Shahajahaopur 

805 Chandausi ... 

616 Luckoow 

7181 Etawab 

Class Rates tl» HOWTah. 

Rate per Mile· Stat jon from maund. age. 

Rs. a. p. ! I 
... 1 13 21 818 Farukhab2d 

... 1 9 10 I 512 Allababad ... 

... 1 12 10 I 631 Cawnpore ... 

1 
00011631902 Delhi 
... 1 9 10 

Rate per 
maund. 

! Ro. a. p. 

···1 1 13 4 

... 1 2 7 

. .. 1 7 2 

".11 12 9 

The above class rates work out at about ·50 pie per maund per 
mile. Thus, the concession ofJered in form of special station·to·sta­
tion rates to. the port is appreciable; the actual freight charged is 
less than half. This advantage is undoubtedly availed of by the 
tanneries located in Calcutta, but the aiaertion that the rates are so 
quoted on the Indian railways as to foster the growth of exports of 
raw materials is well-founded. The lower rates are not quoted to 
supply the tanneries at the port with hides and skins at lower trans­
port costs, but the principle underlying seems to be to foster export 
trade, and the tanneries are forced to shift their location and adjust 
themselves so as to best avail of the cheaper railway facilities. This 
is clear from the fact that similar ·station-to-station rates are not 
quoted in the tariffs for local tanneries, situated in the internal 
centres like Cawnpore and Agra, from the more important collecting 
centres. Internal tanneries have to pay class rates. 

The Case of primary producer :-It may be urged in favctir 
of the lower rates quoted to the ports that the prices of hides and 
skins being determined by the world conipetition the-lower rates, 
by giving better facilities for export, enable the. producers to 



LEATIIER INDUSTRY: ITS TRANSPORT PROBLEM 19 

realise better price for their produce. This is a plausible arg\!" 
ment often advanced by the railway authorities to mask their mis­
chievous moves. but its authenticity is more apparent than real. It 
was adverted to in the preceding pages that the r(JIJI stock trade is 
ktwwn for its lack <Jf organisation and hence a slight reductUm in 
form of lower freighl woold nol benefil lhe primary producer. Ther.­
fore. Ihe plea of profiting the primary producer is far-felched. 

Effects 1m Fiscal Policy :-The wel/_ganised .xporlers do pro­
fit from the lower freights. as also by exploiting' the unorganised 
producers. but these .xporting inlerests are mainly foreign. either 
the Germans or the British. and therefore the profits they derive Ime 
losl to th~ country. Secondly. even if the exporting interesls are Indian 
this form of invidious distinction in the 'l'IZIe structure woo&! not 
be permissible. Unreglliated export of raw materials is against the 
interests of the country which is trying to foster its national in­
dustries. and in this task the railroads have to play a very important 
part together with the fiscal policy. It is not advocated that the 
railway rates policy should become protectiomst so as to aid the 
fiscal policy of the oountry. but what is emphasised here is that 
II", rmlway policy should not be such as 10 neutralise Ihe protec­
tionisl pOlicy. which the Indion legislature has accepled to apply 
wilh discriminotion. The preferential export rates on articles like 
hides and skins are calculated to defeat the avowed object of the 
fiscal policy. as can be gathered from the rates referred to above; 
the actual export rates are less than half of the class rates. that is. 
the class rates which the Indian tanneries have to pay are more 
than double of those paid by the exporters. It cannot be gainsaid 
that the rates policy thus pursued seriously handicaps the Indian 
tanning interests. To thiS':u.e railways can readily retort that the 
railway policy being based on oommen:ial principles lower rates on 
export traffic are justified on the ground that the traffic is offered in 
large Quantities. say wagon loads. and over longer distances. This 
afgllment seeks its justification in the policy of undiluted oommer­
ciliasm. but that in no country have the railroads been permitted to 
pursue this policy unrestrained ;1 it has been subjected to elaborate 
.tate regulation. Inter-States Commerce Commission of the United 
States and the Rates Tribunal in England. having wide statutory 
powers. are the most important instances which demonstrate the at­
tempts made by the State to regIIlate the rates policy. Therefore. the 
commercial principle cannot be carried too far; neither can it ~ 
bruslled aside. or neglected in toto. Railways should be worked as re-

1. S. C. Ghooe, .. A Monograph 00 Railway Rates," pp. 454-55. 
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munerative concerns. UMeT th'ese limitaticms the justijicoliun of the 
export rates is seTiously impaired. If lower roles are offered, to the 
ports, similar facilutes shouM be given to the Indimt tanneries situated 
at different centres. Wagon load conditions should be made more 
favourable to the tanneries. This measure will mean raising of the 
export roles. 

Ghose's Criticism oj Pre-W/J1 Policy: 

In this connection it is interesting to note the opinion of Mr. 
Ghose, who possessed very wide knowledge of railway working. He 
states: "The most important point is that the low rates for export 
hide traffic were brought about purely owing to competition between 
railways. . By an arrangement betWl!eO themselves they could have 
levelled up the rates, as they did in the case at all other traffic, unless 
it was their intention to let the export hides have the advantage of 
the lowest rates. It is well-known that during the period that the 
rates came down in 1909-10 (prillcipaJly to· encourage export of 
hides to America), there was considerable demand, for hides and 
skins from India, in Germany, England, and in a few other 
European countries, and it was also shown at the time that the 
exports from India were handicapping the local leather industry of 
the country. If, therefore, the foreign oountries wanted hides and 
skins from India they should have paid· higher rates.'" Thus, ac­
cording to this eminent authority, wh05e opinions deserve respect, the 
railways, instead of competing inteT s. and consequently lowering 
the rates on the competitive traffic, should have by agreement raised 
the rates on the export trade, because thereby they would have 
averted the financial loss and at the same time helped the Indian 
tannilllg industry. Further, the traffic of the railroads would· not 
have been affected because as the foreign countries wanted our hides 
they would have paid a slightly higher price. "The enhancements 
in rates," added Mr. Ghose, .. unless they were perhaps to the maxi­
mum, probably would not have improved matters very much so far 
as the Indian industries were concerned, because the foreign manu­
facturers could have afforded to pay a higher price, but the higher 
freight per mile on Indian railways· would 1!ave saved unnecessary 
loss of revenue to them,· which wruld have been at least some com­
pensation to India for the loss of its hides and skins to the detriment 
of the interests of its industries. The railways cannot say that it was 
ever proved to them that foreign manufacturers could not buy at a 
higher rate. In their desire to divert traffic from one port to an-

1. S. C. Ghose, .. A Monoliraph on Railway Rat ..... pp. 454-55. 
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other the railways IXlUld not come to an arrangement under whi~ 
the mileage rate IXlUld be made higher than the minimum, as was 
done for many other commodities.". Emphasis is laid upon the 
unhealthy competition between the railways which has already heeD 
sufficiently adverted to in the preceding pages. 

From the foregoing expert opiriioo it is clear that the policy 
of charging lower rates on export traffic was injurious and that the 
basic principle of rate·making-charging what the traffic can bear-was 
ignored. The situation which prevailed then is being ctJfIt ..... d 
unatUred to this d<Zy. There have been some slight changes, but the 
cardinol prittcipk is maintained.' The internal traffic is charged at 
the maximum rate permissible and the export traffic continues to 
enjoy similar privileges. The general level of freights has heeD 
raised during the post-war period, but the relation of internal and 
export traffic in respect of the freight charged is almost the same, 
as it was in 1917. The export as well as the internal rates have heeD 
nearly dolibled. To repeat, therefore, it is necessary that the 
internal tanneries should be placed on the same basis in 
respect of freight charge as the exporters, i.e., the freights to tan­
neries from the important collecting centres should be quoted on the 
same level; differing with the mileage, as the export traffic. Further· 
more, preferential or lower rates for the local tanneries have heeD 
advocated.' It is not proposed to discuss this suggestiOl1l here because 
it involves the most important principle as to whether the railway 
policy should be prctectionist or otherwise. This is doubtless a very 
interesting proposal and closely knit with the study like the present 
in which the attempt is made to trace the effect of rates 
on the trade and industries but we propose to defer the 
discussion of this principle to the later stage of our enquiry. 
SuJIioe it to note that the local tanneries should be meted out equal 
treatment with exporting interests. 

Rilles on the G. 1. P. Rly : 

Enough has heeD said about the general characteristics of the rates 
as applicable to hides and skins in general and therefore we shall 
now review the rates on the other important railways. The G. I. P. 
Railway quotes a number of SPOCial station·to-station rates, but it has 
to be noted in this case that similar station-to-station rates are also 

1. S. C. Ghose, .. A Monograph on Railway Rat ..... pp. 455-56. 
2. The maximum charge for the second class i. '42 pie per. maund 

per mile. 
3. Mr. Ghoae advocated preferential rates to local tanneries. Vide, 

.. Monograph on Railway Rat ... " P. 454. 
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IIffered to tanning centres as to the port. This may bepartJy due to 
the fact that the traffic in hides and skins to the port of Bombay, on 
the G. I. p. Railway, is not so important as the internal traffic to 
lither tanning centres, e.g., to tanning centres in Southem India. But 
even if the export traffic in hides and skins was important to the 
same extent as it is to the E. I. and the N. W. Railways, it is clear 
that the rates policy pursued would have been in no way different ; 
the railway authorities would not have attempted to divert the traffic 
to the port, either by quoting lower rates to the port or by withdrawing 
the statiPll-to-statinn rates to internal tanneries. But this contingency 
js remote and should not detain us lPllger. One thing, however, is 
clear that the poIjcy pursued by the railways, in general, in respect 
qf the indigenous trade and tanneries is very conservative and short­
sighted. Special statiPll-to-station rates quoted from some important 
~1ecting centres to Bombay port are as follows ;-

RAILWAY RATES PER MAUND. 

Mile· Dry Wet 
From. Hides & Skins Hides & Skins age, 

W/300; [,.;5/4; O.R. W/400; L;S/4; OR. 

r I - Rs. a. p. Rs. a. p. 
616 Via Jubbulpore ... ... o 14 2 o 11 10 

673 Katni ... ... ... o 15 9 -
782 Manikpur ... ... ... 015 3 013 4 

675 Via Katni Murwara ... ... , o 15 9 013 4 

839 Cawnpore and Via 
, 

o 15 11 o 12 4 ... ... 
835 Agra Cantonment ... I l 010 o 12 8 "" 

957 Via New Delhi ... ... j 1 4 2 o 15 5 

These rates are interesting and need some explanation. At the 
first glance the rates appear to be discriminatory, because whereas the 
freight far a distance of 673 miles from Katni is Re. 0-15-9, from 
Manikpur for 782 miles it is Re. 0-15-3, and from Cawnpore for 839 
miles Re. 0-15,11. The· rate charge from Cawnpore does not corne 
under the discriminatory category because although the rate per mile 
is lower the total rate is higher than that Via Jubbulpore. But the 
freight from Manikpur needs to be reconsidered. The rates per maund 
per mile from the respective stations work out as 0·27, 0'27, 0'23, 
0:28, 0'23, 0·24 and 0·25 respectively. The rates on wet bides are 
still lower, as can be &ee!1 from the foregoing statement. 
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The rates from Cawnpore may now be taken up. The following 
table shows the station-to-station rates quoted by the G. I. P. Railway 
from Cawnpore to some tanning centres in SOuth India :-

RATES ON HIDES AND SKINS FROM CAWNPORE. 

Station to. 'o.lt; WJ300; L; S/4; O.R. W/400; L; 5/4. I D~. I WeL 

, 
Rs. a. p. R .... p. 

Bombay o 15 II o 12 4 

Via Wadi I 1 0 o 12 9 

Vilad ... 1 9 10 012 9 

Via Raichur to:- I 

Bangalore City & Via ... 1 1 2 0 o 13 9 

Vaniyambadi "'1 1 S 4 o 14 5 

Mailapatti .. ·1 1 3 9 o 14 11 

Walajah Road ... , 1 4 6 o 15 9 "'1 

Tiruvalam 

'''1 
1 4 0 015 3 

Panipet ... .. . 1 4 6 o 15 9 

Gudiyattam ... 1 1 3 9 o 14 11 

Valathoor .. ·1 1 3 10 o 15 2 

Ambur ... "'1 1 3 9 o 14 11 

Madras ... ...1 1 6 4 1 1 7 

Katpadi ... 
II 

1 3 9 o 14 11 

"'1 Via Yelahauka ... 1 2 2 o 13 11 

Traffic is also routed via Balharshah to the aforesaid stations, 
but the freight charged in that case is higher.' The most common 
route is via Raichur, which has been referred to above. These rates 
are appreciably lower than the second class rates otherwise quoted 
on the traffic in hides and skins in general. It is needless to say that 
these rates help the internal movement of traffic aind the indigenous 
tanning industry. 

Similarly, station-to-statioo rates are also quoted from Agra whi<h 
are submitted below :-

1. Vide. Ibe Tariff Part 1-8, !'p. 364-TL 
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RATES PER MAUND ON HIDES & SKINS. 

Station to 

Bombay ... 

Banglore and Via 

Gudiyattam , 
Madras ... 

Rates un the B. B. & C. 1. Rly. : 

Dry. 

Ro. a. p. 

1 o 10 

1 2 1 

1 3 8 

1 15 10 

Wet. 

Ro. a. p. 

012 8 

013 9 

01411 

111 7 

This brings us to the review of rates on the B. B. & C. I. Railway. 
It was noted while discussing the relative position of different railways 
as carriers of hides and skins that the B. B. & C. I. Railway 
plays only a secondary part, because the traffic of the areas it serves is 
mainly directed to the Karachi port. Therefore, although individually 
it is less important, but, as a feeder to the North-Western Railway 
it holds a distinct place which needs be noted. Good amount of traJlic 
originates on this line. The special rates to Karachi we have already 
noted while discussing the freights on the N. W. Railway, but it is 
interesting to note the respective share of each railway in the total 
freight charged from the different stations. The rates are as follows :-

RATES PER MAUND TO KARACHI. 

Station from. Rate. 
Share of each railway. 

B-B.&C.I. R. ~odhpur R.I N. w. R. 
Rs. a. p. Ro. a. p. Rs. a. p.1 Rs. a. p. 

AgraFort ... ... . .. 1 o 10 0 4 6 099 027 

Hathras City ... ... ... 1 1 3 0 5 1 0 9 7 0 2 7 

Farukshabad ... ... ... 1 2 8 0 1 0 0 9 3 0 2 5 

Via Delhi Sarai Rohilla ... 1 3 2 0 4 6 010 6 0 4 2 

Cawnpore '" ... ... 013 7 0 510 0 6 1 0 1 8 

This traffic is routed via Kuchaman Road on the B. B. &. C. I. 
Railway, and therefore it is taken up by the Jodhpur Railway which 
carries it up to Hyderabad (Sind) and is handed over to the North­
Weatern Railway for Karachi. It is necessary in this connection to 
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note the distance traversed over each line as the rates VIllY. inter oliIJ 
with the distance traversed. The distance works out as ·under ;-

From. B. B. & C.I. Rly. Jodhpur Rly. N. W.RIJ'. 
(Miles) ( Miles) (Miles ) 

AgraFOIt '" '" '" 203 466 III 

Hathrss City ... ... ... 217 .. .. 
Farukhabad ••• .. , . .. 324 .. .. 
Via Delhi Sarai Rahilla ... 202 .. .. 
Cawnpore ... ... ... 410 .. .. 

COfICtssion in favour of E%p01ters :-The traffic from Agra Fort. 
Hathras City. Farukhabad and Cawnpore is carried f)ia Bharatpur 
and Achnera, while the traffic from uia Delhi Sarai Rohilla is carried 
uia Rewri Phulera Chord. From a comparison of the proportion of eadl 
railway in the tota1 freight and the distance over which the traffic is 
carried it will be seen hOw substantial a concession has been given 
to the through traffic. To take up the share of the B. B. & C. I .. Rail­
way. because it is on this line that the traffic in question originates. 
From Farukhabad to Kuchaman Road. over 324 miles, the freight 
charged is Re. 0-7-0 which works out at about '26 pie per maund per 
mile; but from Cawnpore to Kuchaman Road. over 410 miles, the 
rate is Re. 0-5-10 only. or about 0-20 pie per maund per mile. Here. 
therefore, we have an instance of lower charge for a longer distance. 
This concession has been granted by the B. B. & c. I. Railway for 
diverting the traffic from either going to Howrah on the E. I. Railway 
or to Bombay on the G. I. P. Railway. both these ports being nearer to 
Cawnpore as compared with Karachi ; Calcutta. Bombay and Karachi 
are about 630. 840. and 945 miles from Cawnpore respectively. But 
the routing of the traffic increases the distance to Karachi. still more 
to 987 miles. The rate in force 01\ the E. I. Railway is Re. 0-10-7 per 
maund from Cawnpore to Howrah. but on the G. I. P. Railway the 
freight comes to Re. 0-15-11 01\ dry hides. Thus. there is a clear 
advantage of Re. 0-2-4 per maund in favour of Karachi and against 
Bombay. even though the traffic to Karachi has to pass over three 
different Iines--the B. B. & c. I .• the J. R.. and the N. W. Railways. 
This handicap affects the tannery (Western India Tannery) at Sion. 
It is necessary. therefore. that the G. I. P. Railway authorities should 
also reduce the rates from Cawnpore so as to give to the tarmery at 
Sian the same advantage in respect of frejght as that enjoyed by 
the exporters. Further. the total distance to be traversed in the calle 
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of traffic from Cawnpore to Sion is about 830 miles, on the same 
railway sysiem, as compared with the distance of about 987 miles 
m three different 1ines from Cawnpore to Karachi. The G. I. P. 
Railway seems to be indifferent about this discrimination because the 
export traffic from Cawnpore to Bombay port is not so important. 
Besides, if the rate from Cawnpore to Bombay or Sion is reduced 
to Re. 0·13-7 other station-to-s!ation rates may also have to be reo. 
vised·. Be that as it may, this question merits serious and prompt con­
sideration at the hands of the G. I. P. Railway authorities.' 

A further analysis of the Cawnpore-Karachi rate brings out 
interesting facts. The proportion of the Jodhpur Railway is Re. 0-6-1 
for the distance of 466 miles in this case, whereas over a similar dis­
tance in the case of Agra the freight is Re. 0-9-9, and from Delhi Sarai 
Rohilla Re. 0-10-6 per maund. It may be contended by tbe Jodhpur 
Railway that they charge lower rates per maund per mile so as to help 
the long distance traffic. Further, that the lower rate is offered to attract 
the traffic which would otherwise go to competitive 1ines and be lost to 
them. But in the interests of the country as a whole it is desirable that 
this sort of competition should be reduced. The proportion of the 
N. W. Railway of the Cawnpore-Karachi rate is still more interesting 
because it helps this dfversion of traffic even though the G. I. P. and 
the N. W. Railways are both worked by the State. The share of the 
N. W. Railway in the total freight charged in almost all cases referred 

. to above varies, although the distance over which the traffic is carried 
over its lines, namely from Hyderabad (Sind) to Karachi, is the same 
in aU cases ; the proportion varies from Re. 0-1-8 for Cawnpore traffic 
to Re. 0-4-2 in the case of traffic from Delhi. 

The proportion of the North-Western Railway in the total freight 
charged on traffic passing via Delhi Sarai Rohilla deserves special 
reference. In the case under reference, the North-Western Railway 
carries traffic from Hyderabad (Sind), to Karachi, a distance of 111 
miles. The distance is the same in all the five cases under reference, 
but whereas it charges Re. 0-1-8 for Cawnpore traffic, for traffic via 
Delhi Sarai Rohilla the charge is Re. 0-4-2. The maximum charge 
permissible for the traffic is 0'42 pie per maund per mile. Therefore, 
the traffic via Delhi Smm Rohilla is charged the mtnimum rate per­
m~ble plus 6 pies per mound QIS the terminal charge. Tiris is a cle/J1 

1. In trade relative transport charges are more important than the 
absolute ones and as such the lower rates to Karachi under the conditions 
adverted to indicate the preference given to the export traffic, because on a 
total clistance of !l87 miles the class rate would be Rot 2-2-7 per maund on 
the basis of the claas rate. • 



LEATHER INDUSTRY: ITS TRANSPORT I'IIOBLEM 27 

inslJtmce 'Of b/Dcle f'{l/.., ,.. attempt to block tile trallk from passing vi" 
Kuchaman Rond ond Hyderabad, in f_r of total ioumey on the 
North-Western Railway via K. R. R. Rohri ond Stsmastata. 

Thus, tir. POlicy pursued by the railways is "'" of frte on4 ...... 
restricted competition, calculated primarily to foster tile ."port trad •. 
The foreign interests exploit the W8lknesses of the railway policy. In­
temaI trade, therefore, suffers. For instance, if the Cawnpore tanneries 
want to get the hides and skins from centres like Amritsar, Lahore, 
Delhi, etc., they have to pay railway freight at the dass rates. We 
shall study the rates paid by the tanneries in India at a later stage, 
suffice it to note for the present that if thelndi"" railw"Ys pay .qual 
consideration, not preferential, to the int~ trad. as th.y do for tho 
."port ond import tra{fit, Indion industries would receive considerabl. 
stimulus. thus, for instance, if similar rates were quoted from 001-
lecting centres like Lahore, Amritsar, Delhi, Meerut, Cawnpore, Agra, 
Patna, etc., as thoee quoted from the stations adverted to above v;" 
Kuchaman Road and Hyderabad (Sind) to Karachi, or as quoted 
by the E. I. Railway to Howrah, to the tanneries situated at centres 
like Cawnpore, Agra, Mysore, and thoee in the Madras Presidency, the 
community and the carriers would both share the gain resu1ting there­
from. The IndillTl railways seem not to have realis.d as yll that in the 
long run their interests ar. closely knit with the interests of the com­
""",ity as a whol.; their future rests with the commrmity of wlrich 
they form /JPI integral part. Community, Commerce lIPId Carriers /'Orm 
a trinity; th.y stond or stumble together. Th. d.f.ds of our railway 
policy ar. due ~ so much to t h. ignoranc. of tile trlU national 
interests on the part of the Milway aulhorities, but they lJTe tile results 
of negled ond indifference characteristic oj the of/kia/s, impervious to 
public opinion. Th. peculiar development of railroads in Ind;", the 
aims of their sponsors, land the politico-economic conditions 0' tile 
country have all conspired to cr.at. these conditions. The situation 
wiU, Iher.!or., admit of only slow ond groduaJ im/M>IJ.",ent. Whal 
is n,eded is that Ihose rtsponsible for rate-making, or rate rega/ation, 
should shah. off Iheir l.thIJTgy ond the policy of .mft which has b.", 
loslered so long, lIPId with b.tter foresight lalle up lhe task of read­
iusting railuHJy toTiffs, difficult enough for tile mosl /oborious, d.eP 
... ough for Ih. mosl subll., ond delicat. _gh for the mosl Ttfimd, 
Th. offic. 01 " consti",'ious t'''1Ik lII""",er imbued with prWliC spirit, 
and operating the ",osl illlpo"ont public utility concern, is, I .-epeat, 
" lasle ond IIOt " toy, as Ih. Indi"" railw"y IJUIhorities believe il 10 lie. 

Modern Itmning Indusl,y; , 
Enough has been said about the raw stock trade in hides and 

skins in the preceding review, and therefore in what follows we shall 
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attempt to approach and state the case of Indian tanneries and the 
effects of railway rates thereon. The study of tanning industry in 
India falls into three sub-divisions, namely, the pre-war position, the 
effects of the Great War, and the post-war conditions. This review is 
an essential pre-requisite of the detaided study of railway rates. 

The importance 'Of. Chemical Tanning in ltulia: 

The credit of the introduction of Western methods of tanning in 
India rests with the British Government, pressed by the necessity of 
military accoutrements,' in the second half of the nineteenth century. 
The industrial Commission remark>: .. The development of leather 
manufacture in contradistinction to the light tannages of Madras and 
Bombay are almost entirely the outcome of military efforts to obtain 
suitable supplies for boots and accoutrements. Where arsenals were 
established, tanneries usually followed." 

Its l'Teo4.lJaT position : 

With the establishment of Government factories at Cawnpore, 
Madras, etc., and the help given to private manufacturers for supplying 
military requirements came what we know as modern leather and tan­
ning industry in India. Chrome tanning was also introduced in the 
beginning of the present century.' But its success has been" much 
slower than it is reasonable to anticipate would have been the case 
had the Government assistance in pioneering the industry been given 
for a.longer period .... 

InsufJicient Supply of hides and skins to local tanneries: Its 
Causes :-One most formidable handicap which retarded the develop­
ment of Indian tanneries in the pre-war period was the shortage of 
the supply of raw materials. This deficiency was due not to the 
decrease in production of raw hides and skins in the country, but 
the keen foreign dermnd and the organised collectim for export left 
little for utilisation within the country. This brings us to a new phase 
of Indian leather industry to which we must make a passing reference 
at this stage. Before the war the export trade was in the hands of 
German firms or the firms the controlling interests of which were 

1. Refer the Report of the Industrial Commissioo, P. 356. 
Z. Ibid., 

3, Sir A. Chatterton enthusiastically spoosored the cause of developing 
dlrome tanning in India. 

Refer to A. Chatterton'. .. Monograph on Tanning & Working in 
Leather in the· Madras Presidency.· 

4. Vid., .. Indian Industrial Commission," P. 3f>l. 
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largely Gennan. These finns formed a 4Itrong combine of buyers and 
controJled the entire market, and the two most. important ports of 
destination were Hamburg and Bremen. These Hamburg and Bremen 
merchants particularly held the monopoly .• It i9 said that this com­
bine was 90 formidable that attempts to break it failed several ·times.· 
The result was the indigenous tanneries found it difficult to get the 
right sort of raw materials at the right moment. They had to pay, in 
addition, . higher prices for the same material which these big export­
ing interests could procure at a cheaper rate. 

Besides, the indigenous tanneries suffered from the lack of 
adequate transport facilities for their raw materials. Railways had 
granted 9pecially low rates' on hides and skins for export and these 
could be availed of only by the port traffic, .whereas the internanan­
eries had to suffer. To facilitate the export traffic the E. I. Railway 
granted following rates to the port of Calcutta' :-

1 to 300 miles 
301 miles and over 

ii . 
Rs. 0 2 6 per wagon per mile. 

.. o 2 0 I) .. .. .. 
Special r~tes on wagon-loads were quoted. on traffic. from .the more 
important collecting centres like Agra, Cawnpore, Delbi, Ghaziaba~. 
Ambala .. etc., to Howrah. The rates as applicable in 1917 were' :-

From Cawnpore to Howrah 
.. Aara to Howrah ... 

R .... P. 
176 4 0 
217 0 0 

But we go a step still further and take up the rates as applicable in 
1909 the ICOIltrast becomes stiJl more clear. We submit below the 
comparative rates of 1909 and of 1917 :-

From Cawnpore to Howrah ... 
.. Agra to Howrab 
.. Delhi to Howrab 

1909 1917 
(Per wagon per mile) 
R .... p. R .... p. 
030 045 
030 04. 
030 045 

L Refer" Indian Industrial Commission," Evidence Vol. II, P. 163. 
2. Supr., P. 736 ; Vol. II. . 
3. Supr., Evidence Vol. V, p. 738. 
•• Vid., Ghose· ... Mooograph on Railway Rates," P. 454. Wagon 

loads of 436 maunds. 
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The freights, therefore, as applicable before 1917, or in the pre­
war era, was decidedly more favourable, for export. Similar rates were 
quoted by the other railways to the respective ports served by them. 
Following were the rates quoted on the B. B .. & C. I. Railway to 
Bombay' :-

Station from l!n4 1919 
• 

Rs. a. p. Rs. a. p. 

Delhi Sam:. 208 0 0 229 0 0 

Ghaziabad ... 208 15 0 22915 0 

Ambala . 236 0 0 260 0 0 

Meerut 229 6 0 250 6 0 

Agra Fort ... 207 0 0 217 0 0 

Cawnpore ... 220 0 0 • 

Hathras City 204 0 0 • 

The foregoing rates were quoted on wagon loads, but on the 
actu;u weight the station·to-station rates were as follows :-

RAms TO BOMBAY. 

Station from. I 1914. Station from I 1914. 

Rs. a. p. Rs. a. p. 
Agra Fort ... 1 10 2 AJigarb 110 5 

Muttra Cantt. 1 9 5 Delhi Sadr .... 1 9 5 

Hathras City 1 9 5 Ambala 1 12 10 

Campare ... 1 7 0 Gaziabad 195 

These rates when compared with those quoted on wagon loads 
give us interesting concluSions. We submit below the rates of both 
classes :-

1. Prepared from the Tariff. of the B. B. & C. I. Rly., fQ~ die res­
pective years. Per wagon load of 436 maunds, at Q. R. 

"These special rates were discontinued. 
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RAm; TO BoMMY IN 1914 

PER MAUND. 

Stations from 
Rates_ 

Wagon Load. 

R.. .. P-

Delhi Sadr. o 7 7 

Ghaziabad 0 7 8 

AmbaIa ••• 0 811 

MftruI .•• 0 8 " 
AgraFort 0 7 7 

Ca_ 0 8 1 

Hathru City 0 7 3 

31 

Rateson 
Actuai Weight. 

Ro. .. P. 
195 

1,9 5 

1 12 10 

1 10 2 

1 7 0 

1 9 5 

It goes without saying that the eqxxt tIade availed itseH of the 
sub6tantialJy lower rates quoted CD wagon loads. It should be DOled. 
however, that the Indian tanneries even if situated near or at the port 
could oot avail themselves of these lower rates if they did not 0011-

sign for wagon loads. The other tanneries situated in the internal 
centres had undoobtedly to suffer. We quote below the station·to.: 
station rates quoted by the B. B. & C. I. R1y. from Cawnpore to 
some markets CD its lines which will fur1:lJer clear QUI" statement. 

Mil .. \ 
age •. Station to I Rate. I~I Station to I Ra~ 

I ~ a. p. R .. L P 
193 Hath18s City ..• •.• 0 3 10 527 Marwar ... 1 1 1 

188 Hathras Rd. & Via ... 0 3 8 410 Kuchaman Road ... o 12 3 , 
258 Agra Fort •.. 0 " 8 556 Chitorgarb ... /1 2 " 

A SUifalion 1(If III, bill". "gulDtion of 'Tllla : 

These are special station·to-station rates quoted on actual weight. 
Thus, it is clear that internal 0EIlIres had to pay higher freight. 
Even in the case of station·to-station rates. as aforesaid, the Eates 
are higher because they are quoted on actual weight. ClIl purely 
CIOtIIIIlerCial principle it is justified to charge higher freight on actual 
weight than on wagon load consignments. But this is not a sacrosanct 
principle which should be followed invariably imspective of other 
eoonomic considerations. It is a broad principle which admits of modi­
fications when other more important interests ClCIllIict. Tmffic in 
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hides and skins from Gawnpore to Agra, for instance, though it is !lOt 

offered in consignment similar in weight as those for export to B0m­
bay or Calcutta, may be. given facilities similar to those of export 
traffic, if necessary, because the carner has better interest in the deve­
lopment of'ffidigenous industry, as they amfer benefits inter SI, than 
in the case .of an export traffic. like the present where the interest of 
the railway ceases at the close of the journey in qllfStipn. The in­
digenous industry offers additional traffic in ·form of several other raw 
materials and the finished products to be marketed. Needless to say, 
therefore, -that the indigenous industry may be a better shipper than 
the exporter or importer. The necessity of. such CODsideratiou be­
comes still more pressing when the exporter or the importer happens 
to be a competitor. As has been adverted to, the demand' of i1itemaI 
tanneries for hides and skins was not adequately met because of the 
competition of exports. The claim of the I"dion tanners was lor on 
equal treatmmt with the exporler in respect of transporl lacilitus." 
This could be done without causing undue embarrassment to the rail· 
way authorities by raising the rates on the export traffic, as adverted 
to above, because the export rates were very low. 

The situation was in fact more difficult than it apparently appears 
to be. The exporters, primarily Germans, as we have seen, being 
well-i>rganised and forming an imPregnable combine, were in far better 
position to meet the railways and demand of them CXlllCeSSions, than 
the scattered and unorganised Indian tanners. Besides, the railway 
companies were themselves competing inter SI for the export traffic 
and the exporters fully exploited this opportunity. 

The Effects of the Great War: 

When the Germans were thus practically the masters of the situa­
tion the World War began, with the result that the German and 
Austrian markets were practically cut off. Thus the Great War 
heralded a new era for the Indian ta:nning industry. In the beginning 
the elimination of the Gennian exporters affected adversely the trade 
in hides and skins and the stocks began to aa:umulate in increasing 
quantity. The native tanners could of course now get their supplies 
more regularly but their demand waS not enough so as to absoIb the 
total supply available in the m,aricet. However, it should not be for­
gotten that the internal demand played an important part during 
this short interval of depression in relieving the intensity which wooTd 
otherwise have assumed deplorable fonn. But this period of depression 
was short, because in view of the pressing military requirements the 

1. See the Indian Industrial Commissicn Evideilce; Vol V, P. 73& 
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importance of Indian hides and skins was realised by Great Britain 
and the Allies, and from August 1916, the Government of India at 
the request of the War Office, assumed complete control of the trade 
and the supplies and took over from the tanners their total output. 
A notification was issued on the 12th August 1916, aa:ording to which 
the only countries to which shipments .were permitted were the U. K., 
the U. S. A., France and Italy. Another measure was initiated on 
the 15th May 1917, by an embargo upon the export of tanned hides 
and skins to all destinations, so that when the Indian Munition Board 
took over the control of the exports in June 1917, the tanneries in 
England, United States and Italy had fully extended their capacity. 
With the elimination of the foreign competition, and under the 
sympathetic policy pursued by the Munition Board, the Indian 
tanning industry recorded mamed progress. This growth becomes 
still more significant when it is recalled that during this time there 
was a marked shortage of transport facilities. Railway rates were 
raised and surcharge was imposed. 

Post. War Conditions : 

This prosperous condition of the tanning industry was, however, 
only a pas!1ing phase. After the close of the war and retum to normal 
conditions the former difficulties once again confronted the tanners 
and this time perhaps with greater complications. The abnormal 
demand, which characterised the war period, received a serious set­
back after the peace. On the contrary, the surcharge on railway 
rates, which was imposed during the war, was made a permanent 
feature of the rates policy. In 1922, the railway classification was 
revised and the rates were further raised. But this was not all. The 
post·war industrial developments introduced greater complications 
and created more formidable barriers, which need be briefly reviewed. 

The British tanners began to agitate for the Imperial Preference 
lest the Germans should recapture Indian maIket. At this 
time the Imperial Institute conducted an enquiry into the Indian 
trade in hides and skins. The value of the 'East Indian kips' 
was brought to the fore during the war and therefore the British tan­
ners did not like to leave this most valuable article out of their hands. 
Expatiating the importance of Indian kips the Committee' says: 
.. These Indian kips represent an Imperial asset of very considerable 
value, and that arrangement should be made which will ensure that 
the kips are converted into leather within the Empire, thereby mak-

1. Report on Indian Hides and Skins, Indian Trade Enquiry, Imperial 
Institute. 
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mg an 'important contribution to Imperial industry and trade, instead 
of being exported through Geiman firms in India in a raw state of 
inanufacture In foreign countries. It is submitted, that the Imperial 
interests demand that the trade in ImPerial kips and their conversion 
into leather should be in future securely placed in the hands of 
British firms. There is no doubt that in the past these Indian kips 
have been of the utmost military value to Germany and Austria, 
when they were largely utilised for making the uppers of army 
boots,"1 

Imperial Preference advocated': 

Thus, just after the close of the war the plea of Imperial Prefer­
ence was broached by the imperialists to keep the trade in the hands 
of Great Britain. British tanners pleaded for the restriction of the 
exports of Indian kips outside the Empire and suggested, inter olio, 
the imposition of an export duty on raw Indian kips, duty to be 
remitted on the kips tanned within the Empire.' This plea of the 
British tanners was warmly espoused and advocated by the Imperial 
Institute Enquiry in their Report and they claimed that the adoption 
of policy advocated by them would enable British tanners to secure 
supplies of raw materials from within the Empire OIl more favour­
able terms than their competitors in foreign countries, and, in addi­
tion to fostering the tanning industry, would be of great assistance 
to them in disposing of the surplus of their finished products in 
foreign markets. Further, it was contended that unless some 
permanent preference of this kind can be given to British tanners, 
which will prevent Germany and Austria from again monopolising 
the supply of raw Indian kips, it is certain that English will not be 
disposed to incur heavy liabilities in order to further develop the 
industry in this country. 

As to the possible objection that the preferential duty would 
restrict the market of Indian kips and thereby lower the prices the 
Committee opined that in view of the world conditions of trade raw 
Indian kips will always be in good demand, and will realise their 
value in relation to world prices. The actual change of position for 
Indian producers will be ,that instead of their produce being purchased 
from them exclusively by German and Austrian firms, the raw kips 
would be brought almost exclusively by British firms, competitioo 
among them would be at least as keen and as likely to secure a fair 

1. Report on Indian Hides & Skins. Trade Enquiry, Imperial Insti· 
tute, P.5. 

2. Sutn", Report. pp. 9-10. 
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price to the Indian producer as it did fonnerly in the case of a· strong 
combination 'Of enemy finns.' 

Preferential Duty on the export of Indian Hides and Skins imposed : 

The result of this strong agitation of the British tanners, sup­
ported by the authoritative enquiry adverted to, was that in 1919 a 
duty of 15% was imposed on all bides and skins exported from India, 
but those which were to be tanned within the British Empire got a 

. rebate of 10%. It is superfluous to point out that the avowed object 
of this preferential tariff was primarily to help the British tanne~ 
because the development of the British tanning industry was at stake, 
as the Imperial Institute's Enquiry found that .. English will not be 
disposed to incur heavy liabilities to develop the industry in this 
country." The interests of the Indian tanners were only secondary, 
as has been pointed out in the preceding paragraph, and therefore 
it is needless to point out that the protective measure did not prove 
SO fruitful to the indigenous industry as it would otherwise have 
been. 

Failure or the Duty: 

The measure was essentially a compromise in the interests of 
the Empire in general and the British tanners in particular. It 
should not, however, be overlooked that Indian tanners did profit 
from the duty because they could get better supplies of raw materials. 
But, the imposition of the preferential duty, especially on the hides, 
was not in the interests of the country. It may be suggested that the 
duty ought to have been imposed on the skins alone and without any 
preference. The preferential duty therefore could not remain on 
the statute book for long and was removed in 1923. But the results of 
this during this short period were obvious. The exports of tanned hides 
and skins declined considerably during this period. The exports of cow 
hides declined from 25 thousand tons valued at 703 lakhs of rupees 
in 1918·19 to 5·5 thousand tons valued at 130 lakhs of rupees in 
1912·22 and it was in 1922·23 that the exports improved slightly, 
the figure being 8·5 thousand tons valued at Rs. 199 lakhs.· 

. Thus, the foregoing figures show that the exports of tanned 
hides and skins continued to decline until the year 1922-23, when· 
signs of revival could be discerned a little. It has been contended 
by the taiming interests in India that .. in fact the tanning industry 

1.. Vide Report, P. It 
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Therefore. in the following section we sbalI study the rates 011 hides 
and skins to some more important tanning c:mtres with a view to 
illustrate the striking features of the rates policy "dverted to in the 

. premling section of the chapter. 

Ratu to AU/J : 
To start with let us take up the freights paid by the tanneries in 

Agra from a few more important markets. 

RATES PER MAUND TO AGRA (BELANGANJ) 

Statim from. 

New Delhi ••• 

Bbopa1 

JbaDsi 

Labore 
Amri __ 

Meerut City 

. ' Wagon Load. I I I 
ActuaJ Weight I Wagon Load. ; (0. R.) 

Rs. a. P­
O 7 4 

115 

o 8 1 

1 6 7 

1 5 7 

098 

Rs. a. P­
O 611 

1 0 4 

O· 7 7 

152 

143 

091 

Rs. a. P-
053 

012 2 

o 510 

015 7 

01411 

o 611 

In the preceding section of our study it was pointed out that 
the rates per maund per mile charged 00 hides and skins IX41SlIrned 

by the local tanneries an: higher than thQSe charged 011 

the export traffic.. Serondly, it was found that the higher rates 
to the local tanneries are due to the individualistic policy pursued 
by the railway administrations, with the result that when a ooosign­
rnent travels over more than one line, it does not get the advantage 
of telescopic schedule rates 00 the tota1 distanre travelled. when such 
schedule rates are quoted. Even where schedule rates an: not quoted, 
if a cmsignment travels over a looger distance some redud:ioo in 
rates is given by the railway CXD:81Ied which the internal tanneries 
fail to get for no fault of theirs, except that the consignment instead 
of travelling over one line has to rover its total journey over more 
than one system. These two mncIusions need be further examined and 
illustrated. The traffic despatched from Bhopal, ]hansi, and New 
Delhi to Belanganj travels 00 the G. I. P. Railway aIone, and yet the 
freight charged by the railway 00 this internal traffic when rom­
pared with the charge to Bombay are dearly higher. Foc instance, the 
rate from Cawnpore to Bombay for 838 miles, at owner's risk in wa­
gon loads, is Re. 0-15-11 00 dry hides and skins, and Re. 0-12-4 00 wet 
material, but for traffic from Bhopal to Agra (Belanganj) foc 311 
miles the rate charged is Re. 0-12-2, the distinctioo between dry and 
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wet hides and skins being eliminated in this case. Simi1arly, the 
rates from other stations are higher than the port rates. The railway 
authorities on their part can argue that they quote reduced ratea 
from Cawnpore to Bombay because Howrah port is nearer to Cawn­
pore and Bombay rate is adjusted to the Howrah rate. This plea 
of the railway gives clear indicatioos of some of the most interesting 
features of the present day rates policy. In the first place it is an 
unequivocal confession of the port competition. adverted to above, 
which favours the port traffic at the cost of internal traffic. Secoodly, 
even if we make allowance for the difference in mileage between 
Cawnpore-Bombay and Cawnpore-Howrah distance, the port rate 
is still considerably lower than the internal rate and the adjusted 
distance does not offer an adequate explanation of the concession per­
mitted. They are undoubtedly meant to foster the export of hides and 
skins and there can be no other explanation, albeit the ingenious traffic 
managers readily broach the same in support of their policy and the 
maintenance of the status quo. An eminent railway officer's admission 
before the Tariff Board may be noted with interest. He said, .. we 
have built up the rating structure on a policy of separate organisation 
and you ~ot very well depart from that unless you are prepared to 
revise the whole structure."l 

Roles 10 Bombay: 

In order to explain and substantiate the statements made in the 
preceding paragraph we submit below the rates paid from some 
more important dispatching stations to Bombay. 

Rates per mound 10 Bombay. 

Station from. Actual Wagon Wagon 
weigbt. Load. Load 

(0. H.) 

Rs. .. p. Rs. .. p. Rs. .. p. 
New Delhi ... ... . .. - 2 7 7 015 5 

Cawnpore ... ... . .. 2 4 2 2 2 1 01511; 012 4 

Agra •.. ... ... . .. 2 8 9 2 6 2 1 010; o 12 8 

Bhopal ... . .. . .. 1 11 11 1 10 2 1 3 3 

Jhansi .•. ... ... . .. 2 5 3 2 211 1 9 7 

Aligarh ... ... ... 2 10 9 2 711 1 3 9; 015 7 

Luclmow ... ... . .. 2 6 , 2 4 7 1 2 0; 014 5 

L Vid. Tarilf Board on Salt, Evidence Vol. II, Pp. l48-149. 
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These rates further strengthen the oonclusiOns adverted to above. It 
will be sew that freight 00 wagon load at owner's risk from Agra 
for 838 miles is quoted at Re. 1-0-10 on dry hides and skins and 
Re. 0-12-8 00 wet ones, but from Bhopal for 521 miles they charge 
Re. 1-3-3. This is the result of port competition. Railway rates, 
thus, help the exports of hides and skins. Furthermore. to facilitate 
the export trade they ha~ made the distinction between dry aM 
wet hides and skins and reduced rates are quoted. This distinction is 
not maintained from all the statioos. and therefore a sort of dis­
crimination is practised between the different despatching centres. 
So also the difference in rates between the wagon load consignments at 
owner's risk and railway risk is in practice discriminatory in favour 
of some centres. For instance, from Cawnpore the wagen load rate 
at R. R. is Rs. 2-2-1, but at 0_ R. the rate is Re. 0-15-11 and Re. 
0-12-4 on dry and wet consignments respectively. Similar difference 
is maintained in rates quoted from New Delhi, Agra, AJigath and 
Lucknow. But the rates from Bhopal and Jhansi are radically dif­
ferent. Again, the rates quoted from Cawnpore, Agra, Aligarh and 
Lucknow to Bombay are Re. 0-12-4, Re. 0-12-8, Re. 0-15-7. and 
Re. 0-14-5 respectively; but, on similar consignments the rates from 
Lahore and Amritsar to Agra, for'a substantially lower distance, 
are Re. 0-15-7 and Re. 0-14-11. Thus, it is clear tllat the internal 
traffic has to pay 1ates higher than those qlloted on e:c[Jl11t traffic. 

Rates to Bangall11e Tanneries: 

Bangalore city is the most illlpOrtant tanning centre in Southern 
India. The statement submitted below portrays the rates from some 
more important collecting centres in Northern India to Bangaiore. 

Stations from. 

New Delhi 
Cawnpore 
Belanganj 
Bhopal 

Jhansi ... 
Labore 
Amritsar .. , 
Meerut City ... 

Lucknow 
AIiprh 

Ratts to Btmglore City. 

!, i 
i Actual I Wagon 
I weight I Load_ 

Wagon 
Load. 
(dry) 

,I I 

~-iR& a. ;+1 -Rs.-a-. -p.-'-I Rs.--a.-p.-1i--Rs.--a_-;' 
... 141110 4701111 31166 
... /4411 407 194,151 
... 458413194'[151 
... ! 3 5 4 3 2 0 2 4 7 2 4 7 

3 14 8 3 10 8 1 11 11, 1 11 11 
51095411 25111212 
599 540 2 5 3! 206 
41310 4810 113 3j 186 

i ~ l~ ! ~ ~ l1t ~ I 1 I ~ 
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It will be seen that the rates quoted at owner's risk are sub­
stantially lower than those quoted on the railway risk, which rightly 
helps to widen the marketing area within which the tanneries can 
draw their raw materials. But, while we acknnwledge the sympathe­
tic attitude of the railway authorities towards this long distance 
traffic, we cannot help r€OOl'ding that something better oould be done 
for facilitating the traffic passing to the tanneries without adversely 
affecting the receipts of the railways. On the contrary, the railways 
would get better receipts as a result of the change. Firstly, the 
rates to Banglore city-and as a matter of fact to all the internal 
tanning centres-should be quoted on the same basis as those quoted 
on the export traffic, because this would remove the discrimination 
which at present operates against the local tanneries, and thereby 
help to divert a part of the traffic in raw hides and skins from ports 
to local tanneries. This would benefit the railway substantially 
because they would get a longer journey to the tanneries on the raw 
stock and thereafter on the tanned traffic, either for export or fqr 
internal consumption. What we want to point out is that the railway 
authorities should cease attaching undue importance to the export 
traffic and that the internal traffic instead of being discounted should 
be placed at par with the export traffic in matters of rate making. 
This would stimulate alike the growth of internal trade and the 
earnings of the railways. Secondly, some of the most obvious ano­
malies, which the foregoing rates betray, should be removed im­
mediately. For instance, whereas the rate quoted from ]hansi is 
Re. 1-11-11, that from Bhopal for a lower distance is Rs. 2-4-7. The 
traffic from Bhopal and Jhansi to Bangalore city has to travel over 
the G. I. P., N. S. and M. S. M. Railway, via Balharshah and 
Dronachellam, and the charges levied are as follows :-

G. l. P. 

N.S .. " 

M. S. M. 

Total 

From Bhopal. 

Rs. a. p. 

o 13 10 

o 14 5 

.From )hansi. 

Rs. !l. p. 

o 11 3 

084 

"'1 0 8 4 0 8 4 ---------------
". 2 4 7 1 11 11 

The most glaring inconsistency will thus be evident. It will be sero 
that the distance traversed on the N. S. and M. S. M. Railways is 
same in both the cases and yet the N. S. Railway discriminates the 
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traffic coming from Bhopal and Jhansi and charges the former about 
~e. 0-6-1 more than that an the latter. This is obviously an invidi. 
ous distinction and needs be removed. But there is still another 
discrimination of a more despicable sort. The G. I. P. proportion of the 
total freight is Re. 0-13-10 from Bhopal and Re. 0·11·3 from Jhansi. 
The total distance which a consignment from ]hansi traverses' on 
the G. I. P. is greater than that from Bhopal and yet the charge 
is higher. This is 3Ill instaD:e of levying a higher charge for a shorter 
distance. Again, the rate charged from Lucknow to Bangalore city, 
via Cawnpore·Balharshah·Dronache1lam, is Re. 1·11·5 and Re. 1·7·2 
for dry and wet hides and skins respectively, a rate which is lower 
than the rate either from ]hansi or Bhopal, even though the distance 
covered is greater. The proportionate charge of the different rail· 
ways over which the consignment from Luclmow to Bangalore city 
~ravels further helps to explain the nature of the policy. 

Wet. DIy. 

Rs. a. p. Rs. a. p. 

E. 1._ .. 0 2 1 0 2 1 

G. I. P. o 10 8 0 8 0 

N.S .... 0 6 4 0 4 9 

M.S. M. 0 8 4 0 8 4 

Total III 5 1 7 2 

Here, again, the proportions of the G. I. P. and N. S. Railways need 
a very careful scrutiny. When we compare the rates charged by the 
N. S. Railway on the oonsignments from Lucknow, ]hansi and Bho· 
pal, the proportions reveal oonsiderable difference, even though the 
distance is equal in all the cases. The G. I. P. proportions is still 
more anomalous. because whereas from Cawnpore to Balharshah it 
charges Re. 0-8·0 for wet and Re. 0-10-8 for dry hides and skins, from 
Bhopal to the same junction the charge is Re. 0-14-5, notwithstand· 
ing the fact that the distanoe traversed on the line ·in the latter 
case is shorter by about 317 miles. Similar discrepancies are 
observed when the rates from Meerut City and Aligarh are compared, 
as portrayed in the statement submitted below :-
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--i=r W~ 1 __ Ra_les_fnm __ AJigalb._'..-_Dry_,_ 

Rs. a. p. Rs. .. p. Rs. a. p. 
N.W •... ... ... 0 2 0 0 2 0 E.L. .. ... ... 0 211 

G.LP. ... ... 012 6 0 9 5 G.LP. ... . .. 1 8 1 

N.S. ... ... ... 0 6 5 0 4 9 N.S. ... . .. 014 5 

M. S. M. ... ... 0 8 4 0 8 4 M,S.M. ... . .. 0 8 4 ------- ----
Total ... 113 3 1 8 6 Total ... 3 1 9 

The traffic from Meerut city is booked via New Delhi. BaJharshah 
and Dronachellam and that from Aligarb is routed via Agra Canton· 
ment. Balbanhab and Dronache!lam. It will be seen that the" 
M. S. M. Railway proportion is the same in all the cases because the 
distance over which the consignment bas to be carried on its own Iines 
is the same throughout. This individualistic attitude of the M. S. M. 
Railway is far from c:xxnmmdable because it penalises the long 
distance traffic. But the G. I. P. and M. S. M. proportions present 
considerable romplications. The N. S. Railway proportions for tra· 
ffic from Meerut city is Re. O·~ for dry and Re. 0-4-9 for wet 
bides and skins, but on A1igarn the charge is Re. 1).14-5. In both the 
cases the traffic oovers long distances and the glaring difference in rates 
is difficult to explain. The G. I. P. proportion is still more anomalous 
because for the Meerut traffic from New Delhi to BaIbanhab the 
charge is Re. ()'12-6 for dry and Re. 1).9·5 for wet bides and skins, 
but for A1igaJb traffic from Agra to BaIbanhab for a shorter distance 
the charge is Re. 1-8·1. Instances of such anomalies can be lnuIti· 
plied. Til ... , tllis additionol lJfJidmc, fUTther st,mgtluru ou, c"""lll­
sUm, adverted to in the preceding section. tllal tilt internal t,affic is 
clunged .Illes !tigll" than tllo., ltukd on til, "port t,af!ic. In otll., 
WOTds. til, Indion t_tries Iuw. to pay lIigher 'Illes on tilt Irides and 
.kins t_ttI by tllnn in comporUon witll tilt ,Illes <lung'd on tilt 
"port t,af!ic. Railway ,ates policy ffJIJours tll4 "port 01 ,aw IIid •• 
and .kins. We shan now pass on to review the rates on tanstulIi!. 

Raus on TanstuUs : 

Tanstuffs, as given in the Indian Railways' General Classification 
of Goods, include bark. leaves, nuts or fruits used in tanning.' and' 

I. Indian Railways' Goners! ClassificatiOD of Goods, P. 595. 
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are classified as first class, railway risk. On most of the railways, how­
ever, schedule rates, lower than the class rate, are quoted on wagon 
loads' at owner's risk. The E. I. Railway quotes C!R schedule rate, 
the basis of charge being as follows:-

1 to 150 miles ... ... IH40 pie per maund per mile. 

Plus Above 150 miles ... ••• 0.110.." " .. " 

On the G. I, p. Railway C/O schedule rate is quoted with the 
following basis of charge :-

1 to 75 miles 

Plus 76 to 400 miles ... 
().3() pie per maund per mile. 

0-170 .. .. .. 
JJ A hove 400 iniles ... 0-10 " " 

Similarly, on the B. B. & C. I., Jodhpur, and Bikaiter State 
Railways C/O schedule rate is quoted. On the Eastern Bengal 
Railway C/C schedule rate is charged which '\Yorks out at 0·3000 pie 
per maund per mile. The M. S. M. Railway CIM schedule rate is quo­
ted with the undermentioned basis of charge :-

1 to 75 miles 0·380 pie per maund per mile. 
Plus 76 to 300 miles ... ... ()O200 JJ ., " 

OJ Above 300 miles ... ... 0·100 JJ JJ ,. 

The South Indian Railway quotes C/M schedule rate with the 
basis are charge as follows :-

1 to 75 miles 0-333 pie per mauncl per mile. 
Plus 76 to 150 miles ()'2OO .. .. 

.. 151 to 300 miles ()'170 .. 
,. 301 to 400 miles 0.125"" II 

" Above 400 miles 0.100 JJ JJ JJ 

The North-Western Railway quotes L/T schedule rate over the 
broad gauge on the following basis :-

1 to 100 miles 

Plus 101 to 200 miles 

' ... ... 3 annas and 6 pies per 
'·wheeled wagon per mile. 

... a annas and 9 pies per 
'-wheeled wagon per mile 

.. Above 200 miles ." 2 annas per "·wheeled wagon 
per mile. 

Apart from these schedule rates the G. I. P. Railway quotes 
special station-to-station rates from the more important collecting 
areas to the tanneries on its lines and via on wagon loads. Thus we 
have the following rates :-

1. wagoJi lOad' conditioos differ with different railways and often on 
tho same railway with the gauge of the line and the carrying capacity of the 
W3IOIL 
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From. 

Bhopal 

• 
.. 
• 

Bombl\Y ••• 

Kala Akbar 

Dbodramobar 

Ghoradongari 

Dharakboh 

Muamjhiri 

Buamati ••• 

.. 

.. 

To. 

••• JubbulporO & Via 

••. Saugor •.. 

• •• Agra 

•.. New Delhi & Via 

... Cawnpore 

.. , .. 

.. 

.. 

.. 

.. 
••• Bombay (Dadar) 

.. (Sion ) ••• 

(KurIa) 

45 

Rate per 
Wagon. 

Rs. a. p. 
59 0 0 

33 0 0 

80 0 0 

109 0 0 

236 0 0 

112 0 0 

114 0 0 

118 0 0 

121 0 0 

123 0 0 

69 0 0 

Further, the G. I. P. Railway gives special rates per wagon per 
mile from the more important collecting areas to tanning centres 
like Cawnpore, Bhopal, via Naini for Allahabad and Howrah. Thus, 
for instance, from any centre on the Jubbulpore Naini Branch, 
Bhopal-Ujjain, Bhopal-Ihansi, Bina-Katni, Cawnpore-Banda, Ihansi­
Manikpur, and Ihansi-Gwalior sections, a rate of Re. 0-4-6 per wagon 
per mile, subject to a minimum charge of Rs. 15 per wagon used, 
is charged. Seasonal lower rates are also quoted. Thus, from 15th 
June to 15th October each year, tanning ext",:cts despatched from 
Bhopal to via Nani and via New Delhi, in wagon loads of 16 tons, are 
charged at the rate of Rs. 145 and Rs. ISO per wagon, respectively, 
whereas from 16th October to 14th June each year the charge is 
Rs. 161 and Rs. 167 respectively. 

Rata 011 Myrabolons : 

One most important tanning material which is not included in 
the foregoing group of tanning stuffs is myraboian which is differently 
classified in the railway tariffs although in the General Classification 
of Goods it is classed as first class railway risk, like the other tanning­
stuffs. The actual schedule rates quoted on the different railways, 
however, differ, These I1Itl'$ may now be brielly noticed. 
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The E. I. Railway charges rates similar to those quoted CJIl 

grain: pulses and seeds common. The G. I. P. Railway charges 
C/O schedule rate as applicable to other tanning stuffs, when booked 
from any of the stations on its lines and via to Bhopal to Bombay. 
Also C/B and CIK schedule rates are charged from stations on the 
G. I. P. Railway situated in the Central Provinces. 

The basis of the C/B schedule is ·333 pie per maund per mile. 
The basis of C/K schedule is as folJows :-

1 to 150 miles ·380 pie per maund per mile. 
Plus 151 to 250 miles ...·250.... 

" 251 to 400 miles ...·125 u " 

" Above 400 miles .0. ·115.. .t 
The Bengal Nagpur Railway charges C/H schedule rate the basis 

being as follows :-
1 to 300 miles •.. ·380 pie per maund per mile. 

Plus 301 to 700 miles ••• ,130.. .. 
.. Above 700 miles .0. ·100 rr .. 

On the M. S. M. Railway C/G schedule· rate is charged, with 
the following basis :-

1 to 300 miles 0-380 pie per maund per mile. 
Plus 30] to 400 miles ()'300"" 

., 401 to 500 miles 0-200"" J) 

" 501 to 600 miles ()'125"" 
" 601 to 700 miles ()'1l5""" 
.. Above 700 miles 0·100.."" 

These are the schedule rates applicable on myrabolan traffic· in general, 
but they do not oonvey a complete view of rates applicable on the 
tota\ volume of traIIic in myrabolans, because greater part of the 
traffic is carried at station·to-station rates lower than the schedule 
rates adverted to above. 

The G. I. P. Railway quotes special station·to-station rates from 
the more important areas it serves. The statement submitted below 
shows the rates quoted from some despatching stations in the Central 
Provinces to Bombay for export. 

Roles· pc mtJUnd to Bombay. 

Station from I Rate. I Station from I Rate. I Station from I Rate. . 

Rs. a. p. . Rs. a. p. Rs. a. p. 
Betul ... ••• 010 7 Maramjhiri ... 010 9Naweaaon . .. 0 9 , 
KalaAkhar ... o 12 lAmia . .. •.. 0 10 2:Hirdagam ••. 0 9 0 

Dhodra Mohar ••• 011 9 ambara ••. 0 9 10lParsia ••• ••• 0 7 5 

Dharakoh ..• 011 OBonlhari 'r 9 7 Bankhedi ... 01211 
I 

I Babai ... . .. 013 0 

*These are owner's nsk rates. 
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Similar statiOll-to-statiOll rates are quoted from Belgaum, Desur, Kha­
napur, Gunji, Landa, Kolhapur, etc., in Southern India to Bombay. 
Besides these, there are a few station-to-station rates quoted to tanning 
centres like Cawnpore. Agra, and Delhi, but they are not as numer­
ous as those quoted to Bombay. It ·is dtar, III~tfOft, Ihal lilt railS 
favour 111. nporl of myrabolans. This shows that in respect of tan­
stuffs also railway rates policy serioosly handicaps the growth of tan­
neries within the country. It is necessary that more numerous station­
to-statiOll rates needs be quoted OIl tan-stuffs from the collecting sta­
tions to the tanneries. 

B. N. Railway, also, serves important myrabolarn areas and quotes 
station-to-station rates as may be seen from the statement given 
below :-

From 

Bagbahra ••• 

Balagbal '" 

Bhmhnibanjar 

BirsiDghpw­

Cbhindwara 

Umaria 

I To Shalimar 
and Via. 

···1 

Rs. a. P­

O 10 2 

o 711 

085 

010 2 

o 811 

o 10 2 

086 

o 10 3 

099 

010 2 

To Via 
AsansoL 

Rs. a. P-

098 

099 

o 9 9 

098 

o 811 

o 9 8 

099 

o 10 1 

o 9 3 

091 

To Khargpur. 

Rs. a. P-

099 

099 

098 

o 811 

098 

099 

093 

o 10 0 

Having reviewed the rates OIl hides and skins, both for export 
and internal tanning, and the more important raw materials utilised 
by the tanneries. we come to the study of rates on leather. In the 
Indian Railways' General Classification of Goods, leather common 
is classified as 4th class R. R. and leather goods as 6th class R. R. 
This c1assificaticn is applicable on all the railways without any 
exceptioo. Since the class rates quoted by all the railways are on the 
same basis, we shall, in order to avoid the unnecessary details, study 
the rates quoted by the N. W. R. on leather, common imported from 
Karachi, and for leather goods the rates applicable on the G. I. P. 
Railway. This wiu give us an adequate idea of the rates charged 
01\ this traffic. 
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Ratu on Leather : 
The freight charged on leather, COIJIIDOII, on the North-Western 

Railway for a pre-war and the current year are tabulated below :-

Rates per mound from Karachi. 

Miles. I Station to Rates in 1932- Rates in 1914-

Rs- a. p- Rs- a. p. 

929 Peshawar 3 0 6 273 

949 Meerut City 210 6 2 2 2 

920 Ghaziabad 2 910 2 3 7 

898 Sabaranpur 210 6 2 1 3 

833 Gurdaspur 211 6. 2 3 3 

814 CampbeUpur 213 8 2 411 

843 AmbaJaCity 212 1 2 3 5 

806 Ludbiana 210 2 2 2 2 

788 Amritsar_ .. 2 9 3 Z 1 4 

151 Labore _ .. 2 7 6 2 0 1 

685 Lyallpur ... 2 311 113 1 

576 Mullan City 114 3 1 8 7 

The increase in rates brought about in 1922, after the reorganisation 
of the Railway Tariffs, does not seem to be excessive, and tones 
down when the price level is taken into consideration- However, a criti­
cal analysis of the foregoing tables reveals the prefermtial nature of 
some of the rates charged. For instance, whereas the charge to Meerut 
City for 949 miles in Rs. 2-10-6, for a lower distance of 929 miles 
to Peshwar the rate is Rs. 3-0-6. This is due to the competition of 
the E. I. R., because similar lower rates are quoted to Ghaziabad and 
Saharanpur. Thus, competition betw_ the ports helps the pmetrll­
lion of imports. But on the whole, these rates oonvey a favourable 
impression. 

Rates on Leather Goods: 

Similarly, on leather goods 6th class rates at railway risk are 
quoted on all railways. The statement submitted below portrays the 
rates applicable on leather goods from Bombay and AgIa 
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RATES FROM BOMBAY RATES FROM AGRA (BELANGAN].) 

Miles I Station to I Rate I Mile. I Station to I Rate 

Rs. a. p.1 Rs. a. p. 

970 Lucknow ... 3 1 S 76 Gwalior o 6 3 

638 Belanganj ••• 3 6 5 318 Bhopal •.• 1 7 0 

763 Gwalior •.• 3 5 9 560 Nagpur ••. 2 7 9 

521 Bhopal 2 5 0 453 Jubbulpore 2 0 4 

520 Nagpur 2 5 0 838 Bombay 3 6 5 

616 JubbulP9fO 211 7 939 Sholapur 4 111 

283 Sholapur 1 4 7 771 Ahmednagar ••• ••. 3 6 4 

218 Ahmednagar ••• 1 0 1 870 Poona ... 313 2 

119 Poona ... 0 9 3 122 I New Delhi o 9 5 

400 Amritsar 112 7 

419 Lahore 1 13 11 

707 Peshawar ... 1 3 1 io 

It will be seen that the rates quoted from Bombay and Agra are on the 
same basis and the port oompetition does not seem to affect the rate 
structure. This is a very desirable feature of the rates policy, since the 
business oommunity ooncerns itself more with the relative than the 
absolute level of transport charges. This seemingly equal treatment 
of the internal and imported traffic in leather goods is due to the 
fact that class rates--and not telesoopic rates--are quoted. These 
uniform mileage rates limit the scope for discrimination. The 
uniform mileage rates penalise long distance traffic in case of low­
priced goods, but for leather goods the charge does not seem to be 
unfair. Under the present circumstances there is little to say against 
these rates, but with the reorganisation of the rates in future telesoopic 
schedule rates will have to be substituted to foster the development 
of indigenous trade and industries. 

Thus, the effects of railway rates on the different aspects of 
Indian leather industry, right from the oollection of raw hides and 
skins to the emergence of finished leather, and the imPorts of foreigri 
leather, called in to supplement the total requirements of the oountry, 
have been studied. The preferential rates quoted by the railways oIi 
raw hides and skins moving to ports, to facilitate their export, to the 
detriment of Indian tanneries, have been explained in detail and the 
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necessity for an early removal of this impediment to the development 
of this important national industry has been emphasised. In other 
words. the policy of facilitating the export of raw materials. which 
are required by the local industries and can be profitably utilised by 
them. by quoting preferential rates to ports needs an immediate 
corrective; the internal traffic should. in matters of rate-making. be 
treated on equal terms with the export traffic. This is not in any 
way of novel suggestiOlL The Indian Industrial Commission had 
already emphasised the need of such a policy as early as 1916-17. 
In view of the marked economic tendencies of the post-war period. 
it is essential to have a more active economic and industrial policy 
in the interests of the IXlIIntry. The railway authorities should. there­
fore. immediately shake off their characteristic conservatism in rat­
ing and eliminate the element of preference in rates for export traffic 
in raw hides and skins. This is not all. As national arteries of com­
merce they should help the utilisation of these hides and skins in 
the country itself by making suitable modifica:tion in railway rates. 
so as to facilitate their movement from the collecting centres to the 
factory sites. This would be in the interests of the railway as well. 
because thereby they will get larger aggregate traffic. However. before 
the reorganisation of the rates is taken up the whole question should 
be carefully examined. 

Summary of Conclusions: 

i. Trade in hides and skins. especially at its initial stage of the 
production and collection of the raw stock. lacks adequate organisa­
tion, and hence the difficulty of making an accurate estimate of the 
annual output. 

ii. This lack of organisation adversely affects alike the quality 
and quantity of the raw stock. 

iii. But. the export trade. on the contrary. is well organised and 
its technique is difficult to comprehend. 

iIJ. Striking features of the railway rates policy as affecting the 
trade in raw hides and skins are : 

(a) Station-to-station rates, lower than the class rates. are 
quoted from numerous collecting centres to ports ; 

(b) Due to competition inter SI of the railways serving the 
POrts. rates from the competitive zones are appreciably reduced. 

(c) As a result of this competition rates from non~mpetitive 
points are raised. 

(d) And the instances of block rates. with a view to prevent 
the diversion of traffic, are n~ lacking. 
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(e) The local tanneries have to bear the burden in form of 
higher freights. 

v. Rates on tanstuffs are, likewise, more favourable for export 
than to the tanneries, because in tne first place, numerous station-to­
station rates are quoted from the collecting centres to the ports which 
are denied to the tanning centres;· and, secondly, the railways in 
calculating the telescopic schedule rates do not take into account the 
total distance traversed by the consignment with the result that when 
a consignment has to travel over more than one line the d. loclo 
rates which the tanneries have to pay become substantially higher 
than even the schedule rates. 

vi. Rates on leather and leather goods convey a more 
favourable impression, but here, too, the effects of competition bet­
ween railways serving the ports are discernible. 

In view of all these factors. which have conspired to complicate 
the nilway tariffs and help to neutralise the effects of protective fiscal 
tariff to the detriment of natiOnal interests, the necessity for the 
reorganisation of the rate structure cannot be over-stated. 

Before we close it is essential to say a few words about the 
responsibilities of those at the helm of the Indian leather industry. 
It has already been shown that the initial stages of our trade in 
hides and skins show an awful lack of organisatiolL In fact there 
is no organisation at all worth the hope. This gap in the structure of 
the industry should therefore be promptly made up. Here, merchants 
in the cities can do a great deal by ponling their individual resources 
and having a network of representatives in the rural areas they 
cater for. These representatives or agents should instruct the chamars. 
or other village folk, as to the scientific methods of removing the 
carcass, and of curing and preserving them. No doubt even at present 
there are a few collecting houses having their agents in the rural areas, 
but these agents have not hitherto made any efforts to improve the 
quality of the hides and skins. Improvement in the quality of hides 
and skins would, therefore, be beneficial alike to the merchants and the 
rural masses. Besides, direct collecting of the type we suggested would 
eliminate the chain of middlemen now common. 

The collecting houses referred to in the preoeding paragraph 
should preferably be also tanners. or else the tanneries should have 
definite financial interests in them. Those houses will then supply 
the hides and skins needed by the tanneries from the nearest local­
ity, keeping in view the'quality required. This would effect substantial 
economics in transport costs by eliminating the waste resulting from 
the overlapping of the collecting areas. Besides, these houses will 
have decided advantage in negotiating with the railway authorities 
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about railway facilities. They will also be in a .better position in 
collecting and desseminating the information about foreign markets to 
their members and in bargaining with the foreign interests. This is 
not all. Proper organisation would also facilitate research work in 
the industry and bring it within the reach of the chamar who needs the 
help most in this direction. These are, in brief, the essential pre­
requisites of sound industrial structure that must be promptly provid­
ed for if the industry is to stand the strain of modern economic policy. 
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