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PREFACE 

Historical studies of transportation in developing countries, 

and in India in particular, have remained relatively scarce despite 

the importance of locomotion in shaping society. My own interest in 

this aspect of India's development grew out of previous professional 

experience analyzing contemporary transportation systems in the D.S. 

When I began studying the history of the Indian subcontinent, there

fore, the selection of a topic for investigation presented itself 

naturally. My original inclination was to examine road transport, 

focusing upon changes induced by nineteenth and twentieth century 

innovations. An abundance of data concerning nineteenth century 

developments eventually led me to concentrate upon events prior to 

1900. As the research progressed, moreover, it became clear to me 

that the study of road transport could not be considered apart from 

the phenomenon of the railways, first introduced in the 1850s. Compe

tition between these two modes thus emerged as the logical focal point 

of this dissertation. 

Research on road and rail competition could have been con

ducted fruitfully anywhere in northern India, I believe. I selected 

Awadh on the basis of: its centrality to nineteenth century events, 

its location in the midst of the Gangetic plains, its proximity to 

the Grand Trunk Road, its own extensive road network, and its pos

session of one of India's earliest and most important railroads—the 

v 
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Oudh and Rohilkund Railway. My location in the state capital of 

Lucknow afforded access to the major provincial data repositories 

while permitting frequent outings along the roads and on the railroads 

examined in this study. 

Such a study necessarily required research abroad, and this 

was made possible by a fellowship from the American Institute of 

Indian Studies. The staffs of the Institute and the U.S. Educational 

Foundation in India, both in New Delhi, provided valuable assistance, 

particularly in securing access to archival sources. Additional 

financial support from the E. Blois du Bois Foundation in Phoenix, 

Arizona, and the University of Arizona Graduate College also facili

tated completion of the project and I am grateful for this help. 

In India, I obtained most of my data from the National 

Archives of India in New Delhi; and from the following institutions in 

Lucknow: the Uttar Pradesh Secretariat Library, the Uttar Pradesh 

State Archives, the Uttar Pradesh State Museum, the Uttar Pradesh 

Vidhan Sabha Library, the Amir-ud-Daula Public Library, and the Tagore 

Library at Lucknow University. I would like to thank the directors 

and staffs of these establishments for their assistance. I am also 

indebted to Professor Naiyer Masud, the Maharaj Kumar of Mahmudabad, 

and Amjad Ali Khan for providing access to their private libraries. 

In London, I benefited from consulting the records at the British 

India Office Library and the British Museum Library. At home, the 

University of Arizona Library, through its own collection and through 
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its Inter!ibrary Loan Service have provided invaluable aid throughout 

the course of the project. 

A number of individuals have contributed substantially to the 

development of the study. My principal adviser, Richard M. Eaton, has 

guided the final writing and devotedly steered my thinking toward what 

I hope is a coherent presentation. Tha other members of my committee 

have each supplied appropriate advice. J. Michael Mahar has, from the 

outset, been extremely supportive and willing to offer creative 

avenues for exploration. Michael E. Bonine and Emily C. Brown, 

through their initial criticism, forced me to rethink my premises and 

reformulate my approach. Alfreda E. Meyers, my original adviser, 

guided me through the first stages and offered continuing encourage

ment. Early in my training, I was fortunate to benefit from the 

cultural and linguistic expertise of Anoop C. Chandola and Leslie A. 

Flemming, who facilitated my understanding of the environment in 

which I conducted my research. Among the numerous others who advised, 

assisted, and encouraged me in the course of this study were Virendra 

Deo Pandey, my supervisor at Lucknow University; Jean Deloche; Shah 

Abdus Salam; Ram Advani; Muhammad Taqi Ahmad, and his sons, Safi Ahmad 

and Zaki Kakorvi; Jitendra Bal Sharma; Pratap Bahadur Singh; the late 

V. B. Singh; and David Gilmartin. Finally, I would like to thank my 

wife, Evelyn Damashek Varady, for her unstinting support and confi

dence during a time when she has been conducting her own demanding 

research project. 
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ABSTRACT 

Throughout the second half of the nineteenth century railroads 

were considered important, perhaps essential, to the development of 

those regions whose transportation system they augmented. The present 

work tests the validity of this statement in the instance of European 

rail development in India. This is accomplished by examining the 

origins, implementation, and functioning of railways in a colonial 

setting in northern India, focusing upon Awadh, a province recently 

absorbed into Britain's overseas empire. The study assesses the 

extent to which rail development mirrored colonial policy, and the 

degree to which rail service affected Awadh's commerce, society, and 

agrarian economy. 

To achieve the analysis, each chapter is directed at one of 

these topics. Accordingly, the first chapter explores the policy 

considerations and implications of pre-rail road-building by the 

British and their predecessors, the nawabs of Awadh. The next chapter 

treats the policies which motivated the financing, building, and 

functioning of the province's rail system, the Oude and Rohilkund 

Railway. It examines the chief problems inhibiting profitable opera

tion of private trains in a tropical colonial environment, and 

culminates with an assessment of the circumstances leading to public 

take-over. 

xvii 
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Chapter 4 continues the discussion of the railways' financial 

difficulties by highlighting the interactions of trains with Awadh's 

vital and established road transport system. Comparisons of road and 

rail traffic statistics permit a number of conclusions regarding the 

railways' appeal to potential users and the trains' relative inability 

to overcome competition. 

Chapter 5 provides a detailed analysis of the varying ways 

railroads intruded into Indian society. The chapter offers five 

selected case studies which illustrate the degrees to which social 

institutions and processes were disrupted by rail service. By 

examining the trains' effects on rural fairs, travel conditions, 

transporting agents, railway employees, and social and environmental 

stability, it is possible to demonstrate the enormous diversity of 

responses to technological change and the resiliency of certain time-

tested social patterns. The final chapter ascertains the trains' 

impact upon provincial agriculture by discussing changes in cultiva

tion and evaluating the railways' influence upon provincial movement 

of goods. 

The work concludes that contrary to the railways' enthusiastic 

backers' expectations, trains had generally failed to attain their 

objectives. The Oude and Rohilkund Railway had neither dislodged its 

road competition nor succeeded in functioning profitably. In the 

course of their operation, moreover, the railways had caused a number 

of unexpected social disturbances. 



CHAPTER 1 

INTRODUCTION 

The natives of India do not ... much, if at all, 
concern themselves with Western innovations, and the 
iron horse must have been more of a startling novelty 
to them than it was to Englishmen in the days of George 
Stephenson. 

John Pender, Chairman, 
Oude and Rohilkund Railway Company (1878) 

Ever since their introduction in England in 1830, well after 

their novelty had passed, railways continued to fascinate and impress 

all those whose lives they touched. Perhaps no single product of the 

European industrial revolution was considered more symbolic of man's 

ability to transform not only his speed of movement, but his economy, 

and his social and physical environments. Writers such as Eric 

Hobsbawm have termed the train the "irresistible and inspiring force 

of the industrial world itself."^ 

The validity of such emphatic claims for the railways' influ

ence in the nineteenth century can have no better testing ground than 

in Great Britain's overseas colonies. India was, of course, the 

1. Meeting, Oude and Rohilkund Railway Company, Railway Times 
(BT) 41 (21 December 1878): 1063. 

2. E. J. Hobsbawm, The Age of Capital 1848-1875 (London: 
Weidenfeld and Nicol son, 1975), p. 56. See also p. 40, and Industry 
and Empire: The Making of Modern English Society, 2 vols., vol. 2: 
1750 to the Present Bay (New York: Pantheon Books, 1968), p. 89. 

1 
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largest of these arid accordingly became its primary arena for experi

mentation with railroads. The present work attempts to assess the 

degree to which the introduction of railways in India reflected con

scious colonial policy, and once in place, the extent to which the 

trains affected commerce, society, and the agrarian economy. John 

Pender's statement, suggesting as it does that Indians responded with 

awe rather than with admiration offers a provocative clue for the 

investigation and casts immediate doubt upon the applicability of 

Hobsbawm's hypothesis. 

Such explorations of the importance of transportation have not 

always benefited from scholarly inquiry. Until relatively recently, 

the indispensability of suitable means of locomotion and proper 

channels for them had remained implicit in analyses of cultural devel

opment. During the nineteenth century, in an age marked by European 

and American imperialism, most western historical writing focused 

instead upon dynastic, political, or military subjects. The rise of 

industrialism, the resultant implementation of steam-driven transport, 

and the growing importance of international trade, however, brought 

increased awareness of the economic role of transportation. Histori

ans, frequently interested in promoting their own nations' policies, 

cited the benefits of modern transport as proof of the civilizing 

nature of colonialism. In Victorian England the mood of the time 

actually sustained the belief that technological advances could serve 



3 

3 to dissolve cultural barriers. But in spite of this conviction and 

the enhanced significance of steamships and railways, the study of 

transportation remained outside the pale of traditional historical 

inquiry. Scholars considered that the subject lay more properly within 

the realms of military science, administration, or economics. In the 

late nineteenth century those histories which existed—generally of the 

rai1 roads—were usually written by public servants and economists 

rather than by professional historians.^ 

In Great Britain and in the United States the twentieth century 

brought renewed interest in transportation. This time, much of the 

work was undertaken by academicians. As a result, the investigations 

left the domain of antiquarianism and conformed to standards of his

torical scholarship. W. T. Jackman's encyclopedic The Development of 

Transportation in Modem England, first published in 1916, set the tone 
5 for subsequent research in England and elsewhere. As economic history 

took its place alongside other branches of history, numerous articles 

3. Francis 6. Hutchins, The Illusion of Permanence: British 
Imperialism in India (Princeton: Princeton University Press, 1967), 
pp. 119-36. 

4. For example, Charles F. Adams, Jr. (a government official), 
Railroads: Their Origins and Problems (New York: G. P. Putnam's Sons, 
1878). Henry C. Carey (an economist), Miscellaneous Works (Philadel
phia: Henry Carey Baird, 1872). Arthur T. Hadley (an economist), 
Railroad Transportation: Its History and Laws (New York: G. P. 
Putnam's Sons, 1899). John B. Jervis (an engineer), Railway Property 
(New York: Phinney, Blakeman and Mason, 1861). William T. Thornton 
(a government official), Indian Public Works and Cognate Topics 
(London: Macmillan & Co., 1875). 

5. (1916; rpt. London: Frank Cass & Co. Ltd., 1962). 
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and texts concerned with road, rail, and water transport began appear

ing.® By the mid-1940s historians such as Leland H. Jenks were 

relating transportation to broader themes of social and economic 

development.^ 

But in keeping with the trend in other fields, research on 

developing countries lagged behind studies of industrialized nations. 

Few western historians were willing to tackle the difficulties of pur

suing their interests in remote Asian, African, or Latin American 

societies. Fewer still saw any value in investigating matters which 

did not concern politics and power. Indigenous scholarship, mean

while, necessarily remained in infancy as a result of colonial educa

tion policies. In India two pioneers of economic history were Indian 

nationalist Romesh C. Dutt and British administrator William H. 
O 

Morel and. Each perceived the importance of transportation in the 

6. For good bibliographies of important research in the West, 
see: Robert William Fogel, Railroads and American Economic Growth: 
Essays in Econometric History (Baltimore: The Johns Hopkins Press, 
1964); and Albert Fishlow, American Railroads and the Transformation of 
the Ante-Bellum Economy (Cambridge: Harvard University Press, 1965), 
pp. 428-41. 

7. The Migration of British Capital to 1875 (New York: Alfred 
A. Knopf, 1927); and "Railroads as an Economic Force in American 
Development," Journal of Economic History (JEH) 4, 1 (May 1944): 1-20. 

8. Dutt's most important contributions in this realm were his: 
The Economic History of India in the Victorian Age from the Accession 
of Queen Victoria in 1837 to the Commencement of the Twentieth Century, 
5th ed. (1903; rpt. London: Kegan Paul, Trench, Trubner & Co., n.d.); 
and, Famines and Land Assessment in India (London: Kegan Paul, Trench, 
Trubner & Co., 1900). Moreland's work is catalogued in Margaret Case's 
bibliographic essay, "The Historical Craftsmanship of W. H. Moreland 
(1868-1938)," Indian Economic and Social History Review (IESHR) 2, 3 
(July 1965): 245-58. 
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historical development of the subcontinent. Dutt found in public 

works, and railways in particular, evidence for his claim that England 

was exploiting India and reducing its economic vigor. Morel and, con

cerned with an earlier epoch, saw in transportation one of the key 

elements of Mughal administrative and economic solidarity. 

During the first half of the twentieth century the history of 

transportation in India was studied directly by William Ernest Weld, 

an American economist, and Nalinaksha Sanyal, a British-trained Indian 
g 

economist. But not until the late 1940s was sustained scholarship 

directed at a specific issue relating to Indian transportation history. 

Prompted by questions raised by Jenks in The Migration of British 

Capital, Daniel Thorner explored the financing of India's first rail

roads. In 1950 he published a seminal text, Investment in Empire, in 

which he detailed the circumstances surrounding the formation of the 

subcontinent's earliest railway companies. W. J. MacPherson continued 

Thorner's investigation, also focusing upon the topic of British 

capitalization of India's trains.^ In a 1955 essay titled "The 

Pattern of Railway Development in India," Thorner expanded his scope 

to include a general evaluation of India's railway expansion. For the 

9. Weld, India's Demand for Transportation (published Ph.D. 
dissertation, Columbia University, 1920). Sanyal, Indian Railways 
(Calcutta: University of Calcutta, 1930). 

10. Thorner, Investment in Empire: British Railway and Steam 
Skipping Enterprise in India3 1825-1849 (Philadelphia: University of 
Pennsylvania Press, 1950); and "Capital Movement and Transportation: 
Great Britain and the Development of India's Railways," JEH 11, 4 
(Fall 1951): 389-402. MacPherson, "Investment in Indian Railways, 
1945-1875," Economic History Review (EBR), 2nd series, 8, 2 (December 
1955): 177-86. 
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first time since the nationalist period, an observer had concluded 

that the trains had not always been beneficial to the colonial 

economy J1 

Research on these and related questions, however, lay dormant 

until the early 1960s. In 1962 the study of nineteenth century rail-

Ways received a tremendous boost thanks to the provocative methodology 

and findings of Robert W. Fogel, an American economic historian. In a 

stimulating article, Fogel for the first time applied quantitative 

techniques to compute the economic savings induced by American trains. 

His conclusions were no less controversial than his approach. U.S. 

railroads, he found, had been far less of an economic force than was 
12 commonly believed. But the importance of Fogel's work transcended 

its specific merits or shortcomings, for in the process an entire 

domain of investigation had been opened up. Even while Fogel's 

research was under way, another U.S. historian, Albert Fishlow, was 
13 performing a similar inquiry. Soon fresh studies, critiques, and 

11. Far Eastern Quarterly (FEQ) 14, 2 (February 1955): 201-
16. 

12. "A Quantitative Approach to the Study of Railroads in 
American-Economic Growth: A Report of Some Preliminary Findings," 
JEH 22, 2 (June 1962): 163-97. Fogel expanded upon this essay in 
his 1964 text, Railroads and American Economic Growth. 

13. American Railroads and the Transformation of the Ante-
Bellum Economy. 
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14 counter-critiques began surfacing. Before long analogous investiga-

15 tions of railways in Europe and the British Isles were undertaken. 

Indeed, by the mid-1970s British scholar Patrick O'Brien was able to 

refer to the emergent body of research as "the new economic history of 

the railways."^6 

In the atmosphere generated by these studies, historians of 

developing societies increasingly turned their attention to the effects 

of railways upon agriculture, market integration, industrialization, 

14. For example: E. H. Hunt, "Railroad Social Saving in 
Nineteenth Century America," American Economic Review (AER) 57, 2 
(September 1967): 909-10; P. Coelho, "Comment on Railroad Social 
Saving in Nineteenth Century America," AER 58, 1 (March 1968): 184-
86; J. Hayden Boyd and Gary M. Walton, "The Social Savings from Nine
teenth Century Rail Passenger Services," Explorations in Economic 
History (EES) 9, 3 (Spring 1972): 233-51; Peter D. McClelland, 
"Social Rates of Return on American Railroads in the Nineteenth 
Century," EHR, 2nd series, 25, 3 (August 1972): 471-88. 

15. B. R. Mitchell, "The Coming of the Railway and United 
Kingdom Economic Growth," JEH 24, 3 (1964): 315-36. M. C. Reed, ed. 
Railways in the Victorian Economy; Studies in Finance and Economic 
Growth (Newton Abbot: David & Charles, 1969). G. R. Hawke, Railways 
and Economic Growth in England and Wales 1840-1870 (Oxford: Clarendon 
Press, 1970). Stefano Fenoaltea, "Railroads and Italian Industrial 
Growth, 1861-1913," EES 9, 4 (Summer 1972): 325-51. M. C. Reed, 
Investment in Railways in Britain3 1820-1844: A Study in the Develop
ment of the Capital Market (London: Oxford University Press, 1975). 
Jack Simmons, The Railway in England and Wales 1830-1914 (Leicester: 
Leicester University Press, 1978). 

16. The New Economic Sistory of the Railways (London: Croom 
Helm, 1977). 



and political development.^ This was particularly true in Indian 

history, where during the 1970s a number of studies concentrated upon 

these issues. The work of David Arnold, M. C. Ashta, Dipesh 

Chakraborty, John Hurd, Z. A. Khans Mukul Mukherjee, and especially 

Michelle McAlpin has built upon Thorner's foundation and research done 

elsewhere to begin to construct a realistic picture of the railways' 
18 influence in nineteenth century India. 

But the complete picture has yet to emerge. Thanks to Thorner 

and the above researchers, we now know more about railway financing 

and fare policy, and trains' effects on commodity prices and market 

expansion. Arnold and Chakraborty have exposed, meanwhile, the impor

tance of railway employment policies in stimulating workers' political 

consciousness. But scholars have yet to examine a number of other 

critical aspects of Indian railway development and operation. 

The present study which concentrates upon railways in a 

generally typical north Indian region, Awadh, attempts to remedy some 

17. For instance: Jacob Metzer, "Railroad Development and 
Market Integration: The Case of Tsarist Russia," JEE 34, 3 (September 
1974): 529-49; and "Railroads in Tsarist Russia: Direct Gains and 
Implications," EEH 13, 1 (1976): 85-111; William J. Kelly, "Railroad 
Development and Market Integration in Tsarist Russia: Evidence on Oil 
Products and Grain," JEE 36, 4 (December 1976): 908-16; John F. Due, 
"The Problems of Rail Transport in Tropical Africa," Journal of 
Developing Areas 13 (July 1979): 375-93; Amarjit Kaur, "The Impact of 
Railroads on the Malayan Economy, 1874-1941," Journal of Asian Studies 
(JAS) 39, 4 (August 1980): 693-710. 

18. In order not to burden the introduction with long lists 
of citations of works which are referred to in the text, the citations 
will appear in logical sequence as these works are encountered. Com
plete citations also appear in the bibliography. 
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of these gaps. Accordingly, this work will explore the extent to which 

the introduction of railways in Awadh: (1) reflected the formation of 

pre-colonial and colonial policy; (2) affected competing modes of 

transport; (3) affected traditional Indian society; and (4) affected 

the agrarian economy and the movement of goods in the province. 

Through this approach, it is hoped that the investigation will help to 

complete the picture, and in the process, yield a number of important 

and perhaps surprising revelations concerning the impact of a major 

technological innovation in a nineteenth century colonial environment. 

In order to facilitate the exploration, each chapter is 

directed at one of the above questions. The first two chapters are 

concerned with policy implications. Of these, the first chapter con

centrates upon the period preceding railways, an era which witnessed a 

vigorous road-building policy pursued not only by the British, but by 

their predecessors, the Nawabs of Awadh. In each instance, the dis

cussion seeks to establish the chief reasons for such a policy, a 

question of considerable significance in view of the roads' subsequent 

challenge to railway dominance. 

Chapter 3 turns to the matter of rail policy. Why had British 

capitalists and administrators overcome their initial reluctance to 

build railroads in India? Having recently strengthened the road net

work, what additional benefits was a railway system expected to 

provide? Were these in fact realized? A detailed analysis of the 

workings of the Oude and Rohilkund Railway Company attempts to reveal 

the factors that impeded successful and profitable operation. In 



light of the company's inability to fulfill its goals, a final section 

details the evolution of government policy from generous support of 

India's private railway firms to direct take-over. 

The fourth chapter provides a deeper probe into the nature of 

the railroad's financial difficulties. By studying the interactions 

of trains with existing transport, it is possible to assess their 

relative success in overcoming competition. A number of comparisons of 

road and rail traffic volumes permit certain conclusions about the 

railways' appeal to travelers, merchants, and livestock dealers. 

Chapter 5 turns from the predominantly economic questions 

relating to railway operation to the issue of the trains' intrusion 

into Indian society. Thus, this chapter is concerned with evaluating 

the degrees to which various social institutions and processes were 

disrupted by rail service. In particular, the discussion assesses the 

varying effects of rail operation on rural fairs, travel conditions, 

transporting agents, railway employees, and on social and environ

mental stability. Through these five selected case studies, it is 

possible to demonstrate at once the enormous diversity of responses to 

technological change and the resiliency, of certain time-tested social 

patterns. 

The last chapter once again highlights economic issues, this 

time evaluating the trains' impact on the country's agriculture. Had 

railways succeeded in raising agricultural output and stimulating 

trade? If so, had they, as Indian nationalist historian R. C. Dutt 



contended, contributed to India's economic decline by encouraging 

destructive farming processes and causing widespread food shortages? 

Although the primary focus of this study is on a single north 

Indian province, wherever possible, I have tried to suggest the broader 

implications of the processes, trends, and conclusions which have 

emerged. The railways' inauguration in Awadh, the policies which 

governed their operation and expansion, and their impact on a vital 

society and economy should thus be seen, not in isolation, but as 

illustrations of analogous phenomena occurring in the context of 

British colonial rule and mercantile activity. 

The sources for such a study are necessarily quite varied, and 

each chapter tends to rely upon its own body of supportive information. 

The chapter on pre-railway policy thus draws heavily upon materials, 

both English and Urdu, which describe early nineteenth century Awadh. 

Travelers' accounts, early gazetteers, contemporary histories, and 

recent research throw considerable light upon social, agricultural, 

and political conditions in that region of northern India. The basis 

for the study of road-building policy lies in the rich Foreign 

Department and Public Works Department proceedings at the National 

Archives of India in New Delhi, and the thorough collection of British 

administrative reports and surveys at the Uttar Pradesh Secretariat in 

Lucknow. These works are supplemented by some important nineteenth 

century texts on public works by G. W. MacGeorge, the Strachey 
1Q 

brothers, and William Thornton. 

19. Ibid. 



The next two chapters examine railway operations, and accord

ingly, rely primarily upon corporate reports and meetings of the Oude 

and Rohilkund Railway and its predecessor, the Indian Branch Railway. 

These documents were printed weekly in the Railway Times» and in 

the Times, both newspapers published in London. They not only reveal 

key matters of policy and operational strategy, but provide detailed 

financial reports and traffic volume statistics. Questions of railway 

policy also appear in the proceedings of British Parliamentary inquiry 

committees. These have been consulted wherever suitable. 

Data on road traffic are extremely rare, and I have been for

tunate to find a number of important surveys which permit direct 

comparisons of road and rail circulation. These surveys, conducted 

between 1858 and 1883, are both published and unpublished. The former 

appear in various administrative reports, while the latter, a post-war 

traffic count on the Lucknow-Kanpur Road, is contained in a Board of 

Revenue file at the Uttar Pradesh State Archives in Lucknow. Both 

Chapter 3 and Chapter 4 make extensive use of administration reports 

and gazetteers, as well as texts written by former administrators such 

as William Hoey, author of A Monograph on Trade and Manufactures in 
20 

Northern India. Additional information has been gleaned from news

paper articles appearing in Selections from the Vernacular Newspapers, 

a weekly compendium of translated news accounts and editorials. 

Finally, supportive data and findings are abundant in the early works 

20. (Lucknow: American Methodist Mission Press, 1880). 
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of J. N. Sahni, Sanyal, Thorner, and Weld, and in recent studies such 

as those by C. A. Bayly, T. P. Chand, Neil Charlesworth, and Peter 
21 Harnetty. 

The chapter on the social impact of railways owes much to con

temporary newspaper articles and corporate proceedings from the Railway 

Times. The remaining data are collected from the sources already 

described along with other nineteenth century texts by P. R. Cola, 

Dutt, and Dadabhai Naoroji. In addition, there is a growing body of 

information on violence and environmental destruction. This discussion 
22 is indebted to work by Arnold, Chakraborty, Klein, and Whitcombe. 

The assessment of the railways' effects on the agrarian economy 

relies heavily upon three collections of agricultural statistics: an 

1868-69 revenue survey of Awadh, a 1916 statistical appendix to the 

Lucknow Division gazetteer, and a 1968 compilation of agricultural data 

by George Blyn. The section on commerce is informed by the work of 
23 Bayly, B. B. Chaudhuri, Hurd, McAlpin, and P. J. Musgrave. 

21. See bibliography for complete citations. 

22. Ibid. 

23. Ibid. 



CHAPTER 2 

TRANSPORTATION AND ROAD-BUILDING POLICY PRIOR TO RAILWAYS 

The Region 

Situated in the Gangetic heartland, the region of Awadh offers 

a particularly suitable setting for the study of transportation in 

nineteenth century northern India. The topography, climate, and 

demography of Awadh tend to typify corresponding features in other 

riverine plains such as those of the Punjab, the Doab, and the eastern 

Gangetic valley. Agricultural practices, output, and distribution, 

while occasionally subject to peculiar local conditions, have also 

generally resembled patterns elsewhere in the north. In the early 

part of the last century perhaps the sharpest contrast between Awadh 

and its neighboring provinces was political. As the last major ter

ritory to come under British rule, Awadh affords a unique opportunity 

for studying the motivations and mechanisms which prompted indigenous 

and colonial administrations to improve the means of communication. 

Our first task, therefore, is to define the geographical and agricul

tural features of Awadh as of 1856 when it was absorbed into British 

India. 

The main rivers of Awadh—the Ganges, Sai, Gomati, Ghaghara, 

and Rapti—flow toward the southeast, essentially parallel to the 

Ganges, and eventually merging with it beyond Banaras (Figure 1). 

14 
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Figure 1. Awadh After 1801 

a. Adapted from the Gazetteer of the Province of Oudh, Vol. 1 
(Lucknow: Oudh Government Press, 1877); and Schwartzberg, Historical 
Atlas. 



Physiographically, the region bears a close resemblance to the Punjab 

and the nearby Doab. There too, major rivers springing from the 

Himalayas water large sectors of land before joining the Indus and the 

Ganges, respectively. In each case, the land slopes gently from a 

maximum elevation of 1,000 feet down to sea level. As the Ganges con

tinues its course through Bihar and upper Bengal the hinterlands are 

no longer drained by large tributaries and the terrain is generally 

less than 300 feet above sea level. Throughout these northern flood 

plains the shifting courses of the rivers have left behind rich 

deposits of alluvial soil. Although both the Ganges and Indus have 

impregnated these soils with mineral salts, the lands have tradition

ally supported extensive cultivation. 

Climatologically, the entire Gangetic valley and the upper 

Indus valley experience similar patterns of rainfall and temperature 

distribution. Precipitation averages between 30 and 60 inches annu

ally through most of this belt. In lower Punjab rainfall is approxi

mately half that amount, and in upper Bengal it is 50 percent greater. 

In all cases, however, the bulk of this precipitation (from two-thirds 

to three-quarters) occurs during the summer monsoon. Consequently, 

all of these areas suffer from uneven distribution of water charac

terized by significant losses due to runoff and seepage. The Awadhi 

plains, like the rest of northern India, have been unable to derive 

the full benefit of seemingly adequate annual rainfall. 
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Unpredictability and irregularity of the seasonal monsoons, moreover, 

have subjected the area repeatedly to extremes of flooding and 

droughtJ 

In spite of the uncertainty these climatologic conditions have 

caused in agricultural production, the Indo-Gangetic plains have 

remained among the most populous regions in the world. Throughout the 

nineteenth century Awadh, like its neighboring provinces, sustained a 

large and densely distributed population. If the earliest census 

tabulations are to be believed, in fact, the region including Awadh 

and the districts immediately to its east was the most densely inhab-
2 ited in the entire north. The population of Awadh prior to British 

rule is not known. An early estimate of five million persons was 
3 almost certainly in gross error. When the first census of Awadh was 

1. Schwartzberg, A Historical Atlas of South Asia (Chicago: 
University of Chicago Press, 1978), pp. 5, 151-53. H. C. Irwin, The 
Garden of India or Chapters on Oudh History and Affairs, 2 vols. 
(1880; rpt. Lucknow: Pustak Kendra, 1973), 1:14-17. 

2. Density tended to increase as one went eastward from the 
western Punjab, then decreased after passing Awadh. From Peshawar 
Division to Rawalpindi, to Lahore, to Jullundur, to Delhi, the popula
tion per square mile figures for 1868 were respectively 127, 130, 211, 
197, and 342, averaging 168 for the entire Punjab. Continuing east
ward, in 1872, the western regions of the North-Western Provinces 
averaged 467 persons per square mile. Density then peaked in Awadh at 
470 (1869). In eastern N.-W.P. the figure was 429 in 1872. Finally, 
in Bihar and Bengal 1872 data showed a density of 445 persons per 
square mile. By comparison, Belgium, then Europe's most crowded 
nation had 400 persons per square mile in 1855. Hunter, The Imperial 
Gazetteer of India, 9 vols. (London: Trubner & Co., 1881), 2:13 
(Bihar and Bengal), 7:159 (NWP), 7:210 (Awadh), 7:411 (Punjab); Irwin, 
ibid., 1:24 (Belgium). 

3. Robert W. Bird [Samuel Lucas], Daooitee in Exoelsis; or 
the Spoliation of Oude by the East India Company (1857; rpt. Lucknow: 
Pustak Kendra, 1971), p. 1. 
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4 undertaken in 1869 it enumerated 11.2 million persons. Characteris

tically, more than 90 percent of the inhabitants resided in the 90,000 
5 villages and hamlets dotting the countryside. Also in keeping with 

distribution patterns elsewhere, an overwhelming majority of the 
g 

residents were agriculturalists. 

Cultivating a rich loamy soil, Awadh's farmers earned a nick

name for the region as "the garden of India." Like the Punjab, 

similarly termed "the breadbasket of India," and Bengal, the area's 

"rice bowl," during the nineteenth century Awadh's fields produced 

substantial quantities of grain—chiefly rice, wheat, and other 

cereals. In Awadh, as elsewhere, grain production was supplemented 

by sizable outputs of pulses, sugar cane, fruits, vegetables, oil 

seeds, and cash crops such as indigo, tobacco, opium, and cotton. 

Again, as in most of northern India, the soil and climate supported 

two major annual cultivating seasons. During the principal autumn 

harvest (kharif) the province yielded rice, millets, and corn. Rice 

production was heavily concentrated in the eastern portion of Awadh. 

In the western districts wheat was the leading crop during the spring 

(rdbi') season. 

4. J. Charles Williams, comp., The Re-port on the Census of 
Oudh, 2 vols. (Lucknow: Oudh Government Press, 1869), 1:1. 

5. Irwin, Garden of India, 1:25. Ira Klein estimates that 
throughout all of northern India the same proportion lived in villages. 
"Population and Agriculture in Northern India, 1872-1921," Modern 
Asian Studies (MAS) 8, 2 (1974), p. 194. 

6. Seventy-two percent of the total in Awadh (Irwin, ibid., 
1:25) as compared to approximately two-thirds in the entire north. 
Klein, ibid., p. 194. 
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In spite of Awadh's reputation as a fertile and productive 

territory, the region's contribution to total agricultural production 

remained limited. The province was only a quarter the size of British-

administered Punjab, less than a third that of the North-Western 

Provinces, and a fifth as large as Bihar and Bengal. Accordingly, in 

1870, Awadh's fields produced only 28 percent as much wheat and rice 

as those of the Punjab.'' Thus, even though Awadh's land tended to be 

more heavily cultivated and generally yielded more per acre than that 

of its neighbors, its output was necessarily but a small portion of 
8 the north Indian total. 

Apart from Awadh's inferior size, a key feature which dis

tinguished its agriculture from that of the surrounding provinces was 

the distribution of cash crops. Whereas cotton grew well in the 

7. GenevaI Report of the Revenue Survey Operations of the 
Province of Oudh for Season 1869-70 (Calcutta: Office of the Super
intendent of Government Printing, 1870), Table XXIX (Awadh, 1870). 
Hunter, Imperial Gazetteer, 7:426 (Punjab, 1875). Nineteenth century 
statistics on agricultural production are either non-existent or 
incomplete for the early years, or at best unreliable for the later 
decades. Clive Dewey has discussed the shortcomings of these data at 
length in "Patuari and Chaukidar: Subordinate Officials and the 
Reliability of India's Agricultural Statistics," in The Imperial 
Impact: Studies in Economic History of Africa and India, eds. Clive 
Dewey and A. G. Hopkins (London: Athlone Press, 1978), pp. 280-314. 
Even compilers of official gazetteers admitted that the figures were 
"liable to great suspicion." See Gazetteer of the Province of Oudh, 
3 vols. (Lucknow: Oudh Government Press, 1877; and Allahabad: North' 
Western Provinces and Oudh Government Press, 1877-8), l:xviii. 

8. Indications are that in the 1870s 55 percent of Awadh's 
acreage was under cultivation as compared to 36 percent in the Punjab 
and 52 percent in the N.W.P. Statistics for Bihar and Bengal are 
unavailable. Hunter, ibid., 7:172 (NWP, 1875-76); 7:426 (Punjab, 
1879). Irwin, Garden of India* 1:14 (Awadh, 1869). 



Central Provinces to the south, it did not thrive in Awadh. In the 

Punjab alone 26 times as much acreage was allotted to cotton as in 

Awadh. Similarly, though indigo could and did grow in Awadh the chief 

districts of its cultivation lay to the east in Bihar and upper Bengal. 
g 

In those regions 24 times as much indigo was produced as in Awadh. 

In the case of opium and sugar cane (sometimes grown as a cash crop), 

on the other hand, Awadh accounted for proportionally more than its 

share of these products.^ 

Agriculture in Awadh differed from that in its northern and 

western neighbors in another important respect. Across the Ganges, 

the Doab had been the object of British irrigation schemes as early as 

the 1820s. Further north, in the Punjab, canals were constructed soon 

after the 1849 annexation of the province.^ In Awadh, however, few 

canals were made, for it appears that this form of irrigation was 

principally intended for those areas where intensive wheat cultivation 

was to be encouraged. Awadh, it was decided, could never become a 

major producer of wheat. Consequently, the land continued to be 

9. Hunter, ibid., 2:27 (Bengal and Bihar, 1851-81), 7:426 
(Punjab, 1875). Oudh Revenue Survey3 1869-70, Tables XXIX and XXXI 
(Awadh, 1970). 

10. Sugar cane, for instance, was grown on 159,000 acres in 
Awadh (1870) and on 326,000 acres in the much larger Punjab (1869). 
Hunter, ibid., 7:427 (Punjab); Oudh Revenue Survey, ibid., Table XXIX 
(Awadh). 

11. Elizabeth Whitcombe, Agrarian Conditions in Northern 
India, vol. 1: The United Privinees under British Ruie3 1860-1900 
(Berkeley: University of California Press, 1972), p. 64. Malcolm 
Darling, The Punjab Peasant in Prosperity and Debt (1925; rpt. Delhi: 
Manohar Book Service, 1977), p. 112. 
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watered privately by traditional means such as wells, seasonal ponds 
12 

(jhils), tanks, and streams (nallahs). This situation prevailed well 

into the present century; not until the 1930s was the idea for the 

Sarda canal system revived and made operational in Awadh. Toward the 

southeast conditions resembled those in Awadh. There too, canal 
13 irrigation had been deemed unsuitable or undesirable. 

In most respects, then, Awadh typified the surrounding country

side. It was slightly more crowded, but perhaps more fertile. As 

elsewhere, its farmers produced mostly foodgrains, principally low-

value inferior cereals. Due to a combination of physical constraints 

and deliberate policies, commercial crop production in Awadh lagged 

behind that in neighboring regions. This, then, was the environment 

which supported the area's commercial activities. 

Traditional Transportation Facilities 

What were the transportation needs of the inhabitants of Awadh 

during the mid-nineteenth century, and by what means were these needs 

met? Study of this question shows that the network of roads which 

served Awadh's agricultural marketing system had its roots in 

antiquity. Already during Mauryan timeis (c. 320-180 B.C.) the ancient 

12. The Sarda Canal, a pre-British attempt at irrigation 
during the 1820s and 1830s failed because of unsuitable terrain and 
was riot revived during the nineteenth century. FDPC, 6 June 1833, 
Nos. 39-40, NAI. John Pemble, The Raj3 the Indian Mutiny and the 
Kingdom of Oudh, 1801-1859 (Sussex: Harvester Press, 1977), p. 12, 
Whitcombe, ibid., pp. 29, 72-3. Hunter, Imperial Gazetteer, 7:233. 

13. Schwartzberg, Historical Atlas, p. 127. 
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city of Ayodhya on the Ghaghara River was a hub connected to Benares on 

the Ganges, Kosambi on the Yamuna, and the great imperial trunk route 
14 

(rajapatha) which linked Pataliputra and Taksasila. Through the 

following centuries Ayodhya's religious significance as a pilgrimage 

site ensured its accessibility by road. Accordingly, the town is shown 
15 On a highway on a map drawn by Al-Biruni in A.D. 1030. During the 

medieval period of Indian history Lucknow began to emerge as a commer

cial and political center which rivaled Ayodhya. Under Mughal patron

age Lucknow became a flourishing city owing its success in large part 

to the agricultural productivity of the surrounding area. By this time 

the city had been connected by road to Ayodhya and to Allahabad 

(Figures A-l and A-2)J® 

The eighteenth century which witnessed the secession of the 

subah of Awadh from Mughal dominion also saw considerable improvement 

in the region's road network. The early nawabs, based first in 

Faizabad then in Lucknow, constructed highways which joined the foci 

of their domain to the rest of the Gangetic plain. By the last quarter 

of the century the two cities were connected directly to Baxar, 

14. Ibid., p. 19. 

15. S. Maqbul Ahmad, "Road-System of India as described by 
Al-Biruni," in Medieval India—A Miscellany, 4 vols., Centre of 
Advanced Studies, Department of History, Aligarh Muslim University 
(Bombay: Asia Publishing House, 1969-77), 2:1-2. 

16. Abdul Halim Sharar, Lucknow: The Last Phase of an 
Oriental Culture, ed. and trans. E. S. Harcourt and Fakhir Hussain 
(London: Paul Elek, 1975), p. 38. Jean Deloche, Recherches su? les 
Routes de I'Inde au Temps des Mongols (Paris: Ecole Francaise 
d'Extreme-Orient, 1968), pp. 61-63. 
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Jaunpur, Banaras, Allahabad, Kanpur, Kanauj, Shahjahanpur, and 

Bareilly.17 Internally, too, the territory was criss-crossed by dirt 

roads linking Lucknow, Bara Banki, Faizabad, Sitapur, Sultanpur, and 

Rae Bareli. 

Like all roads then in existence in northern India the ones in 

Awadh were unpaved. As in Mughal times, the dirt surfaces had been 

carefully prepared by engineers, sappers, wood cutters, and common 

laborers (beldars). Wherever possible, the high roads had been pro

vided with inns (sarais), trees, and wells. The court took a direct 

interest in the state of the province's highways. Unlike the Mughal 

administration whose model they generally followed, the nawabs forsook 

a public works department. Instead, the task of guaranteeing the 

public's access and comfort was entrusted to the chief minister 
- 18 

(wazir). Occasionally, the ruler himself took a direct interest in 
19 roadwork and maintenance. Day-to-day responsibility for upkeep was 

passed on to local authorities—administrators (tahslldars and nazims) 
» • n 

17. James Rennellt Memoir of a Map of Hindoos tan; or3 the 
Mogul's Empire: with cm Introduction3 Illustrative of the Geography 
and Present Division of that Country: and a Map of the Countries 
Situated Between the Heads of the Indian Rivers3 and the Caspian Sea, 
2nd ed. (1786; rpt. London: n.p., 1792), pp. 314-15. 

18. Michael Herbert Fisher, "The Imperial Court and the 
Province: A Social and Administrative History of Pre-British Awadh 
(1775-1856)" (Ph.D. dissertation, University of Chicago, 1978), pp. 8, 
132. Abul Khair Muhammad Farooque, Roads and Communications in Mughal 
India (Delhi: Idarah-i Adabiyat-i Delli, 1977), p. 22. G. D. 
Bhatnagar, Awadh under Wajid 'AH Shah (Varanasi: Bharatiya Vidya 
Prakashan, 1968), p. 208. 

19. Mirza Muhammad Taqi, TarZkh-i Aftab-i Awadh, 2 vols. 
(Vol. 1: 1875; Vol. 2: 1892), Urdu MS, RU 954.5 M70T, 1:133, Tagore 
Library, Lucknow University, Lucknow. 



in charge of parganas or their sub-divisions and landholders 

(zamZndars). These officials, in turn, assigned the actual labor to 
20 inhabitants in their locale or to prisoners. According to contem

porary observers, most roads remained in poor condition. Poor con

struction, improper drainage, severe weather, and occasional neglect 

all took their toll on the earthen surfaces. But it appears that 
21 chronic overuse was the largest contributory factor. 

The maintenance of safety on Awadh's highways was a matter of 

official concern. The regulations (dastur al-'canal) issued by the 

rulers delegated the preservation of law and order once again to local 

executives. The statutes of Sa'adat * Ali Khan, nawab of Awadh from 

1798 to 1814, spelled out that: 

Whereas the protection of wayfarers and travellers is 
a duty of the Jahanparwar (protector of the world—his 
Majesty) therefore it is the duty of all Tahsildars, 
Thanadars, Zamindars, and other owners of land, that 
wherever there is danger of robbery and theft, to try 
to safeguard that place from any such occurence.22 

For each daooit apprehended the local official was required to grant a 

ten rupee reward to the captor. 

20. William Knighton, The Private Life of an Eastern Kings 
together with Etihu Jccn's Story or the Private Life of an Eastern 
Queen, ed. S. B. Smith (1855; rpt. London: Oxford University Press, 
1921), p. 46. 

21. Fannie Parks, 'Wanderings of a Pilgrim in Search of the 
Picturesque 2 vols. (1850; rpt. Karachi: Oxford University Press, 
1975), 1:175. 

22. Khan Bahadur S. Abu Muhammad, "Dasturul Amal of Nawab 
Saadat Ali Khan of Oudh, 30 September 1819," JUPHS 4, Part 1 
(October 1928): 76, 81. 



Nevertheless, dacoity was difficult to control and the 

security of travelers could not be guaranteed. "Because of misdeeds," 

wrote an Indian historian around 1860, "it was impossible for travel

ers to make a journey. Robbers were found in broad daylight; the 
23 country was being devastated." After the 1801 treaty the British, 

now just across the Ganges, objected to what they saw as sanctioned 

lawlessness along the new frontiers. The Commissioner of Agra and 

other officials declared that the independent state of Awadh was pro-
24 viding immunity to "our proclaimed offenders." After decades of 

protest the Company prevailed upon the ruler to permit the formation 

of a Special Police Battalion empowered to pursue criminals across 
25 the boundaries into the province. This force remained largely 

unsuccessful as bandits continued to operate along the major arteries. 

In spite of the alleged danger posed by robbers and the in

convenience presented by pitted road surfaces, traffic remained 

heavy throughout the year. Only the monsoon season saw a significant 

drop in provincial circulation. The vast majority of the traffic was 

comprised of villagers traveling to convey goods and livestock, attend 

23. Mlrza Rajab 'AlT Big Surur, Fasana-i 'Ibrat, ed. Zaki 
Kakorvi (c. 1860; rpt. Lucknow: Markaz-i Adab-i Urdu, 1977), p. 78. 
The translation is mine. 

24. Dharma Bhanu, History and Administration of the North
western Provinces, 1803-1858 (Agra: Shiva Lai Agarwala & Co., 1955), 
p. 272. 

25. Ibid., p. 272. See also, Safi Ahmad, "Organization of 
Awadh Frontier Police," Appendix C of Two Kings of Awadh: Miihammad 
AH Shah and Amjad AH Shah (1837-1847) (Aligarh: P. C. Dwadash 
Shreni & Co., 1971), pp. 183-86. 



seasonal fairs, fulfill religious obligations, or visit relatives. 

Two-wheeled or four-wheeled carts drawn by one to eight oxen or buffalo 

were the most common vehicles employed to transport goods and persons. 

Their large wooden wheels, each bearing hundreds of pounds of weight, 

gashed deep troughs in the surfaces of the roads. Masses of pedes

trians, walking alongside, made up the bulk of the human traffic. 

Daily progress varied from ten to thirty miles, and rest stops were 
26 simple encampments along the edge of the road. 

City dwellers also found time and occasion to travel. Despite 

the insularity and complacency prevalent in flourishing environments 

such as those of Lucknow and Faizabad, residents undertook frequent 
27 trips. For the majority Hindu population, popular places were the 

sacred bathing ghats on the Ganges in Kanpur and the ancient city of 

Ayodhya. At festival times tens of thousands journeyed to these and 
28 other religious sites. Muslims, too, were afforded opportunities 

for pious travel on occasions commemorating the anniversaries of the 

deaths of saints Curs). The tombs of such men dotted the countryside. 

Year-round, pilgrims were joined by other city folk—moneylenders, 

26. Emma Roberts, Scenes and Characteristics of Hindostan, 
with Sketches of Anglo-Indian Society, 3 vols., 2nd ed. (1835; rpt. 
London: William H. Allen, 1837), 1:22-26. 

27. Mirza Muhammad HadT Ruswa, while spoofing local snobbery 
and rivalry with Kanpur,_suggested that residents of Lucknow rarely 
bothered to travel. Umrao Jar. Ada (1905; rpt. Allahabad: Ram 
Narayan Beni Madhu, 1974), p. 175. 

28. The yearly Ganga Ashnan in Kanpur was one of the region's 
most important celebrations. See the discussion of melas in Chapter 
5. See also, Laila Durgahee Lall, Tawarlkh-i kanpur, 3 vols. 
(Kanpur: n.p., 1877), 3:179-81. 
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merchants, artisans, and workers—on their way to neighboring or 

distant communities to settle business or personal affairs. Like 

their rural counterparts, these travelers commonly walked or rode in 

simple carts. 

Among the wealthy and influential, modes of travel were suit

ably more luxurious and comfortable. Civilians generally preferred 

palanquins (palkZs) to animal-drawn vehicles. Wheeled spring car

riages were incapable of traversing dirt roads while travel on horse

back was considered tedious. By contrast, gentlemen—both Indian and 

European—could equip their palanquins with comfortable accommodations 

and be carried gently at a rate of four to five miles per hour by a 

team of bearers (Figure B-l). Ladies, too, could avail themselves of 
29 palkis and minimize their discomfort while assuring their privacy. 

Officials, courtiers, and military officers usually traveled 

in elaborate processions aboard horses, camels, or elephants. The 

accompanying entourages often stretched across miles and included 

vendors, performers, petitioners, and admirers. Preceding expeditions 

by celebrated individuals, local officials were usually instructed to 

29. J. H. Stocqueler, The Hand-Book of British India: A 
Guide to the Stranger3 the Traveller3 the Resident9 and all who may 
have Business with or appertaining to India, 3rd ed. (1844; rpt. 
London: William H. Allen & Co., 1854), p. 92. Henry H. Spry, 
Modern India3 with Illustrations of the Resources and Capabilities of 
Hindustan, 2 vols. (London: Whittaker & Co., 1837), 1:43-44. 



28 

mend the roadway and bridges. Instead of adhering to a maintenance 
30 schedule, repairs awaited such occasional but momentous expeditions. 

Of all the roads interlacing the province's towns, one in 

particular took on special significance during the latter half of the 

eighteenth century. The route which joined Lucknow to Kanpur repre

sented a shift in the political and commercial orientation of the 

province. Kanpur had been newly created to meet certain military 

requirements of the British East India Company. By the end of the 

eighteenth century, however, the garrison town was developing uniquely 

into a well-situated manufacturing center and agricultural entrepot. 

For a variety of reasons which will be examined below, the Awadhi 
31 administration constructed a bridged road from Lucknow to Kanpur. 

The emergence of this highway during the middle of the century signals 

a beginning of the era of modern transport in Awadh. 

Road-Building Policy 

The development of modern roads in Awadh during the eighteenth 

and nineteenth centuries was linked to the political and economic 

desiderata of the British East India Company and the Awadhi state. In 

general, both sides agreed that improved communications were 

30. Mirza Muhammad_TaqT, Tarikh-i Aftab-i Awadh, 1:149. 
Nawab FaqTr Muhammad Khan Goya, Kalila Damana or Bostan-i Hikmat 
(Lucknow: n.p., 183977 Private Collection, Professor Naiyer Masud, 
Lucknow, pp. 19-23. Roberts, Scenes and Characteristics, 1:360. 

31. P. P. Bhatnagar, Special Report on Kanpur City3 Census 
of India 1961, vol. 15: Uttar Pradesh, Part 10 (Allahabad: Govern
ment of India Press, 1965), p. 1. 
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beneficial. By the 1750s, soon after the establishment of the Nawabi 

dynasty, the rulers had begun to improve roads and transport facili

ties. A century later, in their closing years, the nawabs pursued a 

vigorous policy of road-building. Interrupted briefly by the War of 

1857-58, the process resumed in full force and continued into the 

early 1860s. By then the region, now a British Crown province, was 

covered by a network of paved, well-maintained highways. 

The fervent road construction policy advocated between 1840 

and the mid-1860s reflected British wishes to introduce European 

technology into what was often seen as a stagnating society. Rail

ways, already in wide use in England, were intended as a logical 

continuation of this modernizing policy. Ironically, few foresaw that 

the newly emplaced road network would eventually become the chief 

impediment to the successful operation of railways. 

In order to understand and assess the motivations for Nawabi 

and British road-building policy, therefore, it is useful to view the 

evolution of this policy as it emerged in four distinct phases: from 

1750 to 1838, from 1839 to 1855, from 1856 to 1859, and from I860 to 

1867. The first two of these stages occurred within the period of 

indigenous rule. An initial phase, beginning in about 1750 and ending 

in 1838 witnessed the earliest attempts by Nawabi administrations to 

improve their communications network. In 1839 Muhammad 'Ali Shah 

(1837-1842) ushered in a more aggressive policy by allocating a 

sizable sum for construction of a new highway linking his capital to 

Kanpur. British annexation in 1856 ended Awadhi rule and 



simultaneously inaugurated a third distinct stage of road-building • 

policy. This period ended shortly after the pacification of the 

province which followed the conflagration of 1857-58. The last phase, 

which can be said to begin in 1860, continued until the opening of 

Awadh's first railway line in 1867. 

c. 1750-1838 

The Awadhi state which emerged in the early nineteenth century 

remained throughout its existence a curious political entity. Though 

nominally dependent upon Mughal authority in Delhi, its rulers were 

nevertheless subjected to increasing pressure and interference by the 

ascendant British East India Company. After the battle of Baxar in 

1764 a series of unequal bilateral treaties eroded Awadh's authority 

and eventually reduced its size by half. British residents at the 

Nawabi court, acting on behalf of the Court of Directors in London, 

interfered with internal administration and succession, demanded 

loans and payments, dictated foreign policy, and stationed an army of 

British soldiers. In spite of these controls and constraints, the 

nawabs continued to see themselves as autonomous, indeed, imperial, 
32 rulers. As if to legitimize the veneer of independence, in 1819 

the British permitted the nawab at Lucknow, Ghazi al-Din Haidar (1814-

1827), to declare himself padshah, or "king." 

Seen in this light, it is difficult to separate the inten

tions of the Awadhi court from those of the British. The Company, of 

32. Fisher, "Imperial Court and Province," pp. 4-6. 



course, had much to gain by improving communications in a region 

adjacent to its territory. Better access for its military contingents 

assured dominance over the entire north. Roads linking Awadh to the 

North-Western Provinces, Rohilkhand, and Bengal would facilitate troop 

movements for actual engagements or intimidatory deployments. Awadh 

itself, moreover, needed to be firmly controlled. A road from Kanpur 

would enable the resident and his garrison and other officials to move 

freely in and out of the state. Until the 1840s and 1850s little 

economic benefit accrued directly to the East India Company from 

Awadhi road construction. 

In spite of Awadh's clearly inferior position vis-a-vis the 

British, evidence exists that certain road-building programs were 

undertaken upon the initiative of the nawabs and financed solely by 

their treasury. The motives for these projects reveal a blend of 

political and economic considerations. From the Awadhi point of view 

better roads served a number of purposes. Early in their tenure, in 

1775 the nawabs moved the capital from Faizabad to Lucknow. At that 

same time, a new center of British military and mercantile power was 

springing up just across the Ganges in Kanpur. In 1778 the British 

stationed a military garrison in Kanpur and according to the terms of 
33 the Treaty of 1772, they manned it with Awadhi troops. Because 

33. Aitcheson, A Collection of Treaties3 Engagements and 
Simnads relating to Indian and Neighboring Countries* 14 vols. 
(Calcutta: Foreign Office Press, 1876), 2:67-69. H. R. Nevill, 
Cawnpore: A Gazetteer3 being Volume XIX of the District Gazetteers 
of the United Provinces of Agra and Oudh (Allahabad: U.P. Government 
Press, 1909), p. 146. 



32 

Shiga' al-Daula and his successor, Asaf al-Daula, saw themselves as 

allies of the Company, they considered that it was advisable to main

tain proper communications with the British in Kanpur. Already in 

about 1750 Safdar Jang had built a masonry bridge at Mohan (Figure 
v 34 B-2) to facilitate the transit from Lucknow to Kanpur. By 1794 

British mapmakers showed a well-defined road of unknown provenance 

connecting Kanpur to Lucknow and Faizabad. Five years later workers 
35 laid a pontoon bridge across the Ganges, completing the link. 

By connecting Lucknow and Kanpur, the nawabs were extending 

their direct political control within the region served by the road. 

In addition, by facilitating the movement of Company personnel and 

troops, they guaranteed continued support for their rule. Simultane

ously, by pursuing a policy of road-building, the nawabs could at 

once continue traditional Islamic encouragement of public works and 

enhance their legitimacy and status. The language employed in Sa'adat 

'Ali Khan's dastur of 1819, quoted on page 24 above, illustrates the 

monarch's self-perception as "protector of the world." Finally, the 

road and canal construction and bridge-building served as convenient 

examples of the nawabs' willingness to adopt European techniques, thus 

34. Oudh Gazetteer, 2:500. Donald Butter, Outlines of the 
Topography and Statistics of the Southern Districts of Oud'h and the 
Cantonment of Sultanpur - Oud'h (Calcutta: G. H. Huttman, 1839), p.-
85. 

35. W. Hunter, "The Road from Futtehgurh to Kanhpoor, 
Lucnow, Fyzabad and Tandah, Delineated, from Survey and Astronomical 
Observations," MS (1794), E III 13A, I0L, London. "Map of the 
Territory of Oudh and Adjacent Districts compiled from Materials in 
the Office of the Surveyor-General of India," MS (1841-42), E III 7A, 
I0L, London. 



further ingratiating themselves with the East India Company. Sa'adat 

'Ali Khan's commission of an iron bridge to span the Gomati at Lucknow 

is the most striking example of this Awadhi fascination with modem 
36 technology. 

Economically, too, the state of Awadh stood to gain from 

improved transit facilities. Better roads, it was recognized, would 

increase local prosperity by permitting greater distribution of the 

region's produce. Internal trade, centered in Lucknow and directed 

toward the provincial capitals could be increased and made more 

regular. Meanwhile, Awadhi surplus grain could be exported through 

Kanpur and Allahabad to the less productive areas of the North-
37 Western Provinces, Bihar, Bengal, and Nepal. In the process in

creased traffic on Awadhi roads and river crossings would enhance 
38 state revenues from the transit duties imposed along the way. 

36. The bridge was designed by John Rennie, the creator of 
London Bridge. It was prefabricated in England and arrived in Lucknow 
in boxes after Sa'adat 'Ali's death. It was not erected until the 
reign of Amjad 'Ali Shah (1842-44). FDPC, 27 February 1837, No. 34, 
NAI. HakTm Muljarrcnad Najm al-GhanT, Tapikh-i Awadh., 5 vols. (Muradabad 
n.p., 1913), 5:29. G. W. MacGeorge, Ways and Works in India - Being 
an Account of the Public Works in that Country from the Earliest 
Times to the Present day (Westminster: Archibald Constable & Co., 
1894), p. 80. 

37. A. Mukherjee, "Some Aspects of Economic Life in Pre-
Mutiny Oudh," Quarterly Review of the Historical Society (QRHS) 11, 2 
(1971-72): 95-7, 100-101. 

38. It is not possible to estimate the revenue from such 
tariffs and tolls in the late eighteenth and early nineteenth cen
turies. But by the 1870s income from these transit duties, octrois, 
bridge and ferry tolls, rahdaris, shulkas, and vartanis was 3.8 .... -
million rupees, or a sixth of Awadh's total revenue. Hunter, 
Imperial Gazetteer, 7:236. 
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Better roadways also enabled foreign luxury items to be imported to 

Awadh. A number of the rulers and their courtiers collected European 

furniture, toiletries, clocks, chandeliers, and astronomical instru

ments. The road from Kanpur, in particular, facilitated the import 
39 of these goods. 

1839-1855 

On December 6, 1839, faced with surging criticism of his 

administration, Muhammad 'Ali Shah revealed his intention to expend 

130,000 rupees on the improvement of public works in his state. One 

iakh of rupees was earmarked for the erection of a previously acquired 

and rusting iron bridge; the remainder was for the construction of a 
40 road from the capital to Kanpur. 

There is little doubt that the monarch was reacting to 

articulated British suggestions. Earlier that year the East India 

Company's resident at Lucknow, terming roads the "veins and arteries" 

of a country, drew the Governor General's attention to their apparent 
41 absence in Awadh. In a subsequent letter to the ruler, Governor 

General Lord Auckland urged Muhammad 'Ali Shah to promote his 

39. D. B. Diskalkar, "Foundation of an Observatory at 
Lucknow," based upon an English MS, "Note or Diary of Captain James 
Herbert once Astronomer Royal to the King of 0udh~died about 1840," 
Journal of the United Provinces Eistovicat Society (JUPHS) 10, Part 1 
(July 1937): 12-13. Sharar, Lucknow: The Last Phase» p. 56. 

40. FDFC, 1 January 1840, No. 70, NAI. 

41. FDPC, 24 July 1839, No. 46, NAI. 
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subjects' interests by building useful public works.^ There is no 

evidence of coercion; the ruler's decision appears to have arisen of 

his own conviction, upon the advice of his chief minister, Munawar 
43 al-Daula (Figure B-3), and with the consent of the resident. The 

act seems consistent with contemporary assessments of Muhammad 'A1i 

Shah's administrative abilities.44 

Muhammad 'Ali Shah's decree signaled the onset of a fifteen-

year period during which the state of Awadh increasingly recognized 

the value of improved transport. The new emphasis upon communica

tions, moreover, set the stage for the introduction of railways by 

the British during the decade preceding annexation. It is worthwhile, 

therefore, to examine the significance of the state's new policy 

within the larger framework of Anglo-Awadhi relations. 

During the 1830s and 1840s as the Company sought to extend 

its influence and rule through northern India, its views of the 

Awadhi court became less and less tolerant. Residents and other 

officials adopted a strident, critical tone in their assessments of 

Awadhi administration. Occasionally these views were ignored and 

42. Governor General to H.M. the King of Oude, 8 July 1839, 
Papers Relating to the King of Oude3 1857 (n.p.: 1857), UPSL. 

43. Kitab Akhbar DeodhZ Badshah-i Awadh, Persian MS (1839), 
118-R 954 K78, Tagore Library, Lucknow. Hakim Muhammad Ahsan Asad 
Khan. Mivab Lashbah, 2 vols., {1868), 2:97, TL. Fisher, "Imperial 
Court and Province," p. 6. 

44. Taqi, Tarikh-i Aftab-i Awadh, 1:136. 
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45 considered overzealous, but eventually it became fashionable to 

criticize the rulers, officials, and mode of government. By 1840 

regular memoranda, provocatively termed "maladministration" reports 
46 were issued by the residents. As time passed charges became more 

serious. The state of Awadh, the East India Company was asked to 

believe, had lapsed into virtual anarchy. As a result of its impo

tence and corruption, the critics charged, the administration failed 

to collect revenue, tolerated widespread disorder, permitted mail 

theft, did not provide for the welfare of its populace, and pursued 
47 ruinous fiscal policies. While the Court of Directors did not 

accept all of the accusations at face value, the unfavorable reports 

strengthened the hand of those who sought to extend the Company's 

dominion. Maladministration was offered as a convenient justification 

for increased intervention in Awadhi affairs. 

In the face of this mounting criticism, perhaps in order to 

prevent it, the last three rulers of Awadh attempted to initiate 

projects of general utility. During their rule, a number of public 

works surfaced. In the capital, the government constructed 

Hazratganj, erected the iron bridge, rennovated Constantia House and 

converted it to a school, and built municipal roads. Elsewhere, 

government workers constructed and paved a new route to Kanpur, made 

45. FDFC, 13 April 1840, No. 89, NAI. 

46. FDFC, 1840-1849, NAI. 

47. Ibid. FDPC, 26 October 1827, No. 41. FDPC, 26 June 
1829, No. 44, NAI. 
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a new bridge of boats across the Ganges, attempted to dig a canal 

linking the Ganges and the Gomati, repaired a canal at Najaf Ashraf, 

and established Nawabganj on the way to Kanpur. As a body, these 

projects reflected increased official concern for public works and 

communications and represented a noticeable shift in the rulers' 

attitudes toward the populace. At a time when their political 

viability was decreasing steadily, the monarchs, perhaps wishing to 

silence their watchful critics, adopted an aggressive public works 

policy, apparently aimed at countering accusations of maladministra

tion. Muhammad 'Ali Shah's intention to improve communications with 

neighboring Kanpur may be interpreted as an important element of this 

policy. 

In early 1840 at the ruler's request, the British supplied 

him with an army engineer who was to survey the terrain and implement 
48 Muhammad 'Ali Shah's plans for a new road to Kanpur. Work began in 

the autumn of 1840 and continued until completion in 1843, a year 
49 after Muhammad 'Ali Shah's death (Figure A-5). Financial and 

48. The engineer was Lt. Alexander Cunningham, on the first 
assignment of his lengthy and brilliant.career in India. Upon his 
retirement as Major General, he became India's first Archaeological 
Surveyor (1861-65), and the first director of its Archaeological Sur
vey (1870-85). C. E. Buck!and, Dictionary of Indian Biography 
(London: Swan Sonnenschein & Co., 1906). FDFC, 3 August 1840, Nos. 
9-11, NAI. The East-India Register and Directory3 1840 (London: 
J. L. Cox & Sons, 1840). 

49. For a detailed discussion of the methods, expenses, and 
intrigues in the construction of this road, see my essay, "The 
Diary of a Road: A Sequential Narration of the Origins of the 
Lucknow-Kanpur Road (1825-1856)," IESER 15, 2 (1978): 151-72. 



administrative support for the project was continued by his successor, 

Amjad 'Ali Shah. Three years later, in 1846, the ruler and his wazir, 

Amin al-Daula (Figure B-5), decided to improve the newly-constructed 
50 road by metalling it. In an official note to the resident, Amjad 

'Ali Shah allocated an estimated sum of 100,000 rupees for the under-
51 taking. The decision, arrived at independently of British pressure, 

once again demonstrated the administration's commitment to the 

improvement of public works in general, and to modern transport 

facilities in particular. Eighteen months later in early 1849, the 

road was paved and completely bridged. More than double the estimated 

amount had been spent (Rs. 204,766), but the project was completed in 

spite of the death of Amjad 'Ali Shah.^ His son, Wajid 'Ali Shah, 

continued the road-building policy. By 1852 only a small sandy tract 

on the Awadh bank of the Ganges remained unimproved. At the urging 

of a private European firm based in Kanpur, a modern tram road com

prised of jointed timber tracks was financed by Wajid 'Ali Shah and 
53 installed by the company. 

50. Metalling is a road paving procedure. In nineteenth 
century India, kankar, or limestone, nodules were beaten into the 
ground to produce a smooth semi-durable surface. 

51. FDFC, 6 June 1846, No. 224, NAI. 

52. FDFC, 9 September 1853, No. 82, NAI. 

53. FDFC, 27 February 1852, Nos. 171, 175, and 177. FDFC, 
21 May 1852, No. 201, NAI. 



1856-1859 

Wajid 'Ali Shah was not permitted to continue his predeces

sors' road-building policies. By the tenth year of his reign the 

monotonously captious reports filed by the residents had undermined 

Awadhi independence. Earlier Governors-General such as Lord Auckland 

Had downplayed the threat of annexation. But with the arrival of Lord 

Dalhousie in 1848, aggressive expansion of the Company's dominions 

became an explicit goal of British policy. Already that year he had 

cautioned Wajid 'Ali Shah that persistent maladministration would 

lead to his removal. In 1856 after having annexed seven independent 

states by applying the doctrine of lapse, Dalhousie turned his atten

tion to Awadh. Overlooking recent achievements in improving public 

works, the Governor-General focused instead upon allegations of 
54 anarchy. On February 8, 1856, British troops, marching across the 

recently paved highway from Kanpur entered Lucknow and deposed Wajid 
55 'Ali Shah. The following month the ex-monarch departed Lucknow 

along the road proposed by his grandfather, completed by his father, 
56 and paved under his own orders. 

54. Thomas R. Metcalf, The Aftermath of Revolt: India3 
1857-1870 (Princeton: Princeton University Press, 1964), pp. 31-36. 

55. Munshi Nawal Kishore, TawarZkh Nadir al-'Asr (Lucknow: 
Nawal Kishore Press, 1863), p. 130. Pemble, Raj3 Mutiny3 and Oudh, 
p. 110. Bhatnagar, Awadh Under Wajid 'Ali Shah, p. 151. 

_56._ Sayyad Mas'ud Hasan RizvT, Sultan-i 'Alam Wajid 'All, 
Shah: Ek TarlkhZ Muraqqa' (Lucknow: All-India Mir Academy, 1977), 
p. 270. Bhatnagar, ibid., p. 153. 
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From the moment it assumed the administration of Awadh, the 

East India Company set out to improve roads in the province. Across 

the Ganges the Grand Trunk Road connecting Bengal to the Punjab was 
57 nearing completion. Several railway lines had begun to operate and 

the Company was anxious to link its newest acquisition to the bur-
58 geoning communications network. By 1856 the East Indian Railway 

tracks had reached into the North-Western Provinces and were approach

ing Allahabad and Kanpur. Their penetration into Awadh had been 

proposed as early as 1852 by William Sleeman, then the resident at 
59 Lucknow. Elsewhere in British India between 1840 and 1850, massive 

road construction had preceded the introduction of railroads.^ In 

Awadh, too, the Company embarked upon an ambitious campaign to 

increase the penetration of provincial highways while improving the 

condition of existing roads. 

57. F. Abbott, "Grand Trunk Road," Selections from the 'Public 
Correspondence published by Authority3 N.W,P., Part I (Agra: NWP 
Government Press, 1846), pp. 56-74. MacGeorge, Ways and Works, pp. 
74-78. L. H. Bingham, comp. Notes on Road Making (Roorkee: Thomason 
College, 1858), pp. 3-21. 

58. W. Muir, "Course of the Railway through the N.W.P.," 
2 February 1853, Selections from the Records of the Government, North 
West Provinces (SRG)3 (Mr. Thomason's Despatches) (Calcutta: Baptist 
Mission Press, 1858), 2:277-79. 

59. See Chapter 3 for a discussion of the origins of rail
ways in Awadh. 

60. W. P. Andrew estimated in 1884 that about 30,000 miles 
of roads, costing some 3.5 million were constructed during that 
decade. Cited by Nalinaksha Sanyal, Indian Railways, p. 3. 



41 

The Lucknow-Kanpur Road, recently paved by the Nawabi adminis

tration, was the first subject of the Company's interest. Within six 

months of annexation 25,000 rupees had been sanctioned for resurfacing 

and repair.*^ A half-year later an additional 34,000 rupees was 
CO 

requested by the chief engineer and approved by the Governor-General. 

Before the program of road improvement could be fully imple

mented, however, northern India erupted into armed conflict. In Awadh 

in particular, the populace, still shocked by the recent annexation, 

supported the anti-British uprising. By the summer of 1857, as a 

result of the massacre of Europeans at Kanpur and the siege of the 

Lucknow Residency, Awadh had become one of the focal points of the 

war. Throughout the hostilities which lasted nearly two years, the 

province's roads served to conduct troops, armaments, and refugees. 

The Lucknow-Kanpur Road, especially, had been a central conduit, 

accommodating the largest expedition the British had ever mounted in 

India (Figure B-6).^ 

British administration once again prevailed in the capital of 

Awadh in March 1858. The previous year's events had amply demon

strated the strategic indispensability of paved roadways. 

61. PPWD (GI), 16 May 1856, Nos. 90 and 93, NAI. PPWD (GI), 
19 September 1856, No. 75, NAI. 

62. PPWD (GI), 17 April 1857, Nos. 150-152, NAI. 

63. Friedrich Engels, "The Capture of Lucknow," New York 
Daily Tribune, 30 April 1858, in Karl Marx on Colonialism and 
Modernization, ed. Shlomo Avineri (Garden City: Doubleday, 1968), pp. 
273-5. William Howard Russell, My Diary in India in the Years 1858-
53, 2 vols., 4th ed. (London: Routledge, Warne, and Routledge, 1860), 
1:227-30. 
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Consequently, the new government realized immediately that the war had 

given such manifest evidence of this fact that systematic extension of 
64 roads needed to be assigned highest priority. But whereas Lucknow 

had been recaptured, the remainder of the province still offered 

resistance. Many of the villages surrounding the capital had been 

deserted and the roads radiating from the city harbored dangerous dis-
65 sident rajas and unsubdued sipahis. Throughout the countryside, 

furthermore, many of the residents remained hostile and resentful 

toward the British. Before the road network could be improved, it 

was generally believed that lingering resistance needed to be 

eliminated. 

But reconstruction did not await complete pacification. 

Reminding his engineers that the repair of the Lucknow-Kanpur Road and 

other provincial routes was to be pursued vigorously, the new Chief 

Commissioner, Robert Montgomery, authorized work to begin immediately. 

Barely a month after the reestablishment of British rule in Lucknow, 
fifi 

workmen began remetalling the road to Kanpur. So essential was the 

task deemed that work began without submission of projected expenses 

64. John Strachey and Richard Strachey, The Finances and 
Public Works of India from 1869 to 1881 (London: Kegan Paul, Trench, 
and Co., 1882), p. 87. 

65. S. Abbott, "Report on the Condition and Prospect of 
Villages in the Vicinity of Lucknow," 12 July 1858, Board of Revenue, 
Lucknow District, No. 543, UPSA, Lucknow. D. Awasthi, "Rana Beni 
Madho Singh—A Freedom Fighter of Awadh," QRHS 6, 4 (1966-67): 202-
12. 

66. PPWD (GI), 23 July 1858, Nos. 214-15, NAI. 
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and prior approval of allocations. Eventually, the engineer in charge 

was granted Rs. 112,500 for labor and materials to resurface the road 

to Kanpur. 

Because road repair was such a labor-intensive task, the 

undertaking suggested an intriguing side benefit: the provision of 

immediate employment for "those large bodies of men of all classes, 

sects, and castes ... lately in arms against the State. According 

to Montgomery, such a massive public works program would serve two 

pruposes: it would neutralize lingering violence and assure the 

renewal of commerce, and it would encourage the reintegration of 

alienated and potentially dangerous elements of the population. 

The idea was evidently received favorably in Calcutta. Al

though Governor-General Lord Canning doubted that soldiers could be 

induced to work on roads, he nevertheless felt that finding employ

ment was so important that he quickly allocated two lakhs of rupees 
go 

for the proposed experiment. Not only the Lucknow-Kanpur Road, but 

five additional regional routes emanating from the capital, and a 

sixth from Faizabad to Jaunpur, were to receive Rs. 101,400. Simul

taneously, another 100,000 rupees were sanctioned for construction 

and repair of smaller district roads. In all, since July 1858 the 

chief engineer in Lucknow had obtained more than three lakhs of 

67. FDFC, 21 January 1859, No. 257, NAI. 

68. Ibid., No. 259. 
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69 rupees. More than four-fifths of this sum could be distributed to 

workers in accordance with Montgomery's scheme.^® 

At a time of severe economic disruption the injection of more 

than 313,000 rupees provided significant, if only temporary, relief. 

It is difficult, however, to evaluate the success of the administra

tion's stated objective of employing former soldiers. By all 

accounts, the number of discharged troops in the province was in the 

tens of thousands.^ Since military service—both in the Bengal Army 

and in Nawabi regiments—had always attracted Awadhi men, the land 

clearly remained incapable of absorbing such an influx. But Canning's 

skepticism that men who had recently held rifles would not easily be 

induced to swing pick axes was certainly justified. 

According to an estimate based upon the salaries shown in 

Table 1, each 10,000 rupees expended on road repair could pay for 

115,000 man-days of labor. Thus, repairs on the Lucknow-Kanpur Road 

provided more than a million man-days of employment. Over the six 

69. The allocations were: Rs. 112,000 for the Lucknow-
Kanpur Road, Rs. 101,400 for the other six regional roads, and Rs. 
100,000 for district roads. The total was Rs. 313,400. 

70. This estimate is based upon a calculation by the author. 
It takes into account average salaries of road workers, prevailing 
prices of materials, costs of shipping, and the amount of limestone 
required per unit section of roadway. According to these figures, 
it is estimated that just over Rs. 263,000, or 84 percent of the 
total outlay, could be spent on wages. PPWD (GI), 6 August 1858, No. 
185, NAI. FDFC, 20 June 1856, No. 440, NAI. 

71. Engels, "Capture of Lucknow," p. 275. Pemble, Raj, 
Mutiny3 and Oudh, p. 234. FDFC, 21 January 1859, No. 257, NAI. 



Table 1 

Average Montly Salaries of Road Workers in Awadh, 1843-58 

Position 1843 . 
(Rs.-a.-p.)' 

Pre-war: 1856 
(Rs. -a. -p.) 

Post-war: 1858 
(Rs.-a.-p.) 

Chief Engineer of Oude 1,100- 0- °c 
Executive Engineer, 1st Class 600- 0- °c 
Engineer, 2nd Class 500- 0- °c 
Engineer, 3rd Class 400- 0- 0C 
Superintendent of District Rds. p 300- 0-
European surveyor 300- 0- °d 
Extra Assistant Engineer 250- 0- 0 

European overseer 100- 0- 0C 
English writer 

r f 
75- 0-

Indian surveyor 37- 8- 0 
Roadside treasurer 30- 0-
MunshZi or clerk 15- 0- oe 
Roadside storekeeper 15- 0-
Jamadar, or head of roadside establishment 10- 0-
Surveying chainman 6- 0- of 
Roadside office servant, or daftarl - 6- 0-
Barqandaz, or armed guard p 6- 0-
ChaprassZ, or messenger 5- 0- °n 

°q 
5- 0-

Mate, or supervising beldar k 2- 8-
°n 

°q 4- 0-
Beldar 1- 1- 9 1- 5- og 2- 3-

3a 
£ 

a. Rs., a., and p. stand for rupees, annas, and piee, respectively. There were twelve 
pice to the anna, and sixteen annas to the rupee (Appendix D). 

b. FDFC, 14 June 1843, No. 455, NAI. 

c. FDFC, 20 June 1856, No. 440, NAI. 



months it took to complete the task, a total of 6,900 men could be 

employed full time. If the entire sum available to the provincial 

public works department during 1858-59 is considered, it became pos

sible to employ an additional 12,500 men throughout Awadh during the 

road-building season. 

Approximately 20,000 persons obtained gainful employment on 

roadworks during 1858-59. Most of the laborers were not ex-soldiers, 

but were drawn from the disadvantaged classes living in villages near 

to roadsites. Non-agricultural Chamarst PasZs, and Loniyas, all 
72 numerous in Awadh, traditionally engaged in manual labor. 

Montgomery's plan was therefore largely unsuccessful in repatriating 

large numbers of soldiers, but the sizable expenditures for road-

building stimulated the economy and provided a tremendous impetus 

d. PPWD, 7 November 1856, No. 73, NAI. 

e. PPWD, 19 September 1856, No. 73, NAI. 

f. PPWD, 12 September 1856, No. 100, NAI. 

g. PPWD, CB, 11 March 1859, No. 11, NAI. 

h. PPWD, CB, 18 February 1859, No. 6, NAI. 

i. PPWD, 6 August 1858, No. 185, NAI. 

j. PPWD, 13 June 1856, No. 95, NAI. 

72. In 1869, these three jatis accounted for approximately a 
sixth of the population of the province. Loniyas, in particular, "are 
experts with the spade, and many of them have taken to work on the 
roads." Irwin, Garden of India, 1:47, and 1:24, 46. See also, 
William H. Crooke, The Tribes and Castes of the North-Western India, 
4 vols., orig. pub. as, The Tribes and Castes of the North Western 
Provinces and Oudh. (1896; rpt. Delhi: Cosmo Publications, 1974), 3: 
391. 



for improving provincial communications. In sum, as Elizabeth 

Whitcombe has recently observed, public works activity intensified 

during the period of post-war pacification, and in Awadh at least, 
73 for political as much as for economic reasons. 

1860-1867 

By the summer of 1859 tranquility had been essentially 

restored. The following year the government sanctioned Rs. 100,000 

for provincial roads. Before long, these expenditures began yielding 

commercial benefits. No longer was the highway to Kanpur the only 

one in use. Instead, a contemporary paper reported that, "the whole 

extent of roads ... has been opened out and rendered passable at all 
74 seasons of the year." 

The government, now more convinced than ever of the efficacy 

of improving provincial roads, enthusiastically continued this policy. 

During 1861 alone, 910 miles of new roads had been made and 887 miles 

of old roads had been repaired.^ In 1861-62 another Rs. 213,400 

were spent on road repairs, and in 1864 the Lucknow-Sitapur Road 

received Rs. 264,000.^® By 1865 road-building, repair, and 

73. Agrarian Conditions, p. 54. 

74. Papers relating to the Administration of Oude (1858-
1861) (London: n.p., 1861), pp. 126-27, UPSL. 

75. T. P. Chand, The Administration of Avadh (1858-1877) 
(Varanasi: Vishwavidyalaya Prakashan, 1971), p. 231. 

76. Ibid., p. 234. PPWD, CB (GI), 3 May 1861, No, IE, NAI. 
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maintenance activities had produced six major imperial thoroughfares 

and numerous smaller district roads (Figure 2). 

As Chapter 4 will demonstrate, traffic on this revitalized 

network was extremely high. By constructing new roads, paving them, 

and keeping them in good repair, the British had stimulated trade and 

travel and reinforced traditional means of transport. While negotia

tions for a railway line progressed in London, administrators began 

to advocate a more secondary role for roads. Henceforth, it was 

decided, more attention would be given to feeder roads whose prime 

function would be to direct the flow of traffic toward future rail 

77 stations. . But the potential success of such a strategy was 

necessarily dubious. For as William Thomas Thornton, Secretary of 

Public Works in the India Office, noted perceptibly in 1875, "common 

roads are not so much the proper supplements of railways as railways 
78 are of common roads " Thus the road network which had bene

fited from the attention of both Awadhi and British policy-makers and 

administrators was about to provide a stiff challenge to the profit

able operation of the provincial railway line. 

77. Chand, ibid., p. 235. 

78. Indian Public Works, p. 27. 



49 

[Lucknoi 

•°Unnao 

a. 

Figure 2. Provincial Roads in Awadh, 1865a 

Adapted from the Oudh Gazetteer> Vol. 1. 



CHAPTER 3 

RAILWAY POLICY 

As early as 1845 the East India Company had maintained that 

railway construction in India would be impossible.^ A number of 

subsequent observers had further questioned whether railways could 
2 ever be operated profitably in the South Asian environment. But if 

as Thornton contended in 1875, Indian trains necessarily remained 

secondary to roads, why, then, had British investors and officials 

lavished so much attention and expense upon them? What had impelled 

Great Britain to undertake an ambitious railroad-building program in 

a continent so far removed from Europe and its markets? 

The discussion below will analyze the motives of the govern

ment and of capitalists during the formative years of railway opera

tion in northern India and in Awadh. In the process it will be 

possible to: (1) ascertain which considerations were the most com

pelling; (2) note the extent to which such concerns reflected overall 

colonial policy; and (3) assess the relative success of the operation 

of the Oudh and Rohilkund Railway (ORR). 

1. Cited by William Ernest Weld, India's demand for Trans
portation, p. 63. Sanyal, Indian Railways, p. 8. 

2. Economist (London), 25 July 1857, p. 810. Thornton, 
Indian Public Works, pp. 27, 34-35. 
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Railway Development; Origins and Motives 

Northern India 

On April 16, 1853, the first railway car in India left Bombay 

on a 75 minute ride to Thana, 21 miles away. It had taken 28 years 

for rail transport to reach the subcontinent. But the idea of 

developing lines there had first been proposed in the early 1840s at 

the height of the financial speculation then gripping England. Two 

projects were initially advanced: the Great Indian Peninsula Railway 

(GIPR) emanating from Bombay in the west, and the East Indian Railway 

(EIR) issuing from Calcutta in the east. 

Approval of these ventures developed into an intense and 

highly politicized affair pitting private expansionist interests 
3 against a cautious East India Company. The latter's Court of Direc

tors, alert to peculiar difficulties due to India's tropical jungles, 

were reluctant to commit themselves to a seemingly risky enterprise. 

In a telegram to the Governor-General in May 1845 the Court indicated 

that floods, violent winds, insects and vermin, and spontaneous 
4 vegetation would make the building of railroads in India impossible. 

3. Daniel Thorner, Investment in Empire. Thorner presents a 
lively discussion of the intrigues, finances, and debates which pre
ceded approval of the EIR's contract. He forcefully demonstrates the 
nature of the pressures and interests which stalled the negotiations. 
The reader is afforded insight into the economic thinking which 
resulted in the precedent-setting guaranteed contract. 

4. Weld, India's Demand for Transportation, p. 63. 
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The advocates of Indian railways, however, mounted an agres-

sive campaign to promote their interests. They organized committees 
5 and formulated powerful arguments in favor of overseas expansion. 

While numerous government officials including Lord Dalhousie, an 

early sympathizer, had questioned whether rail transport in India 

could be rendered profitable, few had doubted its military and admin-
fi 

istrative benefits. The potential military utility of trains was 

particularly apparent at a time of territorial growth. In 1846, even 

before Dalhousie's arrival in India his predecessor, Lord Hardinge, 

had pointed out that railways would provide the government with 

additional powers "approaching almost to ubiquity."^ Dalhousie him

self was quick to realize that trains would drastically reduce the 
O 

time needed to deploy troops and minimize expenses. 

But in the intensely capitalistic climate of the times, the 

desire to extend commerce and thereby stimulate the British economy 
q 

was perhaps an even more convincing rationale for rail development. 

In the opinion of the railways' early backers—particularly textile 

5. Daniel Thorner, "Great Britain and the Development of 
India's Railways," pp. 389-90. 

6. According to Dalhousie, his skepticism was then almost 
universally shared. Cited by J. N. Sahni, Indian Railways: One 
Hundred Years3 1853-1953 (New Delhi: Ministry of Railways, 1953), 
p. 9. 

7. Cited by Thorner, Investment in Empire, p. 92. 

8. Jenks, Migration of British Capital, p. 212. 

9. W. 0. MacPherson stresses commercial and economic motives 
in "Investment in Indian Railways," p. 178. 
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manufacturers in Lancashire—India would provide a plentiful supply 

of cotton. Simultaneously, new markets opened up by improved trans

port would make that land a major consumer of textiles and other 

manufactured products.^ Cloaked in such attractive garb, railways 

were presented as a necessary component in Britain's drive to dominate 

world trade, thereby serving the nation's colonial objectives.^ 

After lengthy debate and protracted negotiations, the Court of 

Directors overcame its reluctance to approve the introduction of rail

ways to India. On August 17, 1849, contracts were sealed and two 

pioneer joint-stock railway companies were authorized to begin con-
12 struction. In order to attract investors, the government submitted 

to the wishes of private enterprise by assuring a five percent 
13 dividend on all capital raised. 

Once bureaucratic obstacles had been overcome the East India 

Company, its Indian administrators, and the railway firms proceeded 

enthusiastically. But the problems were great; difficult terrain, 

10. Peter Harnetty has developed this theme in Imperialism 
and Free Trade: Lancashire and India in the Mid-Nineteenth Century 
(Vancouver: University of British Columbia Press, 1972), pp. 77-78. 
Daniel Thorner, "Railway Development in.India," p. 202. 

11. Thorner, ibid., p. 202. MacPherson, "Investment in 
Indian Railways," p. 182. 

12. Minute by the Marquis of Dalhousie, 28 February 1856 
(London: House of Commons, 1856), UPSL. Thorner, investment in 
Empire, pp. 169-73. 

13. Thorner, ibid., pp. 169-73. Weld, India's Demand for 
Transportation, pp. 64-65. Both Thorner and Weld discuss the con
troversy surrounding this clause in the contracts. 
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extremes of weather, a shortage of skilled labor, the need to import 

supplies and equipment, and lack of experience combined to delay the 

openings of each line. The GIPR required four years to complete its 

first 21 mile segment. Its counterpart in Bengal, the EIR, took more 

than five years to inaugurate its initial 24 mile stretch from 

14 Calcutta to Hooghly. The more ambitious of the initial undertak- -

ings, the EIR was designed to run parallel,to the Grand Trunk Road, 
15 thus relieving traffic along that cross-country route. By early 

1855 the tracks had reached 121 miles to Raniganj on their way north

west toward Banaras, Allahabad, and Delhi. 

During these years, under Dalhousie's patronage, both the EIR 

and the GIPR received generous sanctions and a number of new lines 

were begun. Until his departure in 1856 Dalhousie had pursued a 

policy of developing not just individual rail lines, but a comprehen

sive railway network. From the beginning he had supported government 

guarantees, and by 1856 he had become convinced that railways would 

pay for themselves soon after their completion. Along with his 

colleagues in London, Dalhousie anticipated that by the end of the 

concession periods, the railway lines would revert to the government 
16 and contribute substantially to public revenues. 

14. As noted, the GIPR began operating in April 1853. The 
EIR1s first train left Calcutta for Hooghly on August 15, 1854. 
Sahni, Indian Railways, p. 4. 

15. Muir, "Railway through the N.W.P.," pp. 277-79. 

16. Jenks, Migration of Capital, p. 213. 



But before Dalhousie's railway policy could be fully imple

mented, war broke out in many of the areas to be served by the EIR. 

In England, investors, manufacturers, and traders urged the EIR to 

continue surveying and constructing the line. But work became unsafe 

and several engineers lost their lives, necessitating a complete 

suspension of activities. Progress could not be resumed until after 

the hostilities had abated in 1858.^ 

Once relative calm had been restored in the North-Western 

Provinces and in Awadh the EIR took up its operation with renewed 

vigor. The recent war, as Lei and Jenks suggests, had demonstrated 

conclusively the tactical wisdom of Dalhousie's policy by facilitating 
18 the movement of troops and supplies to embattled regions. Admin

istrators, military men, and lav/makers now agreed that rapid all-

weather rail transport would preclude further challenges to British 
19 hegemony and lessen adventurism among Indian residents. 

With a new mandate and the infusion of additional financial 

resources, the rail lines crept toward Delhi with increased speed 

and efficiency. On March 3, 1859, they reached Kanpur, connecting 

it to Allahabad, Banaras, and the port of Calcutta. In another five 

17. P. Harvey Middleton, Railways of Thirty Nat-ions: 
Government versus Private Ownership (New York: Prentice-Hall, 1937), 
p. 118. Romesh Dutt, Economic History of India, p. 177. 

18. Jenks, Migration of Capital, p. 214. 

19. Rev. of Jul and Danvers' Report to the Secretary of State 
for India in Council on Railways in India, for the year 1867-68, 
Quarterly Review (QR) 125, 249 (July and October 1868): 78. 
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20 years Delhi was linked, completing the envisioned circuit. Figure 3 

shows the extent of India's rail network in 1868. 

Awadh 

In Awadh, as elsewhere in India, efforts to construct rail 

lines had been suggested early. In September 1852 William Sleeman, 

then resident, had proposed to Lord Dalhousie that a railway be estab

lished in the province. In a subsequent letter to the Chairman of the 

East India Company, Sleeman elaborated upon his theme that a railroad 

from Faizabad through Lucknow to Kanpur would greatly benefit not only 

Awadh, but the neighboring North-Western Provinces and Bengal as 
21 well. Immediately upon annexation in 1856 the matter was brought up 

22 before the British public and a company was formed in London. In 

keeping with Dalhousie's expressed policy of tying trunk lines to 

productive outlying districts, the projected railway was to intersect 
23 the province east-west and north-south. Lucknow was to be the hub 

of the intended undertaking whose immediate goal was to join the EIR 

at Kanpur. The network would then avail itself of Kanpur's fortuitous 

20. Nevill, Cawnpowr: A Gazetteer, p. 88. Upper India 
Chamber of Commerce, Cawnpore3 1888-1938 (Kanpur: n.p., 1938), p. 26. 

21. Sleeman to Dalhousie, September 1852; Sleeman to Sir 
James Weir Hogg, 28 October 1852. W. H. Sleeman, A Journey through 
the Kingdom of Oude in 1849-1850, 2 vols. (London: Richard Bentley, 
1858), 2:370, 378. 

22. General Report on the Administration of the Province of 
Oudh3 1859 (Lucknow: Oudh Government Press, 1859), p. 58, UPSL. 

23. Ibid., p. 58. Whitcombe, Agrarian Conditions, p. 92. 
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situation along the main trunk line while preserving traditional com

mercial ties between that region and trans-Gangetic Awadh. 

A newly-formed firm, the Oude Railway Company, attempted to 

proceed without the benefit of a government guarantee and managed to 

24 complete a survey of the terrain between Lucknow and Kanpur. In ' 

1857, however, the Company's engineer was killed in the massacre at 

Kanpur, and as with the neighboring EIR line, work ceased. Resumption 

of the project in 1859 proved difficult. After conducting another 

survey, this time extending to Faizabad, financial problems forced the 

Oude Railway Company to abandon its scheme. An independent attempt by 

the Company's agent to resurrect the line subsequently failed. 

With the idea of developing railways in Awadh still alive in 

1862, a group of businessmen organized by William Dent formed the 
OC 

Indian Branch Railway Company (IBR). Under the chairmanship of the 

influential Marquis of Tweeddale, the IBR put forth a persuasive 

economic case. They pointed out that Awadh's favorable climate, its 

productive soil, and its dense population combined to make that 

province a prime candidate for a railway line. Such a line, the 

directors argued, would undoubtedly induce increasing demand for the 

region's produce in neighboring markets and seaports. Ultimately, 

this would benefit not only IBR's investors and its government 

24. Ibid., p. 58. Chand, Adntinistvation of Avadh, p. 224. 

25. Half-yearly meeting of the ORR Company (henceforth cited 
as "meeting, ORR"), Railway Times (London) 40 (15 December 1877): 
1097. 
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guarantors, but shareholders in the EIR trunk line and commerce 
26 throughout northern India. 

In 1864 the firm reached agreement with the Government of 
21 India. In return for constructing a line linking Awadh to the EIR 

line in Kanpur, government guaranteed the Company's capital invest

ment. As with other Indian railway contracts, this one assured IBR 
28 shareholders of a minimum profit. In accordance with the terms of 

the contract, the firm began its project in India. By the end of 

1864 the administration had donated the necessary land along the 
29 route, and the IBR had organized its field staff. From among un

skilled and unemployed local cultivators, the same classes which had 

previously provided muscle for road reconstruction and improvement, 

supervisors collected a pool of thousands of laborers. For more than 
30 two years, these men pursued an intensive and hazardous process. 

Land was leveled and embanked, rivers were bridged, and steel track 

was laid across 40 miles of terrain (Figure B-7). 

26. Meeting, IBR, Times (London), 8 April 1865, p. 10. 

27. Armals of Indian Administration (AIA) 9 (1864-65): 231 , 
UPSL. 

28. Meeting, IBR, Times, 8 April 1865, p. 10. Meeting, ORR, 
RT 40 (15 December 1877): 1097. >1X4 11(1866-67): 202. Chand, 
Administration of Avadh, p. 225. 

29. Papers relating to the Administration of Oude (1858-
1861), p. 205. AIA 9 (1864-65): 231. 

30. Oudh Administration Report (1869-70), p. 124. D. R. 
Gadgil, The Industrial Evolution of India in Recent Times, 4th ed. 
(1924; rpt. Calcutta: Oxford University Press, 1950), pp. 19, 21. 
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In the winter of 1866 after an expenditure of more than two 
31 and a quarter million rupees, construction was completed. The 

following spring on April 23, 1867, the Lucknow-Kanpur line was 
32 officially opened for traffic. Four months later, now under the 

chairmanship of William Dent, the IBR merged into a newly-expanded 
33 corporate identity, the Oude and Rohilkund Railway (ORR) Company. 

In a simultaneous act, the IBR renegotiated its contract with the 

Government of India. The new contract was made valid for a period of 

999 years, though government retained an option to take over the 
34 firm after 20 years of operation. 

As the recipient of the last of ten guaranteed contracts, the 

ORR began its existence amid a changing governmental attitude toward 
35 railway companies. Financing India's railways soon grew burdensome 

31. The actual figure was Rs. 2,274,033. In the absence of 
detailed data regarding the cost of imported materials and machinery, 
the amount spent exclusively for labor cannot be estimated. Chand, 
Administration of Avadh, p. 225. 

32. H. R. Nevill, Luoknow: A Gazetteer3 being Volume XXXVII 
of the District Gazetteers of the United Provinces of Agra and Oudh 
(Allahabad: United Provinces Government Press, 1904), p. 54. 

33. As the name implies, the new firm was committed to devel
oping railways in Awadh and in the neighboring districts of Rohilkhund. 

34. AIA 12 (1867-68): 351. Meeting, ORR, RT 40 (15 December 
1877): 1097. Meeting, ORR, RT 41 (21 December 1878): 1064. Meet
ing, ORR, RT 50 (18 December 1886): 777. Chand, Administration of 
Avadh, p. 225. 

35. The other guaranteed railway companies, in order of 
establishment were the: GIPR (1849), EIR (1849), Madras (1852), 
Bombay Baroda and Central India (1855), Scinde Punjab and Delhi 
(1855), Eastern Bengal (1858), Great Southern of India (1858), 
Calcutta and South Eastern (1859), and Carnatic (1864). Sanyal, 
Indian Railways, p. 35. 



to the Government of India. Of the guaranteed firms, only the EIR 

earned enough to satisfy the provisions of its contract; the others 

needed continual subsidies. It is estimated that by 1869 the govern

ment had advanced about £15 million in assistance. A trend was 

becoming all too apparent to public officials who feared perpetual 
36 

demands for further state support. In an attempt to exert more 

direct influence on railway financing, development, and operations, in 

1866 the Government of India formed a railway branch within its Public 
37 Works Department. But by 1869 the administration realized the 

inadvisability of continuing to issue guaranteed contracts. In July 

of that year the Secretary of State, the Duke of Argyll, decreed an 

end to what Daniel Thorner has termed a policy of "private enterprise 

at public risk."38 

This shift in policy did not signal an end to government 

support and encouragement for railway development in India. The 

motives for initial enthusiasm still prevailed. Strategic considera

tions, particularly in recently rebellious Awadh, remained operative. 

Similarly, officials still believed that the introduction of trains 

would spur commerce and invigorate the Indian economy. The one 

premise which had become untenable was that India's railways could 

achieve these objectives in a financially profitable manner. 

36. Thorner, "Railway Development in India," pp. 205-206; and 
"Great Britain and India's Railways," pp. 392-93. 

37. Sanyal, Indian Railways, p. 40. 

38. Thorner, Investment in Empire, pp. 168-82. Sahni, 
Indian Railways, p. 21. 



In the case of the ORR, the government's decision to cease to 

issue guaranteed contracts had mercifully come too late. The Company 

had just managed to slip into what railway historian Nalinaksha 
39 Sanyal has characterized as British India's "old guarantee system." 

Nevertheless, in 1869 the government had clearly stated its intent to 

exercise its options upon the termination of existing guaranteed 

contracts. In spite of the persistent optimism expressed by the 

ORR's directors between 1866 and 1888, the government's foreclosure 

had remained all but a certainty. And if further proof for such 

action had been required, the ORR's operations over these two decades 

provided it. With the exception of a single half-year, the ORR con

sistently failed to exceed its five percent guarantee. The section 

which follows identifies the chief problems associated with the 

operations of the ORR and examines the Company's perceptions of its 

performance. 

Assessment of ORR Operations, 1867 to 1889 

In a country like India, where the customs and habits of 
life differ so very materially from our own, it is a work 
of much time and labour to induce the travelling and 
commercial classes to adapt themselves readily to the 
novel features and requirements of a European railway 
service. 4n 

John Pender (1882)HU 

The above statement by the Chairman of the Board of Directors 

of the Oude and Rohilkund Railway Company was issued not in the 1850s 

39. Indian Railways, Chapter 2, pp. 27-62. 

40. Meeting, ORR, RT 45 (23 December 1882): 1221. 



during the embryonic phase of Indian rail development, but in 1882— 

fifteen years after the opening of a line in Awadh. Pender's cautious 

tone and his emphasis of a need to "induce" acceptance of railroads is 

indicative of the disappointments and frustrations experienced by 

Indian rail enterprises during their formative years. 

During the years between 1867 and 1889 the ORR grew from a 

fledgling enterprise serving a 42 mile strip of territory to a 

respectable operation. Having become a network of nearly 700 miles of 

track by the end of this period, the ORR had emerged as one of India's 

most important railways.^ The line shared many of the experiences of 

contemporary firms throughout the subcontinent. For this reason it is 

instructive to assess the relative success of the ORR's 22 year 

experiment as a private undertaking. 

Perceptions of success, of course, remained relative. As rail 

travel grew to maturity, each of the parties concerned had varying 

notions of what indicated success or failure of the ORR's venture. In 

London, the ORR Company's directors and the Government of India were 

chiefly concerned with finances. As stockholders were repeatedly 

cautioned, there could be no congratulations until the line had 

achieved earnings which regularly exceeded the five percent 

41. Although the ORR never accounted for more than nine per
cent of India's total track mileage, during these years it remained 
one of the eight leading railways. Sahni, Indian Railways, p. 187. 
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42 guarantee. Back in India, the ORR's ledger books were of less con

cern. European administrators, businessmen, and military officers, 

the immediate beneficiaries of the new mode of travel, judged speed, 

efficiency, and reliability, not profits, as the ultimate signs of 

accomplishment. The Indian populace had yet other criteria. With the 

exception of a small number of progressive merchants and entrepreneurs, 

efficiency and speed were not highly valued characteristics of a 

transportation system. Cost, on the other hand, remained critical. 

Only if the new mode were economically competitive could other objec

tions be laid aside. Nor were these considerations trivial; adapta

bility to local social customs and business practices were often 

paramount, as was the railway's availability in remote locales. 

As an interested party, the firm might have been expected to 

claim unmitigated success for its venture, downplaying setbacks. The 

directors, however, were subjected to continuous pressure from the 

government and from their own shareholders to exceed the guaranteed 

income. As a result, they avoided overly optimistic appraisals, 

"providing instead sober accounts of the line's functioning. The 

Company's twice-yearly reports and the proceedings of its meetings 

portray a realistic picture of the ORR's management, its goals, and 

its policies. 

42. At each semi-annual meeting, the Chairman was careful to 
state the difference between the net profit and the targeted five 
percent earnings. At these gatherings, the officers often raised the 
specter of government take-over and an end to the safe investment. 
RT, 1868-88. 



While these accounts contain an occasional pious remark about 

the "civilizing" influence of railways in India, the Company's prin

cipal objective was always its fiscal obligation. From this perspec

tive, the ORR's actions were directed at identifying and eliminating 

obstacles to achieving maximum profit. From the beginning, the 

managers realized that the key to success lay in finding means of 

constantly increasing the volume of traffic. "The first thing to do," 

one of the directors pointed out, "was to catch the traffic."^3 This 

policy could best be achieved through three simultaneous actions: 

extension of the network to new areas, maximum utilization of existing 

routes, and elimination of competition. 

The earliest impediment to financial remuneration was recog

nized as the limited scope of the ORR's operation. During its first 

five years in Awadh the line did not grow beyond Lucknow and Kanpur. 

In keeping with its mandate, expansion was clearly the Company's 

first intention. It was expected that a trunk line from Faizabad to 

Kanpur, and branches to Bareilly and Shahjahanpur to the north and 

Jaunpur and Banaras to the south would garner much of the province's 

circulation and link it to the EIR across the Ganges. Accordingly, 

these works were in the making; steel beams and rolling stock were 

ordered, fabricated, and shipped to India, and construction was under 
44 way. By 1871 another 30 miles of line were opened, and soon the 

mileage grew at a rapid pace. Within ten years of the ORR's 

43. Meeting, ORR, RT 39 (17 June 1876): 552. 

44. Meeting, ORR, RT 32 (19 June 1869): 593. 



inaugural run, Awadh was criss-crossed; 80 percent of the Company's 

projected tracks had been laid (Figure 4 and Table 2). 

Well before 1877 the directors realized that ever-increasing 

mileage would not guarantee the desired earnings. At an average cost 

of £9,000 per mile of track, extension was expensive and capital hard 
45 to recuperate. The most persistent problems, however, were not 

unanticipated expenses in construction, but disturbances due to local 

conditions. Of these, extremes of weather were the most severe. 

Devastations caused by alternating "unprecedented" floods and 

"extreme" droughts were a recurrent nightmare to operators of the 
46 railroad, and dealt a double blow to the railways. Damage to the 

lines, bridges, and equipment was often considerable and occasioned 
47 closures, delays, and costly repairs. But the long-term effects 

were far more serious and expensive. Because the local economy was 

vitally dependent upon agricultural production, failure of crops due 

to a lack of or an excess of rain led to widespread general depres

sion. During times of famine, the poorer classes found that travel 

became prohibitive, and consequently only those whose business 

45. This figure compared favorably with the cost of erecting 
other lines in India. Meeting, ORR, RT 37 (20 June 1874): 621, 

46. Meetings, ORR, RT 35 (22 June 1872), p. 632; and RT 41 
(14 December 1878): 1057. 

47. In 1871, "exceptionally heavy floods" retarded con
struction, damaged the Lucknow-Kanpur line, and destroyed a bridge. 
Directors' Report, ORR, RT 34 (10 June 1871): 549. 
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Figure 4. Railways and Highways in Awadh, 1877a 

a. Adapted from the Oudh Gazetteer. 
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Table 2 

Completed Miles of Track on the ORR, 1866-873 

Year No. of miles Year No. of miles 

1866-67 42.0 1877 544.5 

1867-68 42.0 1878 v 545.7 

1868-69 42.0 1879 546.9 

1869-70 42.0 1880 546.9 

1870-71 42.0 1881 546.9 

1871-72 71.5 1882 546.9 

1872 198.0 1883 546.9 

1873 425.0 1884 558.7 

1874 540.0 1885 604.5 

1875 542.0 1886 683.1 

1876 544.5 1887 688.8 

a. Railway Times, 1868-88. 



48 compelled them could afford to travel. Similarly, the movement of 
49 scarce crops and produce dwindled, also reducing rail earnings. 

Such occurrences, moreover, were usually followed by uncontrollable 

outbreaks of disease lasting months. And although early proponents 

of trains in India had predicted that they would end famines and limit 
50 epidemics, in actuality railways became victims of these phenomena. 

In some cases they actually helped to spread disease by acting as 
51 "universal sources" of infection. 

During intermittent years, when nature did not erupt, the ORR 

Company discovered that other factors reduced anticipated profits. 

For the directors and the field staff the expansion of activities 

constituted a continual learning experience, one that bore little or 

no precedent. Other railway companies, also based in England, were 

learning the same lessons. Rivalry among these firms, however, 

limited dialogue and exchange of ideas. Each company was eager to 

prove its own managerial competence and the correctness of its 

48. Meeting, ORR, RT 42 (21 June 1879): 518. Meeting, ORR, 
RT 43 (18 December 1880): 1054. 

49. Board Chairman John Pender remarked that stockholders 
should "scarcely be astonished" at an £18,000 reduction in goods 
carriage revenue due to "failure of crops and the continued prevalence 
of sickness and other causes, which are beyond the control of railway 
management." Ibid., p. 1054. 

50. Cited by S. Ambirajan, Classical Political Economy and 
British Policy in India (Cambridge: Cambridge University Press, 
1978), p. 250. 

51. Ira Klein, "Population and Agriculture," p. 210. See pp. 
188 to 190 below. 
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52 policies. Each stressed the uniqueness of its own domain. This 

inexperience, coupled with a naivete about Indian conditions, pro-
53 duced an endless series of "surprising" developments. 

Soon after the opening of the line to Kanpur, for example, 

the Company called for a permanent bridge across the Ganges. The 

bridge would bring the ORR's tracks directly to those of the EIR. The 

advantage of easy transit, the directors felt, would divert additional 
54 traffic to the trains. During the interim, as the Company period

ically reiterated, the Lucknow-Kanpur line could not be expected to 
55 prosper. The proposed bridge was envisioned as a boon to traffic 

along the entire provincial network. 

Money was set aside for the project, and construction began 

in 1869. A year later, through faulty design and use of inferior 

materials, several of the bridge's walls collapsed from the seasonal 
56 rains. The following summer public doubts about the bridge's 

52. There were policy differences over such matters as fares, 
freight charges, allocation of capital, routing, employment of 
Indians, provision of amenities and travel facilities, in fact, over 
virtually all aspects of rail operation. The Government of India 
exercised some unifying influence, but each company prided itself on 
its novel approach to management. 

53. William Dent, for 15 years the Chairman and chief 
policy-maker of the IBR and ORR, confessed that he had never been to 
India. 

54. Meeting, ORR, RT 31 (19 December 1868): 1274. 

55. Meeting, ORR, RT 32 (25 December 1869): 1249. 

56. Nevill, Caumpore: A Gazetteer, p. 88. 
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57 integrity were still current. Finally, after substantial redesign 

and an expenditure of 133,000, the structure was opened to traffic in 

July 1875.58 

Within six months, the consequences of the bridge's completion 

had become apparent to the Company. The Railway Times doubted that 

the new bridge would yield the appreciably improved revenues that had 

been anticipated in previous official documents. The ORR's agent in 

Lucknow went further, suggesting that in at least one respect, the 

bridge had not been beneficial. It had diverted the substantial 
59 traffic from Bengal away from the longer Banaras route. Subsequent 

reports confirmed this initial assessment, for construction of the 

bridge had actually resulted in a net loss of income by shortening 

the route connecting Awadh to the EIR.60 

The ORR's miscalculation concerning the effects of the bridge 

to Kanpur was part of a broader shortcoming. In their overriding 

conviction of the railroad's appropriateness and utility in the 

Indian environment, the Company's managers had not fully appreciated 

57. Oudh Abbot's 20 June 1871, Selections from the Vernacular 
Newspapers (SVN) (1871), p. 378. 

58. Edward H. Hilton, The Tourists' Guide to Lucknow 
(Lucknow: Methodist Publishing House, 1907), p. 125. 

59. "Oude and Rohilkund Railway," RT 39 (10 June 1876): 
527. 

60. Whereas traffic had previously gone via Banaras, it now 
went via Kanpur, eliminating 199 miles of transit along 0RR tracks. 
Meeting, 0RR, RT 39 (16 December 1876): 1122. 
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the nature of the competition, or of Indians' reluctance to alter 

time-tested ways. 

Railwaymen, as Daniel Thorner has asserted, remained almost 
61 instinctively unsympathetic to roads. Few were willing to agree 

with Secretary Thornton's estimation of their preeminence. In this 

respect, the views of the ORR's directors and backers were typical. 

Before long, though, they had concluded that some time needed to 

elapse before Indians would begin to appreciate the value of the 
fi? 

Company's lines as a rapid and reliable means of transport. Conse

quently, an awareness of the necessity to "develop" traffic along 
go 

existing lines emerged early. 

In 1865 just prior to the ORR's entry in Awadh, the Marquis of 

Tweeddale had noted that road traffic was heavy throughout the day and 
64 night. After five years of operation between Lucknow and Kanpur 

management acknowledged that the highway still carried by far the 
65 larger portion of traffic. Continuing inability to reverse this 

situation led to less measured, more impatient policy pronouncements. 

Executives began speaking of "diverting," and eventually "breaking up" 

61. Thorner's statement no doubt referred to trunk roads; 
feeder roads were generally approved of and sought after. "Railway 
Development in India," p. 209. 

62. Meeting, ORR, RT 35 (22 June 1872): 632. 

63. Report, ORR, RT 33 (17 December 1870): 1234. 

64. Meeting, IBR, Times, 8 April 1865, p. 10. 

65. Meeting, ORR, RT 35 (21 December 1872): 1288. 
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66 

the road traffic. By 1875 with much of the provincial trade still 

carried by cart, the Company declared that the roads constructed prior 

to the ORR's operation were now, in effect, competing with the railway 

lines. The directors went further, demanding that the government 

abandon maintaining these roads which in their opinion were "no longer 

wanted" as trunk lines.^ Throughout the remaining years of its 

private existence the ORR continued to view the road network as a 

nuisance and as an obstacle to the Company's inevitable monopoly of 
68 

the carrying trade. 

Since its beginning in 1867 the Company had grown considerably. 

In spite of competition from the roads, over a period of 20 years ORR 

earnings had risen roughly thirty-fold from £22,000 to nearly £665,000 
69 (Table 3). But a more telling figure, especially for management, 

was the ratio of earnings to miles of track. In this light, the 

increase in income was relatively small, having less than doubled 

during this period. The modest earnings were reflected in the semi

annual financial reports. Between 1867 and 1888 each of these, save 

66. Meeting, ORR, RT 33 (11 June 1870): 586. Report, ORR, 
RT 33 (17 December 1870): 1234. 

67. Report, ORR, RT 38 (12 June 1875): 560. Meeting, ORR, 
RT 38 (19 June 1875): 586. 

68. Meeting, ORR, RT 45 (23 December 1882): 1221. 

69. Earnings increased by a factor of 30.2, while track 
mileage rose 16.4 times over 20 years. 



Table 3 

Total Yearly Earnings on the ORR, 1866-87a 

Year Earnings 
(in £) 

Earnings 
per mile 
of track 

Year Earnings 
(in £) 

Earnings 
per mile 
of track 

1866-67 2,660b 63.3 1877 434,180 797.4 

1867-68 21,973 523.2 1878 462,204 847.0 

1868-69 23,779 566.2 1879 434,485 794.5 

1869-70 22,889 545.0 1880 445,515 814.6 

1870-71 26,514 631.3 1881 492,873 901.2 

1871-72 29,129° 407.4 1882 526,284 962.3 

1872 42,266c 213.5 1883 545,624 997.7 

1873 n.a. n.a. 1884 527,519 944.2 

1874 n.a. n.a. 1885 553,737 916.0 

1875 275,125 507.6 1886 650,540 952.3 

1876 341,142 626.5 1887 663,721 963.6 

a. Bailway Times, 1868-88; AIA 12 (1867-68): 355. 

b. In 1866-67 trains ran less then half the year. 

c. Calculated from existing data. 



one, showed that the Company's profits had fallen short of the 

required five percent.^ 

Consequently, management periodically sought to improve the 

ORR's prospects by devising policies designed to increase the volume 

of carriage. In addition to the planned expansion of the network and 

the construction of a bridge at Kanpur, the Company proposed a series 

of steps that were expected to yield more favorable earnings. The 

first of these measures concerned a new bridge across the Ganges, 

downstream at Banaras. After the disillusionment following the 

opening of the Kanpur bridge in 1875 the directors yearned to recap

ture traffic on the ORR's Banaras line.^ This could best be accom

plished by bridging the river, thus making that route once again 

attractive to merchants. Demands for such a structure persisted 

through the 1870s and 1880s, but its opening came too late to save the 
72 ORR. For 13 years the lack of this facility had served as a con

venient scapegoat for the Company's lackluster performance. 

In a similar manner, the ORR believed that direct connection 

to another line, the Scinde Punjab and Delhi Railway, was essential 

70. The directors reported that during the half-year ending 
June 30, 1879, the guarantee had finally been surpassed by £3,000. 
This was the first and only such instance. Meeting, ORR, RT 42 (20 
December 1879): 1048. 

71. Meeting, ORR, RT 39 (16 December 1876): 1122. 

72. John Pender noted ironically that "the Dufferin Bridge 
[at Banaras], the last link in the system, was only officially 
inaugurated seventeen days before the formal notice of purchase was 
served upon us." Meeting, ORR, RT 53 (16 June 1888): 782. 



73 to make the system a commercial success. For years the Company 

requested such a link, but it too remained unavailable. In conjunc

tion with these demands, the ORR called on the Government of India to 

authorize a 50 percent rate hike for lower class passengers. If such 

an increase were granted, the Chairman was persuaded that receipts 
74 Would more than cover the guaranteed five percent interest. 

In this matter the directors joined a long-standing debate 
75 over fare policy. As one of the ORR's shareholders pointed out, 

this was an issue over which there was great difference of opinion. 

His own belief was that rates should remain minimal in order to 

attract a greater volume of traffic. "What they would gain in one 

way they would lose in another," he warned.76 Nevertheless, the ORR 

disregarded such liberal opinion and aligned itself with those who 

favored higher rates. For more than two years, approval of the 

requested increase was held up. Finally, in late 1879 the government 

authorized a compromise plan: the ORR would be permitted an experi

mental increase, raising fares from two to two and a half pies per 

mile.77 By then, management had concluded that it was in any event 

73. This aim was first enunciated in 1877. Meeting, ORR, RT 
40 (16 June 1877): 529. 

74. Ibid., p. 529. 

75. The origins of this debate are described in detail by 
Mahesh Chandra Ashta in, "Passenger Fares on the Indian Railways, 
1849-1869," IESHR 4, 1 (1967): 53-89. 

76. Meeting, ORR, RT 40 (16 June 1877): 529. 

77. "Oude and Rohilkund," RT 42 (27 December 1879): 1076. 



hopeless to think of attracting the poorer population to the railway. 

The trial would determine the amount by which revenue could be en

hanced by squeezing more out of those who were able to afford the rate 

hike.78 

Within two years the ORR claimed a victory for its fare 

policy. Indeed, by 1881 the directors' accounts showed a modest 
79 increase in receipts from passenger carriage. The amount of the 

reported increase, however, represented barely one percent of the 

Company's total earnings for the period. Accordingly, the five per

cent guarantee remained unmet. Similarly, during the next six years, 

the ORR remained incapable of achieving the guarantee. As with the 

expansion of the network, construction of bridges, and improvement of 

connections with the EIR, the new fare rates had not extricated the 

firm from its financial predicament. 

Government Take-over Policy 

As early as 1878, the Company had foreseen the government's 
80 intentions to exercise its option to purchase the line. Neverthe

less, the directors had repeatedly expressed hope that by the expiry 

of their twenty-year contract, the ORR's earnings would preclude such 

a take-over. But as the years passed, profits showed no inclination 

78. Ibid., p. 1076. 

79. During the second half of 1881, gross income due to 
coaching traffic increased by £2,800 over the previous year's 
returns. Report, ORR, RT 45 (10 June 1882): 551. 

80. Meeting, ORR, RT 41 (21 December 1878): 1064. 



to exceed the required minimum. Throughout its existence, the Company 

had protested that its earnings had been adversely affected by unusual 

conditions beyond its control. They had pointed to bad weather and 

its consequences to agriculture and the economy, tenacious competition 

from the existing road transport system, the difficulty of uprooting 

old customs, lack of facilities, improper coordination with other 

railway lines, governmental interference and foot-dragging, and even 
81 astrological concomitants. 

In the end, these excuses were of no avail. The problems of 

private rail operation in India had emphasized inherent weaknesses in 

the guarantee system. As early as 1861 there had been indications of 

official disenchantment with the performance of Indian railway 
82 companies. The government which had relied upon the integrity and 

competence of private management found that it exercised too little 

control over expenditures and earnings. As it became clear that rail 

operations remained unprofitable, the guarantee system was dis

credited. By 1873 Lord Lawrence, Governor-General from 1864 to 1869, 

echoed the prevailing sentiment, testifying before Parliament that he 

81. The entire year 1885 had been declared "inauspicious for 
both marriages and pilgrimages." This fact was blamed for a sig
nificant decrease in the number of passengers and amount of earnings. 
Report, ORR, RT 48 (12 December 1885): 1586. 

82. This viewpoint was expressed by W. Denison, the Governor 
of Madras. Sanyal, Indian Railways* p. 65. 



had become convinced that government should not only operate India's 
OO 

railways, but construct them in the interest of saving money. 

But the gradual realization by the Government of India that 

railway financing was draining its resources did not amount to a 

repudiation of railway policy in its entirety. Even persistent 

critics of rail management allowed that in several respects railroads 

were fulfilling their stated aims. Militarily, the network was 

enabling the army command to improve its logistical capabilities far 

more efficiently than before. Envisioned lines through the North-West 

Frontier Province and elsewhere, moreover, promised to add further 

mobility and might to British divisions. Economically, railway con

struction had benefited the English economy by expending millions for 

heavy industry. British investors, meanwhile, had earned modest but 

steady income on their initial outlays. It was too early, at the 

time of the guarantee system's discreditation, however, to ascertain 

whether the fledgling rail lines had provided the expected stimulus 

to Indian trade. 

Thus, as the Government of India stood poised to assume 

direct responsibility for building and operating the subcontinent's 

railroads, it remained convinced of their necessity, their utility, 

and their appropriateness. Officials regretted the inefficiency and 

indebtedness incurred under the guarantee system, but they accepted 

the inevitability of the failure of this aspect of their policy. 

83. Minutes of Evidence taken before the Select Committee on 
East Indian Finance, 13 June 1873, British Parliamentary Papers 
(1873): par. 4478. 



Between 1849 and 1867, government had been unwilling to undertake 

direct railway financing and managerial responsibility. Similarly, it 

was universally appreciated that without guarantees, private capital 

would not have been forthcoming and railways would never have been 
84 built. In the resulting impasse, the government pursued what it saw 

as its only possible course of action. By 1868 it had become entirely 

clear that direct control over India's railways was the most logical 

policy for the times. The government approached its new task with 

full confidence that, stripped of capitalist inefficiency, rail opera

tion could be made profitable. 

Once the government recognized the necessity of ending 

guarantees to private developers, the next step was for it to exercise 

its options on existing contracts. Accordingly, it initiated this 

policy in 1879 when it took over direct control of the East Indian 

Railway. Within a few years the ORR's directors began anticipating a 

similar fate for their firm. The final word came in the autumn of 

1887, when the Secretary of State informed the board that the Govern-
85 ment of India had decided to purchase the ORR. A year later, at an 

extraordinary general meeting, Chairman John Pender regrettably 

informed shareholders of the provisions for the termination of the 

Company. At a last meeting in December 1888 Pender justified his 

longstanding confidence in the ORR. He reiterated his conviction that 

84. Testimony of Lt. Col. George Chesney, ibid. (1872), 
pars. 2620-21, 2639-40, 2643-46. 

85. Secretary of State for India to ORR Board of Directors, 
20 October 1887, Times, 8 December 1887, p. 11. 
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the line might have succeeded had certain steps been taken a dozen 

years earlier. If only the network had been extended as recommended, 

he noted, the line might have become profitable and final take-over 
8fi 

might perhaps have been averted. Nevertheless, on New Year's Day 

1889 the line ceased its existence as a privately owned and operated 

entity.8^ 

Needless to say, after 21 years of management the Company was 

reluctant to term its experiment a failure. In its estimation, this 

had been an undertaking whose anticipated success had been prevented 

by persistent and unavoidable disappointments. At the heart of the 

matter, the ORR like other railway firms had been incapable of con

vincing the Indian public of what it saw as its clear superiority over 

existing transit facilities. The reasons for this failure lay in the 

strength and resilience of traditional Indian modes of commerce and 

travel. The following chapters will examine some of the chief 

reasons for the ORR's inability to establish a monopoly in its 

domai n. 

86. Times, 15 November 1888, p. 3; and 3 December 1888, p. 
11. 

87. Meeting, ORR, RT 54 (1 December 1888): 729. Weld, 
India's Demand for Transportation, p. 75. 



CHAPTER 4 

RAILWAYS' INTERACTIONS WITH TRADITIONAL TRANSPORT 

The preceding chapter has demonstrated that due to a variety 

of reasons beyond its control, ORR management was incapable of earning 

sufficient profit. The government, by eliminating private ownership 

and operation of Indian railroads, expressed a firm belief that 

. unsatisfactory earnings had been caused primarily by inefficiency and 

overspending. In public hands, the Government of India reasoned, such 

abuses would be minimized and more favorable returns would soon be 

realized. But in spite of its obvious genuineness and optimism, this 

new policy overlooked the fundamental relationship between earnings 

and traffic volumes. 

Any estimation of the performance of the ORR, therefore, must 

consider the amount of traffic borne by the line. But because the 

ORR had not been superimposed upon a vacuous transportation system, 

it is necessary to consider rail traffic data, not in isolation, but 

in comparison to other circulation. Partly because of a paucity of 

information relating to road traffic, previous studies of the growth 

and development of Indian rail transport have neglected such com

parisons.^ As a result, the well-documented expansion of the railway 

1. None of the studies of Indian railways cited in this 
study has made use of road or river traffic data. 

82 



network and accompanying rises in rail-borne traffic have tended to 

mask certain factors which critically undermined the profitability of 

railroad operation. 

The following analysis, by making use of a number of important 
2 post-war road traffic surveys, suggests that the ORR's inability to 

exceed its guarantee resulted primarily from insurmountable competi

tion from traditional modes of transport. This does not imply that in 

its contest with roads the ORR was incapable of attracting travelers 

and freight. Rather, the data suggest that railways did not draw 

enough of the traffic to permit them to succeed financially. In this 

sense, the material below tends to confirm Thornton's hypothesis and 

the ORR directors' own frequent contention that they desired, indeed 

required, a monopoly. 

The present chapter begins by examining traffic in Awadh 

prior to the ORR's introduction. The following section offers 

detailed comparisons of passenger, goods, and livestock circulation 

during the period of the railroad's private ownership. A final 

2. "List of Imports and Exports across the Bunnee Bridge, 
Lucknow," Board of Revenue, Lucknow District, File No. 1048, 1858, 
UPSA. "Abstract Statement showing the Traffic in Oude, from 1 
February to 28 April 1860," in "Appendices to the Oude Administration 
Report, for 1859-60," Papers Relating to the Administration of Oude 
(1858-1861), p. 140. "Trade between the City of Cawnpore and Oudh in 
1876-77," in Statistical Descriptive and Historical Account of the 
North-Western Provinces of India, 15 vols., Edwin T. Atkinson, gen. ed. 
(Allahabad: North-Western Provinces and Oudh Government Press, 1874-
87), vol. 6 by F. N. Wright (1881): 150. "Statement Showing Traffic 
Registered during 1882-83," Report on Internal Road Traffic Registra
tion during the Year 1882-83 (Kanpur: n.p., 1884), p. 22, UPSL. 
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section will discuss the implications of the data and relate them to 

areas other than Awadh. 

Pre-Rail Traffic 

As Chapter 2 has shown, the road network of Awadh had bene

fited repeatedly from the dictates of Nawabi and British policies. By 

the time that rail service on the ORR's Lucknow-Kanpur line began in 

1867, the province's highways and district roads had received more 

than a century of official attention. During this period circulation 

on these roads had been stimulated by a series of events: the growth 

of Kanpur from a village to a major: garrison, manufacturing center, 

and entrepot; the development and completion of the Grand Trunk Road; 

the improvement of Awadhi communications under Nawabi patronage; the 

amplification of British corranercial interests after annexation; 

resettlement after the War of 1857-58; and the important road-

building achievements implemented as a result of reconstruction 

policies. 

The effects of these events on provincial road traffic were 

cumulative. With each successive stimulus, circulation increased 
3 until the serious disruptions caused by the war. Almost immediately 

after the cessation of fighting, even before complete pacification had 

been achieved, traffic soared to such a level that it destroyed 

3. There are, unfortunately, no available quantified data on 
pre-war traffic in Awadh. But the evidence overwhelmingly suggests 
that roads were becoming increasingly crowded throughout this period. 
Such observations appear consistently in official reports by 
engineers and administrators, and accounts by foreign travelers and 
Indian chroniclers. 
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4 newly-paved portions of roadway. In the midst of the post-war tur

moil, in order to assess provincial conmercial prospects, the admin

istration of Chief Commissioner Robert Montgomery decided to conduct a 

brief survey along the thoroughfare between Lucknow and Kanpur. An 

eleven-man team headed by an English writer and protected by six armed 

guards counted vehicular, mounted, and animal circulation during a 

week in November 1858. The results, which remain unpublished, appear 

in Table 4. 

The figures in the tabulation indicate that there were par

ticularly large numbers of vehicles and domesticated animals on the 

road. In each case the volumes exceeded the levels of a decade 
5 earlier on nearby segments of the heavily used Grand Trunk Road. The 

numbers of bullock carts, mail carts, palanquins, and animals indicate 

that traffic along the highway was perhaps at an all-time high. In 

April, five months after the survey, the volume of vehicular and 

pedestrian traffic was still termed "enormous," indicating that in 

that corner of Awadh, the government's policy of improving communica

tions had encouraged private and commercial use of the highway.** 

4. Chief Engineer, Oudh, to Mil it. Secy, to C.C., Oudh, 
25 January 1859, PPWD, CB (61), 11 March 1859, No. 10, NAI. 

5. Montgomery had conmissioned a similar survey in 1846 
while in charge of Kanpur District. "Registry of Traffic, Sc., over 
the Cawnpoor Trunk Road, taken at the Pandoo Bridge, Twenty Miles 
East of Cawnpoor, and at the Eesun Bridge, Twenty Miles West of 
Cawnpoor," 1 September 1846 to 31 August 1847, in Robert Montgomery, 
Statistical Report of the District of Cawnpore (Calcutta: n.p., 
1849), pp. xviii-xix, xxxii-xxxiii, UPSL. 

6. PPWD, CB (GI), 20 May 1859, No. 4, NAI. 
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Table 4 

Traffic on the Lucknow-Kanpur Road, 1858 and 1860 

Traffic volume 

Type of traffic 1858a I860*3 
Total 

(7 days) 
Daily 
average 

Total 
(87.5 days) 

Daily 
average 

Vehicles 3,004 429 13 ,644 156 
Bullock carts (1-7 oxen) 2,385 341 7 ,720 88 
Bullock train 248 35 3 ,128 36 
Other passenger carriages 222 32 1 ,830 21 
Palanquins 91 13 230 3 
Mail carts 28 4 209 2 
Parcel vans 30 4 517 6 

Persons0 7,086 1,012 105 ,484 1,206 
Passengers 470 67 73 ,896 845 
Mail carriers 270 39 4 ,032 36 
Palanquin bearers 159 23 664 8 
Riders on animals . 619 88 432 5 
Drivers and attendants 5,568 795 26 ,460 302 

Animals 18,945 2,705 55 ,106 629 
Without load 
With loadsf 

7,670 1,095 n ,809 135 Without load 
With loadsf 807 115 5 ,697 65 
With riders 619 88 432 5 
Drawing vehicles9 9,864 1,409 37 ,168 424 

a. From "Imports and Exports across the Bunnee Bridge," 
November 22-28, 1858. 

b. From "Statement showing the Traffic in Oude," February 1 to 
April 28, 1860. 

c. Pedestrians were not counted. 

d. These figures do not appear in the original tabulations. 
I have estimated them by assuming all vehicles except for buggies and 
ikkas to have two persons aboard as driver and attendant. 

e. Includes bullocks, buffaloes, mules, asses, horses, 
camels, ponies, and goats. 

f. Includes bullocks, mules, and ponies. 

g. These are estimated figures. The number of animals draw
ing oxcarts and ikkas is stipulated; for all other vehicles, I have 
taken two animals to be the average. 



Fourteen months after the November 1858 survey, during the 

early spring of 1860, a similar traffic enumeration was commissioned. 

This time the survey lasted three months and was simultaneously con

ducted at seven provincial roadside observation posts. The two tabu

lations listed the same items and are thus entirely analogous and 

comparable. The 1860 data collected at Bani on the Lucknow-Kanpur 

Road appears alongside the data from the earlier survey in Table 4. 

When compared to the 1858 figures, the 1860 data confirm an 

exceptionally large movement of vehicles. There were 3.9 times as 

many oxcarts, 1.5 times as many passenger carriages, and 4.3 times as 

many palanquins as in 1860. This phenomenon was accompanied by an 

even more voluminous flow of animals—laden, unladen, drawing 

vehicles, and carrying riders (1.8, 8.1, 3.3, and 17.6 times the 1860 

daily totals, respectively). It should also be noted that in 1858 

the average passenger vehicle carried only one person, while in 1860 

it transported 15. This indicates that during the war, many of the 

vehicles had been deliberately withdrawn from the roads in order to 

protect them and shelter them from military impoundment. The sudden 

re-emergence of these carts and vans without their usual passengers 

shows that they were being reinserted into the transportation system. 

Instead of carrying travelers, the vehicles more likely moved sup

plies, building materials, or furniture and personal possessions 

(Figure B-8).^ The persons themselves no doubt walked alongside. 

7. I have estimated that more than a third of the oxcarts on 
the road in November carried exclusively limestone for road-building. 



Unfortunately, the record-keepers failed to note the number of 

pedestrians, but it may be safely assumed that in late 1858 many 

thousands of Awadhis were returning afoot to their vacated homes. 

Similarly, the vast number of unladen sheep, goats, pigs, 

mules, asses, camels, buffaloes, cows, oxen, and even elephants (more 

than eight times the 1860 totals) confirms that owners of these 

animals were returning them to permanent locations. They, too, con

vinced that the danger had passed, were prepared to resume their pre

war activities. All of this evidence indicates that the villages and 

towns, abandoned during the hostilities and the ensuing uncertainty, 

were being repopulated. 

To insure the security of returning citizens and other road 

users, regular patrols became necessary. Platoons of armed men rode 

along the highway daily. The number of mounted riders was 17 times 

as high in 1858 as in 1860, reflecting the necessity for vigilance 

so soon after the war. By the second survey, the government no longer 

found it necessary to sustain such a large patrol force. 

The gradual return to safety convinced both government and 

private owners to resume passenger service by the autumn of 1858. The 

Government Bullock Train consisted of carts drawn by bullocks posted 
O 

in relays at fixed intervals. Initiated by the Post Office in 1845, 

8. Ivie G. J. Hamilton, An Outline of Postal History and 
Practices with a History of the Post Office of India (Calcutta: 
Thacker, Spink & Co., 1910), p. 185. W. H. Carey, The Good Old Days 
of the Honorable John Company, 1600-1858, 2 vols. (1882; rpt. 
Calcutta: R. Cambray & Co., 1906), 1:489. 



the Government Bullock Train had carried travelers and goods to the 

major cities along the Grand Trunk Road. Although its grinding pace 

of two miles per hour was slower than horse-drawn travel, the Govern

ment Bullock Train had provided a reliable and inexpensive service; 

the operation, moreover, had remained profitable. By late 1858, its 

route had been extended into Awadh and it made several daily trips up 

and down the Lucknow-Kanpur Road. But at that time, like individu

ally owned carts, the GBT shuttled few passengers. Instead, it 

carried packages, furniture, and freight for the returning 

inhabitants. 

Private firms such as the Inland Transit Company and the 

North Western Dak Company, both based in Calcutta, were also quick to 

reinstate passenger and freight service to Lucknow (Figure B-9). By 

the summer of 1859 tranquility had been essentially restored and 

post-war difficulties in attracting a traveling public had abated. 

In July the Chief Commissioner reported that public demand for 
g 

passenger services remained unsatisfied. The data compiled in early 

1860 confirm this observation. The number of vehicles dispatched by 

the transit companies, originally eight per day, doubled.^ And 

while the GBT had not augmented its service, its carriages were now 

full. The private firms, employing horse-drawn, two-wheeled springed 

carriages did particularly well. Each day more than 800 passengers--

9. Oudh Administration Report (1859), p. 58. 

10. These figures appear on the original tabulations from 
which Table 4 has been compiled. 
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businessmen, traders, and officials—paid the relatively high fares in 

order to pursue their affairs in Lucknow, Unnao, or Kanpur.^ 

While the highway from Lucknow to Kanpur channeled more 

vehicles than any of the other five major thoroughfares leading from 

Lucknow (Table 5), its domination was being challenged. Expenditures 

on road repairs consistent with the reconstruction policy described in 

Chapter 2 concentrated upon the roads emanating from the capital. As 

a result, Lucknow increasingly became the hub of a provincial road 

network as traffic poured in and out of the city from all directions 

(Figure 2). Table 5, based upon the 1860 survey, shows the levels of 
12 traffic on the province's principal routes. The figures show that 

the two eastward routes to Bahramghat and Faizabad especially brimmed 

with circulation. The latter road, linking Lucknow to the religious 

site of Ayodhya, shuttled seven times as many passengers as the road 

to Kanpur. Similarly, large throngs traveled to and from Bahramghat 

on the shores of the Ghaghara. To the north, Sitapur also generated a 

sizable volume of passenger traffic. 

The number of bullock carts in the province, too, was sig

nificantly large. The other five roads accounted for four times as 

11. In 1855 a single seat on the North Western Dak Company's 
horse dak service from Kanpur to Lucknow cost 12 rupees. Travel by 
bearer dak or palanquin was even more expensive at 23 to 29 rupees, 
depending upon the number of bearers. The Bengal and Agra Directory 
and Annual Register for 1855 (Calcutta: Samuel Smith and Co., 1856), 
Part VII, p. 155. 

12. A seventh route from Bahramghat to Sitapur was also 
surveyed. Traffic along this route was far lower than along the 
other six and it has been omitted from Table 5. 
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Table 5 

Traffic on Provincial Roads in Awadh, I8603 

R O A D S  

Lucknow-Kanpur* Lucknow-Sltapur® LucknoM-Hardol'1 lucknow-Bahramg'nat® LucknoM-Faizabad9 

Yearly Dally Yearly Dally Yearly Daily Yearly Dally Yearly Dally 

32,303 88 21,028 58 10,633 29 47,805 131 43,170 118 

13.090 36 138 * 0 0 0 0 196 * 

7,634 21 250 1 325 1 743 2 905 2 

959 3 3,058 8 1,464 4 2,090 6 7,346 20 

872 2 0 0 0 0 0 0 0 0 

2,157 6 0 0 0 0 0 0 4 * 

56,915 156 24,474 67 12,422 34 50,638 139 51,621 140 

308,252 845 377,089 1,033 157,743 432 386.283 1,058 2,200,625 6,029 

16,819 46 7,008 19 2,077 6 3,700 10 9,269 25 

2,770 8 11,605 32 3,963 11 7,041 19 26,163 72 

1,802 5 35,632 98 6,645 18 7,554 21 18,717 51 

110,376 302 42,582 117 21,862 60 96,760 265 87,642 240 

440,019 1,206 473,916 1,299 192,290 527 501,338 1,373 2,342.416 6,417 

49,260 135 34,869 96 15,931 44 54,846 150 46,265 127 

23,765 65 30,860 85 18,250 50 54,299 149 30.389 83 

1,802 5 35,632 98 6,645 18 7,554 21 18.717 51 

155,044 424 67,519 185 33,455 92 171,592 470 119,199 327 

229,871 629 168,880 464 74,281 204 288,291 790 214,470 588 



many as there were on the Lucknow-Kanpur Road. And no longer did that 

highway conduct the largest animal traffic. That distinction now 

belonged to the road to Bahramghat. Although it remained the premier 

route in Awadh in most respects, by 1861-62 only a quarter of the 

money sanctioned for repair works was allocated to the road to 
13 Kanpur. In short, Table 5 shows clearly that post-war construction 

had brought about a dramatic redistribution of provincial traffic and 

provided a general boost to road transport. This revitalization of 

the road network so soon before the initiation of rail transit was to 

prove a major nuisance to the ORR. 

*Fewer than one per day. All figures are rounded to the 
nearest integer. 

a. All data is drawn from "Statement showing the Traffic in 
Oude." See Table 4. The yearly and daily figures which appear in 
this tabulation are averages based upon the survey. 

b. All types correspond to those in Table 4. 

c. These figures are estimated as in Table 4 (see note d). 

d. See Table 4, note c. 

e. See Table 4, note g. 

f. The data was obtained in Bani. 

g. The data was obtained at an unspecified location along 
the road. 

h. The data was obtained somewhere between Shahjahanpur and 
Sandila. 

i. The data was obtained at an unspecified location within 
Sultanpur District. 

T3. PPWD, CB (GI), 3 May 1861, No. IE, NAI. 



Traffic Volume: Road vs. Rail 

When in 1865 the directors of the Indian Branch Railway were 

planning to link Awadh to the East Indian Railway, they considered the 

heavy traffic reported in the government's surveys as a boon. Far 

from perceiving these statistics as threatening, management believed 

that the voluminous movement on the newly-improved road network pro

vided the very justification for introducing railroads.^ Indeed, the 

1860 figures verified earlier expressions of confidence in the 

province's commercial vitality. The IBR and its successor, the ORR, 

could hardly wait to harness the hundreds of thousands of travelers 

and millions of tons of produce already in circulation. 

From the beginning of rail operations in Awadh, therefore, 

management endeavored to maximize its share of provincial traffic. On 

railways as on roads, circulation was of three types: passengers, 

freight, and animals. In Awadh and throughout northern India, all 

three were transported in large numbers. The ORR, anxious to pene

trate the regional market, concentrated its efforts upon passenger 

carriage and goods shipment. With its rail lines designed to connect 

the chief provincial centers (Figure 2), the firm hoped to attract 

European administrators and businessmen, troops, Indians of all 

classes, and the agricultural produce of a fertile region. 

Because the ORR's success was so dependent upon its antici

pated eventual dominance of the transportation system, management 

kept a watchful eye upon seasonal traffic figures. Company traffic 

14. Meeting, IBR, Times, 8 April 1865, p. 10. 
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superintendents compiled detailed statistics along each of the ORR's 
15 branches. Although the record of these statistics is occasionally 

incomplete, it is sufficiently elaborate to provide a good apprecia

tion of the development of the ORR's passenger and freight service.^ 

Along recently upgraded provincial roads, meanwhile, traffic data 

were rarely gathered. The 1858 and 1860 enumerations provide baseline 

figures on pre-rail traffic while surveys performed in 1876-77 and 

1882-83 permit the comparison which appears below. The analysis 

focuses upon the period of the ORR's private ownership. It attempts 

to assess the impact of railways upon roadbound traffic, and con

versely, to indicate the effects of competition upon the Company's 

viability. 

Passenger Traffic 

In proposing a rail network for Awadh in 1859, Robert 

Montgomery had stressed the needs of developing the country's 

resources and facilitating the passage of troops.^ But for the first 

few years the ORR was neither able to serve the agricultural hinter

lands nor called upon to move large armies at a time of peace. 

Instead, it made its earliest impact through passenger service. 

15. Traffic data, expressed in numbers and in earnings, were 
usually reported semi-annually and published in the Railway Times in 
London. On occasion, these figures also appeared in provincial 
administrative reports and gazetteers. 

16. As the notes to Tables 6 to 9 point out, it has been 
necessary to provide a number of calculated estimates where existing 
data is insufficient to yield final figures. 

17. Oudh Administration Report (1859), p. 58. 
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Prior to the introduction of railways, traveling in Awadh had 

occurred almost exclusively on roads. After the War of 1857-58, as 

Chapter 2 has demonstrated, the highway network had undergone sub

stantial extension and improvement. Already by late 1858, peacetime 

transit had resumed and had taken on massive proportions. Between 

Lucknow and Kanpur alone, 1,200 persons traveled daily aboard animals 

and conveyances (Table 4- and Table 6). Including pedestrians who 

remained uncounted, the total number of individuals along the road was 
18 far in excess of this figure. The pilgrims, farmers, animal dealers, 

migrants, and itinerants who walked were almost exclusively members of 

the lowest classes of society. Heedless of time, they trudged along 

the shaded banks of the road, inestimably swelling the total number of 
19 travelers. 

With the countryside relatively tranquil and safety reassured, 

the number of persons on the road in 1860 rose by 20 percent, reaching 

18. The numbers of persons traveling via road include only 
passengers, mail carriers, palanquin bearers, and riders who were 
actually enumerated, and, drivers and attendants of vehicles who were 
estimated. The totals do not include the throngs of persons walking 
alongside. 

19. The proportion of pedestrians varied seasonally, rising 
steeply whenever there were important melas. In Awadh proper, there 
were more than 1,000 melas through all 12 months. Approximately a 
sixth of those drew 80 percent of the total attendance. Lueknow: 
Supplementary Notes and Statistics to Volume XXXVII of the District 
Gazetteers of the United Provinces of Agra and Oudh (Allahabad: 
United Provinces Government Press, 1916), Appendices. Nevill, 
Lucknow: A Gazetteer, Appendix, pp. xxix-xxx. For a description of 
pedestrian travel, see Roberts, Scenes and Characteristics, 1:22-26. 
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Table 6 

Persons Traveling between Lucknow and Kanpur, 1858-83 

Y e a r  V i a R o a d V i a R a i 1 

No. of No. of Persons No. of No. of Persons 
persons da.ys per day persons days per day 

>858 8,400a 7 1,200 

1860 125,400a 87.5 1,433 

1866-67 49,800° 69 721 
1867-68 364,300d 365 998 
1868-69 360,000e 365 986 

1969-70 362,162f 365 992 
1870-71 332,770° 365 912 
1871-72 273,000^ 365 748 
1872-73 318,0001 365 872 
1873 345,000° 365 945 
1882-83 258,600b 365 708 

a. According to Table 4, the total number of persons at Bani 
was 7,086. This figure was multiplied by a factor of 1.189, the ratio 
of persons at Akrampur to those at Bani according to the 1882-83 sur
vey. See note b. 

b. The number of passengers tallied at Akrampur was 181,223. 
According to Table 4, the total number of persons in 1860 was 1.427 
times the number of passengers. Applying this ratio, there were 
approximately 258,500 persons on the road during the year. "State
ment showing Traffic Registered during 1882-83." 

c. Estimated figure based upon total passenger receipts and 
subsequent years' ratios of passengers to receipts. AIA 12 (1867-
68): 355. RT, 1868-71. 

d. Estimated figure, as in note c. RT, 1868-71. 

e. AIA 14 (1869-70): 440, 449. Two different figures were 
provided (347,381 and 371,824). An average of 360,000 passengers has 
been taken. 

f. Otidh Administration Report (1869-70), p. 110. 
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20 more than 1,400 per day. As the well-known traveler Emma Roberts 

had observed, in times of prosperity, Indians appeared "addicted" to 
21 travel. Despite the absence of traffic data for the succeeding 

seven years, it may be safely assumed that circulation between Lucknow 

and Kanpur remained at least as high during the period which preceded 

the railroad. With the continuing improvement of other provincial 

arteries, it became possible for an Awadhi editor to note in 1865 that 

unlike in the past, when villagers had been reluctant to leave their 

22 own locales, there were now good roads all over the country. As the 

foregoing discussion has indicated, the renovated highway network had 

encouraged travel and supplied a boost to public and private transport 

fi rms. 

In 1867, after years of preparation and amid much anticipation 

and publicity, the railway intruded into this state of affairs. How 

g. Ibid. (1870-71), p. 100. 

h. Estimated figure from RT 35 (15 June 1872): 606, and 
ratios of earnings during previous years. 

i. Estimated figure based upon RT 37 (13 June 1874): 595; 
and Oudh Gazetteer, 3:526. See note j. 

j. Passenger traffic to and from Awadh at Kanpur. The data 
is for 1873. Ibid., 3:526. 

20. Again, this number excludes pedestrians. 

21. The year 1860 was not especially prosperous. The Kanpur 
region experienced a mild famine. C. E. R. Girdlestone, Report on 
Past Famines in the North-Western Provinces (Allahabad: North-Western 
Provinces Government Press, 1868), p. 69, UPSL. Roberts, Scenes and 
Characteristics, 1:225. 

22. Ukbar Unjuman Suba Hind3 Oudh, 11 February 1865, SVN 
(1865), p. 115. 



did the ORR fare during this initial phase of its challenge? Although 

some had affirmed that tradition-bound Indians would never take to ; 

this novel mode of conveyance, there were some who did, and they were 
23 joined by the majority of resident Europeans. The number of pas

sengers drawn by the ORR during its first two months showed that 

indeed it had a ready clientele. Nearly 50,000 persons—an average 

of 721 per day—rode the trains between Lucknow and Kanpur in the 

early summer of 1867 (Table 6). By its first half-year of operation, 

the line was able to draw nearly 1,000 persons daily to and from 

Kanpur. 

The glow of this seeming early success faded rapidly, how

ever. Over the next six years, the railroad could not sustain its 

drawing power. Growth was stalled and passenger volume appeared to 

have found its equilibrium at about 900 persons per day (Figure 5). 

Although as W. J. MacPherson has pointed out, railways were not 

entering virgin territory and did not have to generate their own 

traffic, their operators quickly learned that competition from tradi

tional modes of transport partly defeated the advantages of using 
24 established channels of trade. It is in the light of this dis

covery that the Company's directors grumbled of low rates charged by 

cartmen, unfavorable weather conditions, lack of facilities,, and 
25 Indian conservatism. 

23. "Indian Railways," QRt p. 50. 

24. "Investment in Indian Railways," p. 181. 

25. Report, ORR, RT 33 (11 June 1870): 586; and Chapter 3. 
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a. From figures in Table 6. 
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Government observed in 1877 that a very large volume of 
26 traffic still had not been picked up by the railway. Six years 

later they expressed concern over the ultimate ability of trains to 

prevail where existing lines of traffic paralleled their own. In an 

accompanying survey, it was shown that 15 years after the advent of 

rail travel, the Lucknow-Kanpur Road still carried a substantial 
27 number of travelers. While the number of passengers, drivers, and 

attendants counted by the field staff had dropped by half since the 

1860 enumeration, there were still more than 700 such individuals on 

the road to Kanpur (Table 6 and Figure 5). As always, these numbers 

took no account of those going on foot. Since pedestrians, the 

poorest travelers, would necessarily have been last to adopt rail 

carriage, the total number of persons on the road certainly exceeded 

passengers on the trains. The 1882-83 survey, furthermore, was con

ducted at the behest of 0RR planners. Its results are thus somewhat 

suspect and the totals may have been understated. 

Doubtless, the 0RR line to Kanpur had induced a reduction in 

road-bound travel. But the data demonstrate that in spite of their 

numerous advantages railways were spurned by much of the local popu

lation. In the Lucknow-Kanpur corridor, the 0RR remained incapable 

of achieving its stated goal—complete domination. 

26. Oudh Gazetteer, 2: 334. 

27. Internal Traffic (1882-83), Preface 2. "Statement 
showing the Traffic Registered during the Year 1882-83." 
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Contrary to its backers' expectations, the ORR had not 

replaced road transport, it had complemented it. Although the trains 

had increased the overall amount of traffic by a small amount, they 

had nevertheless demonstrated that provincial circulation was limited 
28 and could not be made to grow indefinitely. Those persons who had 

become rail voyagers, overwhelmingly in third class, were attracted by 
29 the speed, comfort, and relatively low fares offered by the trains. 

Since the increased travel was not attributable to population growth, 

it must be assumed that some for whom the trip had remained uneconom-
30 ical now took advantage of the improved facilities. Petty merchants, 

for instance, previously unable to afford the loss of a few days' 
31 earnings, could now make the circuit in a single day. Some rural 

residents, too, began adopting rail travel. On the Lucknow-Kanpur 

route, a third of the passengers arriving at Lucknow station had 

28. The total number of persons traveling between Lucknow and 
Kanpur rose by about a sixth since pre-rail days. See Table 6. 

29. In 1869-70, the second full year of operation, 97 percent 
of the passengers went via third class. In 1870 the ORR combined 
second and third class into a single lower class. Until 1879 lower 
class fares were set at two pies per mile, or seven annas for a one
way ticket from Lucknow to the Ganges crossing. After that, fares 
rose by 25 percent. Oudh Administration Report (1869-70), p. 110. 
Report, ORR, RT 33 (17 December 1870): 1234. See also Chapter 3, 
note 77. 

30. In Lucknow District, population declined between 1869 and 
1901; in Kanpur, it rose by only 5.5 percent from 1865 to 1901. 
Nevill, Lucknow: A Gazetteer, Appendix, pp. xxix-xxx; and Cawnpore: 
A Gazetteer, pp. 95-8. 

31. By the second year, two trains ran each way daily. Oudh 
Administration Report (1869-70), p. 111. 
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originated their journeys in the countryside separating the two 
32 cities. 

Elsewhere in the province, the performance of the ORR mirrored 

developments on the Lucknow-Kanpur line. While analogous statistics 

permitting a direct comparison of road and rail traffic remain 

unavailable, the ORR's traffic records confirm previous observations. 

Table 7 demonstrates that throughout its twenty-year existence, in 

spite of sizable increases in track mileage, the railway was unable 

to yield sufficiently favorable passenger per day per mile figures. 

As the Company strove to acquaint itself with its new markets, each 

extension of track brought a corresponding drop in that important 

ratio. Never during its history as an independent firm was the ORR 

able to duplicate its initial successes in passenger carriage. In its 

last year of private operation, with nearly 700 miles of track servic

ing Awadh and bordering Rohilkhand, the ORR carried 11 times as many 

riders as it had in 1867-68. But revealingly, the number of passen

gers per day per mile remained only two-thirds of the comparable 

first-year figure (Table 7). During the period of relative stability 

following the ORR's marked expansion from 1871 to 1875 (Figure 6) 

passenger service began showing a modest improvement in performance. 

The number of passengers per day per mile rose steadily from 10.9 to 

32. In 1873, 87,000 out of 260,000 passengers arriving at 
Lucknow got on at the intermediate stations of Unnao, Ajgain, and 
Harauni. Similarly, a third of the 253,000 persons leaving Lucknow 
exited at those towns. The influx of rural visitors was clearly 
toward Lucknow, rather than Kanpur. Oudh Gazetteer, 2:332, and 3: 
526. 



Table 7 

Passenger Traffic on the ORR, 1866-87 

No. of Miles of No. of Pssgrs. 1867-68 Pssgr. Pssgr. 1867-68 
Year days track pssgrs. per day = h earngs. earngs. = h 

per mi. 100.0° (in £) per day 
per mi. 

100.0° 

1866-67 69 42 49,800*; 17.2 _<•» 2,540^ 0.9 
1867-68 365 42 364,300,; 23.8 100.0 18,600*; 1.2 100.0 
1868-69 365 42 360,000*; 23.5 98.8 18,300; 1.2 98.3 
1869-70 365 42 362,162*; 23.6 99.4 16,500*; 1.1 90.1 
1870-71 365 42 332,770J 21.7 91.4 19,300j 1.3 104.1 
1871-72 365 71.5 302,000° 11.6 48.7 18,000° 0.7 57.0 
1872 365 198 399,800 5.5 23.1 23,900 0.3 27.3 
1873 365 425 n.a. n.a. 
1874 365 540 n.a. . n.a. f 
1875 365 542 2,151,400l 10.9 45.7 137,600„ 0.7 57.9 
1876 365 544.5 2,377,100? 12.0 50.3 147,000? 0.7 61.2 
1877 365 544.5 2,730,800? 

2,664,100,. 
2,697,400^ 

13.7 57.8 172,900V 0.9 71.9 
1878 365 545.68 

2,730,800? 
2,664,100,. 
2,697,400^ 

13.4 56.3 171,8001 
178,900J 

0.9 71.1 
1879 365 546.85 

2,730,800? 
2,664,100,. 
2,697,400^ 13.5 56.9 

171,8001 
178,900J 0.9 74.4 

1880 365 546.85 2,479,700? 
2,589,000' 
2,776,211™ 
2,739,382™ 
2,927,379™ 
2,959,193™ 
3,652,852™ 
4,050,257 

12.4 52.3 191,300? 
205,900' 

1.0 79.3 
1881 365 546.85 

2,479,700? 
2,589,000' 
2,776,211™ 
2,739,382™ 
2,927,379™ 
2,959,193™ 
3,652,852™ 
4,050,257 

13.0 54.6 
191,300? 
205,900' 1.0 . 85.1 

1882 365 546.85 

2,479,700? 
2,589,000' 
2,776,211™ 
2,739,382™ 
2,927,379™ 
2,959,193™ 
3,652,852™ 
4,050,257 

13.9 58.5 218,224" 1.1 90.1 
1883 365 546.85 

2,479,700? 
2,589,000' 
2,776,211™ 
2,739,382™ 
2,927,379™ 
2,959,193™ 
3,652,852™ 
4,050,257 

13.7 57.7 199,955" 1.0 82.6 
1884 365 558.675 

2,479,700? 
2,589,000' 
2,776,211™ 
2,739,382™ 
2,927,379™ 
2,959,193™ 
3,652,852™ 
4,050,257 

14.4 60.4 213,065" 
213,893" 
268,551" 
294,079" 

1.0 86.0 
1885 365 604.5 

2,479,700? 
2,589,000' 
2,776,211™ 
2,739,382™ 
2,927,379™ 
2,959,193™ 
3,652,852™ 
4,050,257 

13.4 56.4 
213,065" 
213,893" 
268,551" 
294,079" 

1.0 80.2 
1886 365 683.125 

2,479,700? 
2,589,000' 
2,776,211™ 
2,739,382™ 
2,927,379™ 
2,959,193™ 
3,652,852™ 
4,050,257 

14.7 61.7 

213,065" 
213,893" 
268,551" 
294,079" 

1.1 89.3 
1887 365 688.75 

2,479,700? 
2,589,000' 
2,776,211™ 
2,739,382™ 
2,927,379™ 
2,959,193™ 
3,652,852™ 
4,050,257 16.1 67.8 

213,065" 
213,893" 
268,551" 
294,079" 1.2 96.7 
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16.1, an annual growth rate of 3.7 percent. But this rate was too 

slow for impatient directors and investors and was prone to disturbing 

periodic declines. 

a. These figures have been rounded to the nearest tenth. 

b. These normalized figures have been computed by using the 
numbers in the column to the left (as indicated by note a) before 
rounding. This explains why seemingly identical ratios occasionally 
produce differing values in this column. 

c. See Table 6. Note that all figures in this column which 
are estimates have been rounded to the nearest hundred. 

d. Estimated figure based upon earnings reported in (hence
forth cited as, "estimated from earnings") RT 35 (15 June 1872): 
606; and RT 36 (13 December 1873): 1235. 

e. Estimated from earnings, RT 36, ibid.; and RT 36 (14 June 
1873): 616. 

f. Estimated from earnings, RT 38 (11 December 1875): 1168; 
and RT 39 (10 June 1876): 527. 

g. Estimated from earnings, RT 39 (9 December 1876): 1105. 

h. Estimated from earnings and the number of passengers 
during the first half-year, RT 40 (8 December 1877): 1084; and RT 41 
(8 June 1878): 479. 

i. Estimated from earnings and the number of passengers 
during the first half-year, RT 42 (14 June 1879): 488. 

j. Estimated from earnings and the number of passengers 
during the first half-year, RT 42 (13 December 1879): 1023; and RT 43 
(12 June 1880): 479. 

k. Estimated from earnings and the number of passengers 
during the first half-year, RT 44 (11 June 1881): 536. 

1. Estimated from earnings and the number of passengers 
during the first half-year, RT 44 (17 December 1881): 1164; and RT 45 
(10 June 1882): 551. 

m. Passenger traffic was reported in RT, 1882-87. 

n. Earnings were reported in RT, 1882-87. 
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Normalized 
ratio 

Passengers per day per miie 

Passenger earnings per day 
per mile 

100-

8 

P̂1 

y 

2 

Figure 6. Passengers per Day per Mile, and Passenger Earnings a 
per Day per Mile on the ORR, 1866-87—(both normalized) 

a. From figures in Table 7. 
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A translation of these figures into monetary earnings per day 

per mile indicates a very similar phenomenon. Expansion of the mile

age tended to yield lower earnings per mile of track. Although the 

1879 fare increase resulted in more favorable figures, normalized 

passenger earnings persistently failed to reach their first years' 

ratios. While in 20 years, income from passenger receipts had risen 

sixteen-fold, earnings per day per mile were actually lower in 1887 

than they had been in 1867-68. Again, a glance at Figure 6 shows that 

the number of persons per day by rail remained consistently shorter 

than in the initial years. Here too, however, it must be noted that 

passenger earnings per mile per day increased gradually (5.2 percent 

annually) after the expansion of the network. 

The provincial rail passenger traffic figures demonstrate that 

the ORR's performance on the Lucknow-Kanpur line was better than else

where. In 1873 the line carried 22.5 persons per mile. But even 

there, it appears that the number of travelers on the road (including 

pedestrians) exceeded the number on trains. It is likely, therefore, 

that similar conditions prevailed throughout Awadh. It remained 

difficult for the ORR to draw sufficient traffic to keep up with its 

expansion. Throughout this time a solid though somewhat diminished 

core of individuals continued to travel by carriage, bullock cart, 

palanquin, and afoot. Although the ORR's directors observed in 1882 

that trains were becoming more appreciated by the population and were 

gradually superseding the old methods of transport, the process-

particularly regarding passenger transit—was too gradual to affect 
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33 the outcome of the Company's experiment. The road transport system 

had presented a formidable obstacle to the ORR's dreams of monopoly. 

And due to high expenses and unpredictable conditions the operation 

required a virtual monopoly to achieve a profit. 

Freight 

Lucknow, the hub of the ORR network, was traditionally the 
34 leading grain depot in Awadh. From this vantage point, it main

tained a central position in the trade of other agricultural 

commodities. The exchange carried on with nearby regional cities was 

well developed, but Lucknow's special relationship with Kanpur 

dominated its pattern of commerce. Reciprocally, prior to the War of 

1857-58, Kanpur's own trade had been directed principally toward 

Awadh. But after Kanpur's connection to the EIR in 1859, that city 

emerged as a major entrepot, decisively linking the Gangetic north 

with the port of Calcutta. Kanpur's new tie to Calcutta, in turn, 

33. Report, ORR, RT 45 (9 December 1882): 1171. 

34. During 1860-61, Lucknow's role as a central supplier of 
grain was enhanced by a famine which struck much of northern India 
while generally sparing Awadh. Substantial stores of produce were 
thus brought to the city to be redistributed elsewhere. Nevill, 
Lucknow: A Gazetteer, p. 31. Girdlestone, Report on Past Famines, 
p. 69. Hoey, Trade and Manufactures, p. 45. Thomas R. Metcalf, 
Landj Landlords3 and the British Raj: Northern India in the Nine
teenth Century (Berkeley: University of California Press, 1979), p. 
50. 
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35 permitted it to enter a newly-transformed colonial world economy. 

Lucknow, just 42 miles away, retained its bond to Kanpur and stood 

poised to benefit from the expected increase in demand for the produce 

of Awadh. 

In London, the ORR's plans for entry into a presumably lucra

tive market in Awadh were being readied. The Company's financial 

backers and directors subscribed vigorously to current British 

official and mercantile opinion. As Peter Harnetty has argued, 

Britain's external policies responded to the demands of an emergent 

industrial lobby which desired to link their nation's trade with 

foreign underdeveloped regions. The new policy required an expansion 

of British influence into colonial hinterlands by means of penetra

tion inland from coastal ports. The ultimate purpose of this 

development, Harnetty has observed, "was to convert these areas into 

complementary satellite economies providing raw materials and food for 
36 Great Britain and ... widening markets for her manufactures." 

In this context, Awadh, the "garden of India," seemed an 
37 especially attractive region for rail freight service. The province 

35. C. A. Bayly, "'Inland Port Cities' in North India: 
Calcutta and the Gangetic Plains, 1780-1900," unpublished paper, pre
sented at the Conference on the Rise and Growth of the Colonial Port 
Cities in Asia, Santa Cruz, June 1976, pp. 2, 38, 40. The essay is 
summarized in The Rise and Growth of Colonial Port Cities in Asiat 
ed. Dilip K. Basu (Santa Cruz: Center for South Pacific Studies, 
University of California, Santa Cruz, 1979). 

36. Harnetty, Imperialism and Free Trade, p. 2 

37. "Indian Railways," QR, p. 63. 
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boasted nearly nine million acres under cultivation, almost 90 percent 
38 of that land reserved for foodgrains. Future production of wheat, 

barley, rice, millet, corn, and sugar cane, moreover, was expected to 

rise significantly after the implementation of planned improvements in 

irrigation. And with the opening of the Suez Canal in 1869, inland 

aiid foreign trade in India were expected to receive a welcome 
39 stimulus. With such attractive prospects for their venture, 

British-owned railway firms including the ORR looked for their income 
40 to stem predominantly from freight traffic. An examination of the 

volume of goods traffic in the Lucknow-Kanpur region and in Awadh as a 

whole will determine the degree to which these expectations were met. 

During the months in the immediate wake of the War, movement 

of goods along the tract between Lucknow and Kanpur reached an all-

time high (Table 8 and Figure 7). The exigencies of post-war resupply 

had crowded the route to unprecedented levels.^ In the autumn of 

38. Irwin, Garden of India, 1:19. 

39. Sanyal, "Indian Railways," p. 99. Harnetty, Imperialism 
and Free Trade, p. 53. John Adamn, in a 1971 study, found that the 
opening of the Suez Canal had failed to meet these expectations. "The 
Impact of the Suez Canal on India's Trade," IESER 3, 3 (September 
1971): 239-40. 

40. From its inception, the ORR was "intended to convey the 
produce of those two provinces Awadh and Rohilkhand ... down to the 
Ganges, to be delivered to the East Indian line and transported to 
Calcutta," from where it would be carried to Europe. "Indian Rail
ways," QR, p. 62. See also, Horace Bell, Railway Policy in India 
(London: Rivington, Percival, & Co., 1894), p. 3. 

41. See pp. 84 to 87 above. 
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Table 8 

Goods Transported between Lucknow and Kanpur, 1858-833 

Y e a r  V i a  R o a d  V i a  R a i l  
No. of. No. of Tons per No. of. No. of Tons per 
tons days day tons days day 

1858 7,800J 7 1,114 
1860 23,300 87.5 266 
T866-67 500h 69 7 
1867-68 12,400? 

22,13ll 
22,928? 

365 34 
1868-69 

12,400? 
22,13ll 
22,928? 

365 61 
1869-70 

12,400? 
22,13ll 
22,928? 365 63 

1870-71 24,082? 
25,600' 
41,600™ 
42,396 

365 66 
1871-72 

24,082? 
25,600' 
41,600™ 
42,396 

365 70 
1872-73 

24,082? 
25,600' 
41,600™ 
42,396 

365 114 
1873 A 

24,082? 
25,600' 
41,600™ 
42,396 365 116 

1876-77 89,063 365 244 
1877-78 34,268° 365 94 
1878 •f 43,400p 365 119 
1882-83 62,000 365 170 

a. Unless otherwise indicated, the figures refer to goods 
traffic at or near the Kanpur terminal of the ORR line. 

b. Figures in this column which are estimates have been 
rounded to the nearest hundred. 

c. "Imports and Exports across the Bunnee Bridge," (1858) 
provides a count of the number of vehicles and animals at Bani. The 
tonnage of goods was calculated by estimating the average carrying 
capacity of various animals and carts and applying these factors to 
the respective numbers of these transporting agents. For this 
calculation, the load capacities suggested by Hoey have been employed. 
Trade and Manufactures, p. 61. Since the data was collected at Bani, 
for conformity, it was necessary to estimate the tonnage at the Kanpur 
end of the road. According to the 1882-83 survey which enumerated 
traffic at both Bani and Akrampur (see note f), goods traffic at the 
latter was 2.43 times as high as at Bani. The final figure which 
appears is obtained by applying this factor to the 1858 volume at 
Bani. 

ii 

d. "Statement showing the Traffic in Oude," (1860). As in 
note c, the traffic count was converted to total tonnage. The loca
tion along the road was not specified, but it is assumed that as in 
1858, the data was gathered at Bani. Once again, applying the ratio 
of 2.43 (see note c), the figure in the table represents an estimate 
of the weight at Akrampur. 
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1858, endless streams of wheeled conveyances and loaded animals 

carried an average of more than 1,100 tons daily. 

Within 18 months, conditions had stabilized and goods carriage 

fell to a quarter of its previous inflated volume. A survey conducted 

nearly a generation later, in 1876-77, indicated that this traffic had 

achieved a steady-state of approximately 250 tons per day (Table 8 and 

e. "Trade between the City of Cawnpore and Oudh in 1876-77." 

f. "Statement showing the Traffic during 1882-83," p. 22. 

g. Estimated from earnings, AIA 12 (1867-68): 355. Location 
was not specified. 

h. Estimated from earnings, RT 31 (1 August 1868): 800; and 
i?2l-_31 (12 December 1868): 1249. Location was not specified. 

i. AIA 14 (1869-70): 449. Location was not specified. 

j. Oudh Administration Report (1869-70), p. 110. Location was 
not specified. 

k. Ibid. (1870-71), p. 100. Location was not specified. 

1. Estimates from earnings, RT 35 (15 June 1872): 606; and 
RT 38 (13 December 1875): 1235. Location was not specified. 

m. Estimated from earnings, RT, ibid., p. 1235; and Oudh 
Gazetteer 3:526. This figure represents the 0RR goods traffic at 
Kanpur. 

n. Oudh Gazetteer, ibid., 3:526. 

o. "Trade between the City of Cawnpore and Oudh in 1876-77." 

p. "Import and Export Trade of Lucknow City during 1878," in 
Trade and Manufactures by Hoey, pp. 34-36. According to 1873 figures 
for goods traffic at both Lucknow and Kanpur, the latter location had 
1.79 times as much volume. This factor was applied to the Lucknow 
figures. Oudh Gazetteer, 2:332, and 3:576. 
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Figure 7. Goods per Day Transported between 
Lucknow and Kanpur, 1858-1883a 

a. From figures in Table 8. 
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Figure 7). As with road-bound passenger circulation, freight shipment 

had been sustained by regular maintenance of the highway. As the ORR 

prepared to enter the field, the Lucknow-Kanpur Road continued to 

channel surplus produce toward Kanpur, seemingly unaffected by events 

outside its realm. 

The railway's entry into the competition for cargo shipment 

was hardly momentous. In its first two months, it managed to haul a 

mere seven tons of freight per day, much of it imported equipment and 

supplies for its own extension (Table 8). The ORR's first complete 

year of service to Kanpur engendered little cause for optimism. With 

just 34 tons of daily cargo yielding a total income of only £3,300 

(Table 9), the directors were braced for a long battle with existing 

transport. 

The next year, 1868-69, brought a marked improvement: tonnage 

rose by nearly 80 percent, while goods earnings increased by 64 per

cent over the previous year. But the 61 tons handled on an average 

day accounted for less than 30 percent of goods movement between 

Lucknow and Kanpur. For the next three years, the ORR's goods service 

grew only modestly. In mid-1872 after five years of operation, daily 

carriage remained only 70 tons. The following year witnessed a 

healthy increase of 63 percent. But for the next six years the 

volume of goods transported remained nearly constant, growing by a 

mere four percent (0.7 percent per year). After 11 years of service, 

goods volume on the ORR's Lucknow-Kanpur line appears to have 

stabilized at approximately 110 tons per day (Figure 7). In the 



Table 9 

Goods Traffic on the ORR, 1866-87 

Tons 1869-70 Goods Goods 1869-70 
Year Tons of goods per day earngs. earngs. = h 

per mi. 100.0° (in£ ) per daya 
per mi. 

100.0° 

1866-67 500c 0.2 120c 0.04 
1867-68 12,400^ 0.8 « 3,300^ 0.2 
1868-69 22,13K 1.4 -- 5,400^ 0.4 
1869-70 22,928^ 1.5 100.0 6,200^ 0.4 100.0 
1870-71 24,082*J 1.6 104.7 6,700: 0.4 107.3 
1871-72 34,500° 1.3 88.0 10,500° 0.4 97.6 
1872 55,200 0.8 50.7 17,200 0.2 59.0 
1873 n.a. n.a. 
1874 n.a. f n.a. f 
1875 325,000„ 1.6 109.3 123,300„ 0.6 151.2 
1876 449,500? 2.3 150.7 169,900? 0.9 207.3 
1877 593,000? 

706,4001 
497,500^ 

3.0 198.7 217,600? 
248,700,. 
213,200K 

1.1 268.3 
1878 

593,000? 
706,4001 
497,500^ 

3.6 236.7 
217,600? 
248,700,. 
213,200K 

1.3 304.9 
1879 

593,000? 
706,4001 
497,500^ 2.5 166.0 

217,600? 
248,700,. 
213,200K 1.1 261.0 

1880 616,200-f 
836,000' 
824,830™ 
807,185"' 
790,160™ 
968,97r 

1,407,972? 
1,163,334 

3.1 206.0 221,700-f 
252,700' 
271,542" 
296,338" 
272,363" 
293,666" 
340,999" 
329,650" 

1.1 270.7 
1881 

616,200-f 
836,000' 
824,830™ 
807,185"' 
790,160™ 
968,97r 

1,407,972? 
1,163,334 

4.2 279.3 
221,700-f 
252,700' 
271,542" 
296,338" 
272,363" 
293,666" 
340,999" 
329,650" 

1.3 309.8 
1882 

616,200-f 
836,000' 
824,830™ 
807,185"' 
790,160™ 
968,97r 

1,407,972? 
1,163,334 

4.1 275.3 

221,700-f 
252,700' 
271,542" 
296,338" 
272,363" 
293,666" 
340,999" 
329,650" 

1.4 331.7 
1883 

616,200-f 
836,000' 
824,830™ 
807,185"' 
790,160™ 
968,97r 

1,407,972? 
1,163,334 

4.0 269.3 

221,700-f 
252,700' 
271,542" 
296,338" 
272,363" 
293,666" 
340,999" 
329,650" 

1.5 361.0 
1884 

616,200-f 
836,000' 
824,830™ 
807,185"' 
790,160™ 
968,97r 

1,407,972? 
1,163,334 

3.9 258.0 

221,700-f 
252,700' 
271,542" 
296,338" 
272,363" 
293,666" 
340,999" 
329,650" 

1.3 326.8 
1885 

616,200-f 
836,000' 
824,830™ 
807,185"' 
790,160™ 
968,97r 

1,407,972? 
1,163,334 

4.4 292.7 

221,700-f 
252,700' 
271,542" 
296,338" 
272,363" 
293,666" 
340,999" 
329,650" 

1.3 324.4 
1886 

616,200-f 
836,000' 
824,830™ 
807,185"' 
790,160™ 
968,97r 

1,407,972? 
1,163,334 

5.7 376.7 

221,700-f 
252,700' 
271,542" 
296,338" 
272,363" 
293,666" 
340,999" 
329,650" 

1.4 334.2 
1887 

616,200-f 
836,000' 
824,830™ 
807,185"' 
790,160™ 
968,97r 

1,407,972? 
1,163,334 4.6 308.7 

221,700-f 
252,700' 
271,542" 
296,338" 
272,363" 
293,666" 
340,999" 
329,650" 1.3 319.5 
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interim, tracks had reached deep into the province and spanned the 

Ganges but the ORR's share of the goods market along the principal 

route in its domain remained under 33 percent (Table 8). 

In 1882-83, five years after the last available data on the 

Lucknow-Kanpur rail line, the road to Kanpur bore a reported average 

of 170 tons per day. As with passenger traffic on the road, the 

potential bias of field investigators may have led to an underestima

tion of the goods volume. The reported figure indicates a sizable 30 

percent reduction in traffic, but the tonnage remained about 43 per

cent higher than the last tabulated volume for rail carriage. If the 

a. These figures have been rounded to the nearest tenth. 

b. See Table 7, note b. 

c. See Table 7, note c. The figures in this column which are 
estimates have been rounded to the nearest hundred. 

d. See Table 7, note d. 
e. See Table 7, note e. 
f. See Table 7, note f. 
g. See Table 7, note g. 
h. See Table 7, note h. 
i. See Table 7, note i. 
j. See Table 7, note 0-
k. See Table 7, note k. 
1. See Table 7, note 1. 

m. Goods traffic was reported in RT, 1882-87. 
n. Earnings were reported in RT> 1882-87. 



116 

rate of growth for daily tonnage per mile on the ORR's overall network 

between 1878 and 1882-83 (Table 9) is applied to the Lucknow-Kanpur 

line during that same period, it is estimated that in 1882-83 the 

latter would have borne a goods traffic of about 134 tons per day per 
42 mile. At that level, the road still carried 27 percent more goods 

than did the trains. In fact, a similar extrapolation applying the 

ORR's provincial growth rate to the Lucknow-Kanpur branch suggests 

that by 1887 that line would have carried only 155 tons per day, or 

ten percent less volume than the road reportedly bore in 1882-83. 

The ORR was gradually narrowing the gap in the competition for 

the country's goods shipment. But in 1882-83 after 15 years of 

service, the trains shipped less than three-quarters as much as the 

road. And in its next to last year or private operation, it appears 

that goods tonnage on the railway still ranked second, lagging ten 

percent behind that on the Lucknow-Kanpur highway. 

The data which appear in Table 10 provide a more penetrating 

insight into the nature of freight traffic in the Lucknow region. 

The tabulation is of data collected in 1878, after 11 years of rail 

service over a current network of 546 miles of track. Three lines 

emanated from the capital of Awadh: to the southwest, the Cawnpore 

Branch crossed the Ganges to merge with the EIR; to the north, the 

Aligarh Branch passed through Hardoi and Shahjahanpur, again to join 

42. Hoey's tabulation on pp. 34-36 of Trade and Manufactures 
contains the latest data I have found on the operations of the 
Lucknow-Kanpur branch of the ORR. This has necessitated the extrapo
lation for later years. 
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Table 10 

Imports to Lucknow in 1878a 

A. Goods coming mostly by non-railb 

Amount Total Amount Non-rail 

Item imported imported by imports Item by non-rail all modes as %-age 
• (tons) (tons) of total 

Animals 166,247c 166,367° 99.9 

Foods: 
Grains 74,962 96,365 77.8 
Country fruits & vegetables 19,089 19,262 99.1 
Sweet potatoes 6,589 6,589 100.0 
Mahna nuts 3,666 3,666 100.0 
Miscellaneous groceries 1,666 1,666 100.0 
Ghee 688 871 79.0 
Oil cakes 527 528 99.9 
Coconuts 161 170 94.7 
Jackfruit 77 77 100.0 
Foreign fruits 27 27 100.0 

Supplies: 
Kankar 21,172 21,214 99.8 
Wood 19,609 21,934 89.4 
Charcoal 6,882 6,882 100.0 
Lime 3,331j 3,334. 99.9 
Bricks 1.2505 1,250? 100.0 
Bamboos & canes 350° 486 72.1 
Hardware goods 316 316 100.0 
Metals other than iron, 141 172 81.8 
brass, or copper 

Salita & hemp bags 110° 110° 100.0 
Lacquer 27 45 59.5 
Tallow & wax 25 25 100.0 

Drugs, scents, & spices: 
Pan 223 223 100.0 
Non-intoxicating drugs 65 111 58.4 
Musk 5 5 100.0 

Total 161,856e 190,386e 85.0 
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Table 10, Continued 

f B. Goods coming mostly by rail 

Item 
Amount 
imported 
by rail 
(tons) 

Total amount 
imported by 
all modes 
(tons) 

Rail 
imports 
as %-age 
of total 

Metals: 
All metals 883 1,064 83.0 
Iron 809 831 97.3 
Brass & copper 42 59 71.5 

Cloth & fibers: 
Fibers 329 520 63.3 
Cotton & wool piece goods 58 58 100.0 
Raw cotton 55 55 100.0 

Supplies: 
Railway materials 1,009 1,009 100.0 
Oils 295 485 60.8 
Leather 112 112 100.0 
Hides 112 112 100.0 
Oilman's stores 81 81 100.0 
Coal & coke 65 65 100.0 
Horns 22 22 100.0 
Canes & rattans 7 7 100.0 
Borax, gums, resins, 5 5 100.0 
& saltpeter 

Other provisions 42 42 100.0 

Drugs, liquors, & dyes: 
Liquor 591 591 100.0 
Betel nuts 100 159 ' 63.0 
Turmeric 39 73 53.3 
Intoxicating drugs 10 10 100.0 
Dyes 7 7 100.0 
Asafoetida 6 6 100.0 

Total 28,530 190,386 15.0 

a. From "Import and Export Trade of Lucknow City during 
1878," in Trade and Manufactures, pp. 34-36. 

b. Includes imports by road and river. See p. 119 and Table 
5. 

c. The figures represent numbers of animals, not tons. 

d. Estimated tonnage, based upon reported numbers. 
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the EIR; and to the southeast, the Banaras Branch traversed Bara 

Banki, Faizabad, and Jaunpur before reaching the Ganges at Banaras 

(see Figure 4). 

A survey conducted in Lucknow compared traffic entering the 

city by rail along the above lines with that coming by road and 
43 river. According to this survey, the total volume of goods imported 

to and exported from Lucknow by rail during 1878 amounted to 42,800 
44 tons. During that same period imports alone arriving by road and 

river totaled four times that figure, 162,000 tons. The figures are 

not strictly comparable, however; the former number represents goods 

carriage from three directions, while the larger amount, 162,000 tons, 

includes imports from six provincial roads (Table 5) and the Gomati 

River. If this is taken into account, the estimated cargo imported on 

the three roads parallel to the rail lines was about 59,000 tons, or 

e. Including estimated tonnages from note d. 

f. On the three branches of the 0RR. See p. 116. 

43. The Gomati River which passes through Lucknow remained 
navigable throughout the 19t.h century. The amount of traffic it bore 
varied seasonally according to its depth. In 1880, two years after 
the survey in question, river boats on the Gomati carried mostly 
firewood, charcoal, grass, reeds, and thatching materials. Nevill, 
Lucknow: A Gazetteer, p. 59. The vast majority of the non-rail 
traffic entering Lucknow came via road. 

44. This total is obtained from the actual tabulation, 
"Import and Export Trade of Lucknow City during 1878." Unfortunately, 
non-rail export figures do not appear, limiting the comparison to 
imports only. However, if railway data is representative, exports 
were only half as great as imports (14,309 tons vs. 28,530 tons). 



45 200 percent of the rail volume. This tabulation, then, provides 

further corroborative evidence of the difficulties encountered by the 

ORR in its attempt to dominate freight haulage. 

In all, 190,400 tons of goods entered Lucknow in 1878. Not 

surprisingly in light of Awadh's previously mentioned fertility and 

crop distribution, 96,400 tons, or about 50 percent of the total 

imports, consisted of grains. Significantly, more than three-quarters 

of the area's grains continued to be carried by cart, pack animal, and 

river boat. Construction supplies, fuels, produce, foodstuffs, house

hold goods, most spices, and livestock were similarly deemed unsuit

able for rail carriage (Table 10). On the trains, 75 percent of the 

goods carriage (21,400 tons) consisted of the balance of the region's 

grain production. Of the remaining tonnage, items intended for 

official use and for manufacturing predominated. Railway construction 

materials and metals accounted for a quarter of the weight excluding 

grains. Additionally, oils, fibers, hides, and controlled substances 

such as liquor and opium were quickly adapted for rail shipment. But 

as Table 10 illustrates, the vast majority of items continued to move 

according to time-tested patterns. 

45. According to Table 5, there were approximately the same 
number of oxcarts and laden animals on the three roads which had no 
rail lines as on those which did (170,800 vs. 158,400). The Gomati, 
in 1880, permitted perhaps an additional 40,000 tons to be imported 
(Nevill, Lucknow: A Gazetteer, p. 59). Applying these factors, it 
can be estimated that the three roads parallel to the three rail 
branches carried approximately 59,000 tons, or twice as much as the 
railroads. This figure compares closely with the analogous ratio of 
goods volume by road and by rail on the Kanpur route during the same 
period. 
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A tabulation of overall goods traffic on the ORR (Table 9) 

provides a somewhat different picture. Like passenger traffic, total 

tonnage rose dramatically as track mileage was extended. In the space 

of 20 years the ORR had increased its share of the market from 12,400 

tons to 1,163,334 tons, a growth factor of 94. The rate of increase 

of daily tonnage per mile was much more gradual, rising only three

fold between 1869-70 and 1887. But unlike normalized passenger 

traffic, which during these years declined, cargo traffic had at least 

risen. 

Goods earnings demonstrated a similar development. Over the 

two decades in question, income rose by a factor of 100, while 

normalized earnings (goods earnings per day per mile) only tripled 

(Table 9). As Chapter 3 has shown, the increased earnings did not 

suffice to counteract the losses sustained on account of passenger 
46 service and mounting expenses. The apparent gains in goods carriage 

were too small to permit the Company to meet its commitment to the 

government. And despite the overall increase in freight haulage, 

there were still complaints by management of stagnation, depression, 

disasters, and political impediments which prevented trade from 

reaching its expected equilibrium.^ The Company's greatest 

46. Operating costs were habitually underestimated on all 
Indi an rai1ways. Sanyal, Indian Railuays, p. 45. 

47. BT, 1881-87. 
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disappointment, in fact, was the trains' demonstrated inability to 
48 crush competition from carts. 

Oddly enough, it was not high rates which prevented more 

universal acceptance of rail freight service. Notwithstanding the 
49 ORR's recurrent complaint over the low rates of cartage, throughout 

this period (1867-87) rail carriage remained ostensibly less expensive 

than transport by cart. In 1877 it cost approximately 70 percent as 
50 much to move a ton of goods on the lowest class of rail as by road. 

Clearly, from a purely economic viewpoint rail shipment appeared 
51 potentially competitive. Why, then, was it so difficult for the ORR 

to lure the majority of growers, brokers, and merchants to its freight 

service? 

Although the trains could offer a number of tangible advan

tages to transporters—principally, lower cost and greater speed-

age-old links within the existing system were not easily eroded. The 

48. This was termed "a matter of the utmost importance." 
Meeting, ORR, RT 45 (17 June 1882); 572. 

49. See note 25 above. 

50. Beginning in 1876, it cost 6.80 pies to move a ton for a 
mile on the lowest class of freight service on the ORR. Sanyal, 
Indian Railways , p. 106. According to the Oudh Gazetteer, the com
parable cost by cart amounted to 9.76 pies per ton per mile; 2:334. 

51. Some rail enthusiasts overstated the case. John and 
Richard Strachey, long-time government officials intent on justifying 
British rule and extolling its progressive nature, claimed that the 
cost of shipment by cart was "about four times that of transport by 
rail." They offered no substantiation for this estimate but relied 
upon it in their defense of railroads' economic benefits. Finances 
and Public Works, p. 318. 
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transfer of bulk coiranodities to railroads was often difficult to 

accomplish. Because crops were produced in the hinterlands, away from 

rail terminals, they first needed to be carried by road or stream to 

the nearest station. To the uninitiated farmer, cart driver, or 

animal attendant, the complex procedures and negotiations discouraged 

the abandonment of familiar modes of operation. 

There were numerous transactions, each of which entailed 

delays and expenses; Ticket vendors, weight superintendents, octroi 

officers, conductors, policemen, and guards each exacted favors 

(bakhshish) and occasional taxes in addition to the legitimate freight 

charges. At the discretion of officials, those accompanying the ship

ments could be compelled to purchase passenger tickets, adding to the 

cost. The trains might be delayed or cancelled, or they might arrive 

full or without freight cars. In the meantime, cart attendants would 

have to be retained and the grains, produce or wares would lie 

exposed to the elements and to thieves who often frequented rail 

stations.5^ 

In transit, there were further difficulties. Conductors 

could exact additional fees. Local priorities at stops along the 

way could force the re-allocation of rolling stock, thereby off

loading helpless villagers and their goods. In such instances, they 

52. Noor-ool-Ubsar observed on October 15, 1869, that "the 
railway has become a great mare for thieves and other bad charac
ters." SVN (1869), p. 493. 
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would become prey to unscrupulous octroi attendants and other employ-
53 ees who frequented the platforms. 

Once they had arrived at their destination, the goods and the 

accompanying villagers were subjected to further inconveniences, 

abuses, and expenses. Again, they were besieged by a collection of 

individuals who habitually took advantage of disoriented "foreigners." 

And if it was grain they carried, the rail stations in the large 

centers were not near the depots. The ganjes were situated at the 
54 gateways to provincial roads and along riverbanks. Once more, 

independent transporters were at a disadvantage; they had to hire 

local carts at inflated rates in order to bring their wares to their 

terminus. 

Thus, while railway operators hastened to point out what they 

saw as obvious economic benefits of goods consignment by rail, they 

failed to appreciate the factors which realistically motivated 

potential clients. When all the incidental expenses incurred in the 

course of train shipment were tallied, it was likely that the real 

53. Both villagers and wealthy merchants complained inces
santly of the injustices committed by octroi officials. One visitor 
to Lucknow in 1871 alleged that he was searched and when no dutiable 
goods were found, he was forced to pay a levy on the gold rings he 
was wearing. The attendants eventually settled for a three rupee 
bribe. ftzri Vaohan Sudha, 17 July 1871, SVN (1871), p. 403. 

54. Nevill, Lucknow: A Gazetteer* p. 50. 
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55 cost exceeded the cost of the journey by cart. Furthermore, there 

existed another factor which worked against mass adoption of rail 

carriage. Large numbers of animal owners and cartmen actively 

opposed rail use and encouraged their patrons to continue to employ 
56 them. Threatened with the possible elimination of their liveli

hoods, these individuals strove to provide a service which remained 

attractive. The coming of railroads, in fact, appears to have 

stimulated cart use. In Lucknow District there were 70 percent more 

carts in 1876 than there had been seven years earlier. Similarly, in 

neighboring Unnao District, there was a three-fold increase over the 

same period. In the province as a whole, two and a half times as 

many persons engaged in conveying people, animals, and goods were 

listed in 1868-69 as in 1861.57 

55. A cart was normally attended by two persons. Taking a 
journey between Lucknow and Kanpur as an example, the price of two 
lower class one-way tickets was 84 pies before 1879, and 105 pies 
after that. Added to the cost of freight shipping, it would then 
cost 2.37 rupees, and 2.58 rupees, respectively, to transport a ton 
of goods 42 miles. Either of these figures exceeds the estimated 
2.14 rupee cost by cart (see note 51 above). Other expenses would 
increase this amount further. 

56. At the time, there were about 42,000 carts in Awadh. 
Most owners possessed just one or two. In all, 34,000 persons were 
"engaged with conveyance of men, animals and goods," and another 
21,806 were animal dealers. AIA 14 (1869-70): 70; and, 15 (1870-71): 
96. 

57. In Lucknow and Unnao Districts there were 1,022 and 795 
carts in 1868-69, and 1,780 and 2,342 in 1875-76. Oudh Revenue 
Survey (1868-69), Table XXX. Oudh Administration Report (1876-77), 
p. clxxi. Papers relating to the Administration of Oude (1858-1861), 
p. 100. Census of Oudh (1869), 1:127. 



The ORR's powerlessness to defeat competition from the roads 

was matched by another disenchantment. British expectations that the 

Indian railway network would spawn far greater agricultural produc

tion and lead to enhanced foreign trade did not materialize. Through

out the second half of the 19th century, it appears that nearly all of 
CO 

India's agricultural production was consumed very near its source. 

The rise in farm output, moreover, was smaller than anticipated and 

foreign trade remained an insignificant element of regional com-
59 merce. Trains, it appears, had made some progress in their attempt 

to supplant road shipment. But in the face of lingering popular 

acceptance of traditional transport, they remained unable to achieve 

uncontested primacy. The ORR's freight service, consequently, was 

scarcely more successful than its passenger operation. 

Livestock 

For centuries the dirt roads of Awadh had provided passage 

for the seemingly interminable processions of animals bound for 

remote melas and urban markets. As the surfaces became paved, the 

beoparls who led them relinquished right of way and kept to the 

earthen shoulders. But apart from inconveniencing and slowing their 

movement, the improvement of highways left the traffic in livestock 

essentially undisturbed. For a two-year period, trade in draft and 

58. Bayly, Inland Port Cities,"' p. 7. 

59. For a discussion of trade and its relation to transpor
tation, see Chapter 6. 
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dairy cattle, horses, camels, donkeys, and mules was choked by the 

effects of war. By the last months of 1858, there was a resurgence 

in the circulation of these domesticated animals. And with the 

resumption of normal plowing and the concomitant demand for bovine 

power, the roads were once again subjected to the trampling of hoofs 

other than those of cavalry. 

In November 1858, just months after the recapture of Lucknow, 

the route from Kanpur daily accommodated nearly 1,100 unladen animals 
fin 

(see Table 4). Two years later, as with goods, the demand had 

steadied; animal traffic, though only a fraction of its previous 

scale, remained high at nearly 50,000 per year (137 per day). Most of 

the livestock was headed for Lucknow, for sale at some seasonal fair 

(Table 5).61 

When the 0RR initiated service on its Kanpur branch, it 

appears that there were attempts to lure livestock shipment. Reports 

of activities during the first few years note the presence of some 

horses, dogs, and other animals among the cargo. In their third year 

of operation, the trains carried 1,216 animals, slightly over three 

60. At that rate, more than 400,000 animals would have used 
the road during the entire year. It is unlikely that this high rate 
of movement was sustained for the entire year. 

61. According to later figures, three-fourths of the animals 
at Akrampur, and 90 percent of those at Bani were moving toward 
Lucknow. "Statement showing the Traffic during 1882-83." 
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per day. Again during the next two years, the shipment of horses 
go 

was acknowledged, though no direct numbers were provided. 

By 1878, more than a decade after the line's inauguration, it 

had become evident that animal dealers had rejected rail transport. 

The three branches of the ORR imported only 120 animals of all types 

into Lucknow over the entire year (Table 10). During that same 

period, 166,247, or 99.9 percent of the total numbers of cattle, 

sheep, and goats enumerated entered the city by road (Table 10). 

The Banjaras, Ahirs, Gujars, Afghans, and other nomadic 

dealers who bred and sold livestock were unable and unwilling to 
64 adapt to rail transport. Draft cattle, for example, were usually 

purchased in the Punjab, Haryana, or Rajasthan, and accompanied afoot 

to the melas of central and eastern Awadh (Figure B-10). Neither the 

origins nor the destinations of the animals tended to lie near 

existing railheads which had been emplaced at centers of administra

tive, military, and commercial importance. At each end, several 

days' walk along unfamiliar terrain might be required. The traders, 

accustomed to escorting their herds, often had no permanent homes. 

62. AIA 14 (1869-70): 449. 

63. Oudh Administration Reports (1869-70), p. 110; and 
(1871-72), p. 100. 

64. Much of the material which follows is drawn from my 
essay, "North Indian Banjaras: Their Evolution as Transporters," 
South Asia: Journal of South Asian Studies (SA), n.S., 2, 1-2 (1979): 
1-18. 
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Moreover, the animals were strengthened along the journeys which 
65 lasted months at a time. 

But beyond these considerations, the trains had not been 

designed to accommodate these persons or their live merchandise. The 

railways simplified travel for administrators, executives, or voyagers 

going between fixed points on the lines. But for itinerant livestock 

traders, as for villagers shipping produce, complications were insur

mountable. Formalities at the rail stations discouraged all but the 

most persistent dealers. Used to foraging their animals, it became 

necessary to provide enough feed for large herds on trips which could 

last two or three days. Water, too, remained a problem. There was no 

way to supply it to the animals inside the wagons and stops were too 

brief and unpredictable to unload them. 

Railway use was also financially unappealing. While walking 

with their herds, the traders spent almost nothing. Food and drink 

for the animals were generally free, since the animals grazed along 

the way. Their own food was obtained easily en route, and they 

camped along the road. Use of the trains entailed expenses: their 

own fares, rental of cattle wagons, and bribes to ticket vendors, 

conductors, and ubiquitous minor officials. All of these added to the 

cost of shipping the animals. In the face of such obstacles, dealers 

forsook additional speed and continued their age-old trade along the 

roads. 

65. For a discussion of cattle raising and trade patterns, 
see H. J. Makhijani, Nomadie Cattle Breeders in India (New Delhi: 
The Central Council of Gosamvardhana, 1957). 
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The survey of 1882-83 indicates that, indeed, livestock 

circulation on the roads flourished. About 45,000 animals (123 per 
fifi 

day) entered Lucknow from the direction of Kanpur that year. 

Although the volume had fallen by about 25 percent since 1860, the 

drop was only indirectly attributable to the railways. By encroaching 

,upon the shipment of grain, produce, building supplies, raw materials, 

and other freight, the railroads had reduced the demand for pack 
CO 

animals and oxen for drawing carts. The fall in road-bound goods 

traffic was directly reflected by lessened demand for oxen, buffaloes, 

donkeys, and asses. 

But apart from this induced reduction in livestock circula

tion, the 0RR had a minor impact upon this phase of traffic. Rail

roads retained little appeal for those who moved cattle and other 

animals. Perhaps because of the futility of trying to attract these 

customers, management created few inducements for them. Twenty-one 

years' records of 0RR meetings and reports, in fact, show barely a 

mention of traffic in livestock. Unlike their policy toward passenger 

and goods service, the directors exhibited no inclination to 

66. The figure is based upon the data at Bani and an adjust
ment for the influx of animals within the seventeen-mile distance 
between Bani and Lucknow. "Statement showing the Traffic during 
1882-83." 

67. In 1860, there were 137 animals passing through Bani 
each day. In 1882-83, the daily number at the same spot was down to 
102. 

68. As the foregoing section on goods has shown, there was a 
general decrease in tonnage on the roads after the arrival of the 0RR. 
For example, see Table 8 and Figure 7. 
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69 "develop," "catch," or "divert" the shipment of animals. As a 

result, roads continued to.funnel the province's lucrative animal 

trade almost exclusively. 

Conclusions 

The comparisons of road and rail traffic data which appear 

above tend to bear out the findings of Chapter 3. That chapter 

indicated that in their attempts to guide the ORR toward a profitable 

future, the firm's directors suffered repeated setbacks. The basis 

for many of their disappointments may be found in the railway's actual 

performance vis-a-vis competing transport. 

As expected, the Company's policy of expanding its network of 

tracks had indeed yielded higher volumes of traffic. But although the 

ORR operated one of the most efficient passenger services in India, 

its passenger earnings per day per mile in 1887 remained below initial 

levels.^ It is virtually certain that even after 20 years of rail 

service, more persons traveled by road. The ORR's freight service 

grew more rapidly than its passenger service, but there too, the data 

indicate that the majority of goods continued to go by road. The 

rates of growth of both services, moreover, were generally slow and 

marked by unpredictable declines. Carriage of livestock, a 

69. RT, 1867-87. 

70. Sanyal points out that the ORR had the best "average 
passenger-train load" in India. Indian Railways, p. 122. 
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potentially lucrative source of revenue, remained impractical and 

failed to catch on.^ 

By the 1880s it had become clear to the directors that nothing 

short of virtual capitulation by the competition could assure the 

ORR's financial success. Although the trains had managed to reduce 

the level of circulation on the roads, they were incapable of dealing 

the long-awaited death blow to the existent system. As the figures 

have demonstrated, roads continued to serve the population's transit 

needs even after the institutionalization of railways. 

In the absence of parallel research treating different regions 

of India, it is difficult to assess conclusively whether the above 

findings are unique to Awadh. Nevertheless, a number of related 

studies tend to support such a view. First, similarities in the 

economic performances of India's other guaranteed railways verify that 

the ORR was not the only line to encounter obstacles to its profit-
72 ability. It is commonly appreciated, furthermore, that beginning 

with the Grand Trunk Road, the British consistently improved roads 
73 throughout the north from the 1830s through the post-war period. 

71. In England, in 1865 alone, more than ten million cattle, 
sheep, and pigs were moved by rail, thus proving the viability of this 
mode of transport, at least in the European environment. Although ten 
million animals seems a large number, these livestock shipments 
accounted for only a small fraction of the railways' earnings. The 
ORR directors, therefore, concluded that in view of the difficulties 
involved, this traffic wasn't worth luring. G. R. Hawke, Railways and 
Eaonomia Growth in England and Wales, p. 134. 

72. As I have pointed out on p. 61, the East Indian Railway 
was the only one of the guaranteed firms which operated profitably. 

73. See Chapter 2, notes 59 and 77. 
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It is likely, therefore, that competition to railways was as damaging 

elsewhere as in Awadh. In Bengal, that region's abundant navigable 

waterways provided transport facilities that were far more economical 
74 than cartage and even cheaper than rail shipment. In Maharashtra, 

Neil Charlesworth has documented the existence of competition by 

noting a significant rise in the number of carts at a time when local 
75 railway lines were spreading through the countryside. In another 

related work, Colin Fisher has found evidence that in certain dis

tricts of Bihar, cart competition was so successful that officials 

discouraged railway expansion into rural areas.^ These findings, 

taken together with the vast body of observations attesting to the 

vitality of road and river transport throughout the country, endorse 

the hypothesis that the ORR's experience was probably typical rather 

than unique. 

74. Mukul Mukherjee, while emphasizing the positive aspects 
of railway performance, acknowledges this fact in a recent article on 
Bengal's railways. Leland Jenks, in a pioneering essay on American 
railroads, went further, stating that shipping by canal or waterway 
was universally less expensive than rail transport. Mukherjee, 
"Railways and their Impact on Bengal's Economy, 1870-1920," IESHR 17, 
2 (1980): 198. Jenks, "Railroads as an Economic Force," p. 12. 

75. "Rich Peasants and Poor Peasants in Late Nineteenth 
Century Maharashtra," in Imperial Impact, pp. 105-106. 

76. Colin M. Fisher, "Planters and Peasants: The Ecological 
Context of Agrarian Unrest on the Indigo Plantations of North Bihar, 
1820-1920," in Imperial Impact, p. 122. 



CHAPTER 5 

RAILWAYS' EFFECTS ON SOCIETY 

It is always difficult, and especially in Eastern 
countries, to uproot old customs and ideas, and to 
introduce, or rather force, in lieu of them, something 
new. 1 

John Pender, Chairman, ORR (1878) 

The trains of Awadh, as the previous chapter has shown, had 

eroded support for existing transit facilities, yet had failed 

demonstrably to dislodge them. What, then, were some of the effects 

of railways on other societal institutions and patterns? Any attempt 

to address this question must necessarily be framed within the broader 

concept of the nature of social change, a topic of great complexity 

which has occupied social scientists during recent decades. While 

differing approaches to the analysis of social change in developing 

societies have engendered sustained debate, theorists generally agree 

that regardless of their impetus, changes tend to induce side effects 

which are disruptive to varying degrees. These disruptions, however, 

are not necessarily destructive, they merely produce alterations in 
2 the prevailing equilibrium. 

1. Meeting, ORR, RT 14 (21 December 1878): 1063. 

2. S. N. Eisenstadt, "Introduction," in Comparative Perspec
tives on Social Change, ed. S. N. Eisenstadt (Boston: Little, Brown 
and Co., 1968), p. xx. 
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Nowhere is this observation more poignant than in nineteenth 

century colonial India, a popular staging ground for numerous cul-
3 tural, political, and technological experiments. Among the innova

tions introduced in the subcontinent, moreover, perhaps none was as 

pervasive as the railroads. When they began competing for travelers 

and freight, they inaugurated an entirely new concept in locomotion 

while transplanting a set of alien conditions. At first, there was 

trepidation that although merchants might commit their goods to the 

new "demon," individuals would surely refuse to entrust their bodies 
4 to it. As railways mushroomed throughout northern India, some of 

these original fears were vindicated. "Clattering engines," historian 
5 Henry T. Bernstein has observed, "voiced no delicate ragas. Instead, 

they heightened concerns for ritual cleanliness, segregation of the 

sexes, preservation of customs, and protection of inherited liveli

hoods. At the same time, the spread of railways frequently exacer

bated already serious problems of law and order, public health, and 

environmental degradation. 

As the present chapter seeks to demonstrate, the changes 

brought about by railways were far-reaching and or tan contradictory. 

3. Francis Hutchins discusses changing British perceptions of 
introducing innovations in India in "Technology, Force, Democracy," 
Chapter 6 of his book, The Illusion of Permanence, pp. 119-36. 

4. Weld, India's Demand for Transportation, p. 106. 

5. Steamboats on the Ganges3 An Exploration in the History of 
India's Modernization through Soienoe and Technology (Bombay: Orient 
Longmans, 1960), p. 54. 
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The five important social phenomena examined below—rural fairs 

(melas), travel, oxen trade, employment patterns, and societal dis

order—will illustrate that the effects of trains differed widely. 

These case studies indicate that the advent of rail transport led to 

entrenchment at one extreme, and to marked social disruption and 

impingement upon existing institutions at the other extreme. 

Rural Fairs 

Role in Society 

William Sleeman once remarked that the majority of India's 

population might, at any time, be encountered at the major melas.® 

While Sleeman had deliberately overstated the fairs' drawing power, 

«his observation emphasizes their centrality within the Indian environ

ment, and more specifically, within the country's transportation 

system. Because melas in Awadh, as elsewhere, drew millions of 

visitors yearly, they generated enormous traffic in persons, goods, 

and animals. For this reason, it is particularly important to assess 

the extent of the changes to melas caused by rail transport. 

Can it be substantiated, as some have claimed, that improved 

travel facilities provided by trains increased attendance at the 

6. Rambles and Recollections of an Indian Official (1844*, 
rpt. Karachi: Oxford University Press, 1973), p. 1. 
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fairs?^ Or, did the great melas, by and large, remain undisturbed by 

mechanized transport? The answer to these questions hinges, first, 

upon the premise that travel facilities had been enhanced. In order 

to ascertain the validity of this assertion, the location of rail 

stations may be compared to the geographical distribution of melas. 

Only then is it meaningful to analyze attendance figures so as to 

determine whether or not overall attendance increased during the 

period of rail expansion. 

Before proceeding with this inquiry, however, it is necessary 

to obtain a clearer understanding of the nature and role of melas in 

Indian society. What were these events which were capable of 

attracting immense crowds? It would be insufficient to define melas 

as mere amplified versions of the ubiquitous weekly and semi-weekly 

village markets, or mandls. The latter served a purely economic func-
• , 

tion, distributing local produce and wares to the population in the 

immediate surroundings. Because of their frequency and proximity to 

each other, mandis rarely attracted persons from further than five or 
g 

ten miles, and almost never from large towns or cities. 

7. W. Crooke, The North-We stem Provinces of India: Their 
History3 Ethnology3 and Administration (1897; rpt. Karachi: Oxford 
University Press, 1972), p. 166. L. S. S. O'Malley, Modern India and 
the West: A Study of the Interactions of their Civilizations 
(London: Oxford University Press, 1941), p. 242. Vera Anstey, The 
Economic Development of India, 4th ed. (1929; rpt. London: Longmans, 
Green and Co., 1952), p. 145. 

8. In this sense, the north Indian mandi is analogous to G. 
William Skinner's Chinese marketing structure. "Marketing and Social 
Structure in Rural China," JAS 24, 1 (November 1964): 6, 9. Nevill, 
Cawnpore: A Gazetteer, p. 84. 
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By contrast, virtually all of the seasonal fairs, or melas, 

which dotted the countryside were held for ostensibly religious pur

poses. In Awadh, with its overwhelmingly Hindu population, most of 
g 

the melas retained nominally Hindu bases. As such, many of these 

were occasions for celebrating dates of calendrical and astrological 

significance. Predictable lunar phases, and solar equinoxes and 

solstices were common grounds for staging melas. Eclipses of the sun 

and moon, though irregular, provided still greater justification. 

Among Hindus, the most popular fairs were those held at 

locales of religious importance. The birthplaces and sites associated 

with deities, avatars, epic heroes, sages, ascetics, and mystics were 

permanently imbued with special qualities. Other places were not 

necessarily connected to such personnages, but were situated along 

holy rivers. In either case, visitors commemorated events linked to 

the sites and celebrated popular holidays such as Dashahra and DiwalT. 

In and around Awadh, the best-known fairs were held at Ram's legendary 

birthplace at Ayodhya on the Ghaghara, at Kanpur and Allahabad on the 

Ganges, and at several locales where fairs celebrated the fall harvest. 

9. In Lucknow District with its relatively large Muslim core 
in the capital, only 75 percent of the melas were Hindu-inspired. In 
five other districts of Awadh (Hardoi, Kheri, Rae Bareli, Sitapur, 
and Unnao), the proportion was much higher (94 percent). Nevill, 
Lucknow: A Gazetteer, Appendix, pp. xxix-xxx. Notes and Statistics, 
Appendices. Note that these early 20th csntury gazetteers are the 
first sources for detailed surveys of the province's fairs. The 1877-
78 gazetteer provides some information, but not enough to permit the 
types of enumerations which appear in this analysis. 
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Muslims, anxious to preserve their identity while imbedded in 

a Hindu society, staged their own fairs. Like their Hindu neighbors, 

Muslims also believed that certain places were of religious import and 

possessed barakat, or auspiciousness. Over the centuries, Muslims had 

developed their own hierarchy of sacred deceased individuals: saints 

(pZrs), mystics (sufZs)> teachers (murshids), healers (hakims), and 

holy warriors (gtiazls). In their honor, mosques (masj-ids), and the 

tombs (maqbarahs) and shrines (dargahs) of these individuals were 

designated as appropriate sites for melas. Usually, such a fair was 

held on the occasion of the 'urs, or religious assembly commemorating 

the death date of a saint.^ In Awadh, at least two such fairs had 

universal appeal, drawing devotees from the whole of northern India. 

In the remote town of Bahraich, since pre-Mughal times, the tomb of 

Sayyad Salar Mas'ud Ghazi had been revered by pilgrims;^ in a similar 

fashion, Muslims from distant provinces venerated the dargah of the 

sufi, Haji Waris 'Ali Shah, in the town of Dewa in Bara Banki 
12  District. And like their Hindu counterparts, Muslims celebrated 

holidays tuned to specific religious observances. Thus the two 

annual feasts of 'Id ('Id al-fif#r and 'Id al-zuha), and the Shi'ite 

10. Sleeman, Rambles and Recollections, p. 568. 

11. Farooque, Roads and Communications in Mughal India, p. 
86. Report, ORR, RT 39 (9 December 1876): 1094. Thomas William 
Beale, The Oriental Biographical Dictionary (Calcutta: Baptist 
Press, 1881), p. 173. 

12. National Herald (Lucknow), 8 November 1977, p. 3. 
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observance of Muharram provided further opportunities for large-scale 

festivities. 

The fairs, whether of Hindu or Muslim origin, were distributed 

through the entire year. In the 12 districts comprising Awadh, more 

than a thousand such melas were held annually. Predictably, most of 

them occurred during the two harvests, clustering around the September 

to November and March to May periods. The great majority of melas 

remained small, attracting fewer than 5,000 participants; some, in 
13 fact, were strictly local affairs of no more than 500 persons. The 

events lasted one to five days and drew all types of religious 

devotees. Among Hindus, the pilgrims were generally Shaivite Gosains, 

Vaishnavite BaivagZs, Brahmins, Thakur zamindars, and those in the 

populace who sought ritual cleansing at the ghats during bathing 

festivals (ashnans)Muslim devotees were either wandering faqlrs, 

followers of famous sufis, or Shi'ite and Sunni observers of the 

important Islamic holidays. 

But in spite of the melas' sectarian affiliations, a view of 

these events as mere religious gatherings would be inadequate. While 

it may have been true that the majority of those attending fairs were 

actuated principally by religious rather than by distinctly economic 

13. In the six districts surveyed (note 9 above), 84 percent 
of the melas had attendances of fewer than 5,000 each, while 27 per
cent of them.had fewer than 500. Notes and Statistics, Appendices. 
Nevill, Luakncw: A Gazetteer, Appendix, pp. xxix-xxx. 

14. Sleeman, Rambles and Reootleations, p. 591. Shola-i-Tta>, 
28 November 1871, SVN (1871), p. 704. 
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15 motives, melas also fulfilled an important commercial role. As 

Bernard S. Cohn and McKim Marriott have observed, fairs have been 

elements in a far-reaching rural network which has combined several 
16 

functions, most of them strictly secular. Thus, melas held at 

religious shrines have traditionally served as markets for the 

exchange of grains, produce, handicrafts, utensils, and livestock of 

4.u • 17 the environs. 

Overall attendance at melas was substantial. Fairs in the six 

districts of Hardoi, Kheri, Lucknow, Rae Bareli, Sitapur, and Unnao 

drew 2.6 million visitors soon after the turn of the century. In all, 

the province of Awadh probably accommodated five million persons, a 

sizable proportion of all those traveling.^8 Many of these persons 

were concentrated at the largest of these affairs. In the six dis

tricts above, one-sixth of the melas (those attracting at least 5,000) 

accounted for 81 percent of the total attendance; 67 percent of the 

total, in fact, was to be found at even larger gatherings of at least 

10,000 (nine percent of the melas). 

15. Weld, India's Demand for Transportation, p. 108. 

16. "Networks and Centres in the Integration of Indian 
Civilisation," Journal of Social Research 1, 1 (September 1958): 3-5. 

17. Melas, like mandis, can be reconciled with Skinner's 
characterization of Chinese marketing structures. The larger ones may 
be viewed as serving "regional trading areas," while providing 
religious services. "Marketing and Social Structure," 1:9, 38. 

18. Notes and Statistics, Appendix. Nevill, Lucknow: A 
Gazetteer, Appendix, pp. xxix-xxx. 
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The larger fairs, those with at least 5,000 persons, attracted 

visitors from considerable distances. Because these events tended to 

occur at harvest time, those attending frequently brought their recent 

earnings so as to purchase needed commodities and livestock for the 
19 coming season. Consequently, it was particularly the "large" melas 

which played a major role in the rural economy. But these fairs, like 

the smaller ones, were scattered randomly throughout the province. 

Because their establishment had pre-dated the modern road and rail 

networks, they were as likely to be found in isolated, inaccessible 
20 villages as in large urban centers. 

Impact of Railways 

Although ORR management was anxious to shuttle participants 

to and from fairs, their capability to do so remained limited. While 

railway officials believed that train service was steadily improving 

the public's ability to circulate, it is clear that trains did not 

greatly enhance the average traveler's access to melas. The fairs 

most frequently mentioned in ORR documents are those at Ayodhya, 

Kanpur, Allahabad, and Banaras. These centers were all within a few 

miles of existing railheads. The average mela, however, did not 

benefit from such fortuitous location. In those districts crossed by 

ORR tracks (Barabanki, Hardoi, Faizabad, Lucknow, and Unnao), the 

average distance to the nearest station was approximately 19 miles. 

19. Irwin, Garden of India, 1:53. 

20. This may be verified by plotting the "large" melas on a 
map and comparing their distribution to that of "small" melas. 
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In districts not served by railroads (the remaining seven districts of 
21 Awadh), the comparable distance was roughly 68 miles (Figure 8). 

While a twenty-mile distance was not prohibitive, travel of 

nearly 70 miles each way to and from a station would have discouraged 

most persons. With the exception of the most attractive melas such as 

the one in Bahraich, it is difficult to imagine that trains enhanced 

the appeal of fairs so distant from the stations. In the six non-rail 

districts, moreover, nearly 2.75 million persons (57 percent of the 
22 total) attended fairs. Because rail service remained inaccessible 

in these districts, the overwhelming proportion of attendants traveled 
23 as they always had, by cart or by boat. Although the ORR, on 

21. In order to arrive at this estimate, the following steps 
were taken: a) for a selected district (Hardoi), melas were plotted 
on a map, and the straight-line distance of each to the nearest sta
tion was measured; b) the same district was covered by a rectangular 
grid and the distance of the mid-point of each box to the nearest 
station was calculated; c) the averages of both sets of distances were 
computed and compared; the difference between the two values was 
negligible (0.4 percent); d) this procedure established the randomness 
of the distribution of melas and confirmed the validity of estimating 
average distances by means of the grid technique; e) finally, this "as 
the crow flies" distance was adjusted to account for actual distance 
traveled along existing roads; in order to compute the desired ratio, 
random points were plotted on a "one inch to a mile" map showing all 
local roads and cart paths; it was found that a factor of 1.6 should 
be applied to the straight-line distances. 

22. Based upon data for the six districts in note 9. 

23. Writing of India generally, economic historian D. R. 
Gadgil concluded in 1924 that the road network had remained more 
important to local fairs than railways. As late as 1960, the Wisers 
noted that oxcarts were still the prevalent mode of travel to local 
events. Gadgil, Industrial Evolution of India, p. 128. William H. 
Wiser and Charlotte Vial1 Wiser, Behind Mud Walls 3 1930-1960 
(Berkeley: University of California Press, 1971), p. 184. 
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Figure 8. Average Distances From'Rail Stations—(In Miles)3 

a. See note 21 for source of mileage figures. 
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several occasions, ran special services to major fairs, it was neces-
24 sarily bound by the constraints of its rail lines. Consequently, 

the ORR had done little to augment the accessibility of rural fairs. 

But leaving aside the issue of whether train service had or 

had not encouraged travel to melas, it is informative to examine the 

attendance characteristics of provincial fairs. Statistical data 

permitting a direct comparison of pre-rail and post-rail attendance is 

scant. However, such information as exists tends to demonstrate that 
25 between 1877 and 1912, overall attendance at melas in Awadh declined. 

For the three districts of Hardoi, Rae Bareli, and Unnao, it was 
2fi possible to compare figures for 16 fairs. At 12 of these, there 

were fewer persons at the latter date. Among fairs of over 5,000 

people, eight of nine showed similar declines. In all, attendance at 

the 16 melas fell nearly 60 percent during the 35 year period. 

At one of the region's most renowned fairs, the autumn bathing 

festival at Kanpur, H. R. Nevill confirmed in 1909 that although the 

celebration still drew 80,000 pilgrims, "in old days the number was 

even greater." Nevill even went so far as to attribute the decline to 

to the railways, which in his view, had.diverted trade and reduced the 
27 commercial importance of the event. While there is little evidence 

24. Report, ORR, RT 36 (14 June 1873): 606. 

25. Pre-1877 figures do not exist. 

26. The 1877-78 Oudh Gazetteer provided incomplete informa
tion, but of the 32 melas listed in the three districts, 16 had 
counterparts in the later gazetteer. 

27. Caunpore: A Gazetteer, p. 85. 
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to sustain such a radical view—that railroads were actually indi

rectly responsible for a de-emphasis of fairs—there is at least 

reason to believe that during the rise of railways, there was no 

observable increase in mela attendance. 

One thing is certain, however: from year to year, attendance 

at the largest melas was extremely unstable. To their consternation, 

the ORR management discovered that Indian fairs were a double-edged 

sword. While they were capable of generating enormous demand for 

passenger service, they were unpredictable. From the beginning of 

their operation, the directors had been alert to the windfalls 

incurred on account of well-attended melas. But before long, traffic 

superintendents began noting the effects of adverse conditions upon 

attendance. In 1875, for example, a severe epidemic of cholera 

forced cancellation of the important fairs in Ayodhya and Bahraich. 

The Bahraich mela alone had provided 62,000 riders for the ORR during 

the previous year; the Ayodhya fair drew 140,000 additional passengers 

in 1878, a staggering 11 percent of the entire passenger volume for 
28 the half-year. The dangers of growing dependence upon mela-bound 

traffic became increasingly apparent. 

In a similar manner, it was discovered that attendance at 

fairs, like traffic volume in general, was highly dependent upon pre

vailing conditions. The weather, the nature of the harvest, the state 

of the economy, and the determinations of astrologers all influenced 

28. Report, ORR, RT 38 (11 December 1875): 1169; and, 
report, ORR, RT 41 (14 December 1878): 1057. 
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29 the attractive capacities of the numerous melas. Acknowledging that 

fairs and festivals constituted important elements of the ORR's 

operation, John Pender bemoaned their uncertainty. Indeed, toward the 

end of its venture, the ORR had become hostage to the lucrative 
, 30 melas. 

In sum, it may be concluded that railways had not engendered 

an observable increase in attendance at provincial fairs. During the 

period which witnessed the establishment of trains, there appears to 

have been a noticeable decline in the popularity of melas. Most 

remained too far from existing stations to have been influenced one 

way or the other by rail travel. Nevertheless, the major melas con

tinued to fulfill vital social, religious, and economic functions for 

the rural population. The large volume of attendants was clearly 

acknowledged by the ORR's operators who grew to rely upon fairs to 

sustain their passenger service. In time, however, they realized that 

instead of affecting the melas, they, in turn, had been affected by 

them. 

Travel 

The above section has shown that in spite of the expectations 

of rail enthusiasts, the extension of railroads did not appear to 

stimulate attendance at melas. The fairs were entrenched in the rural 

29. The ORR's records made frequent mention of the effects of 
epidemics, floods, and late harvests. There was also a previously 
noted declaration that a particular year (1885) had been deemed 
inauspicious for pilgrimage (see Chapter 3, note 81). 

30. Meeting, ORR, RT 45 (17 June 1882): 572. 
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environment and marginal improvements in access to them seem to have 

caused little disruption in their functioning. An examination of the 

social issues relating to rail passenger travel, on the other hand, 

reveals a far different picture. Nowhere, perhaps, do the concerns 

surrounding the introduction of western technology into Indian society 

come into sharper focus. For in Awadh, as in the rest of northern 

India, travel was deeply ingrained in the fabric of society. The 

difficulties encountered by railway passenger services, therefore, 

reveal in microcosm many of the problems inherent in the local social 

structure. The present discussion, then, will examine the degree to 

which railway transit conditions aggravated existing distinctions 

among the traveling public. 

Those traveling, whether by road, stream, or rail, consisted 

of a mix reflective of the diversity of the populace itself: vil

lagers, cultivators, migrant laborers, nomadic animal dealers, 

devotees, members of wedding processions, visiting relatives, mer

chants, businessmen, criminals, petitioners, plaintiffs, witnesses, 

and an assortment of public servants. As a sample of the larger 

population from which they had emerged,.travelers represented all the 

important groupings of the land. Inherent distinctions were care

fully preserved. Race, religion, economic class, caste, and sex 

furnished familiar divisions which were complacently accepted by 

motive individuals and groups. 

For the most part, each of these categorizations allowed for 

a facile dichotomy whose extremes were particularly perceptible to 
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foreigners. Thus, one was either: European or Indian (that is, 

white or non-white), Hindu or Muslim, wealthy or poor, twice-born or 

low-caste, male or female. In each instance, custom dictated segrega

tion of opposites. Through centuries of adaptation, conditions per

mitted individuals to adhere to these considerations while in transit 

(Figure B-ll). In spite of the enveloping linearity of roads, certain 

measures ensured the desired compartmentalization. Separate vehicles, 

mounts, places within processions, inns, rooms, and campsites offered 

a fragile but maintainable aura of security. For millennia, travelers 

had erected and observed the requisite barriers which permitted 

ritually safe passage for those fearful of the taint of unwanted 

social contact. 

British administrators and railway operators certainly recog

nized the exigencies of these considerations. Themselves the products 

of a highly class-conscious environment, these Englishmen appreciated 
31 segregationist sentiments. But instead of attempting to modify rail 

transport to suit its new surroundings, management chose to install 

the existing European model. In this form, passenger service with its 

first, second, and third class divisions transplanted continental 

notions by legitimizing distinctions in economic status only. 

Within this simple arrangement, the ORR fixed first class 

fares at nearly five times the lowest rates, and acknowledged that 

31. The Railway Times noted in 1879 that, "the same feeling 
operates at home where many people might be induced to travel third-
class were it not for the annoyance of having to mix with inferiors." 
In "Oude and Rohilkund," 42 (27 December 1879): 1076. 
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32 "the natives of India would not pay for extra comfort." In so 

doing, they effectively guaranteed an exclusively European clientele 
33 for their superior service. For the price of a ticket, the first 

class voyager would sit comfortably in a quiet, clean, and roomy 

compartment which accommodated four. Or, one could pay the equivalent 

6f four fares and reserve the entire unit with its padded seating, 

sleeping arrangements, adjoining toilets, continuous valet and food 
34 service, and heating and cooling. This mode of travel was intended 

as the proper one for a British gentleman or lady (Figure B-12). Thus 

isolated from the heat, noise, and odors of the rest of the train and 

the "unseemly habits" of its occupants, the English traveler could 
35 pass the journey in uninterrupted leisure. 

In contrast to these luxurious accommodations, Indians, seen 

collectively as "lower classes," were relegated to the lower classes 

of the trains. For those who laid aside objections to rail travel — 

and these persons remained an overwhelming majority of passengers— 
3fi conditions were described as "horrible." Ironically, while 

32. First class fare was set at nine pies per mile. Meeting, 
ORR, RT 35 (22 June 1872): 632. Sanyal, Indian Railways, p. 106. 

33. Michael Edwardes notes that first class was "deliberately 
made as expensive as possible simply to keep Indians out." Bound to 
Exile: The Victorians in India (New York: Praeger Publishers, 1969), 
p. 148. 

34. Report, ORR, RT 35 (14 December 1872): 1264. 

35. Edwardes, Bound to Exile, p. 148. 

36. Report, ORR, RT 38 (11 December 1875): 1169. Sanyal, 
Indian Railways, p. 57. 
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attempting to appeal to indigenous travelers, the railways at first 

saw little need to offer complete amenities. Convinced that Indians 

would select speed over comfort, the operators provided little more 

than space. With few exceptions, wagons were overcrowded, poorly 
37 ventilated, unclean, and uncomfortable. "Up to this, travellers 

have not experienced any comfort from this wretched rail," one early 
38 passenger complained. 

Yet in many respects the ORR's performance was perhaps better 

than average. There are indications that the Company was responsive 
39 to criticism of travel conditions on its lines. Some newspapers 

praised the ORR's service and challenged other firms to duplicate 
40 it. Yet, like other railroads, the ORR adhered to a European model 

for its carriage arrangements. Whites were segregated, while the 

masses of class-conscious, caste-conscious, and sex-conscious passen

gers were left to vie for the few available seats and crammed floor 
41 space of lower class wagons. This process forced a sudden and 

37. Shola-i-Tur, 10 September 1872, SVN (1872), p. 571. 
Edwardes, Bound to Exile, p. 148. 

38. Nujm-ool-Ukbar, 27 March 1867, SVN (1866-67), p. 179. 

39. The ORR took pains to point out that "every attention has 
been paid to passengers." Report, ORR, RT 38 (11 December 1875): 
1169. This claim was repeated frequently thereafter. 

40. Oudh-Akhbar3 28 November 1871, and 29 March 1872; 
Kcamconah, 20 April 1874. SVN (1871, 1872, and 1874), pp. 725, 180, 
and 165, respectively. 

41. This polarization was accentuated when the ORR eliminated 
its intermediate second class carriages in 1872. Report, ORR, RT 35 
(14 December 1872): 1264. 
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uneasy egalitarianism of sorts upon the travelers. The poorer, 

oppressed classes accepted the implied uplift in their status. 

The majority of passengers, however, were drawn from more 

discriminating groups. Awadh's population was 90 percent Hindu; among 

Hindustan exceptionally high proportion (15 percent) were Brahmins, 

While 6 percent were Rajputs', another 10 percent of the population was 

42 Muslim. For these persons, it required great personal sacrifices 

to accept the compromise of unavoidable exposure and pollution. 

Villagers, among the most orthodox and conservative members of the 

traveling public, generally continued to circulate as before. 

Enclosed in roadbound sanctuaries, they demonstrated the validity of 

Elizabeth Whitcombe's assertion that only the prosperous minority of 
43 rural residents benefited from the fruits of innovation. 

For those travelers drawn from the middle of the social 

spectrum, those for whom the repugnance of unwanted mixing was par

tially mitigated by the advantages of speed and savings, the choice 

was not an easy one. As the previous chapter's road traffic statis

tics indicate, many continued to resist the temptations of modern 

transit. Some, mostly literate and comriercial city folk, did take to 

rail travel. Early train passengers in Awadh, in fact, were over

whelmingly urban. Figures show that in 1873 four-fifths of those 

42. Irwin, Garden of India, 1:40, 42. 

43. Agrarian Conditions ,1:119. 
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traveling between Lucknow and Kanpur had originated or terminated 
44 their journeys at one of the two cities. 

Caste Considerations 

Even among those innovators who used the trains, acceptance of 

the conditions of travel was only partial. Railway officials received 

frequent complaints, often published in local newspapers, of a brewing 

discontent with the new assault on accepted morality. The preserva

tion of caste regulations drew the most vocal concern. English 

observers expected and found that certain strictures became "sus

pended" when high-caste individuals stepped into lower class wagons; 
45 apprehensions to the contrary were termed "groundless." Yet 

lingering exceptions were numerous. An early passenger, Ram Prasad, 

referring to the mingling of Indians within a single carriage, 

summarized orthodox opinion by observing that: "Generally speaking, 

if a chumar or a sweeper touches the body of a Hindoo, it is necessary 

for the latter to wash; and in fact it is pollution for any respect

able Hindoo or Mussalman to be in close proximity to sweepers and 
46 chumars " Nor were these grievances short-lived. Thirty-five 

years later another passenger echoed this sentiment, adding that 

44. Oudh Gazetteer, 1:332, 2:526. 

45. MacGeorge, Ways and Works, p. 221. 0'Mailey, Modern 
India, p. 239. 

46. Oordoo Delhi Gazette, 3 July 1869, SVN (1869), p. 314. 
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encounters with untouchables prevented high-caste travelers from 

drinking water regardless of their thirst.^ 

In the intervening period, there were repeated petitions to 

the ORR for separate wagons for the higher castes. In support of such 

demands, editors called upon the government to intercede by passing 

legislation which would prohibit seating of sweepers, chamars and 
48 other low castes in the same carriage with "Hindoostanee gentlemen." 

Management, characterizing the demands as "rare, unimportant, and 
49 unfounded," nevertheless found itself on the horns of a dilemma. 

Was it preferable to remain aloof from controversial Indian practices, 

or to placate the traveling public? The British government had 

recently resolved an analogous question after the War of 1857-58. 

Reacting to what they interpreted as hostile reaction to prior 

attempts at social reform, post-war administrators determined to 

refrain from overtly interfering in sensitive matters relating to 

caste and class. 

But for profit-oriented railway officials, such a laissez-

faire policy was less attractive since its consequences would directly 

affect the firm's earnings. As a result, in 1874 the ORR evolved a 

compromise: for those willing to pay a higher fare, a first class 

carriage was reserved for "natives of higher ranks"; for persons of 

47. Bharat Jiwan, 6 January 1902, SVN (1902), p. 314. 

48. Dabdaba-i-Sikandaxi,, 20 October 1873, SVN (1873), p. 632. 

49. Reports, ORR, RT 37 (12 December 1874): 1228; 38 (12 
June 1875): 560. 
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more modest means, but willing to pay 50 percent more than the third 

class fare, another carriage was set aside for "natives of respectable 
50 position." The ORR's concession to advocates of the caste system 

was neither widespread, efficient, nor long-lasting, however. Within 

five years John Pender noted that the majority of Indians obviously 

could not afford first class fares. Most were too poor, in fact, to 

pay a fare even cheaper than the two pies charged for lower class 

travel.51 

In short, the Company had attempted to appease high-caste 

travelers by providing exclusivity at higher cost. But caught 

between two extremes, Indians had apparently "sacrificed their comfort 
52 and dignity and saved their pockets." Others, as Chapter 4 has 

shown, sacrificed neither but simply rejected rail travel. 

Segregation of the Sexes 

Even before the attempted resolution of the above problem, the 

ORR had been presented with the thorny issue of seclusion of women, an 

established north Indian practice. Thousands of residents, one editor 

wrote, were disturbed because trains provided no arrangements for 
• 53 women to enjoy their comfort in privacy. Another critic bemoaned a 

50. Karnamah, 20 April 1874, SVN (1874), p. 165. 

51. "Oude and Rohilkund," RT 42 (27 December 1879): 1076. 

52. Sitara-i-Hind, 12 March 1895, SVN (1895), p. 151. 

53. Nujmool Ukbca^ 23 May 1866, SVN (1866-67), p. 133. 
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system in which ladies were "huddled up with men of all classes and 
54 characters." When women were encouraged to travel in clusters, the 

complaints took on a different tinge. Now there was apprehension that 

lady passengers were being subjected to the "degradation" of sitting 

together with women who did not keep purdah, "doubtful characters as 
55 such woman are." 

In 1872 the ORR responded to these expressions of discontent 
56 by allocating separate wagons for women. This innovation was later 

complemented by employing female ticket collectors and "old women" to 
57 administer to female passengers' needs at stations. But the outcry 

continued as hard-liners remained dissatisfied. "These arrangements 

will be of no avail," they predicted, "so long as respectable 

Hindoostanee ladies are made to sit in the same carriages with ayahs 
C O  

and women of other low caste." Segregation of the sexes, it had 

turned out, was insufficient. Once separated from the men, women 

focused their concerns upon their fellow passengers' ritual standing. 

The ORR discovered that they now faced the same problem as they had 

with the general population. Again, they were forced to acknowledge 

54. Lawrence Gazette, 23 April 1865, SVN (1864-65), p. 232. 

55. Ukbar Alum, 20 May 1869, SVN (1869), p. 245. 

56. Nur-ul-Absar, 15 May 1872, SVN (1872), p. 263. 

57. Kamamah, 20 April 1874, SVN (1874), p. 165; and, report, 
ORR, RT 39 (9 December 1876): 1095. 

58. Nur-ul-Absar, 15 May 1872, SVN (1872), p. 263. 



157 

that it had been difficult to appreciate the degree to which caste 
59 considerations influenced rail travel. 

Passenger Abuse 

High-caste Hindus and women were not the only passengers dis

satisfied with rail service. The lower strata of society, irrespec

tive of caste or religion, found parallels to their general malignment 

on the trains and at the stations. Harassment by petty officials was 

the most frequently cited abuse. The process began at the ticket 

windows, where would-be passengers were sometimes defrauded by vendors 

who took their money twice, and often kept the change.^ If accounts 

are credible, summoning the authorities was useless for they would 

compound the matter. Police officers were characterized as 

"tyrannical, impertinent, and insolent," and they positioned them

selves near the trains so as to facilitate extortion.^ 

On the platforms and on the trains, other railway servants had 

equally notorious reputations and were known to maltreat passengers in 
C O  

order to obtain money. Insults and beatings administered by these 

employees were commonly reported and railway firms were criticized for 

hiring guards and watchmen of the same caste, ready to support each 

59. John Pender, meeting, ORR, RT 43 (18 December 1880): 
1054. 

60. Lawrence Gazette, 23 April 1865, SVN (1865-66), p. 232. 

61. Ibid., p. 232. Meeting, ORR, RT 45 (17 June 1882): 573. 

62. Shola-i-Tur9 10 September 1872, SVN (1872), p. 571. 
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CO 
other. Suffering at the hands of Europeans and Anglo-Indians was 

64 just as prevalent and perhaps harder to bear. Even "coolies," or 

porters, were taken to task for attempting to wrest packages from 
65 passengers' hands and claim one anna from each as tax. As one 

editor concluded, "The poor man is obliged to bear the ill treatment 

With patience, and in case of showing signs of rebellion is deprived 
fifi 

of a seat in the carriage, and even beaten." 

In 1882 after years of uncomfortable, culturally objectionable, 

demeaning, and unsafe conditions, there was little cause for optimism. 

Sir David Wedderburn, an ORR shareholder, admonished management that 

the complaints were genuine. "Knowing something of the people of 

India," he declared, "he knew that a great many were deterred from 

travelling on account of these things."^ 

Far from neutralizing the various social issues dividing 

Indians, railway travel had perpetuated them. The rift between 

Europeans and local residents had become intensified through highly 

63. Nujm-ool-Ukbar, 27 March 1867, SVN (1866-67), p. 179. 

64. Ukmil-ool-Ukbar, 15 September 1869, SVN (1869), p. 442. 

65. Shola-i-Tia>, 10 September 1872, SVN (1872), p. 571. 

66. Ibid., p. 571. 

67. He was a brother of Sir William Wedderburn, an early 
sympathizer of Indian nationalism. Buckland, Dictionary of Indian 
Biography, p.- 444. Meeting, ORR, RT 45 (17 June 1882): 573. 
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visible "white-only" carriages. Attempts to mollify the public 

outcry against forced integration had resulted not so much in reform 

as in a reinforcement of traditional values. Simultaneously, the 

practical difficulties of enforcing strict segregation had failed to 

satisfy extremists. Naive and unsuspecting poor folk, meanwhile, were 

forced to bear abuses they had experienced elsewhere, this time in the 

modern setting of the railroads. 

69 Oxen Trade: The Banjaras 

In contrast to the two preceding sections, the discussion 

which follows seeks to gauge the effects of trains, not on a set of 

events or a broad segment of the public, but on a particular group of 

transporters. Although numerous castes and comnunities have acted as 

traders, haulers, and animal dealers, none has been as closely 

68. Although it occurred in South Africa, Gandhi's now 
legendary 1893 encounter with a white traveler in a first class com
partment exemplified the bitterness and resentment caused by excluding 
Indians on the trains. Mohandas K. Gandhi, An Autobiography: The 
Story of my Experiments with Truth, trans. Mahadev Desai (Boston: 
Beacon Press, 1957), p. 111. Khushwant.Singh describes a more recent, 
though fictionalized event of similar nature in his story, "Karma," in 
An Anthology of Indian Literature, ed. John B. Alphonso-Karkala 
(Harmondsworth: Penguin Books Ltd., 1971), pp. 608-12. 

69. This section draws liberally from my essay, "North 
Indian Banjaras." 
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identified with transportation as the Banjaras.^ For centuries, the 

clans who adopted this identity made the roadways their year-round 

homes.^ As professional transporting agents, they, as much as any

one, experienced the jarring consequences of railways. But while 

Banjara tradition was indeed severely challenged, their encounter 

with modern transit facilities led to a unique form of adaptation. 

Faced with obviation and elimination, Banjaras evolved a new profes

sion, one with which the railroads could not successfully compete. 

For this reason, the following case study serves as a particularly 

useful illustration of one type of response to the disruptiveness of 

railways. 

Evolution as Transporters 

During the six centuries preceding British influence, 

scattered camps, or tandas, of nomadic Banjaras had developed a 

70. They have remained the subject of evocative lore in 
Indian society. An early 19th century poem, "Banjara Nama,"_has 
immortalized the Banjara as a romantic gypsy. Nazir AkbarabadT, 
IntiWiab-i Nazir AkbcwabadZ (New Delhi: Maktaba Jamia Limited, 1970), 
pp. 106-09. 

71. Unlike most groups in India, Banjaras cannot be ascribed 
simply in terms of caste, tribe, or religion. The various camps 
{tandas) have cut across_these distinctions, comprising Brahmin, 
Rajput, Muslim, and AdivasZ elements. Constant accretion, further
more, has kept Banjara ethnic composition from crystallizing. 
Varady, "North Indian Banjaras," pp. 1-4. 
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72 collective livelihood as transporting agents. The chronicler 

Badauni, writing in the late sixteenth century, was one of the first 

to mention Banjaras. He and his contemporary, Ferishta, noted that 

Banjara camps had attached themselves to the invading armies of the 

early Muslim Sultans of Delhi. The relationship endured through the 

Sultanate as Banjaras brought provisions, mostly grain, by bullock 
73 convoy to the roving battalions. 

The accession of the Mughals brought few changes for the 

Banjara tandas. They continued as freelance suppliers of bulk items, 

maintaining a key role in the military campaigns of the emperors. 

They held a virtual monopoly, annually conveying hundreds of thousands 
74 of tons of commodities on the backs of their oxen. Their movement 

was slow at less than ten miles per day, but not much slower than that 

of invading armies. Cost was reasonable, as Banjara transport was 

72. This identity reflects the etymology of their name. The 
consensus among scholars is that "Banjara" derives from "banijya-
kara," a term denoting "merchant" occupation. G. A. Grierson, ed., 
Linguistic Survey of India* 11 vols. (1907; rpt. Delhi: Motilal 
Banarsidas, 1968), 9, Part 3: 256. Jagannath, "A Linguist's Observa
tions on the Nomads of India," unpublished conference paper, presented 
at the Western Conference of the Association for Asian Studies, 
Tucson, Arizona, 14 October 1978. 

73. Ferishta recorded that Banjaras had accompanied armies 
into the Deccan as early as 1417. M. K. Ferishta, History of the 
Rise of the Mahomedan Power in India till the Year 1612, 3 vols., 
trans. John Briggs (1829; rpt. Calcutta: Editions Indian, 1966), 2: 
243. Abdu-l-Qadir ibn-i-Muluk Shah (Badauni), Muntakhabu-t-Tawarikh, 
3 vols., ed. and trans. George S. A. Ranking (1898; rpt. Delhi: 
Idarah-i Adabiyat-i Delli, 1973), 1:477, 2:240. 

74. Irfan Habib, The Agrarian System of Mughal India (Bombay: 
Asia Publishing House, 1963), p. 62. 
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cheaper than other means. The arrangement, which lasted centuries, 

proved mutually convenient. The Mughals, who lacked a standing 

commissariat, were assured of necessary supplies while far from their 

agricultural base, while Banjaras were guaranteed a successful live

lihood. In recognition of their indispensability, the transporters 

Were accorded free passage. As James Mill wrote: 

The experienced utility of their services has procured 
them considerable privileges. They are regarded as neutral 
in all wars; they enjoy a right of transit through all 
countries; and the armies, which spare nothing else, act 
under a species of obligation, seldom violated, of respecting 
the[ir] property.75 

But by 1800 British hegemony had undercut this privileged 

position and threatened Banjara security. The Pax Britanniaa had 

ended the seasonal campaigns which had sustained Banjara activities. 

The East India Company's military policy avoided engaging an itinerant 

commissariat, thus diminishing traditional Banjara occupational 

opportunities. Increased centralization and administrative control 

contributed to this phenomenon. Banjara caravans had depended upon 

an environment which permitted unmolested travel. The British, no 

longer in need of their services, were wary of unrestricted movements. 

Harassment from zealous officials, military personnel, toll-

col lectors, magistrates, bureaucrats, and ethnographers compounded 

the inhibitory effects of the East India Company's presence. 

75. James Mill, The History of British India, 6 vols., 3rd 
ed. (1817; rpt. London: Baldwin, Cradock, and Joy, 1826), 5:333. 



163 

The Banjaras' plight was further complicated by the develop

ment of a network of paved roadways beginning in the 1830s (Chapter 

2). The Banjara oxen, whose hoofs were accustomed to soft earth, 
7 fi 

could not walk along the beaten limestone surfaces. Proud Banjaras 

who had dominated the highways while others had waited, were com

pelled to yield right of way to cultivators, travelers, pilgrims, and 

finally, to competitors. Organized competition, first from the 

Government Bullock Train and private goods carriers, then from the 

railways, spelled the final blow to Banjara goods transport. Whereas 

a tanda traveled less than ten miles per day, a train could go four 

times as far in an hour. William Moreland estimated that the tonnage 

carried by a single goods train in a week exceeded what a large 
77 

qafila hauled during an entire season. The Banjara caravans which 

had specialized in long distance hauling of commodities no longer 

offered a competitive service. Although rail freight service could be 

defeated over short distances of 50 miles and less, trips over several 

hundred miles were inefficient and expensive by comparison. 

Thus besieged on the dual fronts of political and technologi

cal change, survival of the Banjaras' identity and of their occupa

tional role depended upon successful adaptation to the altered 

76. Abbott, "Grand Trunk Road," p. 69. 

77. W. H. Moreland, India at the Death of Akbar: An Economic 
Study (1920; rpt. Delhi: Reprints and Trans Publications, 1974), p. 
243._ David Arnold has observed that south Indian Banjaras, known as 
Lambadas, were forced by railways to abandon their occupation as 
transporters. "Dacoity and Rural Crime in Madras, 1860-1940," 
Journal of Peasant Studies 6, 2 (January 1979): 151. 
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circumstances. During this period when their acceptable pastime was 

becoming gradually unattainable, lawlessness increased in appeal among 
78 certain tribal elements. But anti-social behavior, though it may 

-have satisfied individual impulses, could not solve the problems of 

professional displacement. Moreover, it incurred the wrath of police 

who responded by persecuting Banjaras indiscriminately. 

Sizable numbers of Banjaras, meanwhile, had begun to abandon 

their nomadism, opting instead for the security of settled agrarian 

existence. In Awadh, many tandas had adopted the sedentary life of 
79 cattle grazers and cultivators (Figure B-13). This form of 

adaptation, however, remained far from satisfactory for the thousands 

of Banjaras unwilling to shed a lifestyle that had afforded unre

stricted freedom. 

Encounter with Railways 

In view of the impossibility of competing with railroads for 

the commodities trade and the drawbacks of the two alternatives 

described above, Banjara prospects appeared dim. In this atmosphere, 

M. A. Sherring proclaimed in 1879 that neither the Banjaras' trade nor 

78. M. A. Sherring, Hindu Tribes and Castes together with an 
Account of the Mahomedan Tribes of the North-West Frontier and of the 
Aboriginal Tribes of the Central Provinces, 3 vols. (1879; rpt. 
Delhi: Cosmo Publications, 1974), 2:114. N. R. Cumberlege, Some 
Account of the Bunjarrah Class (Bombay: Educational Society's Press, 
1882), p. 8. Police Manual: Regulations and Orders for the Police 
of the N.W. Provinces and Oudhs Vol. 1 (Allahabad: NWP and Oudh 
Government Press, 1900), p. 422, UPSL. AIA 14 (1869-70): 97. 

79. Williams, Census of Oudh, 1:109-10. 



165 

their tribal values could survive another generation of English pre-
80 dominance. Confronted by this impending gloom, many Banjaras looked 

inward to a third mode of accommodation. Their continued association 

with oxen led them to revive their activities in cattle trade. 

Banjara bullocks, previously load-bearing and thus too valuable to 

sell, themselves became objects of exchange. Since Banjaras had 

always possessed oxen, their sale presented the clearest available 

alternative. The existence of large animal fairs, often held in con

junction with regular melas, facilitated commerce. Aware that draft 

animals were in constant demand in Awadh, Banjara tandas undertook 

seasonal trips from mela to mela, buying and selling cattle as condi-
81 tions dictated (Figure B-14). By the end of the century, they had 

become the country's leading cattle salesmen. Noting the Banjaras' 

emerging recovery, William Crooke refuted Sherring's earlier 

pessimism and declared that: 

One of the most important trades carried on in the 
present day by the Banjaras is that of the purchase and sale 
of cattle used for agricultural purposes. Cattle are 
largely bred along the Jumna in the direction of Agra and 
Mathura. These are brought up by the Banjaras, who drive them 
in large herds to great distances about the time when the 
agricultural seasons are commencingr°2 

When the above passage was written in 1896, railways were 

solidly in place; in Awadh and throughout northern India, they had 

80. Hindu Tribes and Castes, 2:114. 

81. Mukherjee, "Economic Life in Pre-Mutiny Oudh," p. 96. 

82. Tribes and Castes, 1:164. 
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operated for more than three decades (Chapter 3). Yet according to 

Crooke, Banjaras still "drove" their animals, walking alongside. The 

remark confirms the previous discussion of the unsuitability of trains 

as carriers of livestock (pp. 126 to 131). Banjaras, like other 

animal traders, continued to shun railways, preferring slower but more 

familiar old ways. 

Railroads had occasioned an important change in Banjara 

occupational patterns. In Awadh and elsewhere in the north, Banjaras 

had survived their introduction by modifying their previous liveli

hood to suit the new environment. Over a period of years, they had 

discovered that while competition with railways was impossible in one 

respect, it could be prosperous in another—one for which the trains 

remained ill-equipped—the profitable trade in draft oxen. 

Employment Patterns 

Cattle traders were not the only members of Indian society 

whose occupational characteristics were influenced by railways. Large 

capital expenditures on rail construction and the consequent advent of 

regular rail service necessarily demanded a plentiful supply of labor. 

Efficient and reliable operation of the trains required a diverse 

staff whose members ranged from highly skilled technical and manager

ial personnel to menial laborers. But the size of the work force 

spawned and sustained by railways remains to be determined. To what 

extent, moreover, did such employment differ from earlier work on 

road-building and maintenance? In a similar vein, the section below 

discusses the nature of occupational opportunities provided by 



167 

railroads and examines the degree to which they reinforced divisions 

between Europeans and the Indian population. 

Pre-Railway Employment in the Transportation Sector 

From ancient times transportation provided an important source 

of livelihood. Unskilled laborers erected and repaired roads, 

bridges, and inns; they planted trees, carried palanquins, hauled 

loads, and herded pack animals. Craftsmen employed at government 

factories and at village workshops built and maintained vehicles for 

waging war, transporting nobility, shipping freight, and carrying 

peasants. Administrators and officials collected tolls, recorded 

traffic, patrolled the roads, and informed on travelers. 

In post-war, pre-railway Awadh, there were an estimated 
83 14,000 carters, camel-drivers, and donkey-men alone. At that time 

of active road-building, as Chapter 2 has shown, another 20,000 per-
84 sons obtained work as beldars on provincial highways. And during a 

three-month period in 1860 more than 13,000 palanquin bearers were 
85 enumerated on just seven thoroughfares in the province. Another 400 

86 
dak runners, and an inestimable number of bureaucrats, clerks, toll-

collectors, patrolmen, cart-makers, wheel rights, vehicle painters, 

83. Papers relating to the Administration of Oude (1858-
1861), p. 100. 

84. See p. 44. 

85. "Statement showing the Traffic in Oude." 

86. Tapers relating to the Administration of Oude (1858-
1861), p. 100. 



168 

contractors, and limestone suppliers added to the total of those 

engaged in transport-related fields. 

Of these occupations, that of the beldar remained the least 

attractive and the most insecure. These men, whom E. J. Hobsbawm has 
87 called "the shock-troops of industrialization," were hired by local 

2amindars serving as contractors for the Public Works Department. 

Almost exclusively landless low-caste men and boys, these laborers 

would work at menial tasks until their projects were completed— 

periods of several months to perhaps three years. All but a few 

retained to man permanent road repair establishments were subsequently 

discharged. 

During their tenure, conditions were not only physically 

demanding, but overtly repressive. For ten hours' work during the 

hottest part of the day, a beldar earned less than one and a half 
88 — — 

annas. Pushed to the limit by overseers and "shabash wallahs," 

employed to shout praise and encouragement to their fellow laborers, 
89 beldars succumbed frequently to sunstroke and illness. The over

seers, or "light cavalry of capitalism," as Marx has termed them, 

were generally drawn from the lower classes of England, Wales, 

87. Age of Capital, p. 56. 

88. See Table 1. Occasionally, the work was performed by 
convicts who were paid even less, as little as three pice per day. 
Koh-i-Niw, cited in K. Sajan Lai, A Short History of Urdu Newspapers 
(Hyderabad: The Institute of Indo-Middle East Cultural Studies, 
1964), p. 19. 

89. Maud Diver, The Unsung: A Record of British Services in 
India (Edinburgh: William Blackwood and Sons, 1945), p. 20. 
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Scotland, and Ireland. They earned widespread notoriety for their 
90 alleged brutality. In addition, Public Works Department rules whose 

origins stem from early work on the Grand Trunk Road remained strin

gent and governed not only the work, but also the conduct of laborers. 

Officials responded to violations by immediately terminating and 
91 occasionally blacklisting offending workers. 

The focus of activity for beldars continually shifted 

geographically. The earliest opportunities for employment lay in the 

Lucknow-Kanpur region, alongside the road. As reconstruction and 

repair were completed there, funding declined from a high of 140,000 

rupees in 1858-59 to a steady 50,000 rupees annually during the 
92 

1860s. By the early 1870s, allocations declined to half that 

amount, and for the decade beginning in 1875 average expenditures had 
93 dwindled to 13,000 rupees per year. While work on the road to 

Kanpur was being phased down, attention shifted, first to other 

provincial highways, then to the dozens of smaller district roads 

90. Hobsbawm, Age of Capital, p. 202. 

91. P. W. Willis, "Summary of Rules for Working Nokur 
Coolies," 20 December 1850, SRG 55, 3 (1848-51): 248-50. 

92. In 1859-60, Rs. 47,000 were expended on the Lucknow-
Kanpur Road; the next two years, Rs. 57,000 and 50,000 were spent. 
PPWD, CB (GI), 20 May 1859, Nos. 4-6. PPWD, CB (GI), 3 May 1861, No. 
IE, NAI. AIA 8 (1863-64), p. 95. 

93. Oudh Administration Reports (1869-77). Annual Narrative 
Progress Reports of the PWD3 NWP&O (1876-84). 
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94 criss-crossing Awadh. As the road network approached completion in 

the late 1870s, expenditures were drastically reduced and demand for 

beldars for roadwork fell correspondingly. In each district, road 

establishments manned by skeletal crews maintained the pavements and 

repaired the ravages of weather. 

Railway-Building 

For beldars in Lucknow and Unnao Districts, rail construction 

commenced at an opportune moment. Oust as reduced maintenance expen

ditures on the Lucknow-Kanpur Road had begun swelling the ranks of 

unemployed laborers, the newly-formed Indian Branch Railway embarked 

upon the first rail line in Awadh. Continuing precedents established 

by the Public Works Department, a field superintendent engaged local 

contractors to produce a crew of workmen. As with roadworks, laborers 

were elicited from the lowest rungs of rural society. Landless cul

tivators, whom labor historian S. Sen has called the "harbingers" of 
95 modern India's working class, again supplied most of the muscle. 

94. For example, the Lucknow-Sitapur Road was refurbished in 
1864. A sum of Rs. 264,000 was set aside for the project. A decade 
later, the amount was down to Rs. 18,000. Similarly, the Bahramghat-
Bahraich Road was allotted Rs. 350,000 in its first year in 1867; by 
1873, only Rs. 15,000 were needed. That year Rs. 250,000 were 
expended on district roads. These roads, however, were scattered 
and road gangs were smaller. PPWD, CWMB (GI), January 1874, Nos. 
1-2, NAI. Chand, Administration of Avadh, pp. 233-34. 

95. Sukomal Sen, Working Class of India: History of Emer
gence and Movement, 1830-1970 (Calcutta: K. P. Bagchi and Co., 1977), 
p. 23. Dipesh Chakraborty, "Early Railwaymen in India: 'Dacoity1 and 
'Train-Wrecking1 (c. 1860-1900)," in Essays in Honour of Prof. S. C. 
Sarkar (New Delhi: People's Publishing House, 1976), p. 527. 
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The nature of the work, furthermore, was similar to road-building. 

Accordingly, crews composed of small bands of men scattered along the 

length of the route began laying track. Like road gangs, the groups 

were supervised by overseers drawn from the same classes, but paid 

twice as much and accorded nearly limitless authority over their 
96 charges (Figure B-15). 

Because work was intensive, the demand for labor was enor-
97 mous. Attracted by cash salaries, thousands of beldars from 

neighboring villages gathered in order to supplement family income. 

And although working conditions remained deplorable in most respects, 

contractors recognized that proper nourishment yielded improved 
98 strength and endurance. As a result, rail construction work 

appeared more lucrative and began drawing volunteers from nearby 

districts.^ 

Inevitably, the extension of the rail network contributed to 

a general rise in wages for unskilled laborJ0^ In Lucknow District, 

96. Thornton, Indian Public Works, p. 178. 

97. I have not come across figures of the number of laborers 
employed on the Lucknow-Kanpur line. But at about the same time, a 
fourteen-mile rail project in Maharashtra employed nearly 40,000 men. 
Gadgil, Industrial Evolution of India, p. 19. 

98. P. R. Cola, Undeveloped Wealth in India and State 
Reproductive Works (London: Virtue, Spalding, and Co., 1874), p. 319. 

99. K. P. Bhatnagar, Satish Bahadur, D. N. Agarwal, S. C. 
Gupta, and B. S. Mugdal, Transport in Modern India, 9th ed. (1951; 
rpt. Kanpur: Kishore Publishing House, 1977), p. 53. 

100. "The Census of 1865," The Pioneer, 16 January 1865, p. 
1, NML. Gadgil, Industrial Evolution of India, p. 19. 
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for example, salaries, already inflated by post-war road construction, 

rose by 61 percent—from an average of 1.4 annas in 1858 to 2.25 
101 annas per day in 1869. Once the increase had been effected, wages 

remained at the new level, falling only slightly when construction was 
102 complete. But the rise in these rates was matched by a sharp 

103 Increase in the price of commodities. 

Further confounding the issue, the inflated remuneration was 

often illusory, for upon completion of a rail line, laborers lost 

their jobs and no others needed their services. While wages remained 

higher than the pre-rail levels, most beldars failed to obtain gainful 

employment. Some attempted to migrate to new rail construction sites, 

but invariably they found that most jobs routinely went to residents 
104 of local villages. Thousands of disenfranchised laborers, no 

longer willing or able to return to their overcrowded farm villages, 

were thus transformed into a permanently unemployed and uprooted 

constituency. In times of famine these migrant workers were the 

first ones affected by severe shortages. Their only respite came 

from occasional government-sponsored relief work on canal-building and 

road improvements. But in order to preclude dependency upon such 

101. Table 1. Oudh Revenue Survey (1868-69), Table XXXIII. 
Oudh Administration Report (1869-70), p. cxxxii. 

102. By 1869 daily unskilled wages in Lucknow District fell 
slightly to 2.0 annas and remained at that level for the next decade. 
Oudh Administration Reports (1869-78). 

103. See Chapter 6, note 50. 

104. Chakraborty, "Early Railwaymen in India," p. 527. 
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projects, the Public Works Department kept salaries far below accepted 
105 levels. Once a famine was declared to be over, work ceased and the 

unemployed beldars continued as before. 

Like road construction and maintenance, railway construction 

had provided employment for a sizable number of residents near the 

works. But when the project ended, there was no longer any demand for 

the beldars' services. And unlike roadwork, rail lines needed little 

maintenance. Although tracks were frequently broken by flooding 

(Figure B-16), the weight of constant traffic did little damage to 

the rails or to the ground. Year-round maintenance work on the rail

roads thus engaged fewer persons than comparable upkeep of the high

ways. Those who were discharged from rail construction gangs found 

little subsequent opportunity for gainful employment. Instead, they 

contributed to an already swollen class of unemployed and unemployable 

landless laborers who congregated in the towns and cities in hope of 

finding work. Or, in some instances as we shall see later, they 

committed violent acts, frequently aimed directly at the railroads. 

Railway-Induced Employment 

With the terrain prepared and the tracks in place, railroads 

began regular operations. Firms such as the ORR immediately became 

important employers. But the most prestigious and remunerative 

positions were reserved for non-Indians. At the top of the corporate 

hierarchies, railway personnel were almost exclusively European. Of 

105. Weld, India'8 Demand for Transportation, pp. 93-94. 
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51,887 shareholders in Indian railroads in 1870, for instance, only 

368 or 0.7 percent were Indian J^ The directors, officers, and 

accountants all resided in England and were British.^ 

Indirectly, moreover, Indian railways created jobs and 

enhanced economic opportunities for Englishmen at home. During the 

1860s, the early years of railroads in India, virtually all of the 
108 manufactured items required were fabricated in British factories. 

Engineers, draftsmen, foundry workers, machinists, mechanics, carpen

ters, painters, contractors, suppliers, and shippers found their 

occupations in great demand as a result of the more than £100 million 
109 investment in Indian railways. 

In India itself, the upper echelon of employees—superinten

dents, managers, representatives, and financial agents—was over

whelmingly drawn from resident Europeans. According to one estimate, 

in 1889-90 only three percent of those whose annual salaries exceeded 

106. Morris D. Morris, "Value as an Obstacle to Economic 
Growth in South Asia: An Historical Survey," in Modern India: An 
Interpretive Anthology, ed. Thomas R. Metcalf (London: The Macmillan 
Company, 1971), p. 196. 

107. In 1889-90 after 30 years.of operation, 100 percent of 
the employees outside India were European. R. C. Dutt, Famines and 
Land, Appendix V. Dadabhai Naoroji, Poverty and Un-British Rule in 
India (London: Swan Sonnenschein & Co., 1901), p. 194. 

108. By 1867 the 0RR had ordered all of its permanent way 
materials and rolling stock from England. Meeting, 0RR, RT 32 (19 
June 1869): 593. 

109. Thorner, Railway Development in India," p. 205. 
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Rs. 2,500 were Indian.Early Indian nationalists such as Dadabhai 

Naoroji seized upon this inequity as a vivid illustration of colonial 

technology breeding social injustice.^ Discriminatory hiring 

policy at the managerial level of railway firms took its place along

side the matter of indigenous employment in the Indian Civil Service 

as a leading grievance against English domination in the subcontinent. 

As late as 1930, rail historian N. Sanyal concluded that this had 
112 become the most persistent Indian complaint against the railways. 

Within the lower tiers of railway employment, the situation 

was quite different. Already by 1870, almost 90 percent of those 
113 working for the rail companies were Indians. The 0RR, like other 

firms, was quick to recognize the advantages of hiring Indians for 

certain tasks. By 1870 their workshops in Lucknow were successfully 
114 employing local labor. But while semi-skilled positions were 

filled by members of castes whose hereditary occupations were com

patible with the new work, the Company was slower to employ Indians 

110. That year, of those who earned more than Rs. 1,000 per 
year, 20 percent were Indian. Dutt, Famines, Appendix V. 

111. Poverty and Un-British Rule, p. 194. Although this 
text was published in 1901, it is a collection of Naoroji's earlier 
writings. Thus, his position on railway employment was expressed in 
the 1870s and 1880s. Later nationalists such as Lajpat Rai perpetu
ated Naoroji's argument, adding that even in the 1920s no Indians 
served on the Railway Board. Unhappy India, 2nd ed. (Calcutta: 
Banna Publishing Co., 1928), p. 382. 

112. Indian Railways, p. 59. 

113. Sanyal, ibid., p. 58. 

114. Report, 0RR, RT 34 (10 June 1871): 549. 
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as locomotive drivers, firemen, shunters, and mechanics. Although in 

1872, almost all the drivers were still Europeans, management conceded 

that "as a matter of justice to the natives," greater numbers of 

Indians would soon be trained for these positions. But beneath the 

altruism, there were tangible economic motives. This policy, the 

directors acknowledged in 1873, would naturally lead to further 
115 economy. Indeed, if the guarantee were to be met, these considera

tions needed to remain imperative. Already in 1870 railway officials 

had noted that while the maximum pay of a driver in England was i!50 

per annum, in India it had reached £480 on account of the added costs 

of passage, furlough pay, and illness compensation.^® 

It was in the interest of savings, therefore, that the ORR 

implemented a plan to teach the necessary skills to Indian young men. 

By 1872, the two firemen who assisted each driver were Indian, and the 

Company expected gradually to promote these men to be drivers. The 

following year, as an experiment, one such person was permitted to 

drive a ballast train regularly. All the shunting at the station-

yards, furthermore, was entrusted to Indian workers.^ As its 

network grew, the ORR implemented its plan. In 1880, the directors 

reported that 23 of 56 drivers (41 percent) were now Indian, and that 

115. Meeting, ORR, RT 36 (20 December 1873): 1274. 

116. Jul and Danvers, Report to the Secretary of State for 
India in Council on Railways in India3 for the Year 1869-70, cited 
by Sanyal, Indian Railways* p. 59. 

117. Meeting, ORR, RT 36 (20 December 1873): 1274. Report, 
ORR, RT 37 (12 December 1874): 1228. 
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they expected this proportion to increase further. The number of 

Indian firemen and shunters also rose while fewer Europeans and 

Eurasians now performed these tasks. The change-over was accomplished 

smoothly and the Company appeared satisfied with the performance of 
118 its newly-promoted employees. 

While 90 percent of those on railway payrolls were now Indian, 

few attained the prestigious positions of drivers and firemen. The 

large majority of employees performed petty tasks, menial labor, and 

clerical duties. These persons—ticket vendors and collectors, 

bookkeepers, messengers, watchmen, conductors, food dispensers, water 

carriers, sweepers, cleaners, and ordinary laborers—comprised the 

bulk of the railway work force. Out of convenience, the firms 

organized their staffs in accordance with the only available model: 

the military establishment. Within this framework, stratification 

was pronounced and generally followed caste lines. And as in the 

army, employees wore uniforms indicating their ranks, obeyed orders, 

and were subject to strict discipline. As employers, the railways 

demanded fidelity and, through a seniority system, rewarded it with 
119 promotions, raises, security, and modest retirement benefits. In 

developing this elaborate superstructure, the companies had created 

a unique and enduring feature of Indian society, the "railway wallah." 

118. The proportion had already increased from 28 percent to 
41 percent over the past year. Report, ORR, RT 43 (12 June 1880): 
479. 

119. Hobsbawm, Age of Capital, p. 216. 
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These new employees soon became a very visible class, en

countered by all who used the trains and congregated at the stations. 

The spreading tracks, mushrooming stations, and growing operations 

created new outlets for work. But the number of individuals working 

for the railways remained a relatively small proportion of India's 

labor force. In 1891 only 1.4 percent of the nation's workers (or 3.8 

percent of its non-agricultural work force) were engaged in transport-

related occupations. Among transportation workers, railways employed 

a growing but minor number of persons. In 1891, 16.9 percent of 

transport workers were retained by the railways. In comparison to the 

total non-agricultural work force, Table 11 shows that railway 

employees remained a tiny minority. At the turn of the century 

India's trains provided livelihood for approximately 350,000 individu-
120 als. Of these, perhaps 15,000 were on the ORR's payroll. Thus the 

ORR's railway wallahs remained but a minute, albeit noticeable, com-
121 ponent of the province's work force. 

The benefits of employment accruing to this small class of 

workers were notable in many respects, yet it was axiomatic that their 

wages be kept at a minimum. European capitalist morality firmly 

120. In 1887 the 0RR had about 690 miles of track, or 4.9 
percent of the national total. Since employment was proportional to 
track mileage, the 0RR employed an estimated five percent of all rail
way personnel. That year, 270,000 persons worked for the railways. 
Of these, 13,200 would have been employed by the 0RR. Over the next 
decade that number can be expected to have reached 15,000. 

121. Awadh retained a higher proportion of agriculturalists 
than the remainder of India (about 25 percent higher). The ratio of 
railway employees to non-agricultural workers was thus somewhat 
greater than elsewhere. 



Table 11 

Employment on Indian Railways and Non-Agricultural Employment, 1872-1931 

Year 

Total 
population 
of India 

(millions) 

Total 
work force 
of India 

(millions) 

Non-
agricultural 
work force 
(millions) 

Miles of 
railway 
track 

Number of 
railway 
employees 

Railway 
employees 

as percentage 
of non-

agricultural 
work force 

1872 206.la 101.0b 33.6d 5,3699 80,000h 0.24 
1881 253.8a 124,4b 44.8d 9,9649 169,5401 0.38 
1891 287.3a 140.8b 51.8e 17,2839 330,0003 0.63 
1901 294.3® 146.5° 52.2e 25,3639 349,976® 0.67 
1911 315.1® 157.7C 47.9e 32,839° 605,000J 1.26 
1921 318.9® 156.5C 46.2e 37,148g 695,000J 1.50 
1931 352.8® 165.9C 58.6f 42,5479 730,000J 1.25 

a. Anstey, Economic Development of India* Statistical Tables I and VIII, based upon 
official census figures, pp. 605, 614. 

b. Estimate based upon subsequent years' ratios of work force to total population (con
stant, approximately equal to 0.49 throughout). 

c. J. N. Sinha, "Demographic Trends," in Economic History of India: 1857-1956, ed. V. B. 
Singh (Bombay: Allied Publishers Private Limited, 1965), pp. 112-13. 

d. Estimate based upon extrapolations from graph of subsequent values. 
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believed that the working classes were meant to remain poor, a dictum 
122 held to have even greater validity in India than in the West. 

Accordingly, the vast majority of railway employees, Indians who 

attended to day-to-day operations, remained underpaid and worked under 

substandard conditions. By contrast, the companies attended gener

ously to their English employees' comforts. At one Bengali station, 

for example, the EIR provided two churches, a mechanics' institute, a 

library, recreation grounds, a racket court, and a band supplied with 
123 instruments. 

Thus, just as first class carriage effectively divided whites 

from the indigenous population, railway personnel policies succeeded 

in driving a wedge between Europeans and their Indian co-workers. 

Caught in the middle of this practice, meanwhile, was a growing body 

of Anglo-Indian rail employees. By the close of the century, they 

e. Based upon figures for agricultural work force as per
centage of total work force as provided in Anstey and Sinha. 

f. Based upon figures,as in note e, in Anstey and in 
Hindustan Year-Book & Who's Who3 1938 (Calcutta: M. C. Sarkar and 
Sons, n.d.), p. 193. 

g. Sahni, Indian Railways, Appendix D, pp. 187-89. 

h. Estimate based upon extrapolation from ratio of 
employees to miles of track. 

i. Sanyal, Indian Railways, p. 130. 

j. Interpolation from figures for 1881 in Sanyal; and for 
1901, 1913-14, 1924-25, and 1930-35 in Anstey. 

122. Hobsbawm, Age of Capital, pp. 217-18. 

123. "Indian Railways," QR, p. 70. 
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were performing an increasing proportion of the semi-skilled tasks 

required to operate and maintain the trains. As engineers, shunters, 

repairmen, and petty bureaucrats, Eurasians became alienated from both 

of their parent communities, neither of which accorded them full 

membership status. These persons, an important subclass of railway 

wallahs, have played a leading role in the railway lore of the sub

continent. 

In the mid 1870s low pay and poor conditions experienced by 

low-level workers led Anglo-Indian, employees to form India's first 

railway union, the Amalgamated Society of Railway Workmen. But union

ization was not the only response to the discrimination and oppression 

felt by many employees. There is evidence that on occasion, the 

poorest and most disadvantaged classes of workers expressed their 

124 grievances by performing violent acts of protest. In effect, the 

railways' policies toward their unskilled and semi-skilled employees 

fueled nationalist sentiment. Not only were railway firms portrayed 

as exclusivists who prevented Indians from attaining managerial rank, 

but they were perceived as greedy and harsh employers who sought to 

profit at the expense of the Indian labprer. 

Social and Environmental Stability 

No discussion of social disruptions caused or facilitated by 

railways would be complete without examining ways in which the trains 

124. The next section of this chapter provides a more 
detailed discussion of railway violence and disorder. Chakraborty, 
"Early Railwaymen in India," pp. 531, 533. 
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affected "law and order" and stability. We have already seen that the 

introduction of railways had, upon occasion, engendered occupational 

changes among certain communities, brought about an entirely new 

hierarchy of employees, perpetuated the di Jnctions among indigenous 

social units, widened the gap between Europeans and Indians, and 

provided a new setting for overcrowding. It is to be expected9 there

fore, that any innovation whose adoption was so immediate and wide

spread and whose effects were so profound should have created an 

atmosphere conducive to disturbances. 

Because of the breadth of the societal changes induced by 

railways, these disturbances were necessarily multi-dimensional. Per

haps the most obvious were those which threatened law and order. As a 

result of the colonial premium on stability, acts of violence 

committed in connection with rail operation drew immediate atten-
125 tion. Official overreaction may, in fact, have magnified the 

dimensions and severity of the problem. But "criminal" acts performed 

by railway users and employees, or by members of communities affected 

by the spread of railroads were not the only dangers to social and 

environmental equilibrium. Recurrent accidents, though relatively 

infrequent, were of an unprecedented scale and confirmed the fears of 
126 orthodox villagers who saw trains as unearthly "fire-carriages." 

125. David Arnold, "Industrial Violence in Colonial India," 
Comparative Studies in Society and History 22, 2 (April 1980): 235. 

126. Overland Telegraph and Courier, 16 April 1853, cited by 
Michael Satow and Ray Desmond, Railways of the Rag (London: Scolar 
Press, 1980), p. 39. 
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The physical environment, too, was subjected to a new and sustained 

assault, while human health, always imperiled by disease, was further 

threatened by railway extension and travel conditions. Without 

implying that railroads were the only, or even the chief, causative 

agents of social ills in nineteenth century India, the present section 

Examines some of the disruptions which they helped to enhance. 

Violence and Crime 

Violent acts, once dismissed as mere expressions of aberrant 

behavior, have lately come under the scrutiny of scholars who see in 

such acts a deeper significance, perhaps the formation of political 

127 consciousness. In this context, Indian railroads have received 

renewed attention as historians perceive them to have provided the 

backdrop, indeed the motivation for several types of unlawful acts. 

In some instances, the violence surrounding railways may be seen as an 

extension of previous forms of mischief, lawlessness, or protest, 

albeit in a new setting. In other cases, railroads appear to have 

spawned unique responses specifically tailored to disrupt their 

operations. But whether familiar or novel, these acts may be viewed 

127. Hamza Alavi, David Arnold, Dipesh Chakraborty, Sandria 
Freitag, Kathleen Gough, Ravinder Kumar, and Anand Yang are among 
those who are examining the roots of industrial, corranunal, and rural 
violence in India. Others such as Stuart Blackburn, Alice Clark, 
Stewart Gordon, and John Richards have studied the phenomenon of 
"criminal tribes" in the subcontinent. This work complements the 
pioneering research of E. J. Hobsbawm; Melvin Richter; G. V. 
Rimlinger; Charles, Louise, and Richard Tilly; Eric Wolf; and others. 
See bibliography for references. 
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as expressions of mounting social tensions, many of them aggravated 

by railway management and employment policies. 

The earliest employment opportunities provided by railroads 

were for beldars in the construction phase. As the preceding section 

has shown, the vast majority of the workers were drawn from landless. 

underprivileged, low-caste men. Working conditions and living 

arrangements were brutally harsh, and worse, the work was seasonal and 

temporary. Recruitment procedures remained uneven and gang members 

were generally hired by mates. The companies made no attempts to 

delve into the past of their new employees. In fact, such a task 

would have remained impossible, for the crews at a single camp fre-
128 quently numbered five to ten thousand men. Once at work, more

over, the supervisors exerted little control over the beldars, 

retaining only the power to dismiss troublesome laborers. But dis

missal increased the turnover rate and worsened the already dangerous 

instability of the large work gangs. 

Coupled with this potentially explosive situation, it appears 

that a number of those attracted by railway construction work had 
129 previously engaged in "dacoity." In. the early days of rail exten

sion in the 1860s, therefore, these conditions combined to produce 

numerous incidents of robbery in the vicinities of the construction 

sites. And not only were beldars often directly implicated in such 

128. Satow and Desmond, Railways of the Raj, p. 16. 

129. Chakraborty, writing about eastern India, goes so far 
as to state that many of the beldars had considered dacoity as their 
"regular occupation." "Early Railwaymen in India," p. 524. 



185 

crimes, but in certain cases, they were accused of colluding with 

dacoits who were not employed as railway laborers. Police officials 

were plagued by a rash of thefts committed by this "floating popula-
130 tion" of workers and their fellow caste members. 

No sooner were the tracks in place and the railroads opera

tional than a new wave of complaints emerged. Already by 1867 the NWP 

government had established a special inspector of police for rail-
131 ways. Now there were allegations of new crimes committed not only 

by beldars retained to do maintenance and menial work, but by 
132 "criminal tribes," individual bandits, and other railway employees. 

Shocked passengers complained that the trains encouraged abduction of 

women and children, bag.stealing, jewelry theft, and general "plunder 
133 and assault" of travelers. And to add to the public outrage, 

railways were seen not only as a nest of criminals, but as facilita

tors of their escape from justice. For "if a theft or other heinous 

crime is committed," one editor remonstrated, "twelve annas price will 

provide passage ... over fifty miles, and there the culprit may sit in 

130. Ibid., p. 528. 

131. Nujm-ool-Ukbar, 27 March 1867, SVN (1866-67), p. 179. 

132. Khaix> Khwah Punjab, 2 June 1866, SVN (1866-67), p. 146. 
See also pp. 157 to 158. 

133. Noor-ool-Ubsar, 15 October 1869, SVN (1869), p. 493. 
Nur-ul-Anuar, 10 August 1872, SVN (1872), p. 449. Kamamah, 16 June 
1873, SVN (1873), p. 412. Satow and Desmond, Railways of the Rao, p. 
45. 
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134 ease." And in these matters, newly instituted railway police 

officers, steeped in corruption bred by low pay, offered little pro

tection. 

But if a modified form of train dacoity was encouraged by 

railway use, another form of violence was even more serious and wide

spread. "Train-wrecking," as such incidents were provocatively 

labeled by English officials, provides what Dipesh Chakraborty has 

called "the first crude semblance of a protest form" by low-level 
135 railway employees. These disturbances which were first observed in 

the 1870s are seen by David Arnold as continuations of rural social 
136 values undertaken in an industrial setting. "Train-wreckings" were 

instances of vandalism and sabotage whose specific targets were the 

trains; typical incidents involved removal of rail or plates. Almost 

without exception, such acts were blamed on disgruntled or dismissed 

employees, usually beldars and other menial laborers. Chakraborty has 

tentatively concluded that "train-wreckings" may be viewed as expres

sions of employee grievances against the railways. These unique 

expressions of frustration over working conditions, in his opinion, 
137 lay midway between "crime" and "protest.." 

134. Noor-ool-Ubsar, 15 October 1867, SVN (1869), p. 493. 
Cf. Chakraborty, "Early Railwaymen in India," p. 528. 

135. Ibid., p. 531. 

136. "Industrial Violence," p. 239. 

137. "Early Railwaymen in India," pp. 534, 535, 540. 
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A final form of railway-inspired violence was born of the 

firms' discriminatory hiring policies. As Arnold has pointed out, and 

as the preceding section has noted, railway positions were ordinarily 
138 reserved for specific racial or caste groups. Already in 1859 the 

Calcutta Review had remarked on the tensions between European and 
139 Indian employees. As time passed conditions worsened until as 

Arnold has observed, "racial discrimination permeated every aspect of 

life and work on the railroads." The tensions created by these 

policies eventually exploded in the early twentieth century amid a 

general atmosphere of industrial unrest.^ 

Accidents and Disease 

Unlike the violent incidents associated with rail operation, 

accidents were neither as widespread nor as much of a cause for public 

consternation. In some ways, this surprised the government, which 

from the start had maintained careful counts of rail fatalities and 

injuries. Prepared for the worst, they had expected that the unusual 

conditions of the Indian setting might prove more dangerous to safe 

rail service. In 1869, 31 passengers (1.9 per million), 109 employ

ees, and 48 trespassers were killed, and 79 passengers (4.8 per 

138. "Industrial Violence," p. 252. 

139. "English Life in Bengal," Calcutta Review 33 (December 
1859): 325. 

140. "Industrial Violence," p. 252. 
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million) were injured. But these statistics were hardly alarming, 
141 for they refuted the contention that railway travel was dangerous. 

In Awadh, as in the rest of India, accidents were relatively 

scarce. In 1869-70 the ORR reported 34 of them, mostly fires. The 
142 following year the number dropped to just 14. The most common 

Cause of these accidents was the fuel employed—wood. Although the 

ORR installed the latest spark arrestors in 1870, the danger of 
143 accidental ignition remained. Flatranable goods such as cotton were 

particularly hazardous comnodities and occasionally ignited fires 

which spread beyond the tracks. On one such occasion local hostility 

to other aspects of rail operation surfaced as villagers accused the 

ORR of deliberately setting fire to their homes. 

Aside from such isolated incidents, however, railway operation 

remained generally safe and gave little cause for alarm. This safety 

unfortunately did not extend to protection from infection. When 

railways had originally been proposed for the subcontinent, some 

advocates had optimistically believed that their installation would 
145 somehow retard sickness. Perhaps no other prediction for the 

Indian railroads was as mistaken. Already during the construction 

141. Sanyal, Indian Railways* p. 57. 

142. Oudh Administration Reports (1869-70), p. clxix; and 
(1870-71), p. ccxli. 

143. Report, ORR, RT 33 (11 June 1870): 586. 

144. Meeting, ORR, RT 38 (19 June 1875): 586. 

145. Ambirajan, Classical Political Economy, p. 250. 
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phase, overcrowding and unsanitary conditions at the work sites had 

caused massive epidemics among the laborers. It was apparently not 

uncommon for camps of 10,000 to have lost as many as a third of their 
146 workers to cholera and other disease. 

As rail service commenced it was widely recognized that the 

conditions which prevailed in third class carriages and waiting rooms 

were conducive to the spread of disease. These places, which Ira 

Klein has recently characterized as "universal sources of infection," 

had soon become principal agents in transmitting plague, cholera, 
147 typhoid, typhus, malaria, tuberculosis, and other fatal illnesses. 

During a six-month period in 1867, 132 passengers (eight times the 

number of accident fatalities for all of 1869-70) were found dead or 
148 dying in the trains alone. 

Whenever floods or droughts facilitated the spread of disease 

among a susceptible population, infected carriers would congregate at 

the stations which reequently provided temporary shelter. When 

officials acted to detain or sequester plague-affected or other 

infected passengers, the local public feared further contamination and 
149 protested. The 0RR, for its part, was alert to the constancy of 

146. Satow and Desmond, Railways of the Raj, p. 17. 

147. "Population and Agriculture," p. 210. 

148. Sanyal, Indian Railways, p. 57. Oudh Administration 
Reports (1869-71), see note 142. 

149. Hindosthan, 15 August 1902, SVN (1902), p. 527. "Plague 
in Unao," Public Health Department, United Provinces of Agra and Oudh 
(1903), Bundle 30, SI 26, File 663B, UPSA. 
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epidemics in the towns and countryside served by its trains. The 

records of their meetings and reports abound with mentions of out

breaks of cholera, plague, and other widespread illnesses. But these 

epidemics, because of their inhibitory effect on passenger circula

tion, are merely treated as obstacles to profitable operation. Never 

1s there an acknowledgment of the railway's possible contributory 
150 role in the spread of infection. 

Environmental Degradation 

Ira Klein has observed perceptively that the effects of 

modernization have frequently caused environmental disruptions which, 

in turn, have adversely affected public health. As he himself has 

pointed out, the advent of railways serves to illustrate this asser-
151 tion. When rail construction had begun, engineers had failed to 

consider the implications of the network upon the land's drainage 

patterns. Instead, the tracks had been laid so as to minimize their 

length insofar as it was possible to avoid major physical obstacles. 

The consequences of this interference with nature were two

fold. The first of these, the creation of stagnant pools of water in 

ditches near the embankments, created new breeding grounds for 

malarial vectors. Together with the canals simultaneously transvers-

ing the countryside, these waters led to a marked rise in the 

150. For example: Report, ORR, RT 35 (14 December 1872): 
1264; Report, ORR, RT 38 (11 December 1875): 1168; Report, ORR, RT 
43 (12 June 1880): 479. 

151. "Population and Agriculture," p. 194. 
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incidence of malaria. The mosquitoes which thrived in the areas 

adjoining the tracks could then infect passengers and residents alike. 

The obstruction of natural drainage led to another serious disorder. 

By interfering with the runoff of rain and flood waters, the embank

ments had dramatically increased the likelihood of inundation in 

fields near the lines. Elizabeth Whitcombe has documented a number 

of such cases through the 1870s and 1880s. The ORR, in particular, 

had been responsible for extensive crop losses caused by these 
152 unnatural floods. 

In yet another way, the extension of the railway network took 

a damaging toll on the environment. The forests of northern India, 

already shrunken to make room for villages or to provide lumber and 

fuel for local needs, were subjected to intensified pressure. The 

initial demand for timber for railroad ties had placed a serious 

burden on the country's denuded forests. Additional trees were later 

felled to construct and furnish wooden railroad carriages, further 

straining local forest resources. But the greatest demand was for 

firewood, for it remained cheaper than coal and gained wide acceptance 

as fuel for the steam engines. Wherever possible, the ORR drew its 

firewood from the areas near its lines. Thus, deforestation, already 

considerable prior to the actual operation of railways increased 

relentlessly as demand for firewood kept pace with extended 

152. Agrarian Conditions, p. 93. 
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153 services. The effects of this deforestation, now well understood 

by environmentalists, facilitated soil erosion which, in turn, further 

increased the likelihood of flooding and reduced agricultural yields. 

In sum, the results of railway construction and operation had con

tributed to the spread of disease and seriously damaged the environ

ment. 

Conclusions 

The present chapter has attempted to assess the effects of 

railways upon north Indian society. As the introductory remarks have 

suggested, the trains, as agents of modernizing change, were expected 

to induce various disruptions in the patterns and lifestyles of the 

populace and in their physical environment. The case studies dis

cussed above have demonstrated the diversity and extent of these 

disruptions, thereby defying any attempt to construct a simple model 

which pretends to explain such reactions in general terms. 

In rural fairs, we have seen an example of an institution 

left essentially unaltered. Other processes such as occupational 

patterns, however, were entirely transformed or newly created to suit 

the altered environment. Throughout this time, railway hiring and 

operation policies continued to strengthen existing societal divisions 

while deepening the gulf which separated Indians from Europeans. The 

issues which evolved were instrumental in shaping nationalist 

153. Ibid., pp. 12, 93-95. Richard Tucker, "Forest Manage
ment and Imperial Politics: Thana District, Bombay, 1823-1887," 
unpublished paper, p. 5. 
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responses to colonial rule. In addition, the special problems brought 

on by railway service often led to violent outbursts which some have 

seen as the incubatory stage for later labor strife. Finally, the 

railways have been shown to be contributors to the spread of epidemics 

and to a general deterioration of the environment. 



CHAPTER 6 

RAILWAYS AND THE AGRARIAN ECONOMY 

The introduction and proliferation of rail freight transport 

in Awadh, it has been shown, failed to perform according to expecta

tions.^ We have already seen, furthermore, how railways tended to 

erode and disrupt certain social institutions and processes. What, 

then, were some of the effects of the ORR's goods operation upon the 

agrarian economy which it intended to serve? Had railways, as their 

supporters persistently claimed, transformed agriculture by raising 

yields, facilitating distribution, and increasing demand? Or had the 

trains, as Indian nationalists believed, encouraged cash cropping, 

reduced availability of food, and raised prices? Exponents of the 

latter position saw railways as a fundamentally negative force and a 

key ingredient in their "drain theory" which postulated that India's 

natural wealth was being siphoned off to Europe so as to enrich 

colonial entrepreneurs. While both the nationalists and their antag

onists agreed that the trains had influenced agricultural production, 

they differed in assessing the effects of such changes. 

Already by 1868, although the Indian railroad network remained 

in its infancy, leading advocates such as Jul and Danvers, then 

1. Binay Bhushan Chaudhuri has made the same observation 
regarding rail commodity service in Bengal during this period. 
"Growth of Commercial Agriculture in Bengal—1859-1885," IESHR 7, 1 
(March 1970): 29. 

194 



195 

Government Director of Indian railway companies, made sweeping claims. 
2 The 4,000 miles of track in operation, he declared, had served to 

develop the country's agricultural resources, introduced new crops, 

lessened the impact of famine, fostered the spirit of free enterprise, 
3 and even provided a new impulse for industrialization. Within the 

next two decades the opposing view was formulated by nascent nation

alists such as Dadabhai Naoroji and B. G. Tilak. By the turn of the 

century radical economic historian R. C. Dutt had refined the theme of 

the railways' contribution to what he saw as India's agrarian back

wardness and economic stagnation. In particular, he postulated that 

the trains, by encouraging exports, had induced more frequent and more 

severe famines in India.^ 

From the 1880s the battle lines between the two schools of 

thought were drawn. In the twentieth century historians with either 

nationalist or imperial biases joined the debate. In 1929 Vera 

Anstey, summarizing the latter view, saw railways as having been the 

2. This was only a fraction of later track mileage. By 1880 
there were nearly 8,500 miles, and by 1914 the total had grown to 
35,000 miles. Sanyal, Indian Railways, p. 35. Weld, India's Demand 
for Transportation, pp. 69, 79. 

3. "Indian Railways," pp. 77-78. W. W. Hunter made similar 
claims in 1881. Imperial Gazetteert 7:233. And as late as 1929 
economic historian Vera Anstey generally concurred that railways had 
contributed substantially to the economic transition then in progress. 
Economic Development of India, p. 144. 

4. Naoroji, Poverty and Un-British Rule, pp. 23, 182, 193. 
Dutt, Economic History of India, pp. 353-58, 545-50. 
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5 principal impetus behind India's "economic transition." Other 

scholars such as Daniel Thorner and B. M. Bhatia allowed that rail

roads had facilitated food distribution, but concurred with Dutt that 

on balance, the trains had diminished food stocks and facilitated 

famines.^ Before long, historians concerned with Indian railroads had 

gravitated to one pole or the other. But the politicization of this 

matter has tended to obscure the issues surrounding meaningful inquiry, 

prompting current observers such as Michelle McAlpin to submit that 

neither school had successfully interpreted the railways' impact on 

agriculture. Instead, she suggests that a more realistic assessment 

lies somewhere between the two extremes.^ 

Cultivation Patterns 

The contention that British economic domination in general, 

and the influence of railroads in particular, had somehow caused a 

significant shift in the cropping tendencies of Indian farmers forms 

the cornerstone of the nationalist perspective. Such shifts, accord

ing to this view, were of two important types: farmers produced more 

nonfood cash crops, and planted more wheat and rice at the expense of 

inferior grain which formed the staple of the average diet. Together 

5. Economic Development of India, p. 144. 

6. Thorner, "Great Britain and India's Railways," p. 400. 
Bhatia, Famines in India: A Study in Some Aspects of the Economic 
History of India (1860-1965), 2nd ed. (1963; rpt. Bombay: Asia 
Publishing House, 1967), p. 160. 

7. McAlpin, "Railroads, Prices, and Peasant Rationality: 
India 1860-1900," JEH 34, 3 (September 1974): 663. 
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these changes reduced the food supply and forced farmers to expend 

cash to obtain nourishment, a novel situation in most of rural India. 

The increases in commercial cultivation, the argument proceeds, were 

not accompanied by sufficient rises in overall food production to 

counter the local losses. Cropping changes thus led to decreased 

rural self-sufficiency, raised the incidence and severity of famines, 

and contributed to the flow of resources away from the subcontinent. 

As late as the 1960s Daniel and Alice Thorner were claiming that such 

a switch to commercially valuable crops had combined with new systems 

of tenure, fragmentation of holdings, enhanced prominence of money

lenders, and the retention of traditional farming methods to retard 
O 

India's food production. 

The validity of all such hypotheses, however, rests upon 

three premises: 1) that cropping changes of this type did in fact 

occur; 2) that their incidence was sufficiently widespread and 

voluminous to affect the food supply in the stated manner; and 3) that 

railways were able to induce changes in planting practices. Within 

8. "Emergence of an Indian Economy," in Land and Labour in 
India, eds. Daniel and Alice Thorner (Bombay: Asia Publishing House, 
1962), p. 57. See also Daniel Thorner's discussion of this process 
in "Railway Development in India," p. 213; and McAlpin's comments in 
"Railroads, Cultivation Patterns, and Foodgrain Availability in 
India, 1860-1900," IESER 12, 1 (January-March 1975): 46. 
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the limitations of available agricultural statistics, the section 

which follows examines the soundness of the above premises, first in 

British India, then within the Awadhi setting. Thus, the analysis 

seeks to: 1) determine the extent to which there were observable 

shifts to commercial cropping; 2) decide whether such a shift came at 

the expense of available food supply; and 3) assess the degree to 

which railways may have contributed to these changes. 

British India 

It is useful to begin the discussion by studying changes in 

cultivation within British India as a whole so as to form a basis for 

comparison with changes in Awadh. Table 12 is compiled from statis

tics presented in George Blyn's extensive survey of Indian agriculture, 

a study illustrating broad trends not previously apparent to Dutt, 

Naoroji, and other nationalists. Blyn's data base, which includes 

compilations of cropping patterns for the subcontinent's major crops, 

unfortunately cover only the period after 1890. Nevertheless, the 

trends that emerge are useful in illustrating cultivation patterns 

9. And these are serious limitations. Such statistics, 
particularly for the 1850s to 1880s, remain rare. Secondly, where 
they exist they tend to be unreliable due to problems of data collec
tion, classification, and administrative bias. See Clive Dewey's 
essay and remarks by McAlpin and Whitcombe. Even contemporary 
gazetteers caution the reader against uncritical acceptance of 
agricultural data. Oudh Gazetteer, Irxviii. Dewey, "Patwari and 
Chaukidar," pp. 280-314. McAlpin, "Railroads, Prices, and Peasant 
Rationality," p. 669. Whitcombe, Agrarian Conditions, pp. 184, 262. 
See also note 7 in Chapter 2. 



Table 

Agricultural Use of Land in 

12 

British India, 1891-1915a 

1891-95 1 1896-1900 1 1 1901-05 
Acreage 
(million 
acres) 

Pet. of 
total 

acreage 

1*1 

Pet. of 
FG or 

NFG 
{*1 

Acreage 
(million 
acres) 

Pet. of 
total 

acreage 

1*1 

Pet. of 
FG or 

NFG 

Acreage 
(million 
acres) 

Pet. of 
total 

acreage 
*} 

Pet. of 
FG or 

NFG 
J*} (1) Izi *31 (4) (si Ifil (7) 18) Is) 

Total area cultivated i77.00 100.0 174.00 100.0 182.80 100.0 

Total area of foodgralns (F6) 146.60 82.8 100.0 145.80 83.8 100.0 150.60 82.4 100.0 

Inferior grains'* 58.58 33.1 40.0 60.86 35.0 41.8 63.15 34.5 41.9 
Superior grains 87.90 49.7 60.0 84.78 48.7 58.1 87.05 47.6 57.8 

Wheat 21.89 12.4 15.0 19.09 11.0 13.1 22.08 12.1 14.7 
Rice 66.01 37.3 45.0 65.69 37.8 45.1 64.97 35.5 43.1 

Total area of nonfoodgratns (NF6) 30.40 17.2 100.0 28.20 16.2 100.0 32.20 17.6 100.0 

Cotton 9.62 5.4 31.6 9.31 5.4 33.0 11.41 6.2 35.4 
Indigo 1.46 0.8 4.8 1.26 0.7 4.5 0.64 0.4 2.0 
Jute 2.04 1.2 6.7 2.00 1.1 7.1 12.53 1.4 7.9 
Oilseeds 12.49 7.1 41.1 11.17 6.4 39.6 13.24 7.2 41.1 
Sugarcane 2.94 1.7 9.7 2.71 1.6 9.6 2.40 1.3 7.5 
Tea 0.38 0.2 1.2 0.46 0.3 1.6 0.50 0.3 1.6 
Tobacco 1.11 0.6 3.7 0.99 0.6 3.5 0.96 0.5 3.0 
Other* 0.35 0.2 1.2 0.30 0.2 1.1 0.52 0.3 1.6 

1966-10 1 ldll-15 Pctage. 
Acreage Pet. of Pet. of Acreage Pet. of Pet. of change 
(million total FG or (million total FG or between 
acres) acreage 

*1 

NFG acres) acreage NFG 1891 S acreage 

*1 !*! 1*1 1*1 1915 It) 
(10) (1)1 U2) " (13) (Ul (15) (16) 

Total area cultivated 190.00 100.0 • 182.80 100.0 — • 8.9 

Total area of foodgralns (FG) 155.20 81.7 100.0 156.40 81.1 100.0 • 6.7 

Inferior grains'* 67.28 35.4 43.3 65.49 34.0 41.9 + 11.8 
Superior grains 88.26 46.5 56.9 91.16 47.3 58.3 • 3.7 

Wheat 22.18 11.7 14.3 24.10 12.5 15.4 • 10.1 
Rice 66.08 34.8 42.6 67.06 34.8 <52.9 • 1.6 

Total area of nonfoodgralns (NFG) 34.80 18.3 100.0 35.40 18.4 100.0 • 16.4 

Cotton 13.53 7.1 38.9 14.04 7.3 39.7 • 45.9 
Indigo 0.35 0.2 1.0 0.23 0.1 0.6 - 84.1 
Jute 3.21 1.7 9.2 2.91 1.5 8.2 • 42.6 
Oilseeds 13.10 6.9 37.6 12.85 6.7 36.3 + 2.9 
Sugarcane 2.36 1.2 6.8 2.42 1.3 6.8 - 17.8 
Tea 0.52 0.3 1.5 0.59 0.3 1.6 • 50.0 
Tobacco 0.94 0.5 2.7 0.92 0.5 2.6 - 17.1 
Other0 0.79 0.4 2.3 1.46 0.8 4.1 • 317.1 
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outside AwadhJ0 Table 12, then, presents a reasonably accurate por

trait of Indian agricultural land use from 1891 to 1915.^ During 

this time span Indian railway mileage doubled from 18,400 to 34,300 

miles and the trains became better integrated with the subcontinent's 

commercial transportation system. If railroads had, in fact, induced 

noticeable alterations in cropping, they would have done so particu

larly during this critical period. 

Examination of Table 12 reveals several features relating to 

the nationalist thesis. Column 16 shows that during the 20 years, 

there was a modest (8.9 percent) increase in the total area cul

tivated. Foodgrain planting rose at about the same rate, 6.7 percent. 

But the rates of growth of inferior and superior grain acreage con

tradict the premise that the latter grew at the expense of the former. 

To the contrary, cultivation of rice and wheat rose more slowly than 

cultivation of the coarser grains—bajra, barley, gram, jowar, maize, 

a. Adapted from Blyn, Agricultural Trends, pp. 253-318. 

b. Includes bajrat barley, gram, jowar, maize, and ragi. 

c. Principally opium, vegetables, and fruits. 

10. Although Blyn's data suffer fiom the same limitations 
which affect all such information, Dewey has termed his study "the 
most impressive quantitative research on Indian agriculture to date. 
George Blyn, Agricultural Trends in India3 1891-1947: Output 3 
Availability 3 and Production (Philadelphia: University of Pennsyl
vania Press, 1966). Dewey, ibid., p. 281. McAlpin has concluded that 
these data are unlikely to contain systematic bias. Ibid., p. 669. 

11. 1911 has been chosen as a cut-off date so as to provide a 
sufficiently long (20 year) time span, and to correspond roughly to 
1902-03 data employed in the discussion on Awadh. 
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and ragi. In fact, a comparison of figures in columns 2 and 14, and 3 

and 15 shows that rice acreage had fallen relative to both total 

acreage and foodgrain acreage. Wheat acreage during this period 

exhibited only minor relative growth (from 12.4 to 12.5 percent of 

total acreage, and 15.0 to 15.4 percent of foodgrain acreage). 

Inferior grain planting, on the other hand, grew by nearly 12 percent, 

keeping more than apace with increased cultivation. Blyn, analyzing 

the same data, further determined that upward nonfoodgrain trends were 
12 never accompanied by downward movement in foodgrains. 

These data also accord with McAlpin's 1975 study in which she 

found that between 1874 and 1900, except during famine years, both 

total sown area and foodgrain acreage either rose slightly or 

remained constant. By looking at per capita cultivation and produc

tion, moreover, McAlpin showed, though less conclusively, that there 

had been no observable decline in this measure during the late nine

teenth century. She reasoned, therefore, that foodgrain production 

had not been affected to the point of reducing its per capita supply. 

And if foodgrain supply had not measurably decreased, it is unlikely 

that the railroads would have led to the shortages averred by Dutt. 

Insofar as McAlpin's data base and methodology may be relied upon, we 

can conclude tentatively that in this regard, the nationalist point 
13 of view remains to be documented. 

12. Blyn, Agricultural Trends, p. 233. 

13. "Railroads, Cultivation Patterns, and Foodgrain Avail
ability," pp. 44-46, 48-53. 
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But what about the allegation that trains had caused farmers 

to plant more cash crops? Here the evidence from Table 12 is less 
14 clear. Total cultivation of nonfoodgrains, the table shows, did 

increase by 16.4 percent, rising slightly from 17.2 percent of all 

sown land in 1891 to 18.4 percent (of more acreage) in 1911. But this 

growth was far from uniform and varied significantly from one crop to 

another. Of the major cash crops, cotton, as Table 12 indicates, 

made the most notable gains—rising by 45.9 percent to account for 

7.3 percent of all cultivated acreage by 1915. Oilseeds, the only 

other widely produced commercial crop, grew at a far slower pace (2.9 

percent) and actually took up less of the total sown land in 1915 

than 25 years earlier. Jute exhibited large growth, but remained 

confined to Bengal, and in any event, did not cover more than 1.5 

percent of planted acreage. "Other" crops, particularly opium, 

which is not identified in Table 12, grew the most rapidly, but on 

only 0.8 percent of sown acreage. The remaining cash crops—indigo, 

sugarcane, and tobacco—became less popular in British India, 

declining markedly in production. 

On balance, then, the picture that emerges is one with mixed 

characteristics. Cotton planting took up 4.4 million acres more in 

1915 than it had in 1891, accounting for nearly 90 percent of the 

14. The difference between cash crops and nonfoodgrain crops 
is small. As Table 12 shows, only 4.1 percent of nonfoodgrains are 
listed as "other," a category which includes edible vegetables and 
fruits, as well as opium, hemp, and fibers. Because vegetables and 
fruits remain such a fraction of nonfoodgrains, it is possible to 
refer to nonfoodgrains and cash crops as virtually the same entities. 
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total rise in acreage planted with nonfoodgrains. But four-fifths of 

India's cotton was produced in the three regions of Berar, the Bombay 
15 Presidency, and the Madras Presidency. In the remainder of the 

subcontinent, taken as a whole, consequently, cash crop cultivation 

cannot be said to have increased more than marginally. This is not 

to imply, however, that local and regional cash cropping tendencies 

did not deviate from such a norm. 

Once again, therefore, the generalized conclusions of the 

nationalist hypothesis need to be modified. For, as the data have 

indicated, all-India cash crop cultivation appears to have risen too 

irregularly and too slowly to have affected foodgrain planting and 

availability. This observation, together with the previous analysis 

of foodgrain cultivation, tends to reduce the likelihood that either 

decreased foodgrain availability or increased cash cropping occasioned 

widespread food shortages in India as a whole. But here, too, this 

statement does not imply that local cropping patterns could not have 

led to such shortages. The section below, in fact, seeks to determine 

its applicability in Awadh. For British India as a whole, though, in 

view of the above discussion, it is possible to agree with McAlpin 

that railways probably had not caused nationwide shortages. For as 

she has argued, even in the case of cotton, the only major cash crop 

whose cultivation rose appreciably, increased planting had not been 

caused primarily by rail operation. Rather, greater demand for the 

15. This proportion remained almost constant between 1874 
and 1900. See Table 1 in McAlpin, "Railroads, Cultivation Patterns, 
and Foodgrain Availability," pp. 44-45. 
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product had been induced by the American Civil War and had caused 
16 initial rises which were sustained through the end of the century. 

To absolve the railways of primary responsibility in creating 

famine conditions, however, is not to endorse the imperial view that 

train service had demonstrably invigorated India's agriculture. 

Neither the data in Table 12 nor the conclusions of Blyn and McAlpin 

support this contention. Although Indian food production had risen 

(by 6.7 percent), it certainly had not grown rapidly enough to permit 
17 the realization of claims by men such as Danvers and W. W. Hunter. 

The above, then, has confirmed that, indeed, neither of the opposing 

presents an accurate appraisal of railways' effects on Indian agricul

ture. Instead, the railways' operation during the period under 

examination appears to have had only a mild effect on cultivation 

patterns. 

Awadh 

Available statistics for the six districts of Lucknow 

Division within the province of Awadh permit examination of cropping 

trends between 1868 and 1903, a period which parallels the emergence 
18 and entrenchment of the railroads. As with the figures presented in 

Table 12, the data allow analysis of patterns of grain cultivation and 

16. McAlpin, ibid., p. 54. 

17. Hunter, Imperial Gazetteer, 7:233. 

18. The two prime sources are the provincial Oudh Revenue 
Survey (1868-69), and Notes and Statistics (1916). See note 7 in 
Chapter 2 and note 19 in Chapter 4 for complete citations. 
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cash cropping. In each instance, the discussion will attempt to 

discern the degree to which changes took place. In the interest of 

clarity, the treatment proceeds in three segments: foodgrains, cash 

crops other than opium, and opium. 

Foodgrains. Edible grains traditionally accounted for the 

bulk of Awadh's agricultural production. The earliest statistics for 

1868-69, shown in Table 13, reveal that more than nine-tenths (93.3 

percent) of all sown land produced foodgrains. Thirty-five years 

later grain still commanded by far the most land, but even more 

markedly than in British India, its share of total cultivable land was 

dropping (from 93.3 to 83.4 percent in Awadh, compared with 82.8 to 

81.1 percent in the rest of India; see Tables 12 and 13). Neverthe

less, as in British India, Awadhi grain cultivation had risen 

modestly—by 10.9 percent. The reason this increase appears masked is 

that during this period, overall planting grew at a much faster pace 

in Lucknow Division than in the remainder of India (0.69 vs. 0.37 

percent per annum; compare column 7 of Table 13 with column 16 of 

Table 12). What is of interest here is that in spite of its relative 

loss with regard to total acreage, grain cultivation did not fall as 

nationalists would have expected. 

Total grain acreage, then, rose slightly between 1868 and 

1903, but what about inferior grain cultivation? Had it diminished, 

as Dutt contended, to make way for rice and wheat? Table 13 shows 

that superior grain did, in fact, grow in popularity, increasing by 

27.7 percent (column 7). Rice planting, mostly for domestic 



Table 13 

Agricultural Use of Land in Lucknow Division of Awadh, 1868-1903a 

1868-69 1902-03 

Acreage Pet. of Pet. of Acreage Pet. of Pet. of Pctage. 
(1100 total FG or (1/100 total FG or change 
acres) acreage NFG acres) acreage NFG between 

(%) (%) (*) (%) 1868-1903 

(1) (2) (3) W (5) (6) (7) 

Total area cultivated 4,352.5 100.0 — 5,396.4 100.0 — + 24.0 

Total area of foodgrains (FG) 4.060.9 93.3 100.0 4,502.6 83.4 100.0 + 10.9 

Inferior grains 2,783.7 64.0 68.6 2,872.0b 53.2 63.8 + 3.2 

Superior grains 1,277.2 29.3 31.4 1,630.6 30.2 36.2 + 27.7 

Wheat 892.5 20.5 22.0 823.8C 15.3 18.3 - 7.7 

Rice 384.7 8.8 9.4 806.8 15.0 18.0 + 109.7 

Total area of nonfoodgralns (NFG) 371.8 8.6 100.0 893.8 16.6 100.0 + 140.4 

Cotton (Lucknow Division) 14.8 0.3 4.0 n.a. 

(Five Districts only)*' 25.8 — — 44.0 — ... + 70.5 

Indigo 2.8 0.1 0.8 n.a. 

Oilseeds 78.1 1.8 21.0 n.a. 

Opium (Lucknow Division) 8.8 0.2 2.4 n.a. 

(Five Districts only)e 8.8 — — 84.2 — — + 856.8 

Sugarcane 89.3 2.1 24.0 n.a. 

Tobacco 29.1 0.7 7.8 n.a. 

Vegetables 142.7 3.3 38.4 n.a. 

Other 6.2 0.1 1.7 n.a. 

ro 
o 
ai 
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consumption, more than doubled and was almost entirely responsible for 
19 this rise. Yet in 1903 the inferior grains which fed the populace 

did not cover less cropland, but 3.2 percent more of it. Instead, the 

lands assigned to superior grains were drawn from the more than one 

million acres of previously uncultivated land. Awadhi farmers were 

simply making better use of available terrain by cultivating fallow 
20 land, double-cropping, and clearing jungle land. 

The acreage figures which appear in Table 13 provide some 

useful preliminary indications about planting trends by identifying 

those crops which drew increased attention from farmers. This 

a. The six districts comprising Lucknow Division are Hardoi, 
Kheri, Lucknow, Rae Bareli, Sitapur, and Unnao. The sources for the 
figures are the Oudh Revenue Survey of 1868-69, the Supplementary 
Notes and Statistics of 1916, and Nevill, Lucknow: A Gazetteer. 

b. Includes some mixed acreage; 9.8 percent was simultane
ously planted with wheat. 

c. Includes only land planted exclusively with wheat. How
ever, as note b indicates, wheat cultivation also occurred on some 
land growing inferior grain. If half of the mixed plots grew wheat, 
an estimated additional 140,000 acres would have yielded wheat, 
raising the total to about 964,000 instead of 823,800. 

d. Oudh Revenue Survey for 1868-69. Later figures are for 
1905-06, from A. C. Chatterjee, Notes on the Industries of the United 
Provinces (Allahabad: UP of Agra and Oudh Government Press, 1908), p. 1. 

e. These five districts were all of the ones in note a 
except Kheri. Together, they accounted for 100 percent of opium 
planting in Lucknow Division in 1868-69. Data for Kheri remain 
unavailable. 

19. That the rice was for local consumption is demonstrated 
by 1878 figures which show that more than 75 times as much rice was 
imported by rail to Awadh than exported by the same means. Hoey, 
Trade and Manufactures, pp. 34-36. 

20. Nevill, Lucknow: A Gazetteer, p. 22. 



208 

analysis may, however, mask important factors, such as population 

growth and crop yield figures, which affect food availability. Tables 

14 and 15 attempt to complete the picture by providing per capita 
21 acreage and per capita production data. Thus, although the popula

tion of Lucknow Division rose slightly (4.7 percent) between 1868 and 

1903, Table 14 shows that total cultivated acreage and total food-

grain acreage kept pace with this increase. Nevertheless, we see 

that per capita inferior grain acreage fell slightly, by 1.5 percent. 

Table 15 takes the process a step further by presenting per 

capita output figures rather than acreages. The 1868-69 Oudh Revenue 

Survey provides crop by crop average yields for each district and 

thus permits calculation of estimated production, subject, of course 

to the acknowledged inadequacies of the data. The 1902-03 statistics, 

however, do not include yield ratios. Thus, Table 15 offers two sets 

of values for the outputs: one based upon the assumption that 

average yields remained the same, and another which assumes an 
22 across-the-board 25 percent increase in agricultural yields. These 

21. These tables are analogous to those presented by McAlpin 
for other regions of India. "Railroads., Cultivation Patterns, and 
Foodgrain Availability," pp. 49 and 52. 

22. Estimation of agricultural yields and their rates of 
change is a thorny issue and has remained unresolved. Blyn's data 
indicate that foodgrain yields in U.P. between 1891-95 and 1911-15 
rose by about 0.34 percent per year, a figure which would correspond 
to 11.9 percent for the years 1868-1903. Some critics have charac
terized Blyn's figures as too pessimistic. In order to avoid this 
debate, 25 percent has been taken as a possible rise. This figure is 
based upon available comparisons of selected crops in Lucknow 
District. Nevill, Lucknow: A Gazetteer, pp. 22-27. Blyn, 
Agricultural Trends, pp. 318-19. McAlpin, ibid., p. 50. 



Table 14 

Cultivation per Capita in Lucknow Division, 1868-1903a 

1868-69 1902-03 Percentage change 
between 1868 and 1903 

Population 5,094,104 5,335,632 + 4.7 

Acres per capita Acres per capita -

Foodgrains 0.797 0.844 + 5.9 

Inferior grains 0.546 0.538 - 1.5 

Superior grains 0.251 0.306 + 21.9 

Nonfoodgrains 0.073 0.167 + 128.8 

a. From Table 13 and population figures from the same sources as those upon which Table 
13 is based. 



Table 15 
a 

Production per Capita in Lucknow Division, 1868-1903 

1868-69 1902-03 

No increase in yield 25% increase in yield 

Total Produc Total Produc Pctage. Total Produc Pctage. 
amount tion per amount tion per chg btw amount tion per chg btw 
produced capita produced capita 1868 & produced capita 1868 & 
(millions (pounds (millions (pounds 1903 (millions (pounds 1903 
of pounds) per of pounds) per of pounds) per 

person) person) 
of pounds) 

person) 

Total cultivation 6,061 1,190 6,373 1,194 + 0.3 8,369 1,569 + 31.8 

Foodgrains 2,698 530 2,951 553 + 4.3 3,890 729 + 37.5 

Inferior grains 2,085 317 1,667 312 - 1.6 2,085 391 + 23.3 

Superior grains 1,082 212 1,284 240 + 13.2 1,805 338 + 59.4 

Nonfoodgrains 196 38 471 88 + 131.6 589 110 + 189.4 

a. From Table 14 and yield figures in the Oudh Revenue Survey. 
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two sets may be taken as upper and lower limits for the yields. It is 

likely that actual yields lay somewhere in between. 

Assuming no increases in yield, a highly unlikely situation in 

view of gains from irrigation and improved farming techniques, we 

obtain results which conform most closely with the nationalist 

hypothesis. In such an event, per capita production of all commodi

ties remained constant, while foodgrain production rose by just 4.3 

percent. Inferior grain production, in this scheme, was virtually 

constant, declining by a meager 1.6 percent. Superior grain, on the 

other hand, gained by 17.9 percent during this same period. 

Under the more reasonable premise that yields increased 

moderately (by a quarter), the above features no longer surface. 

Overall per capita production, according to this analysis, rose by 

31.8 percent. Foodgrains as a whole, inferior grains, and superior 

grains similarly increased in output by 37.5, 23.3, and 59.9 percent, 

respectively (Table 15). Even assuming that yield increases were 

somewhat less than 25 percent, it is difficult to conclude that 

superior grain production had contributed to a diminishing supply of 

inferior grain. On the contrary, it appears that all categories of 

production rose during these 35 years. As in the case of British 

India, then, it cannot be said that railways, by affecting cultivation 

patterns, had reduced food supply. 

Cash Crops other than Opium. We have already seen from Table 

12 that in India as a whole, cotton remained the chief commercial 

crop in the period 1891 to 1915. Its value enhanced by English 
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shortages caused by the American Civil War and its aftermath, cotton 

cultivation grew markedly during the last decades of the ninetaenth 

century. In northern India this was particularly true in Bombay 

Presidency, the Central Provinces, the Punjab, and some western dis

tricts of the North-Western Provinces, later the United Provinces. 

Within most of the latter province, cotton cultivation was not 

especially prevalent, however. In the 1890s only 3.3 percent of its 

sown land grew cotton, an amount which represented about 11 percent of 
23 British India's cotton acreage. 

In Awadh, which in 1877 was incorporated into the North

western Provinces, cotton generally did not grow well, so its cultiva

tion remained relatively unimportant. In 1868-69, a meager 0.3 per-
24 cent of its acreage was allotted to this crop. Four decades later 

this situation had changed in some respects. The .12 districts of 

Awadh which covered nearly a quarter of the United Provinces' area 

still accounted for just 3.2 percent of its cotton acreage. From 

1868 to 1906, however, cotton acreage rose by 70.5 percent from 25,800 
25 to 44,000 acres, apparently mirroring trends elsewhere in India. 

But this shift to cotton planting took up only an additional 18,200 

acres, an insignificant amount of land when compared to Awadh's more 

than 8.5 million acres of foodgrain growing land (0.2 percent). Even 

23. Blyn, ibid., pp. 288-91, 316-18. 

24. Oudh Revenue Survey, Table XXIX. 

25. Chatterjee, Notes on the Industries, p. 1. Oudh Revenue 
Survey, ibid. 



213 

if all the land planted with cotton had remained under foodgrain cul

tivation, the additional grain produced would have contributed but a 

minuscule amount of food to the province's storehouses. Cotton cul

tivation, therefore, in spite of its large percentage increase 

remained an inconsequential crop in Awadh. 

Other than cotton, the province's chief profitable crops were 

sugarcane, oilseeds, tobacco, opium, and indigo. Unfortunately, com

pilers of the 1916 Supplementary Notes and Statistics to the U.P. 

Gazetteer failed to collect systematically data concerning these 

crops. The figure appearing in column 4 of Table 13, therefore, 

represents not a direct sum of cash crop or nonfoodcrop acreage for 

the six districts of Lucknow Division, but the difference between 

reported total acreage and the sum of itemized foodgrain acreages. 

The 893,800 acres may thus include not only the items listed in Table 

13, but possibly other commodities. In addition, vegetable acreage 

was not specifically included. On the basis of the earlier survey, 

this accounted for 38.4 percent of nonfoodgrain acreage. Figures for 

vegetable planting in Lucknow and Kanpur Districts suggest that cul

tivation of this crop had approximately doubled during the period 

under examination. Because it is difficult to know precisely which 

commodities grew on the 893,800 acres in question, any conclusions 

regarding cash cropping must remain tentative. 

The most striking feature of the 1902-03 nonfoodgrain acreage 

is its magnitude when compared to the 1868-69 figure. We have seen 

that increased cotton planting certainly did not contribute greatly 
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to this total. Sugarcane was the cash crop which, according to the 

Oudh Revenue Survey, grew on the most land, 24 percent of nonfood-

grain acreage (Table 13). Even so, this crop accounted for less than 

two percent of total acreage in 1868-69. In some districts of 

Lucknow Division, its cultivation seems to have actually declined. 

Kheri District, Awadh's largest sugarcane producing area, for example, 

planted just 33,000 acres in 1902-03, 20 percent less than in 1868-69. 

Sugarcane cultivation similarly fell in Hardoi and Lucknow Dis-
27 tricts. It is not possible, however, to assess its development 

elsewhere in Awadh. Blyn's statistics for the United Provinces indi-
28 cate that sugarcane production between 1891 and 1915 was constant. 

All that may be said, then, is that it remains unlikely that sugarcane 

planting contributed to the large cash crop rise noted in Table 13. 

Conclusions regarding oilseeds, the next most popular cash 

crop are somewhat different. Here, too, there was an observable 

decrease in its cultivation in Kheri, where it fell by nine percent. 

But this time Blyn's figures suggest that oilseed production rose by 
29 29 percent in the United Provinces. A similar increase in Lucknow 

Division would have raised oilseed acreage to about 100,000 acres in 

1902-03. Tobacco and indigo, though they remained valuable 

26. Oudh Revenue Survey •> ibid. 

27. Notes and Statistics* appendices. Oudh Revenue Survey, 
ibid., Tables XXIX and XXXI. Lucknow: A Gazetteer, p. 25. 

28. Blyn, Agricultural Trends, p. 283. 

29. Ibid., pp. 301, 304, and 307. 
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substances, had never grown on much of Awadh's croplands; together 

they accounted for just 8.6 percent of nonfoodgrain cultivation 

(column 3 of Table 13). 

Opium cultivation, as Table 13 shows, grew dramatically, 

though not enough to account for the increase in nonfoodgrain acreage. 

This rise will be discussed at length below. But even in 1902-03 it 

only accounted for 84,200 acres in the five districts for which 

figures are available. Including vegetables, then, total nonfoodgrain 

cultivation falls far short of the 893,800 acres indicated in column 4 

of Table 13. It is not possible, based upon available evidence, to 

explain the remaining acreage except by calling attention to the 

problems of categorization posed by the compilers. Blyn's data for 

the United Provinces, moreover, fail to confirm a comparable increase 

in cash cropping in that province. Between 1891 and 1915, he shows 
30 nonfoodgrain cultivation increasing by just 21.7 percent. 

The above discussion nevertheless allows some conclusions 

about cash cropping in Lucknow Division. Although the overall 140.4 

percent rise cannot be explained, individual rises in cotton, oil

seed, and vegetable planting most likely occurred. Of these, 

vegetables were edible and not cash crops. Their increase in popu

larity, therefore, does not reflect increased commercialization of 

agriculture. Cotton planting did increase, but only from a very small 

base and so did not detract measurably from food production. Oilseed 

cultivation may have induced some reduction of foodgrain planting, but 

30. Ibid., pp. 318-19. 
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figures are too incomplete to allow a complete evaluation. On the 

whole, it is not possible to make definitive conclusions about the 

effects of changes in cash cropping patterns in Awadh. But on the 

basis of the discussion above, it would not appear that any single 

cash crop could have seriously impaired regional food production. The 

railways' role in causing rises in cultivation of those cash crops 

which increased remains unclear. But it is difficult to see railroads 

influencing the planting of oilseeds, the cash crop most likely to 

have increased; in 1878 fifty percent more oil entered Lucknow via 
31 road than on the trains. 

Opium. A popular and precious substance throughout northern 

India, opium grew well in the soil of Awadh. During the late nine

teenth century it drew sizable increases in acreage. In Lucknow 

District, for example, poppy cultivation rose steadily from 524 acres 

in 1868-69 to 8,751 acres in 1896, to 13,151 acres in 1902."^ Propor

tionally, too, opium accounted for greater amounts of land, rising 

from 0.14 percent of cultivated acreage in 1868-69 to 2.9 percent in 

1902-03. A parallel trend was observable throughout Lucknow Division. 

Table 13 shows that during the period in question there was more than 

an eight-fold increase in opium cultivation in the five districts 

under comparison. Growers were clearly drawn by the ready cash and 

high value of the substance, which sold for 70 times the price of the 

31. 

32. 

Hoey, Trade and Manufactures, pp. 34-36. 

Nevill, Lucknow: A Gazetteer, p. 26. 
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equivalent weight of first quality wheat and more than ten times the 
33 price of cotton. 

In absolute terms, cultivation of opium poppies took up little 

of.the province's farmland. In 1868-69 only 0.3 percent of total 

acreage was assigned to opium. Even after the dramatic growth shown 

in Table 13 only 2.1 percent of land was reserved for this crop. Its 

average yield (about 20 pounds per acre in 1868-69), furthermore, 

remained the lowest of all local crops. Total production, therefore, 

remained small in comparison to all other commodities. In 1868-69 

only an estimated 317 tons of opium were produced in the entire 

province, and just 90 tons in the five districts of Lucknow Division 
34 excluding Kheri. Even after the subsequent increases in acreage and 

improved yields, these districts produced only an estimated 1,100 tons 

of opium in 1902-03. 

The farmland that was being turned over to opium cultivation, 

however, was perhaps the most fertile and best irrigated in Awadh, for 
36 

the crop required rich, loamy, well-drained soil. The 75,400 

additional acres which grew opium were thus almost certainly withdrawn 

33. Oudh Revenue Survey, Table XXI. J. F. Richards, "The 
Indian Empire and Peasant Production of Opium in the Nineteenth 
Century," MAS 15, 1 (1981): 74. 

34. Oudh Revenue Survey, Tables XXIX and XXXI. 

35. A 25 percent increase in yield is comparable to increases 
in other crops. In the absence of data this has been adopted as an 
estimate. Employing this figure, the five districts would have pro
duced an estimated 1,100 tons in 1902-03. 

36. Richards, "Opium in the Nineteenth Century," p. 74. 
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from superior grain producing cropland. This acreage was equal to ten 

percent of the wheat acreage in the five districts. Wheat cultivation 

on this land would thus have increased the wheat output by at least 

that percentage, perhaps more because of superior yields due to the 

quality of the soil. Conversely, it is possible to view the shift to 

opium cultivation as a process which tended to reduce foodgrain 

planting. 

What, then, were the chief factors which had caused the 8.5-

fold rise in opium acreage? More specifically, had the railways 

contributed to this growth by expanding the drug's market? Trade 

figures for the 1859 to 1901 period suggest that Indian opium produc

tion was not spurred by increased demand in the world market. During 

these four decades, partly to appease the anti-opium lobby at home 

and partly to sustain the price, the British government controlled 

demand by holding back on the supply. India's opium exports accord

ingly declined in value from Rs. 108.3 million to Rs. 94.6 million 
37 after peaking in 1880 at Rs. 143.2 million. If world demand had not 

risen, there was no urgency to ship the opium to India's ports. The 

benefits of rapid transit, therefore, can have had little to do with 

encouraging the crop's adoption. 

Instead, the leading cause lay in official policy and the 

nature of the product's control. The Government of India monopolized 

opium, strictly limiting its growth, its sale at the source, and its 

37. Ibid., pp. 68-69. Dutt, Eaonomia History of India, pp. 
347, 533. 
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marketing. Through this policy and through the drug's immense popu

larity among Indians, the government was able to maintain the price at 

a high level. As a result, revenue from opium production constituted 

the second largest source of state income—both at the center and in 

Awadh. It thus remained in the government's interest to encourage and 
38 introduce opium cultivation as far as possible. Provincial growers 

were provided with an attractive incentive to devote at least some of 

their acreage to opium poppies. The payments they received consti

tuted an important source of income and reinforced the stability of 
39 the rural credit system. Disbursements by government agents, more

over, were timed to coincide with the planting season when growers 

needed cash. The role of the railroads in this phenomenon remained 

secondary to the above influences. Because prices and markets were 

fixed, railways could neither raise prices nor expand marketing 

opportunities as they might with other commodities. And because there 

was little of it to transport, more efficient transit did not con

tribute to its popularity. 

We can conclude, therefore, that farmers were indeed turning 

increasingly to opium as an attractive crop yielding high revenue and 

hard currency. While the amounts of land converted remained rela

tively small in comparison to total sown acreage, they were more 

38. Clive Dewey, "The End of the Imperialism of Free Trade: 
The Eclipse of the Lancashire Lobby and the Concession of Fiscal 
Autonomy to India," in Imperial Impact, p. 39. Whitcombe, Agrarian 
Conditions, p. 72. 

39. Colin M. Fisher, "Planters and Peasants," p. 116. 



notable when compared to land planted with wheat. In this regard, 

opium planting may be said to have diminished the food supply in 

accordance with the nationalist thesis. But because of direct govern

ment control of opium marketing, the railways had not occasioned the 

growth of opium cultivation. 

For the six districts of Lucknow Division, a number of 

observations can now be made. Fir^t, as in the rest of India, overall 

foodgrain cultivation and per capita production increased modestly. 

At the same time, in neither instance does superior grain planting 

appear to have affected the supply of inferior grain. The railroads' 

effects on commercial crop production are less clear. In British 

India there was not a particularly large growth of cash cropping 

except for cotton. And since cotton planting was primarily stimulated 

by factors other than rail operation, the trains probably had little 

direct impact on cash crop cultivation. In Awadh the unevenness of 

the data prevents a similar conclusion, for it is not possible to 

gauge reliably the development of commercial cultivation. There too, 

however, only a few cash crops appear to have gained in popularity 

during this time. Of these, opium may be said to have reduced the 

supply of superior grain, though it is not likely that the railroads 
40 were a factor in this process. 

40. In a 1970 article on Bengali agriculture between 1859 
and 1885, B. B. Chaudhuri has suggested that railways had not stimu
lated overall agricultural production. Whitcombe implies the same 
for NWP. Chaudhuri, "Commercial Agriculture in Bengal," p. 31. 
Whitcombe, Agrarian Conditions, p. 180. 
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Railways and Provincial Movement of Goods 

The preceding section has shown that during the period 1868 to 

1903, agricultural production increased between 0.3 and 31.8 percent, 

depending upon the relative improvement of yields. Foodgrain output 

rose similarly, perhaps as much as 37.5 percent (Table 15). The rate 

of increase in production, at just under one percent per annum, was 

not overwhelming, but noteworthy since more produce was made available 

for village and provincial consumption. It is even possible that by 

increasing marketing opportunities, trains could have induced some of 

this increase in production, particularly of rice whose cultivation 

doubled.^ 

But whether the ORR had or had not occasioned this rise in 

production, a portion of the increase left the farms to find its way 

to local mandis and provincial marts. This raised production should 

be reflected directly in the volume of goods in transit. Because not 

all of the moving freight consisted of agricultural commodities, how

ever, goods circulation did not necessarily grow at the same pace as 

farm production. In 1877-78 on the ORR's Lucknow-Kanpur line, for 

example, less than ten percent of the goods tonnage was grain. On 
42 the parallel roadway, the figure was 70 percent. A rise in traffic, 

41. That railways expanded markets is generally accepted by 
Indian economic historians such as Hurd, McAlpin, Morris, and 
Mukherjee. Whether such expansion directly caused cultivation 
changes is less certain. See note 40. 

42. "Trade between the City of Cawnpore and Oudh," in 
Statistical3 Descriptive and Historical Account, p. 150. 
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then, should be somewhat slower than the rise in agricultural 

production. 

Can this anticipated increase in circulation be verified by 

empirical evidence? Closer examination of the Lucknow-Kanpur route is 

the best, and indeed, the only way to determine the magnitude of the 
43 increase in goods traffic. This route which carried nearly a fifth 

of all of Awadh's agricultural produce remained the most commercially 
44 important in the province. As Chapter 3 indicated, the Lucknow-

Kanpur corridor was recognized as such by railway developers who 

selected it as the site for their first rail line. Table 16, then, 

presents data for both road and rail freight carriage over a 23 year 

span which begins seven years before the inauguration of rail service 

on the line. The figures in the third column indicate that total 

tonnage grew by 16 percent between 1860 and 1883. This rise repre

sents a 0.7 percent per annum increase, a rate which conforms closely 

with the rate of growth of production adjusted to account for the 

shipment of nonagricultural products (approximately 0.6 to 0.7 percent 

. 45 per year). Table 16 confirms that within the Lucknow-Kanpur 

corridor, the increase in agricultural production in Lucknow Division 

is mirrored in the growth of goods in transit. 

43. Because of the scarcity of road traffic surveys, no 
other available statistics allow a calculation of total road and rail 
volumes. 

44. Estimate based upon figures in Table 5. 

45. This is based upon the ratio of agricultural to non-
agricultural goods in transit. 
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Table 16 

Road and Rail Goods Traffic Volume in the Lucknow-Kanpur Corridor, 
1860-1883a 

Year Road Rail Total 

(tons) 

1860 97,100 97,100 

1876-77 89,100 40,000b 129,100 

1882-83 62,000 50,600° 112,600 

Percentage change 
between 1860 & 1883 + 16.0 

a. Except as indicated, data are from Table 8. Figures are 
rounded to the nearest hundred. 

b. Estimate based upon figures in Table 8. 

c. Estimate based upon figures in Tables 8 and 9. 
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It is useful to ask, therefore, what happened to the addi

tional volume of produce transported. Who stood to gain from this 

increased production? Was it the ORR, which hoped to divert it 

exclusively to its freight cars, or was it the province's cartmen? 

The analysis of the railway firm's finances in Chapter 4 has already 

indicated that its goods traffic remained unprofitable, or at best not 

profitable enough. A comparison of grain carriage by rail and by road 

suggests strongly that after a decade of operation, railways lagged 

far behind and showed little sign of overtaking their roadbound com

petitors. In Lucknow city, the region's principal grain distribution 

center and the focal point of the ORR, railways carried only a fifth 

of grain imports and an even smaller proportion of grain exports.^ 

The chief reason for the railways' failure to attract more of 

the grain traffic lay in the nature of the development of the network. 

Unlike American railroads which, as Lei and Jenks has noted, were built 

in advance of traffic and invigorated the local economies, Indian 

railways (and certainly the ORR) nearly always paralleled existing 
47 trade routes. The trains were thus prevented from dominating an 

46. Hoey, Trade and Manufactures, pp. 34-36; and Statistical 
Descriptive and Historical Account, p. 150. 

47. The EIR and the Grand Trunk Road, and the ORR and the 
Lucknow-Kanpur Road typify this evolution. "Policy to be Adopted in 
Connexion with the Construction of Roads and Railways," PWD (UP), 
1929, Box 2, SI 9, Accession 617, File 127C, UPSA. K. G. Mitchell and 
L. H. Kirkness, Report on the Present State of Road and Rail Competi
tion and the Possibilities of their Future Co-ordination and Develop
ment, and Cognate Matters3 in Governors' Provinces (Calcutta: 
Government of India Central Publications Branch, 1933), p. 1. Jenks, 
"Railroads as an Economic Force," p. 3. 
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existing marketing structure. In Awadh, as Chapters 3 and 4 have 

shown, the ORR unhappily found that they needed to "divert," "catch," 

and "get their hands on" road traffic. As the ORR's own records 

reveal, this need applied to freight in general, and to grain in par

ticular. For, as late as 15 years after their introduction, the 

railroads had failed to convey a majority of the province's produce. 

If anyone had gained from expansion of marketing opportuni

ties, it was the province's cartmen. In the 1880s, just as before the 

trains, these individuals controlled local grain trade. The spread 

of railways throughout northern and western India had done little to 
48 upset the small-scale, hereditary nature of grain commerce. On the 

contrary, there is proof that railways had provided a boost to rural 
49 cart ownership and utilization. They had achieved this by effecting 

two convenient changes for independent carters. First, by facilitat

ing the linkages between marketing agencies, the trains were causing 

commodity prices to converge. In most areas, particularly those 

adjoining the tracks, this equalization process meant that prices were 

48. P. J. Musgrave, "Rural Credit and Rural Societies in the 
United Provinces, 1860-1920," in Imperial Impact, p. 224. Oudh 
Gazetteer, 2:334. Whitcombe, Agrarian Conditions, 1:181. 

49. See the discussion of cart use on pp. 125 and 133, and 
notes 56, 57, 75, and 76 in Chapter 4. See also McAlpin, "Expansion 
of Markets," p. 300. 
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50 rising to meet the new, more uniform levels. Farmers thus over

looked the village mandi, where prices remained lower, and drove in 

carts to the nearest railhead so as to obtain higher prices for his 

goods. But these railheads were not outposts in the wilderness. The 

ORR had carefully emplaced all stations in towns which already had 

some commercial or administrative significance. The grain depots at 

these towns thus grew rapidly, but the commodities they serviced were 

not necessarily put aboard trains. Instead, other carters, hoping for 

a profit, took it further to larger entrepots where prices were higher 
51 still. ORR officials confirmed this process by noting that many 

cultivators were spurning the "most secure and rapid means of convey

ance" and opting instead to transport their goods aboard their own 

vehicles to the large provincial marts such as Lucknow, Faizabad, and 

Hardoi.^ 

The spread of railways had yielded a second benefit to cart-

men. Sir Richard Temple, then Lieutenant-Governor of Bombay, noted 

in 1880 that the opening of railway stations frequently spurred the 

50. In a detailed study of railways' effects on commodity 
prices, John Hurd found that prices eventually converged throughout 
India. But before this happened, particularly during the period of 
the ORR's independent existence, his data show conclusively that 
prices had risen in districts served by trains. Whitcombe goes a step 
further, stating that railways had caused prices to rise everywhere. 
Hurd, "Railways and the Expansion of Markets in India, 1861-1921," 
EEE 12 (1975): 285-86. Whitcombe, Agrarian Conditions, 1:183. 

51. McAlpin discusses the role of local intermediaries in 
these transactions in "The Effects of Expansion of Markets on Rural 
Income Distribution in Nineteenth Century India," EEE 12 (1975): 299. 

52. Meeting, ORR, RT 39 (16 December 1876): 1122. 
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53 construction of roads as "feeders" to the trains. The ORR, like 

other firms, recognized the necessity of improving these roads which 
54 they termed indispensable to their freight operations. Toward this 

end, the directors called upon the government to take up the matter of 
55 extending feeder roads with "renewed earnestness." The administra

tion needed little convincing and acceded to the Company's request. 

In the years following post-war construction of the province's 

main highways, increasingly large proportions of the Public Works 

budget were spent on the construction and improvement of secondary and 

tertiary roads linking villages to rail stations. But while the 

introduction of feeder roads did have a salutary effect upon rail 

gopds traffic, their existence encouraged cart owners to make better 

use of roads. Possession of animal-drawn carts was thus rendered more 

attractive and yielded tangible economic and commercial benefits to 

the owners.56 

ORR officials, aware that the above factors had encouraged 

cart traffic, attempted to overcome this unforeseen problem by offer

ing various inducements to carters. In Hardoi, for instance, they 

57 established a cess-free trade zone on the grounds of the station. 

53. India in 1880 (London: John Murray, 1880), p. 285. 

54. "Oude and Rohilkund," RT 37 (26 December 1874): 1284. 

55. Report, ORR, RT 38 (12 June 1875): 560. 

56. Charlesworth, "Rich Peasants and Poor Peasants," p. 106. 

57. Ondh Gazetteer, 2:27. 
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In Kanpur the ORR opened a receiving office intended to facilitate 

handling of goods. And at several stations the ORR engaged staffs for 

loading and unloading cargo, thereby hoping to eliminate private con-
CO 

tractors' charges to the shippers. Municipal octrois, however, 

could not be circumvented. In those cities which levied octrois on 

entering goods, posts sprung up within the stations. And although 

major highways into the cities all had such tolls, railwaymen com-
59 plained that enforcement there was applied less judiciously. 

On the whole, the ORR's measures to lure farmers remained of 

little avail. Impelled by motives of cost, control, convenience, and 

tradition, most growers preferred to transport their grain and crops 

by cart. As Table 10 has shown, only a fifth of Lucknow's grain 

imports in 1878 entered the city by train. The growth in the number 

of carts and their persistent popularity confirms this observation. 

Instead of enhancing their own trade substantially, the expansion of 

markets partly brought on by trains had unwittingly encouraged the 

use of carts. In Awadh, the independent cart owners, not the railway 

firm, had benefited most clearly from growing trade. 

58. Report, ORR, RT 38 (11 December 1875): 1169. 

59. Mitchell and Kirkness, Road and Railway Competition, pp. 
18-19. 



CHAPTER 7 

CONCLUSION 

Nineteenth century railways exemplified the thrust of tech

nological innovation into a world entering an industrialized age. In 

the British Isles, Europe, and America, trains had been intended pri

marily to benefit the domestic economies of the states they served. 

When railroads were exported to dependent overseas territories they 

became, instead, extensions of the ruling country's own economy, and 

their prime purposes were accordingly tailored to benefit colonial 

administrators, investors, and mercantilists. But in the course of 

their extension and institutionalization in such environments, had 

railways truly represented Eric Hobsbawm's "irresistible and inspiring 

force," or had they confirmed William Thornton's dictum that trains 

would remain the "proper supplements" of the local road network? 

By posing and answering a series of questions regarding the 

railways' relation to pre-colonial and colonial policy, and their 

impact on transportation, agriculture, and society in Awadh, it has 

become possible to reject Hobsbawm's assertion and confirm Thornton's. 

Certainly the case of the Oude and Rohilkund Railway Company illus

trates that throughout its existence, the firm remained unable to 

achieve most of the objectives which its enthusiastic backers and the 

government had anticipated. Instead of revolutionizing agriculture 

and transforming society, during their first quarter century the 

229 
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trains had failed to dislodge competing transportation, and thus 

remained incapable of generating profits. In the course of their 

operation, moreover, they had caused a number of unexpected social 

disturbances. 

For the most part, moreover, Awadh remained a representative 

northern Indian region. Although unique in a few respects—there were 

few navigable waterways, cotton did not grow well, and cash crop cul

tivation there lagged behind that in the rest of the subcontinent—its 

population characteristics, terrain, agriculture, commerce, adminis

tration, and railway development all resembled those of surrounding 

provinces. On this basis and with the aid of some related research 

regarding other regions, it is,reasonable to conclude that the ORR's 

experiences and effects typified processes elsewhere in northern India. 

The questions posed at the outset also, permit a number of more 

specific conclusions regarding the railways' introduction into the 

Indian environment. The first chapter, which focuses upon Nawabi and 

British road-building policies, examines the main reasons which 

impelled both governments to pursue vigorous programs of road develop

ment. The nawabs, for their part, had sought to extend their own 

political control, increase their country's prosperity, improve 

communications with their powerful British "allies," and ultimately 

and perhaps most importantly, appease an increasingly critical and 

hostile East India Company. 

Upon annexation in 1856 the British wished to improve polit

ical control and troop mobility within.the newly acquired province. 
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Soon, a major conflagration underlined the need for still better 

communications. The railway idea, already born and in its infancy, 

was temporarily pushed aside while administrators pursued road con

struction with renewed vigor so as to pacify the countryside and 

employ dissidents. In an age of road-building even the inevitability 

Of railways had failed to stem the growth and improvement of provin

cial highways and district roads. 

The trains which were expected to facilitate military deploy

ment and link the Indian economy to the wider colonial economy were 

thus thrust into a newly-improved and revitalized transportation 

system. In spite of early skepticism regarding their suitability to 

India, railway firms, bolstered by a government guaranteed profit and 

Lord Dalhousie's enthusiastic support, entered the field with abiding 

optimism. Even the large volume of road circulation was seen as a 

boon, an assurance of immediate traffic for the new trains. For 

railroads, their supporters were certain, were destined to succeed 

even amid the innumerable obstacles posed by the Indian environment. 

But before long firms such as the ORR were discovering to their 

chagrin that their services could neither yield a profit nor overtake 

the competition. In Awadh after 15 years of operation the ORR's 

passenger and goods trains still carried fewer persons and less 

freight than the roads. Under increasing pressure to sustain a profit 

or succumb to government control, railway management contrived a 

litany of reasons for their unsatisfactory performance. Inadequate 

facilities, unexpected expenses, natural disasters, indigenous 
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conservatism and superstition, unfair competition, government inter

ference and nonchalance, inter-firm rivalry, and lack of coordination 

were alternatingly offered as explanations for the ORR's failure. 

Government, however, saw capitalist inefficiency and incom

petence, not tenacious competition, as the chief impediments to 

successful rail operation. By 1869 they had resolved to end their 

subsidies to private railways. A decade later they embarked upon the 

next logical policy—direct take-over. Only through public manage

ment, the government reasoned, could railways be made profitable. 

In the course of its private operation, the ORR had effected a 

number of changes within Awadhi society. The intrusion of such an 

obviously foreign innovation as the railways could not help but dis

rupt the social equilibrium. By focusing upon five selected processes 

and units, the study has shown the diversity of responses to the 

introduction of trains. 

Rural fairs, an ingrained institution, survived with the least 

transformation. The ORR had expected to raise attendance at melas, 

thereby increasing the number of passengers. But stations remained 

too distant from the majority of fairs and attendance showed no signs 

of growth. Instead, the railways' passenger service, eager to lure 

the large but erratic crowds drawn to melas, had become dependent 

upon an unreliable source of revenue. 

In examining travel conditions on the trains, we have seen 

that indigenous considerations of caste, class, and sex were unwit

tingly reinforced by a profit-conscious company. Though reluctant to 
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interfere with local customs, the ORR found itself unable to resist 

the persistent demands for separate facilities for status oriented 

passengers. Rail travel, moreover, had introduced a variant form of 

crime—passenger abuse. Lower class occupants complained of harass

ment at the hands of fellow passengers, train-bound dacoits, guards, 

conductors, ticket vendors, porters, and petty officials. 

Occupational patterns were affected in altogether different 

ways. In one instance, an entire community of long-distance trans

porters found their livelihood eliminated by rail freight service. 

Whereas local carters had benefited from railway operation, Banjara 

services were no longer required. Railways were faster, more effi

cient, and cheaper for hauling commodities over large distances. 

Banjaras adapted to this stimulus by evolving a new occupation as 

livestock traders, a livelihood which the railways did not threaten. 

In the course of their installation and operation, the rail

ways themselves had become important employers. The hiring and per

sonnel policies they devised caused a number of observable phenomena. 

Unskilled laborers, drawn from landless low-caste men, were treated 

brutally and were afforded little security. These conditions spurred 

the first observable instances of industrial violence in India. The 

bulk of employers performed specialized tasks which had not existed 

prior to the railroads. These persons, highly regimented, strictly 

disciplined, and assured of security, became a new and permanent 

class of workers, the railway wallahs. Made up of Indians and Anglo-

Indians, these individuals remained alienated from the skilled 
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technicians, drivers, and managers who were, of course, predominantly 

European. This dichotomization of railway employees created increas

ing discontent, not only among workers themselves, but among Indian 

nationalists who seized upon the issue as further evidence of colonial 

arrogance. 

Working conditions on the railways created social tension 

which surfaced in a number of ways. The most notable expressions of 

this discontent were violent acts committed by employees and their 

associates. Railway operation, in addition, caused other disturbances. 

There is mounting evidence that trains carried not only passengers and 

goods, but disease. Nineteenth century railways, directly and indi

rectly, were responsible for a deterioration in public health condi

tions. The physical environment, too, suffered from rail operation. 

Reliance on wood for rails, wagons, and especially for fuel, caused 

extensive deforestation in large tracts of northern India. 

But if railways had measurably altered the natural landscape, 

their influence on agricultural planting patterns remained less 

apparent. Within British India as a whole, agricultural land use had 

not dramatically changed during the period of the railways' institu

tionalization. Only cotton cultivation increased appreciably, but 

primarily due to factors other than rail operation. In Awadh, opium 

took up a growing portion of cropland, primarily at the expense of 

wheat or rice. But in spite of this process, both overall production 

and foodgrain production rose. We cannot conclude on the basis of 

available empirical evidence that railways had induced provincial 
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food shortages. The gains in grain production, moreover, appeared to 

benefit traditional transporters more than the railway firm. 

In sum, it can be said that the railways of Awadh, and more 

generally most north Indian railroads, had failed to meet the expecta

tions of their founders and their advocates. While they had no doubt 

increased military efficiency, they had neither massively stimulated 

agricultural production nor established a monopoly in transportation. 

After more than two decades of operation, the railways had proven a 

major financial liability. In the course of their functioning, fur

thermore, the trains had engendered a number of detrimental side-

effects whose impact was not alleviated by time. 

Epilogue 

The investigation presented in this thesis offers some 

intriguing opportunities for further research into the nature of the 

transportation system in northern India. First, it would be informa

tive to determine the relative success of railways following their 

purchase by government. In particular, how did the ORR fare during 

the years after 1888? Was road transport able to continue to with

stand the pressures of competition from well-financed and more 

efficient transit? Daniel Thorner suggests that railways remained 

unprofitable through the remainder of the centuryJ 

Soon after the turn of the century, the transportation system 

was subjected to yet another major change. At first, the introduction 

1. "Great Britain and India's Railways," p. 392. 
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of motor vehicles was limited. Only the wealthiest and most powerful 

residents were able to afford the luxury of automobiles. During the 

First World War, government began to employ trucks to ship supplies 

and personnel across the subcontinent. By the early 1930s the number 

of trucks in private use had multiplied significantly. Factory-

owners, suppliers of raw materials, and general deliverers began 

appreciating their unique value for providing direct service. 

At this time, buses began conveying passengers within and 

between cities. Ownership of private vehicles in India increased from 
2 just over a thousand after World War I to nearly 14,000 by 1935. 

This growth in the popularity of motor travel occasioned frequent 

revisions to provincial vehicular codes. But more importantly, it 

brought an outcry from railwaymen who demanded greater control, more 

restriction, and higher taxation of roadbound.traffic. Sensing an 

increasing threat from trucks, buses, and automobiles, publicly-
3 controlled railways "always looked upon motors as their worst enemy." 

By the late 1920s government recognized the necessity of 

attempting to coordinate road and rail policies. In 1933 the first 

Road-Rail Conference was convened to consider such matters as a 

thorough review of existing policies, increased regulation of motor 

vehicular traffic, whether to continue road construction, whether the 

2. Indian Trade Journal, 1919-1936. 

3. "Rail and Motor Transport—Plea for Co-ordination," 
Pioneer, 2 July 1932, cited in "Policy to be Adopted in Connexion 
with the Construction of Roads and Railways." 
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existing imbalance might be corrected, and the need to devise a com

prehensive plan for future coordination.^ 

The ensuing struggle for supremacy is a fitting sequel to the 

original competition between railways and the transportation system 

they attempted to supplant. The results of that struggle are as yet 

undetermined. As in the case of nineteenth century studies, few if 

any works of historical scholarship have centered upon this issue. As 

a matter which is inherently tied to the economic and social develop

ment of modern India, it deserves serious attention. 

4. Ibid.; and, Mitchell and Kirkness, Road and Railway 
Competition. 
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a. Adapted from Schwartzberg, Historical Atlas, p. 19. 
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Figure A-2. Major Roads at the Dawn of the Sultanate3 

a. S. Maqbul Ahmad, "Road-System of India as described by 
Al-Biruni," in Medieval India—A Miscellany> Vol. 2:foil owing p. 2. 



241 

\ 

fuiffw©*' 

w*cw 

Figure A-3. Major Roads at the Close of the Eighteenth Century' 

a. Rennell, Map of Hindoostan, between pp. 314 and 315. 



Figure A-4. Map of Awadh Produced at the Royal Observatory in 1849a— 
with Inset Table of Distances from Lucknow" 

a. The map, with Persian writing appears in The Luoknow 
Almanae for the Year 1849, translated into Persian by Syud Kumail-
uddeen Hyder, at the Observatory of H.M. the Kind of Oude (Lucknow: 
H.M. Press, 1849), p. 70. 

b. The distances are expressed in kds (one kos approxi
mately equal to two miles). The figure which appears is a portion of 
an undated, unsigned manuscript table of distances which was most 
likely also compiled at the Royal Observatory during the late Nawabi 
period. 
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Map of Awadh Produced at the Royal Observatory in 1849a __ 
with Inset Table of Distances from Lucknowb 
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Figure B-1. Early Nineteenth Century Palanquin Travela 

a. Captain Leopold von Orlich, Travels in India , 2:facing p. 41 . 



Figure B-2. The Bridge at Mohan, 1978 
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Figure B-3. Chief Minister Munawa~ al-Daulaa 

a. Kamal al-D1n Haidar, Qai?ar al-Tawarikh (Lucknow: Nawal 
Kishore Press, 1896), 1:378: 
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Figure B-4. Stages on the Lucknow-Kanpur Road, 1842a 

a. "The Indian Road Book," The Bengal and Agra Annual Guide 
and Gazetteer for 1842 (Calcutta: William Rushton & Co., n.d.), 2: 
112. 
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Figure B-5. Chief Minister Am1n al-Daulaa 

a. Portrait by unknown artist, Awadh School of Painting, Uttar 
Pradesh State Museum, Lucknow. 



Figure B-6. The Bridge of Boats across the Ganges (1858)a 

a. Russell, My Diary in India, Vol. 1 :facing p. 228. 
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Figure B-7. Aligning Rails on a New Line of Tracka 

a. Middleton, Railways of Thirty Nations, p. 120. 



Figure B-8. Household Goods on a Bullock Cart, c. 1860a 

a. Painting by a Patna artist, Shiva Lal. India Office Library, No. Add Or 2545. 



Figure B-9. Typical First Class Spring Carriage, 1858a 

a. Russell, My Diary in India, 1 :between pages 128 and 129. 
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Figure B-10. Buffaloes and Oxen Marching down the Lucknow~Kanpur Road 
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Figure B-11. Purdah Conveyancesa 

a. Cornelia Sorabji, India Calling: The Memoirs of Cornelia 
Sorabji (London: Nisbet & Co., 1934), between pp. 112 and 113. 



Figure B-12. Typical First Class Accommodations on Indian Trains, c. 1870a 

a. S~hni, Indian Railways, facing p. 8. 
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Figure B-13. Settled Banjaras in a Village in Unnao District 



Figure B-14. Banjara Oxen on Sale at a Mela, 1977a 

a. Dewa Mela, Bara Banki District, 2 November 1977. 
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Figure B-15. Beldars Building Railroadsa 

a. Hobsbawm, The Age of Capital, between pp. 76 and 77. 



Figure B-16. Damage caused by Floodinga 

a. Charles Allen, Raj: A Scrapbook of British India 1877-
1947 (London: Andre Deutsch, 1977), p. 37. 
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APPENDIX C 

CHRONOLOGY OF IMPORTANT EVENTS 
RELATING TO MODERN TRANSPORTATION IN AWADH 

c. 1750 Construction of masonry bridge at Mohan on old Lucknow-
Kanpur Road. 

1799 Erection of a pontoon bridge across the Ganges at Kanpur. 

1801 Treaty reducing Awadh to its permanent boundaries. 

1819 Dastur al-amal of Sa'adat 'Ali Khan regarding road 
safety. 

c. 1825 Construction of masonry bridge across Sai River at Bani 
by anonymous banker. 

1831 Establishment of a royal astronomical observatory in 
Lucknow by Nasir al-Din Haidar. 

1839 Muhammad 'Ali Shah's decision to construct a new Lucknow-
Kanpur Road. 

1840 Appointment of Alexander Cunningham as engineer for the 
project. Survey of Lucknow-Kanpur corridor by 
Cunningham. Commencement of construction of new 
road. 

1841 Continuation of construction. 

1842 Death of Muhammad 'Ali Shah. Accession of Amjad 'Ali 
Shah. 

1843 Completion of new Lucknow-Kanpur Road. 

1844 Formation of Oudh Special Police Battalion to guard 
frontier. 

1845 Early discussions in England of railway ventures in 
India. Establishment of Government Bullock Train by 
Post Office. 

1846 Amjad 'Ali Shah's decision to pave the Lucknow-Kanpur 
Road. 
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1847-49 Completion of metalling of road. 

1848 Establishment of modern carriage transit facilities 
between Lucknow and Kanpur by the Inland Transit 
Company. 

1849 Approval of first two guaranteed contracts for private 
railways in India. 

1851-52 Erection of wooden tram road on Ganges River bank. 

1852 Early proposal for a railway line in Awadh. 

1854 India's first railroad begins operation near Bombay. 
Opening of the East Indian Railway (EIR) in Calcutta. 

1856 Annexation of Awadh by British East India Company. Oude 
Railway Company formed in England. 

1857-58 "Mutiny" in Awadh and NWP. 

1858 Beginning of British Crown rule in India. Post-war 
traffic survey on Lucknow-Kanpur Road. 

1858-59 Government plan to employ ex-soldiers on provincial road
works. 

1858-67 Extension of provincial highway network in Awadh. 

1859 Resumption of railway construction in NWP. Extension of 
EIR line to Kanpur. 

1860 Provincial road traffic survey in Awadh. 

1862 Indian Branch Railway Company (IBR) formed in London. 

1864 Guaranteed contract between IBR and Government of India. 

1866 Construction of Lucknow-Kanpur line of railway. 

1867 Opening of Lucknow-Kanpur line. Formation of Oude and 
Rohilkund Railway Company (ORR) to replace IBR. 

1869 Opening of the Suez Canal. Beginning of construction of 
railway bridge across the Ganges at Kanpur. First 
census of Awadh. End of guaranteed contract policy 
for Indian railways. 

1872 Extension of ORR to Bahramghat and Faizabad. Establish
ment of separate rail cars for women by ORR. 
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1873-75 Expansion of ORR network to Hardoi, Shahjahanpur, and 
Jaunpur. 

1874 Inauguration of first class carriages for Indian travel
ers on the ORR. 

1875 Opening of railway bridge to Kanpur. 

1877 Amalgamation of Awadh and NWP. 

1879 ORR earnings exceed guarantee for first and only time. 
Government approves experimental fare increase on 
ORR. Government nationalizes EIR. 

1882-83 Provincial road traffic survey in Awadh. 

1888 Government of India exercises option to purchase ORR. 

1889 ORR becomes a public venture. 



APPENDIX D 

NINETEENTH CENTURY UNITS OF MEASURE 

Units: 1 lakh = 100,000 

1 cvove - 10,000,000 
=100 lakhs 

Distance: 1 kos = approx. 2 miles 

Weight: 1 maund = approx. 82 pounds 
1 ton = 2,000 pounds 

= approx. 24.4 mounds 

Currency: 1 rupee (Re. 1) = 16 annas (16a.) 
=192 pies or pice (192p.) 

1 anna (la.) = 12 pies or pice (12p.) 

1 pound sterling (£1) = 20 shillings (20s) 
= 320 pence (320d) 

1 shilling (Is) = 16 pence (16d) 

Note: The relative values of pounds and rupees were subject 
to fluctuations which depended upon the market and upon government 
policy. It is thus not possible to provide direct conversions which 
apply for the entire period. In theory, however, England attempted to 
stabilize the value of the rupee at about one tenth of a pound. In 
practice, it was often worth considerably less—as much as a third 
lower than that figure. The following conversion chart fixes the 
value of the pound at ten rupees. Other values may be obtained by 
multiphying by the suitable factors. 

1 pound (£1) = 10 rupees (Rs. 10) 
= 160 annas (160a.) 

1 rupee (Re. 1) = 1/10 pound (£0.10) 
= 2 shillings (2s) 
= 32 pence (32d) 

1 anna (la.) = 2 pence (2d) 

1 pie (lp.) = 1/6 penny (l/6d) 
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GLOSSARY 

Idivasl Member of an aboriginal tribe. 

Ahir Jati of herdsmen and agriculturalists. 

anna Unit of currency; one-sixteenth of a rupee (Appendix D). 

ashnan Ritual ablution, especially in a river during a festibal. 

avatar Earthly incarnation, especially of a deity. 

ayah Female attendant on children or ladies. 

BairagZ A class of Hindu wandering ascetics; devotees of Vishnu. 

bajra A common coarse grain (millet). 

bakhshish Solicited donation, particularly a tip or a bribe. 

Banjara Prominent group of nomadic transporters and oxen dealers. 

barakat Auspiciousness or charisma in Islam. 

barqanrfaz Armed guard, especially at a police station. 

beldar Unskilled laborer employed in construction works. 

beopa&Z, or byoparl Dealer, trader, or merchant, especially of 
grains and other agricultural commodities. 

Brahmin, or Brahman, or Brahman The influential priestly class 
among Hindus. 

Chaniar Jati of leather-workers and performers of menial tasks. 

ohaprassi Messenger, orderly, or bailiff. 

daooit (dacoity) Highway robber(y). 

daftari Office-keeper or clerical employee. 

dak Mail or post. 

dargah Shrine or tomb of a Muslim saint, which serves as the site 
for pilgrimage and worship. 
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Dashahra Prominent annual Hindu festival commemorating the victory 
of good in the Ramayana. 

dasUa> al-'amal (pi., 'axial) Regulations, code of laws, handbook, 
or manual issued by the government or ruler. 

Diwali Annual Hindu festival of lights; important occasion for 
celebration. 

doll or dhuli Small palanquin used predominantly by women to 
J accommodate their need for privacy. 

faqZr Religious mendicant, especially a Muslim ascetic or devotee. 

ganj Grain market or emporium. 

ghat Riverside bathing place, especially for ashnans. 

gtiazZ Islamic religious warrior. 

Gosain Shaivite religious order of wandering devotees. 

gram Leguminous crop such as chickpea. 

Gujar Jati of Rajput origin, engaged primarily in cattle-raising 
and dairy farming. 

hakim Practitioner of Islamic medicine. 

'Id Annual Islamic celebrations. One, 'Id al-fitr, signifies the 
end of Ramazan, the month of fasting. The other, 'Id al-zuha, 
commemorates Abraham's sacrifice. 

ikka Carriage drawn by a single horse. 

jamadar Head of a unit, as of a household, office staff, or 
military platoon. 

jati Endogamous community comprising the functional unit of the 
the Hindu caste system. Formerly, each jati performed a 
unique occupational task. 

jhil Shallow lake, pond, or rain-filled depression. 

jowar Sorghum or millet. 

kankar Limestone found ir natural deposits and used to surface 
roads. 

kharif Autumn harvest. 
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fcos, or kroh Indian measure of distance, equal to about two miles. 

lakh Unit of measure equal to 100,000 (Appendix D). 

Larribadls South Indian Banjaras. 

Loniya Jati of salt manufacturers and traders. 

mandl Market, especially for the sale of grain and produce. 

maqbarah Tomb or mausoleum, particularly of a Muslim holy man. 

mas3 id Mosque. 

rriela Seasonal fair held on an occasion of calendrical or religious 
significance. Site for wholesale trade in agricultural 
commodities, handicrafts, household goods, and livestock. 

Muharvam Islamic month, particularly sacred to Shi'ites in commem
oration of the martyrdom of Husain. 

munshl Writer, scribe, or teacher of Urdu or Persian. 

murshid Spiritual guide, or head of a sufi religious order. 

nallah Small watercourse or channel, either natural or man-made. 

nawab wazir Imperial provincial governor. In Awadh, the heredi
tary title of the ruler in post-Mughal times. 

nazim District administrator and revenue collector in an Islamic 
state. 

padshah King or emperor. 

palkZ Palanquin or sedan-chair. 

pargana Subdivision of a district (zila') in a Muslim state. 

Pasl Tribe of jungle inhabitants particularly numerous in Awadh. 
They are a common source of unskilled labor. 

pie {pice) Unit of currency; one-twelfth of an anna (Appendix D). 

piv Islamic saint, spiritual guide, or head of a religious order. 

purdah Practice of isolating women from men. 

qafila A group of travelers or merchants grouped in a caravan. 
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rati' Spring harvest. 

raga Indian musical piece. 

vagi Millet grain. 

rahdaxn. Medieval tolls or duties collected on the roads. 

railway wallah Employee of the Indian railway establishment. 

rajapatha Royal or imperial road in ancient times. 

Rajput Class of Hindus who claim descent from the ancient 
Kshatriyas. Powerful group in the politics and land control 
of northern India. 

sarai Roadside inn or resting place for travelers. 

stiabash wallah Person employed to shout encouragement to construc-
workers. 

shulka or sulka Toll levied in ancient India. 

subah Mughal province. 

sufl Member of a mystical Islamic order or brotherhood. 

tahsZldar District official in charge of a tahsll (part of a 
zila') or a number of its subdivisions. 

tanda Banjara camp or caravan. 

Ttiakur Rajput, particularly the head of a village or tribe. 

'ux>s Religious assembly on the occasion of the anniversary of the 
death of a Muslim saint. 

vartanZ Ancient road cess. 

waztr Minister of state or chief minister in a Muslim administra
tion. 

zardndar Landholder, usually within a single village or locale. 

zila' Mughal administrative unit approximately equivalent to a 
district in British times. 
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