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GOVERNMENT OF MADRAS.

LOCAL AND MUNICIPAL DEPARTMENT.

Reap—the following paper :—
G.0., dated 6th July 1885, No. 248 M., Financial.

Anstracr.—Passing orders on the papers relating to water project in the Cuddapah town.

-

OrpErR—dated 6th June 1888, No. 590 M., Local and Municipal.

In accordance with the promise held out in paragra
read above, His Excellency the Governor in Coupncilbis Il))llle?\szfl tl;(()e S;chgltln i%i%ﬂii
of Rs. 32,00(_) from Provincial funds towards the Cuddapah Municipalit water-works
seheme. This amount represents, on a rough caleulation. as shown belgw the diﬁ'er-
ence between the proceeds of the loan lately raised by thé Municipal ICour’lcil and the
estimated total cost of the project as revised under G.0., 16th April 1888, No. 365 M.

i S RS.
Amount of estimate sanctioned in G.0., 14th May 1886, No. 449 M. 86,050
Deduct—
Estimated savings on changes proposed by Mr. J
_ 16th April 1898, No. 335 M. .. .. Yoo
Pay of Engineer provided in the original estimate . . . 5,000
12,800
Balance .. o o ri b ‘
Add—ﬁ Gl et il AR
orse allowance to Engineer for two
brosry 4608, No, To 2. o wder G.OSIM -,
Deduct— i
Realized proceeds of loan . . i " .. 42,168
Net balance .. 81,682

R

2. The revised estimate called for in G.0., 16th April 1888, No. 855 M., should

be submitted as soon as possible, and arrangements made for the complete execu-

tion of the scheme with the least avoidable delay.
(True Extract.)

H. E. STOKES,
' : Chief Secretary.

To the Chairman, Municipal Council, Cuddapah,

ke through the Collector.
,, Financial Department.
.,  Public Works Department.
. Accountant-General.

Exd. A. Raitt.

e 25rH Fesruary 1888, No. 169 R., Pusric Works.

6. Nor are there, as will be seen, any engineering difficulties whatever all along
the line ; the water to be bridged is singularly little, considering that the drainage of
the country appears to be crossed at right angles. There are no heavy gradients, no
ghéts, morasses, or forests. The facilities for constructing the line are unexampled,
the country is perfectly open, and it teems with labor. All along the line of railway
are sea-ports where material can be landed and pushed up and down the track. The
coast tracts are perfectly free from fever, and provisions are cheap. Roads are found
everywhere. In the adjacent forest are tons of sdl wood fitted for sleepers, the building
stone is excellent and lime abundant,

7. What is urgently required is for Government to send down a few parties of
surveyors to prepare surveys and estimates. Then let the result of these surveys be
published in the the Gazette of India, so that this line may, like the Benares-Puri line,
be put before the world under the imprimatur of Government. :

Transferred to the Public Works Department (Railway Branch).

(By Order.)

(Signed) ~ W. 8. MEYER,
4th November 1887, ‘Assistant Secretary to Government.

—

ENCLOSURE.
Proposal for an East Coast of India® Railway.

The Association of Chambers of Commerce of the United Kingdom recently sent
a memorial to Viscount Cross, Secretary of State for India, in favor of the more rapid
development of railways in India. 'To this memorial Sir John Gorst replied that,
although the efforts of Gf(“;’i%l‘nment, either direct or through guaranteed companies, are
necessarily restricted by financial considerations and by the obligation to avoid any
step which mightlead to additional taxation, yet that the field of private enterprise is
unlimited, and he proceeded to state that Viscount Cross was most willing to offer all
reasonable facilities on the part of the Government of India to the free exercise of
such an agency, and that he would be happy to receive any suggestions from the
Association of the Chambers of Commerce in view to the application of the principle.

Perhaps one of the main difficulties that lies in the way of the exercise of private
enterprise in the extension of the Indian railway system is the want of knowledge
of the areas that are ready for the rail. In England, as indeed in India, there are no
patent facilities for arriving at ageyrate information on the population, trade, and
resources of any particular tract of gountry, unless a special agency has been set to
work locally to collect returns ; and of course this can only be done satisfactorily and
without bias by Government. Therefore, if the Association of Chambers of Commerce
are disposed to accept Viscount Crogg’ offer to help them and to respond to his invita-
tion of suggestions, what they would do well to ask for is a helping hand to arrive at
accurate statistical accounts of any Jikely area where private enterprise might venture
to build a railway with fair prospects of becoming possessed of a good property.

2. That many such areas exist may be true. In this paper I propose to draw

attention to one such area; and T ghall show that there is at least primd facte reason
for believing that this railway wil] be a good investment to the propreitors at the
outset, and that in course of time it will become a first-class property.

3. T would premise that the figures I produce are all from official sources ; that
they were collected in the ordinary routine of official work ; and that, though they may
be, and doubtless are, inaccurate here and there, there is no possible reason to suppose
that they are exaggerated or procured to fit into any preconceived speculation.

4. The railway with its branches will be 600 miles in running distance (485
main line, and, say, 115 branch), and it will therefore afford ample scope for the egta})-
lishment of a self-contained company. It will traverse a tract of land entirely

tom of the two

unoccupied by any railway company, and it will connect the railway sys
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GOVERNMENT OF MADRAS.

PUBLIC WORKS DEPARTMENT.

Railway.
Read the following papers :—

From H. G. TURNER, Esq., Collector of Vizagapatam, to the Chief Secretary to
Government, dated Vizagapatam, 3rd October 1887, No. 2293.

I. have the honor to forward with this letter a memorandum, which I have
compiled, on the subject of a railway designed to run through the Northern Circars

‘ connecting Bezvdda on the south with Khurda on the north, or, more generally, a

design for connecting Madras with Bengal by an East Coast Railway.

I respectfully request that Government may be pleased to accept the paper,
which is drawn principally from official sources. Mr. Walch, Superintending Engi-
neer, has kindly helped me with suggestions, and Colonel Fraser, R.E., has been so
good as to prepare the map which accompanies this report.

2. The present time seems to be very suitable for bringing the proposal for this
railway prominently forward, and if I am so fortunate as to secure the acquiescence
of Government in this view, I earnestly trust that they may be pleased to give the
project their staunch support and endeavour to get the Government of India to place
it in the first line of the railway projects now before them.

3.+ For the two railways which the Supreme Government have recently bestowed so
much time and patronage upon, that is, the Bengal-Nagpore Railway and the Benares-
Puri line, will both benefit most enormously by the line now proposed. The southern
gection of the latter line will be used by all the passengers from the Northern Circars,
from lower down the coast and from inside the Hyderabad frontiers. From the
gouthern section of the Puri line they will pass over long sections of the Nagpore-
Bengal line, whether they go west to Nagpore, east to Bengal, or north to Benares.

4. Similarly, in the south there are two railways which will almost look on this
line as their foster-mother. The Bellary-Kistna line and the Hyderabad-Warangal
line (tapping the Singareni coalfields) both meet at Bezvdda. They discharge their
goods and passengers there on the bank of a canal which is dry for several months in
the year. Can there be any doubt that there must be a line from Bezvédda to Coca-
nada, the largest seaport on the East Coast ?

The line now proposed will form in point of fact the connecting link between
Bengal and the North-West Provinces on the north and Haiderabad and Madras on the
south.

5. As to the local possibilities of such a line, what comparison can there be
between it and the other lines alluded to above ? Here we ha_ve an old .settled tract
of country about 500 miles in length, nearly every mile of which is cultivated. .“I.h"h
cities are found at suitable intervals, with sea-borne '.crade reCkgnedd mhlm g)lis
sterling ; with deltaic tracts yielding thousa_nds of tons of food, bordere : tl ehw :1)16
way by fine uplands abounding in oil-seeds, t{mber and _Jungle products. ti) 118(1 af y
possible to suppress a sigh of envy at the display of. lines doubled and treble fal'ong

~ the provinces of Bengal, the N orth-West and the Pupja:b ; at the double system of lines
in the Mahratta country and at the permeation of lines throughout the south and
central Madras, while the Northern Circars, the oldest, the riches, the most densely
populated tract in India, remains to this day destitute of any rail communication with
the outer world.
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presidencies of Bengal and Madras. There is 10w no connection between Madras and
Bengal by rail, except along the circuitous route of Bombay and the North-Western
Provinces. Even when the Nagpore-Bengal railway is completed, the only way to get
from Calcutta to Madras by rail will be to run west across the Peninsula to the neigh-
bourhood of Bombay, and then back south-east to Madras, whereas the proposed line
will hug the east coast of India along the greater part of the journey.

5. The line now proposed is to run along the east coast of India between north
latitude 17°, and 20° east longitude 80° and 86° connecting Bengal and Orissa with
Madras and the territories of His Highness the Nizam. The southern terminus of the
line will be at Bezvéda, latitude 16° 30’ 50" north, longitude 80° 39’ east, where the
Hyderabad and Madras lines are to meet and terminate ; and the northern terminus
will be fixed at or near Khurda, latitude at 20° 10’ 49” north, longitude 85° 40’ 12" east,
through which place the line projected from Benares to Puri is to pass on its way to
the latter terminus, This line from the North-West Provinces to Puri has recently
received special attention, and reference respecting it may be made to the Gazette of
India of 20th August 1887, where a long resolution of the Government of India,
Public Works Department, No. 799 R.C., dated 12th August 1887, is published
dealing with the whole project. The southern section of the Benares-Puri line will
join the Nagpur-Bengal line at Panchpara. Accordingly, the route for the Calcutta
passenger to Hyderabad and Madras will be the East India line to Seetarampur, thence
vig the Nagpur-Bengal line to Panchpara, thence along the Puri line to Khurda, and
thence south along the now proposed line to His Highness the Nizam’s territories and
to the southern presidency. The distances appear to be as follows :—

MILES.
Calcutta to Seetarampur, about... g e e - )
Beetarampur to Panchpara, about eone il R
Panchpara to Khurda, about ... R o PSSR |
Khurda to Bezvéda, about .o . sk et 4R
1,045

Bezvada to Hyderabad vid Warangal, about .., = .., .. 220
Bezvida to Madras— o

(a) Via Bellary-Kistna State Railway and Madras line, about ... 550

MILES.

(b) Vig Nellore by road 160
Tirupati rail e 80
Tirupati to Madras rail ... 84

— 324

(¢) By trunk road (Bezvéda to Madras) .., ~ .. .. .. 2712

6. The distance from Bezvéda to Khurda is about 485 miles, and the branches
which will here and there be required along this course are roughly calculated at 115
miles—total opening being therefore 600 miles.

X :

7. There are no engineering difficulties along the whole line. The alignment
suggested passes along canal levels from Bezvéda to Cocanada, 120 miles, thence it
follows the trunk road to Anak4palle, 80 miles. There are no heavy gradients orcurves
in this section. Leaving the trunkline at the latter place, it runs 20 miles to Vizaga-
patam. The approach to Vizagapatam will Tequire cuttings and curves. From
Vizagapatam to Vizianagrum (86 miles), the line has already been surveyed, demar-

cated and estimated by Mr. Cregeen, in

Supplement to the Fort St. George Gasette, connection with the Vmagapat_am-l_i%}lpur
ated 12th December 1882, pages 1to 91, railway, now abandoned. From Viziana-
and G.0., dated 23rd Sept. 1354, No. 940 R. grum the line will run through an open
level country to Chicacole, and then follow

the trunk road as far as Khurda, passing through Berhampore, Ganjam and Bambha.
I have obtained from Mr. Walch, Supenntending Engineer, Northern Range, a state-
ment of the waterways over 150 feet span which require bridging between Bezvdda
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and the northern frontier of the Madras Presidency, which is passed at the 435th
mile from O mile at Bezvdda. Thege are as follows :—

Feet lineal required
approximate.

In Kistna District.

1. Badamer channel 300
2. Tammilaru oee .o oo oo 0ot ces
Goddvari District.
3. Yerrakalma ... i 200
4. The Godévari river
5. Yeluru river 350
6. Tuni river ... 350
Vizagapatam District.
7. Varaha river i R G 350
8. Barada e 400
9. Vizagapatam backwater . 500
10. Chittivalasa ... 600
11. Nelimerla ... 350 s
Ganjam District.
12. Nangulia .. P ool ...
13. Vamsadara ... e 1,000
i A ST DR 150
15. Rushikulya ... : il 112,000
16. One stream in Puri divigiop 150

The Godévari cannot be bridged at all events at present, but there will be no
difficulty in crossing it by a steam ferry’at Dowlaishweram. A steam ferry is provided
for the Mahanadi in the estimates for the Benares-Puri line at a cost of Rs. 2,36,350.
A similar ferry would be required at the God4vari.

The rates for earthwork and masonry are singularly low, as may be gathered from
the following table :— ]

Table of rates in Vizagapatam District.
‘ Per 1,000 cubic feet.

B AR

1. Earthwork for embankment 10 ft pi h, 1 anna per cubio yard... 2 5 0
Ly above 10 and undey 2(),g As. 1-2 pe,, R Bl

» 20 ” »n 80, 5 1-4 ”» B AN gk 8

” 30 » » 40, , 1-6 ” B $ 8

o above 40 Wi 1 S8 S an T

2. Cutting soft earth, 1 anna per ¢ubje yard PRk e
sy gravel, 1} annas ., s g 7 ety e § 6

»  soft rock, 4 to 8%annag Rs: 9-4<1 to 18 g :;

,»  hard rock, 8 annas to ] rupee , 18-8-3 to 37

Per 100 cubic feet.
ne ke B

* 3. Excavating foundations as above goeording to depth and nature
of soil—

Concrete, Rs. 1-9-0 per cubic yard .
Masonry roughstone, Rs. 2-9_( per cubic yard ...
Archwork, brick in chunam, Rg, 5-4-0 per cubio yard
Ashlar masonry, Rs. 5 per cubio yard
Btone pitching, 8 annas to 1} yupees per cubic yard accf)rdlrxg
to distance of quarry | .. Rs. 1-13-T to
Brick well for foundations, 3 feet diameter and 6 feet deep,
filled with concrete s ..v BRY ?O
Brick well for foundations, 4 ft, diameter and 6 ft. deep ,, 25

ot ok

O e o} (o cB N RVVR &)
—

fo o Bl M
QO s b= =3

—
<

(534

<@

e
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8. The whole of the route along this line is densely populated. Numerous large

Distance
Popula.  from

Towns. tion. Bezvéda

in miles.

Ellore i 25,092 37%
Rajahmundry ... 24,555 94
. Cocanada 28,856 121

Pithdpuram o 11,693 4 132
Peddépuram WG s e

SPOa 8 OF B 08 B0 b

Anaképalle 13,341 201

Vizagapatam i 00,201 - 22%

Vizianagrum * ... 22,677 257

Parlékimedi wesr - A ANREL.. A
10. Chicacole 14,355 295
11. Berhampore ... 23,599 400
Population according to census re-

turns taken in 1881 ... ... 7,808,142

Add normal increase for six years
at 7'95 per 1,000 per annum .. 376,740

Present population ... 8,274,882

485 - miles, and multiplying this by 20,

towns lie along its course at suitable inter-
vals. There are 24 towns along the main
line, 11 of which, noted in the margin, con-
tain from 10,000 to 80,000 inhabitants,
The population of the districts through
which the line will pass aggregates
8,274,882. One length, about the centre
of the main line, has been taken for the
purpose of ascertaining what the popula-
tion is within ten miles on each side of
the line. The area so selected is 137
miles in length. Deducting from this
square mileage the area occupied by the
Bay of Bengal, there remains 2,328
Square miles, which contain a population
of 1,081,307, giving an average square
mile population of 464, through the centre
of which the railway will pass. Taking
again the whele length of the main line,

giving an area of 10 miles of each side of

the line, the whole area so occupied by the line will bhe 9,700 square miles, less the
area occupied by the ocean, which is about 1,540 square miles. As near as can be
reckoned, the total population of this restricted avea is 2,880,480, giving an average
density of population throughout the whole tract of 853 souls to the square mile.
Similar calculation gives the population of the tract through which the branch from
Vizianagrum to Pdrvatipur will run to be 527 to the square mile. ;

9. Along the course of this line there are a quantity of shrines, 45 * in number.

* Vide Appendix C.

Nore.—In his No. 1363, of 22nd December
1883, Mr. Gupta, Officiating Collector of
Puri, reported that the average number of

- pilgrims visiting the 'shrine at Puri for nine
years from 1874 to 1882 was 210,605. But,
of course, this includes pilgrims from other
parts of India.

In 1868, it was officially reported that
these shrines were visited annually by
325,520 pilgrims. This figure does not
include the pilgrims to the great Puri
shrine, the most frequented place of pil-
grimage in all India. The people who
moved acrogs the Chilka lake from the
area to be traversed by the railway to

the last-named temple numbered, in 1864, 90,000 goyls,

10. These figures give some idea of the local passenger or coaching traffic that
may be expected to use the railway, but there is stil] to be considered the through

Population
in lakhs

+ Madras ... 311
Mysore ... v 42
Travancore e 24
Hyderabad B 2

Coorg 2
Cochin bs vie 'L igy 6
Total .o 495
+ Bengal ... 35,607,628
Behar e 8T T

Orissa o 3,730,735
Chota Nagpur . 4,225989
Feudatory States 2,845,405
North-Westerndrovinces ... 82,720,128

Total ... 102,255,989

passenger traffic and the sources from
which it will be recruited. At the be-
ginning of this paper, it was stated that
this new railway will form a through con-
nection between Madras and the Nizam’s
Dominions on the south, and Bengal and
North-West Provinces to the north. The
vast numbers of people that inhabit these
respective areas are so prodigious as be
equalled by the. population of no portion
of the eafth’s surface, and it is really
extraordinary to contemplate the fact that
10 Tailway communication exists between

these masses of people except vid the cir-

that the southern part of the Indian oo

Peninsula is inhabited by 493 + millions
of P;‘qﬁlie, and that the delta o m anges

with the Upper Provinces contains over 102
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11. The following is a sketch of the districts traversed by the railway :—

The KistI}a district, which is traversed by the railway for 371 miles from itg
southern terminus at Bezvéda to the Goddvari district frontier at Ellore, is a flat
country. The canal will follow the line taken by the Ellore canal, which conducts
water from the Be.zvéda anicut on the Kistna river as far as Ellore, where the canal
15 met which brings the water from the Goddvari. The district is eminently
fertile, yielding a total revenue of more than 541 lakhs of rupees. The area under
cultivation, excluding the zemindarj estates, in 1883-84, was 1,907,802 acres. The
st_aples raised are rice, maize, cotton, tobacco and indigo. Cotton, indigo and castor-
oil seed are exported in considerable quantities at Cocanada, a far easier port of shipment
than Ma.suhpa.tam. The lastnamed town is, however, a very large *place, containing
35,056 inhabitants, and though the roadstead is very much silted up, it is thought
that a more suitable port could be found at a place a little to the southward. It will

be for the Railway Company to decide whether it will answer to run a branch line,

from Bezvdda to Masulipatam. No mention beyond this is made of this proposal in
this paper, buj; 1t will undoubtedly be a very grave question and one that merits the
best examination.

The population of the whole district is 1,548,480, The ryots of the delta are
well off, rice being th,e fpod of all clagges, The chief towns are Masulipatam, Guntir,
and Bezvdda. Guntir is the head-quarters of the cotton trade, and large quantities
are exported. Tn 1882, 105,032 bales of 300 1b. each were despatched from Guntir
to Cocanada, 11,418 bales to Masulipatam, and 10,100 bales to Madras. Probably

iﬁﬂg{),gﬁ(;g. sterling is remitted to the Guntdr cultivator every year in exchange for

2. Goddvari Distrz'ct.--Mileage~main line 1182, Goddvari ferry 5, total 1233,
The first town met on running acrogs the border into the Goddvari district is Ellore,
a place of 25,487 inhabitants. The taluk of the same name is irrigated by a canal
taken off the Goddvari river at Vijeswaram. It is a high-level channel. "There is
only one lock in it, which is situateq at Ellore, and by which the Kistna canal drops
mto 1t. The Ellore taluk itself contains a population of 136,875. The revenue of
the tah.lk is Rs. 2,00,640. " Ellore ig noted for fine woollen carpets and saltpetre.
There is a great trade in rice and othey grains. The distance from Ellore to the
Goddvari anicut by canal bank is 46 miles. This part of the district is flat and
exceedingly fertile, irrigated by innumerable canals and channels. ¢ Green fields of
paddy extend in every direction, divepsified by gardens of plantains, betel nut, and
cocoanut, and innumerable palmyrag gare dotted over the surface of the country.”

The Yernagidem taluk, intePVening between Ellore and the banks of the Goddvari,
contains 145,715 inhabitants. The gypface of the taluk is level towards the Goddvari.
The right bank of this great river ig reached at Vijeswaram, and its breadth at this
point is 7,000 yards or 4 miles. oo is the celebrated anicut, which stretches
across the river from island to island uy;] the opposite bank is reached at Dolaishweram,
Viewed from a railroad point of view, pothing can be done but to cross it by a ferry,
for the very mention of a bridge OVeI,- such a prodigious expanse of water, with such
a mighty flood as pours along in the monsoon season, would be enough to deter any
company from undertaking this line, Fortunately, however, there is always sufficient
water above the anicut to make the crossing of the river by a steam ferry quite
feasible, and I am assured by competent authority that no difficulty on this head need
be anticipated.

On arriving at the left bank of ¢he river, the country becomes very densely
populated.  The town of Rajahmundry ig six miles from Dowlaishweram. Tt contains
19,734 inhabitants. Dowlaishweram phas 7,262, The population of the taluk is
128,901, and there is an enormous trade all along the banks of the Goddvari.

From Dowlaishweram the railway will run most likely straight to Cocanada,
though the more direct trunk route would be to avoid that port andsconnect it with
the main line by a short branch, This is a point to be decided by the engineers.
Cocanada itself is a place of the first importance, with a population of 28,866 It fs
the busiest and most enterprising town along the coast, and, with a railway into it, 1t
will without doubt rival Madras in trade, For it will be the nearest point to Rangoon,
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and the probable effect of bringing the railway to it will be the establishment of a line
of steamers running thrice a week directly between these ports, connecting the centre
of India with the Burma country. The distance between Cocanada and Rangoon
and Calcutta and Rangoon are about the same ; but it is a shorter journey from Coca~
nada to Bombay vié Hyderabad than it is from 'Caloutta to Bombay vid Allahabad,
though possibly the new Nagpore-Bengal line will cut off the excess. So far, how-
ever, as Madras, Hyderabad and Orissa are concerned, there is no doubt at all that
Cocanada will become the port for Rangoon. Steamers running to Europe will almost
certainly come to touch at Cocanada ; for with such a river and such a large extent
of country behind it, so marvellously rich in deltaie produce and in upland seeds, not
to speak of the Singareni coalfields, there can be no manner of doubt that this port
will take the foremost rank of all the ports in the Madras Presidency. Cocanada will
certainly be selected for the head-quarters of the administration of this East Coast
Railway. Everything points to this—the excellent harbour, the commercial character
of the plaee, the canals running through the deltay the inlet into the Central Provinces .
afforded by the great river; there is plenty of room for building stations, workshops,
locomotive sheds, and carriage factories; there 1s very agreeable European society
at Cocanada, with a church, club, and racquet court.

From Cocanada, the railway, leaving the deltaic and canalised country it has
hitherto traversed, passes through the Pithdpuram and Tuni divisions to the town of
Tuni, on the borders of the Vizagapatam district. The Pithdpuram zemindari contains
about 371 square miles with a population of 184,018. Pithapuram town has 11,5693
inhabitants, six villages have a population exceeding 3,000, and eleven other villages
contain over 2,000 inhabitants.

I regret that 1 can find no account of the Tuni division in the District Manual,
or in the Madras Manual of Administration. Indeed it is not at all wonderful that no
railway enterprise has yet penetrated into these coast districts—if, that is, it is depen-
dent on information to be gleaned from books. The meagre topographical and statis-
tical information which I have collected in these notes on the Kistna and Goddvari
distriets is all that can be found in the official manuals, and until person‘al inspection
is brought to bear on the route to be taken by the railway, and until the specific know-
ledge so derived is duly transferred to paper, it is almogt hopeless to expect the publie
to take such an intesest in the scheme as will lead to investment, I am much surprised
at the very insufficient accounts of these two wealthy districts that have been published
under official patrondge. It does not strike one at first that no books cr maps about
such a country as this are at all available—in the city for instance—the reflection
comes with quite a shock, that we are going to ask the city capitalists to invest three or
four millions of money in an enterprise of which they have no,detailed ideas and which
they cannot look into because there are no sources of information available. :

3. Vizagapatam District.—Mileage of rail throughout—main line 136, branch 50,
total 186. At Tuni, the line will cross the Tuni river, which is a waterway of 350
feet. A run of 12 miles brings us to Nakkapalle. Here there is a very celebrated
shrine, resorted to by pilgrims, ¥ho were numb_fel;ed in 1868 and found to aggregate
8,000. Thirteen miles further on Yellamanchili is reached, a considerable village
and the head-quarters of the taluk. A run of 8 miles brings us to Kdsimkdt, a town
of 7,778 inhabitants, and three miles further on is the large and flourishing commercial
town of Anaképalle, with 13,341 inhabitants. Twenty miles intervene before Vizaga-
patam is reached. The population of this seaport town is 30,291, and forgtrade and
‘Importance it occupies a prominent positicn. Leaving Vizagapatam, thelme wmnm
along the alignment already surveyed for the Vizagapatam-Raipur line for 36 miles,
passing en roufe the important shrine of Simhachellam and the port of Bimlipatam.
Possibly a small branch of 3 miles may be required here. Vizianagrum is a
town of 22,577 inhabitants. It is the residence of the Maharaja, and a place of great
prosperity and much trade in cotton goods and iron, A bfgugii"will,leave ‘the mamn .
line at Vizianagrum and.run 50 miles inland to serve the town of Saldr (11,856
population), Bobbili (14,943 population), and Pérvatipur (9,933 population). . The
first and last towns are the emporia for the hill produce as mentioned further on.
Leaving Vizianagrum, the main line runs 40 miles through Chipurupalle and
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Pondur to Chi_°310019’ passing a P4lkonda road station. Péalkonda is the chie
a tal}1k containing 200,000 inhabitants, the richest and most prosperous t-alfufcogntlcl):
district. At Pondur there is a wealthy society of weavers, who manufacture ver
excellent cloths for export to the neighbouring markets. y
Entering the Ganjam district at Chicacole, the main line of railway will follow
the trunk road nearly, the mileage of which from Chicacole to the Bengal frontier is
136 miles. Probably a branch line will be required, running from Gopdlpur into the
Goomsur taluk, but particulars of the exact alignment are not yet available and details
of this branch are entirely omitted from this paper. The main line will run from one
large town to another. Chicacole has 15,000 inhabitants. From Chicacole to
Calingapatam it is 16 miles, but prohably a nearer station to the port will be selected,
perhaps on the banks of Vamsadara river, which can, it appears, be made navigable
for some distance from its mouth, ¢ (alingapatam is the only port which has any
shelter, and which is not a perfectly open
See ¢ Manual of the Ganjam District,” roadstead and unprotected - betwéen
. 5 Coringa, 150 miles south, and Dharma in
Orissa, 250 miles north. Communication between the shore and shipping is but rarely
_interrupted.” Narsannapet, 14 miles from Chicacole, is a large congeries of villages
containing 8,230 inhabitants, There is a large market held here in cattle and goods,
and much good cloth is woven hepe, A further run of twenty miles brings us to
Naupada, where are situated the largest salt-pans in the district. The salt from
Nal}pada and Calingapatam furnish the supplies for Kalahandi, Jeypore, Pélkonda,
Sdlir, Bustar, and the southern parts of Chattisgarh. The salt will be conveyed
o these two factories by rail to Vizianagrum and thence along the branch line to
Sélir and Pédrvatipur, which are the emporia for the hill produce of all the lands that
lie beyond the ghats to the west (see paragraph 11). Passing through the estates of
Teklkali, Tarla and Mandasa, the next port passed at a little distance will be Barwah.
This port is frequented by native passengers proceeding to and from Barwah. Ichdpur,
84 miles from Chicacole, is alurge place of 5,528 inhabitants. Berhampore, 16 miles
further north, is then reached,  fhis is the largest town in the district of Ganjam.
It contains 21,816 inhabitants, The head-quarters of a native regiment are located
here. The chief industry is the mapufacture of silk, and common native cloths are
also woven here. Leaving Bel‘hampore the trunk road passes at a distance of three
miles from Gopdlpur, the chief port of the district. Possibly it may be well to bring
the line still nearer to the port than this, for Gopdlpur is a yery important place. It
contains only between 2 and 3 thoysand ’inhabitants, but the trade of the port 1s very
valuable, amounting to over 50 lakhg per annum.  From Gopélpur, the trunk line runs
to Ganjam, 19 miles from Berhampore, where there is a large salt factory, to which
traders resort from Cuttack, Sambalpo’re, and Goomsur. Ten miles from Ganjam,
Rambha is the next point touched of, Rambha is the dep6t for all the trade on the
Chilka lake. Finally, the railway pyns skirting the lake, through the most beautiful
scenery, until it leaves the Ganjam district and the Madras Presidency between the
villages of Panditagaon and Barks], The frontier ds 40 miles north of Berhampore
and 50 miles south of Khurda, the northern terminus of our railway. So far, there-
fore, as the Ganjam district is concerned, the railway runs its whole course of 136
miles, touching places of trade at Rambha, Ganjam, Gopélpur, Berhampore, Ichépur,
Barwah, Naupada, Narsannapet, Calingapatam and Chicacole ; that is fo say, at an
average d&stance of every 13 miles along its length it arrives at an emporium where
passengers and goods will certainly gwell the traffic. t
From the frontier of Ganjam t, Khurda the distance is about 50 miles. From
nine months (from December 1878 t, August 1879) 32,126 loaded carts, 7,9?7 laden
bullocks, and 33,145 fOOt'PaSSengers came from Ganjam to Khurda and vice versd,
and’adding one-third for the remainin’g three months, we find for the whole year that
the figures come to—

Foot-passengers i e 44,183 *
Laden carts ... A 42,888 %
Bullocks ; 10608 "

* Supplement to Gazette of India, 20th Augnst 1887. Extract of letter from A. Sewell, Esq., Commissioner of Orissa
division, to the Secretary to the Government of Bengal, Public Works Department, paragraph 64,
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From this statement it is perfectly plain that the traffic which will nourish the

Nore.—Tt is evident that the section between Tailway along its length from Bezvida to
Nellore and Bezvéda must be completed some the Ganjam frontier, the existence of
day, and the question will further arise whe- which is set forth in this paper, will suffer
ther the coast line should not run straight into o abatement in the 51 miles which run

Madras from Nellore, and not »id Tirnpati . .
and Arkénam. With the Nellore-Bezvida B(?Zg?r%' the Presidency into the Cuttack

gap filled up, there will be a saving over the
route vid Guntakal of 280 miles, and with the 12. From Madras to Calcutta by the
direct line from Nellore to Mad_ra.s, there_will existing circuitous route vid the Bo;nbay
be a further saving of 50 miles. Besides, Presidency the distance is about 2,060
there is no doubt that the whole east coast miles, whereas by the new east coast route

line from Madras to Khurda ought to be . 5
broad gauge and metre gauge. If a coast it would be vii Guntakal, Bezvida,

line were made from Bezvida to Madras, the Khul'da’_ Panchpara and Seetarampur,
distance from Caleutta to Madras would be— 1,595 miles, Tt is therefore morally cer-
miLes. tain that the through traffic, which indeed

Madras to Bezvada ... e e 279 ‘has not

s - 4 yet been properly developed

B e o o Panchpara . OWing to the length of the present jour-
PP seg  mey between the north and south of India,

Seetarampur A ‘
. , — will all pass over the 485 miles of the

Total ... 1,316 route L am writing on. And there is
T ——  another circumstance connected with the
through pilgrim traffic from the north to the south and wice versd, which is that

almost all the shrines * venerated by the

* T 3 3 3 . . .
IS)Il‘li;{ll.lrrham. g;’;}fé‘;&émm' Hindus lie in profusion along the eastern
Simhachallum. Srirangam. coast from Benares to Rdmesvaram, and
Kottapalle. Madura. not along the country now tapped by the
Kalastri. l Rémesvaram. Great Indian Peninsular and Madras

¢ Railway Companies. Data for framing
estimates of through passenger traffic are unfortunately unavailable, and I can only

point to the above possibilities of through traffic that are suggested by a general
review of the circumstances of the case. AT

13. But although I have no data to go on for through traffic between the north
and the south of India, I have obtained figures to show the existing state of the local
passenger and goods traffic over some of the sections of the proposed line. ~ These will
be found in statement A%t the end of the paper. The computation of inland traffic
is, as is well known, attended with great difficulties. Most lines in India have been
exploited without any reference to the statistics of such traffic, and, generally speaking,
all attempts to show favorable figures have ended in utter discomfiture. The present
attempt is therefore put forward with diffidence. The figures must be taken for what
they may be worth. All that can be said is that they emanate from official sources,
and, as they have not been specially collected for the purposes of this paper, they are
not open to suspicion of bias to suit the project.

14. The sections for which figures have been procured are the following. Com-
mencing from Bezvéda, the first section comprises 374 miles, and the statements have
been compiled from information given by the engineers of the canal which runs along
the distance. ' " | :

The figures under passenger traffic represent the actuals for 9 months and 12
days in 1886-87, together with an estimate for 80 days during which the canal was
closed. For goods traffic, the figures are actuals for 9 months in the year 1885_-86
and estimates for 3 months, the period durirg which the canal closed in the previous
year. The next section, 783 miles, from Ellore to Cocanada, is also a canal section, and
the figures are likewise furnished by the Government engineer. ‘These two sections
lie in the Kistna and Goddvari districts. In the Vizagapatam distriet, the sections
selected for illustrating the traffic are— it :

(¢) Anaképalle to Vizagapatam ... ... e« . e e 5 g
(b) Bimlipatam to Vizianagrum ... .. BLE e s
(¢) Vizianagrum to Pérvatipur ... .. .. R e e A e

Total ... 86
_3

Nore.—(a) and () Main line; {¢) Branch line.
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prepared by tabulators specially appointed for the
purpose by Government on two occasions during the last ten or eleven years. The
tabulation made in 1876 was for the Anakdipalle-Vizagapatam section, and it was made
for three months only. That for the other two sections, made in 1884-85, lasted
throughout the year. The movement of passengers and goods along these sections has
been calculated from the figures so obtained.

The fourth section, 591 miles, is from Rambha to Khurda, but these figures were
compiled so long ago as 1864 (G.0., dated 20th December 1864, No. 3642), and are
therefore less satisfactory as to e vnlub, j

For 'the intervening sections of the line, no reliable figures can be had, but those
produced are fairly illustrative of the general state of passenger traffic along the whole
route, and we shall not be far wrong i;y deducing from the above given figures a per-
mileage average for the entire distance,

1o, '}’he enumeration with its deductions is for 9613 miles, .., for 116 miles in
the first 121 (reckoning O mile at Bezvdda). Then comes a blank space of 805 miles,
followed by an enumerated section of 20 miles. The pext enumeration covers 66
“mes (16 miles Of main and 50 miles of branch line). Then follows an unenumerated
%%thh. of 163 mxles, and’ the estimated sections are concluded by figures for the 1_ust
9re mlleg. ! So far, therefore, as the main line goes, the figures represent a caleulation
of the existing traffic over 2111 miles out of 485 miles and of the branches 50 miles
are enumerated. : :

Passenger Traffic.—The figures given exhibit variations in returns running from

: 64,391 to 576,561. Putting the mar-
* Registered number of passengers, 576,561 ginally-noted * figure aside as undoubtedly

Vizianagrum to Pérvatipur section, =~ untrustworthy, as 1t includes all foot

. : assengers, whether on a journey or not,

the travelling public by eanal or cart variespover t?le selected sections Jfrom 64,391 to

180,000. A fair average figure § for

1 See appendix B. these sections is 111,627, and we may

: : take that figure as the number of passen-

gers per mean mile worked in thege sections. The Jead on the South Indian Railway

is 35 miles on the average of the lust five years, and this figure may be adopted for

the purposes-of this paper. - This gives a total of existing pgssenger traffic over these

{‘sectllons.per annum of 1,913,605 yjelding a mean passenger traffic per mile over the

2613 miles of 111,627 against 344,000 on the South Indian Railway. 7Thefigure
taken in this ealculation is therefore ;wt excessive.

16. The question is—What wi]] this existing traffic develop into by opening the
now proposed railway ? In answep we can take the development of passenger traffic
on the Madras and South Indian Railroads. On the former line, upwards of 800
miles in length, the passenger tyuffic developed in 16 years from 21 millions to
6,374,009, On tllw South Indian Railway, after 579 miles were opened, the traffic rose
from 4 millions in 1877 to 6,509,00( in 1886-87.

There are cerlain stated } reagons for assuming that the development of passenger

traffic will be far larger on the line now
1 Madras Manyal of Administration, Volume I proposed than on the lines alluded to
PAgou i, 400, ’ above. These are—

(«) The geographical character of the country served, those lines lying within
the narrowest and mogt restricted part of the Indian peninsula.

(b) The absence of any leading staples of traffic in those parts.

(¢) The poverty and simple Labits of the people of the south.

Of these _disabilities, the last js unfortunately also present with us in the case of
the proposed line, but the first is mitigated by the position of the land and of its connec-
tion with other lines as explained above, and the second will be dealt with in subse-
quent paragraphs which touch on the goods traffic. There is therefore every reason for
supposing that, as there now exists undoubtedly very considerable passenger traffic
throughout the country which the railroad will traverse, such trafic will be increased
and multiplied pari passu with the extension of the rail lines, and consequently

o
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concurrently with the expenditure of the capital. But over how many years will this

extension last? For, the quicker the line is opened, the greater will the through

traffic be, and the less the per mile charges for establishment and other expenses.
Here we have an enormous advantage. The railway can be begun at quite four

places at once without the least chance of confusion. - Taking Cocanada as centre of

southern 170 miles, works can be begun at the same time at Bezvdda and Coca-
pada. Two arms can be pushed out from

* Nore.—As to landing railway material at Co- the latter place— one towards Dowlaish-
canada, a member of a European firm writes weram, the other towards Vizagapatam. *

as follows: *Bince the middle of June up The canals between Cocanada and Bez-

o 116 QL B (3 Aagest) that ist0  véda (121 miles) give unlimited facilities
say, during the very height of the so for sending out the permanent way to all

monsoon, we have, without accident, without ? ! 1an¢ ;
the slightest difficulty, and considerably pomnts along th'e line. .lmllarly at Viza-
within the time provided for in charter, dis- gapatam, all things required can be landed

charged the cargoes of four large steamers and two arms can be pushed out—one
comis"i?g of sl?ep:is,ﬁaigs, ‘“}‘)‘1 (;’t%;r }“’a"Ji south to meet the advancing arm_ from
materials,” ¢ e., forthe erabad, Waranga. ; s
and Bezvada line, to beysent up the canalgto S:;:;lﬁ;iit;he lt;ther nor.th tow%rds .V(llzm&
the latter place from Cocanada. 1 e latter section having indee
already been surveyed and planned out
: . Rsti ot by an Engineer of the Government of
India. The ports in Ganjam offer similar facilities for construction—for instance
from Calingapatam and Gopélpur. With these facilities of construction, it is plaix,z
that the full development of passenger traffic on the line itself can be looiied for in a
very short time. Little time should be lost in completing at least the southern
section of the Benares, Cuttack and Puri line to secure the through traffic that will
be delivered up to that line at our northern terminus at Khurda; for, it is plain
that the Nagpore-Bengal line will, as soon as the Puri—Panchpar&: e P Iéom-
pleted, receive an jmmense traffic at the latter station, both from Puri and from
Khurdas It took the South Indian line 7 years to extend from 187 miles open to
654 miles open, and it was not until the full length had been opened for some y"’ears
that the passenger traffic advanced by any sensible figure, In 1878 608 mil’ésAWer;
opened on that line, and the figure for gross income from coachix,lg per mile -fer
weok was taken at 60-22. In 1884 the income rose to 65-21, and in 1886 to 74:56.
This ‘points, therefore, to the profits derivable from rapid coﬂstmetioa,; b o
comparison between the two countries traversed by these respective schemes, there is
littlo danger in taking the state of the passenger traffic on the South Indian Railway
as typical of what the new line may aspire to With but moderate ambition. .

17. Summing up this part of the subject, it may be concluded that the existing
passenger traffic over the stated sections amounts to 111,627 persons per mean mile
per annum, and that the gross income which would now be derived from this source per
mile per week would be Rs. 22-36, s e

Further, judging from the present state of passenger traffic on the South Indian
Railway, and ‘remembering that the line proposed is more favorably sitnated than
that railway, it may be assumed that, as soon as the line is completed, our num-
bers will certainly Jise to at least the numbers carried now by that railway, which
are nearly four times this number. The figure earned by the South Indian Railway
for coaching traffic per mile per week for the past year was Rs. 74:56. The figures
taken therefore for the purposes of this paper are as follows:— L B :

Receipts at  Receipts per
2 n‘;ﬂﬂa: per .mageﬁr
whisstant o
j ; RS, - RS,
Present passenger traffic per mile ... ARt R 22:36
Prospective ... o tiey 344,000 8,583 68:90
The amount now actually earned by South i gl
: ¥ias T4 e

Indian Railway ... jei Sk focl ks e : ‘
A passing remark is necessary to guard those who are unacquainted with the
manners and customs of the Hindus from supposi: g that the existing lin of coasting
steamers will operate in any way to deprive the railway of passenger tra 0. A sea

voyage is detested by the Hindu with a quite peculiar fervour. Life on bo
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inimical to his caste and to his daily habits, and moreover it is caleulat ‘
Sk 4 ) ed that the
of‘la Jo.?ﬁ:ey from, say, Masulipatam to Calcutta v/d steamer, compared with thatozzz
ri;;l,'wik] d° as Rs. 16 to Rs. 8. Nothing at all need be feared on this score. On the
Oar:r offm ) tﬁere is a possibility of competition for passenger traffic arising in that
i){an"y elfjgztio;‘: :;“’ﬁe?g l?ezt‘lfléda and Cocanada (121 miles) which is canalised.
6 3 e e . £ . v :
Tack gf ﬁmlﬁngl SRR as sos,rforth,Hmdu to travel by canal—the inconvenient hours,
_ I have also compared the population of the districts tapped by the South Indi
Railway with that of the country }:mderodiscussion. Soidbre e ndxan‘
e i The four * Southern districts of the
; %;%ﬁ;% moly: i t ; %ynjam. Madras Presidency have a population
8 Mg i 3 Gz‘i‘;’gapt}tam. numbering 72 lakhs, while similar figures
4. Tinnevelly. Yl Kistnv:n' from the fourt Northern districts run
. into a total of 75 lakhs,

_ 18. Goods Trafic.—The goods traffic comes next under observation. Before
go;?f eu,:flq deta;lsfofh the e.msﬁgn.g trade over sections of the line, it will be well to
g; thg 001;181 AL t1(1)r 5 ehsub] ect with a few remarks on the general aspects of the trade
shechead 5 gﬁ; ki %‘:% gh.lch the proposed railway will pass. The first thing to be
ports of Masuli afam ag umport trade from the ports along the line. These are the
Gopélpur and Fgl Poi locanada, Vizagapatam, Bimlipatam, Calingapatam, Barwah,

se Point. Of these ports, the first in point of size is Cocanada, and
there is no doubt that all the export and

i Bezvéda to Cocanada ... ... MR import traffic of the soutbern 171 % miles
4 Cocanada to Vizagapatam ., lgé of rail will set in the direction of that port.
—— The mid portion of the line, with its

171 branch 50 miles, total 1762 § miles of line,

——  will carry goods to and from the two ports

§ 3 Cocanada to Vizagapatam ... 50
Vizagapatam to Vizianagrum.., 36% of Bimlipatam and Vizagapatam. The
Vizianagrum to Chicacle ... [, remaining portion of the line—i.e., the

Vizianagrum to Pérvatipur ... 0 Northern section from Chicacole to

. —_ RKhurda, 1871 miles, with branches

1763 amounting to, say, 60 miles—will deal

——  with the trade at Caliugapatam, Barwah

?:]gbg Ozflsllg' e dgéfssdvalpe of the trade at all these ports amounts to Rs. 317
P um, and the details for each port are given in statement below :—

Names of ports. Value of exports
and imports.

RS,

1. Masulipatam ... A 24,82,478
’ %qcmMa 1,62,28,213

izagapatam . s 32,35,349
Bm.lhpatam ; . 41,67,393
Calingapatam 10,63,092
. gopélpur b 53,01,777
. Barwah ... : : - 63,871
. Sonnapur ; : 1,19,837
Ganjam ... 41,181

B

Total ... 8,17,08,191

e St e —

19. The chief items of goods traffic are on Indian railways coal and coke, grain
and pulses, metals, cotton, salt, seeds, sugar, and miscellaneous articles of merchandise.

Coal.—The coal-fields of Singar¢ni lie on the Bezvida-Hyderabad line distant
86 miles from the former terminus, Of these fields, it has been recently stated by
Mr. F. W.'H. Hughes, r.a.5., Deputy Superintendent of the Geological Survey of the
Government of India, that they are six square miles in extent, and that probably 94
million tons of coal are available within 800 feet of the surface. The greater portion
is dull, hard coal, defined to be excellent steam coal capable of standing weathering
and transport, compact in texture and not splitting or wasting to dust. The remainder
is bituminous and good smithy coal. ;

©OTD U O
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But these figures give very little idea of the transport of food stuffs between the
inland centres of population. The linking of this new line with the Hyderabad
Warangal and Bezvdda line at the last-mentioned place, where also the Bezvéda.
Kistna State Railway runs in, opens a communication between the rice-producing deltas
of God4vari and Kistna and the masses of population in the Southern Hyderabad
country—Kurnool, Bellary and North Cuddapah. These countries, with a total popu-
lation of 71 millions, are dry grain and seeds producing districts. They will therefore
take rice from the above-named deltas and send seeds in return. This illustration
regarding the probable movement of food stuffs and seeds applies to other sections of
the line under discussion, viz., south Vizagapatam and the eastern delta of the Goddvari,
mid and north Vizagapatam and Chicacole, mid and north Ganjam with Goomsur, and
the Mahdnadi delta.

91. The exchange of food stuffs with other commodities depends on the quantity
of the former that remains for export after supplying the local population. We have
estimates showing how much food grains will be available for export in 1889-90, and
from the God4vari-Kistna deltas alone the amount is calculated to be 680,000 tons.

22. The question is sure to be raised as to the capability of the new line to
compete with the canal traffic between Bezvdda and Cocanada, distance 121 miles.
Mr. Jeans treats of the general question of railways compared with canals in the
twenty-sixth chapter of his new book entitled ¢ Railway Problems.” He says that
notwithstanding that the conditions geem capable of being formulated with the greatest
exactness, there is no phase of the railway problcm'that is involved in greater
obscurity. Unfortunately he gives us no information on the Indian aspect of the
question, as his figures and inferenceg deal only with the European and American facts.
In. the United States the canals had the high sanction and support of the several States,
being .for the most part State property ?Lnd carried on under State administration.
The railways on the contrary have been the outcome of private enterprise, but enterprise
quite untrammelled as to its scope and movements and free to adopt itself to the ever
varying requirements of the traffic it aspired to serve and secure. The result has been
an unqualified triumph for railway jnterest and the canals, if they have not been
placed entirely kors de combat, are every year showing a diminished relative extent of
traffic notwithstanding enormous copeassions in the way of freight charges made by
the canals which may be appreciated from the fact that the average toll taken per ton
carried on the New York State canals fell from 124 of a dollar in 1840 to 0-17 dollar
in 1880. Mr. Jeans says, moreover, that the question is not to be settled by the mere
comparison of freight rates, and that ynless low rates of freight are coincident with
ample facilities, and especially with celerity and reliability of transport, they are
not necessarily the controlling factors, In 1883-84, the rail rates between Chicago
and New York were 98 per cent, ghove those by lake and canal. Yet the traffic
has been leaving the canals and clearing to the railways, the reasons being that the
railways give reasonable rates; that they are not liable to be affected by weather;
they deliver the grain in good conditjop : and they can always be absolutely depended
upon. How far these views are applic,able to the case of India is a matter difficult
to determine. For instance, will Goyernment permit the railway to m?ke untram-
melled arrangements to wrest the traffic from their canals? One point we may
point to and that is that the camaly must undoubtedly be shut during the year
for periods varying in different sections from one to four months to be repaired or
from lack of water and during such months the railway will have 1t all its own way.
No such competition exists from Coeanada north to Vizagapatam (101 miles), and
along the whole distance there will be nothing to compete with the ral}wa_y but the
country carts and steamers. The cost of carrying goods by cart per mile 1s not less
than 2 annas per ton, and freights by the latter owing to boat hire and dues are
quite prohibitive. Even now all rice hrought from the Godévari delta to the towns as
far north as Vizianagrum comes by cart and not by sea.

93. Salt is another item of inland traffic that does not appear in the export and
import trade returns. The following information regarding the movement of this
article of consumption has been supplied by the Deputy Commissioner of Salt
Revenue :—

B
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For consumption
I'%::- Factories and depbts. coxl::\:ui;ct‘iiclm. mb?;%s:lsttx;:ts Total. Retnarks.
presidency.
MAUNDS. MAUNDS. MAUNDS.

1 | Ganjam and Surl4 in Gan- | 150,366 272,952 423,318 | This includes the

jam district. quantity of salt
used for fish
curing.

2 | All factories in Vizaga- (84,095,325 43,358 88,431,125 | This includes tht
patam district and Nau- quantity of sale
pada and Calingapatam gent to French
in the Gianjam district. Government.

3 | All the salt factories in| 532,669:15 15,027 547,696:15
the Grod4vari and Kistna
distriets.

Total ... | 1,523,988:40| 331,337 1,865,325:40
Total, Tons ... 55,983:24 | 12,171°57 68,154:81

—1

home and foreign markets.

24. The seeds grown are used locally for inland consumption and are exported to
The details of the exports are as follows :—

StateEMENT showing the exports and imports of seeds from the principal ports along the coast

from Kistna to Ganjam,
Exrorts.
Names of ports. A
Cori- | Cum- | Fenu- 1 Oth :
ander. | ming. | greek. Geves. : Rape. |Mustard. g]’.[‘neegelcl);. ; sart: Totel,
1 2 3 4 5 6 ; p 9 10
Masulipatam .. {gg e i o i 21,784 0| 1on2
T C.T. e o . 275,785 55| 7578 | 20,702 | 384,407
Cocanada i { F'T 1,442 5 458 | 523,456 998 | 136,629 1,066 | 664,063
Vizagapatam..{g.% s = B agipe o T . “6,944 :
. OT. ; i 2 7,03 ) O a020| 689 | 50,645
Bimlipatam .. { oy, | : ; Lie6 | 20181 | o0 | 1120299 | 78,247 | 215,89
. C.T. . “ . .. .. e % .4 o
Calingapatam, . { gy, 7| o : 25,605 | .. | iam2i8| 13,667 76,480
C.T. . e .. A e .
Gopdlpur .. {F,T, 5 i 1,666 | .. 548 | 1,616 | 44,828
Total, Cost .. | 1,908 5 465 | 912,864 | 63,478 | 1 433 | 487,177 125,767 1,593,087
Total, Tons .. 95 o 23 | 45,643 | 3,174 7 24,359 6,288 79,664
IyporTs.
2 T Remarks.
Linseed ustard i Other ¥
Names of ports. Castor. LM . | Gingelly, soite Total.
1 12 13 14 16 16 Wi
‘ This information is
C.T. . e i g th
Masulipatam .. g . i S obtained from the
i {g’vg 75 3,32¢ ‘o76 | 4,875 | annual volum:n‘l of
Cocanada " { T o 7 & & s sea-borne 1o:
C.T. it . i o and navigation
Visagapatam .. { iy 2 : 3 Mg i 1885-86.
: O, . it ¥ o 4,305 | 4,308 v
Bimlipatam .. { Py : i 5,
R e b e SR DR SRl R
Xt 225 2 . ‘sin | 1,088 | 5 ;
Gophlpur . {F.T. i i - . i sl 5 s magie S
Total, Cost .. 295 2 PrY TP dpmegoen ERRY TY R
Total, Tons .. 11 4 166 304 485 et
———
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Regarding local consumption, we are again met with the difficulty arising from want
of returns.  All that can be said is that on the South Indian rail-road, with a similar
population, railway mileage, and rent-roll, an average of 50,000 tons of seeds are
moved per annum.

25. Sugar.—The exports of sugar in the form of jaggery are as follows. There
is considerable trade in this article from Vizagapatam where much sugar is grown of
a superior kind :—

Srarement showing the exports and imports of sugar and jaggery from the prinecipal ports along
the East Coast from Kistna to Ganjam.

Exrorrs, IMpoRTS.
Names of ports. Bugar, Sikse. : Siter, Sugar, |imotal Remarks.
refined. |unrefined. Total. refined. | unrefined. [*™ "
€ T ] Thi infl ti
3 1 17 9 - i ik This information is
1. Comnada . { 1y 364308 364,305 1,382 {70 i 1,282 | obtained from the an-
s ¥ maapelam O o 3 i nual volume of sea-
i oEnD B 349 357 349,357 borne trade and navi-
s Blmlipstem 0. 1. ’ 4 Tl i g E gation for 1885-86,
s et 5023 | 5,022 K hadd b
o e i {F- T. 300 iy 300 57 ¥ 57
! et dr ¥ il s Sgl
Total, Cost .. 301 736,357 | 736,668 1,670 i 1,670
Total, Tons . 15 36,817 —Z;E,SSZ i- :%a_ e 83 »

96. The highlands of Jeypore will be tapped by the branch of 50 miles that will
ran out from Vizianagrum. Along this branch line there will be a large traffic in hill
produce such as oil-seeds, myrabglams, horns, hides, rice in husk; while the return
journey will take up cotton goods, tohacco and salt. The depbts at the foot of these hills
are the emporia of trade for the jmmense tract of country that lie between the coast
and the Nagpore plateau. Jeypore, Bustar, and Kalahandy comprise an area of 30,000
square miles with a population apf)roachinq o million souls. These countries contain
boundless plains fitted for the plough with a rainfall of 50 to 70 inches per annum
requiring only silver and population to develop into regions of enormous agricultural
wealth.

97. Tn statement B the traffio js calculated on the same sections used for the
passenger traffic. The four first sections represent canal-borne traffic in the Kistna
and Goddvari districts ; the uext two represent cart traffic in the Vizagapatam district;
and the last section deals with the Chilka lake traffic north of Ganjam. Of the 121
miles from Bezvdda to Cocanada, § miles, the passage over the God4vari river, 18 omitted
as there are no statistics available for that portion. The remaining 116 miles of canal-
borne traffic give an average tonnage of 106,344 tons per mile. On the Squth Indian
Railway the average tonnage per mile for 1886, excluding harbour material, appears
to be 81,783 tons. ; ’ ;

In Vizagapatam the two sections taken are from Anakdpalle to Vizagapatam, 20
miles and from Bimlipatam to Pdryatipur, 66 miles. The time when and the periods
during which the traffic was enumerated have been explained under the accounts of
the passenger traffic,

The tonnage per mile on the Anakﬁpalle-Vizagapafam s
tons, while that on the Pérvatipur-Bimlipatam gection amounts to 68,000 ton63‘i i

The Chilka lake traffic between Ganjam and Purl amounted in lSh .S tﬁ
110,000 tons per mile, Comparing now these figures with those given for tle Ol‘;h
Indian Railway, it would appear that the tonnage of goods now moving a 1;mg e
canals is actually greater than that carried by the South Indu}n Railway. T'ere (En
be no mistake about the canal registered traffic, and a comparison bgtween ’thls ]‘gra (0
and the figures given for the trade of the adjacent ports goes to confirm their substan-
tial accuracy. While the canal-borne tonnage

tonnage of goods exported and imported from Cocanada in 1884-85 amounted to

135,506 tons valued at 171 lakhs, Similar returns from Vizagapatam p.nd Bim(l)igggam
amount to 51,000 tons valued at 77 lakhs, the road reckoned tonnage being 66,000 tons.

ection amounts to 74,235

is reckoned to be 106,344 tons, the

25t Fesruary 1888, No. 169 R., Pusric Works. 17

.

28. Putting the returns from canal (including Chilka lake) traffic and those from
cart traffic side by side, wehaveagrossaveragetonnage permile for theformer of 107,683
tons and for the latter of 69,387 tons. With our present knowledge it is impossible to
state how much of the canal-borne goods traffic will be secured by the rail-road. We
can only bear in mind Mr. Jeans’ remarks
(Note—See also Mr. Walch’s remarks further quoted above and add to that opinion the
on.) facts that the canals®are closed during
certaln months of the year. '
These months are the hot weather months, that is the very time when the annual
movel_nent of grain, seeds, &c., is at its height. It may be fairly argued that, if in
America, notwithstanding State support and perennial water communication, railways
have prospered at the expense of the canals, similar results, so far as goods traffic is
concerned, 'will develop themselves in India. For the movements of merchandise by
canal or _rallway are not governed by climatic or racial idiosyncrasies. The question
of l.'ates is a trade question ruled by general laws of economy which are the same here
as in other parts of the civilised world. The question of time and the dictum that to
the Hindu time is of no value, does not apply to the bargains of the merchant, how-
ever much it may apply to the movements of private persons. But in the latte;' case,
as has already been pointed out, other considerations come into play which will doubt-
less cause preference being given by the passenger to the railway over the canal.

29. There is of course no question at all that the existi 1
sleads Will pass to the railway directly it is opened. Now tsh:anar(ji;tg;r %ﬁﬁr?:ao;ttg
¥erﬁm1le fox; l:he Scarz htraliﬁg 18 69,5‘187. The corresponding figure for rail-borne goods
raffic on the Sou ndian rail-road for 1886 i ial 1
B3 sl e r exclusive of harbour material 1s
We therefore find that the existing cart traffic over the ' i
x route of d rail-
way is only 12,396 tons less than the present per mileage ton(;;:;;eooft l::if-l{)ooli‘zs: trlz;aﬂlic
on_thg South Ind}an I@aﬂway, or in other words that an increase of 20 per cent. in
existing traffic will bring up the cart traffic to the level of the railway traffic.

30. The figures taken, therefore, for goods traffic over this line are—

- Receipts at | Receipts
g e 8 pies per per mile
ton per mile. | per week.

e e,

Present canal traffic... | 107,583 4?:-83 BséG
Do. cart do. ... 69,387 2,801 56

31. Since writing the above paragraphs, I have ascertained from Mr. Walch, the
Superintending Engineer at Dowlaishweram, that there is little probability of Govern-
ment imposing any restriction on the competition that will ensue between the canal
and the railway for the carriage of goods between Bezvéda and Cocanada, He says
that the canals in the Goddvari are primarily irrigation canals and that the idea of
getting direct returns from navigation has been long given up. Indirectly they
contribute to the prosperity of the country by enabling the producer to get his crops
to market and port. So also the charges for navigation have amply paid for locks
and other works connected with the water traffic. From another source it is stated
that the rates paid by the merchants at Cocanada for canal-borne goods are very high,
as high as 5 pies per ton by mile. A European merchant at that port says that the
canal navigation is so. unsatisfactory that the trade of the port must be destroyed
unless railway extension to it is carried out. In the appendix, table D exhibits the
present tariff by canal boats between (Cocanada and Bezvéda.

32. T regret that I have not been able to enter so fully into the detail of
passenger and goods traffic of the Ganjam district as has been attempted in the case
of the Goddvari and Vizagapatam districts. There is a vast amount of traffic in hilt
produce and salt between the littoral parts of that district and the inland countries.
With the resolution of the Government of India® dealing with the Benares-Puri
lines, I find a paper by Mr. Risley, C.8., Assistant Commissioner of Manbhoom, in

5 §
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which it is stated that the salt from (Gtanjam penetrates as far i

. 3 03 iy € mn

wh%rebit meets and divides custom WithJ English salt imported L‘t':ild(?:l(f:x?tmrdug&a

?;{)anad :, selznngi that I.\;che railway distance from the East Coast salt pans t: . :at]lIt %

e theovtgorlz ‘(')‘"31 t_angre to Puralia is shorter than the distance from Calcutt:1 :

ok Mrp B};ﬂ: ion of that enormous extent of country will be supplied by ﬂ?:,

and Chaéisghul.' withy 283'1?1&1?? %Ofr?t N(tlgpm"?l wmbta:tﬁe 6()(1){’0(})10 et G

- ; ; nhabitants will probably take half that quanti

',lnl:;l gin]tf;lr: 3&:}1[:1 5::(1118 flel t}llerefore become of the first importance, and grcatqdea\?;ll:g:

i Vg or salt may confidently be looked for by Government. The
8 y the railway will be a very important item in the traffic returns for

the northern portion of the line. Tt will be observed that the value of the sea-borne W

t;;g%gf‘, ?:é’jlpugdis ;).VGI‘ 50 lakhs.. At Cocanada 171 lakhs of goods represented

sou;ce of info;'matio(l)lpl;;érglgtal:s'lr;l)tw of value o, weight for Gépdidt ASE AR
al ; , bR s

that port amounts to nearly 34,80(1)61’()1‘;‘;8;2(13:11;1&:;%16 tonage ol oML R Al

o ciiéi£2:t§§ﬁ31§ 1;0};1_05’ of the Madrz_ts Government is guided to a large extent
. Pl b n(?wc “(‘18 the precautions necessary to guard districts against
i o Sk etk us a V(OG‘flted is not principally a famine line. The scheme
64, Asteiar of taot tha paying project. But it must not the less be lost sight of
s el edrallwuy will secure the district of Ganjam from famine ;
ipkogn g familre that within the last century there have been in Ganjan;
B i e the asfl scarcity. The last famine was in 1866, From®
G R e district was given over to all the tribulations of
Siioy in i ik axll)(?l%g against it. The Government spent over 3 lakhs of
i Sa v popula’,tion ’ ‘,707 eople are reported to have succumbed to the visi-
s i ot S 8_ 303,779 (Ganjam District Manual). In 1878 there was
B8 prain did st tail g istress was caused by high prices and though the supply
g f’ i F?eople had no money for purchasing food (Z%id).
Pl i resen:mme Co.mmlssym, part 11, page 172, where mention is made )
IR A tP p unprovided with railways, and at the same time difficult of
o suffer from drought, a coast line of railway in the absence of

canals is recommended to conn : a wi )
b o Madra:cgoy(gglgutta with Cuttack and the deltas of the

= dl?z&p(}:soit)ll: :Eecll(:::t t‘}ll‘?;éffe wishing to institute invidious comparisons, it is yet
very different circumstémces vf,’illl_)elll' without a pardonable glow of satisfaction at the
from those surroun ity thd Benalrces-;l;:ir;;]o;g;: proposal for an East Coast railway
conv;m;tcgﬁ r;alhe_?mfso: Success, so far as passenger traffic is concerned, on the
centre); Yo u{)at{goln ; 01 and from Puri. There is little local traffic. There are no
T sectioﬁ (I))f a n’en;) arge towns adjacent to, each other ; no trade ; no civilization.
iy oonate Wi rom Panch.pam to Narajon, the Mahénadi (170 miles) passes
e iadod el f}:iirll 3 population of only 335,917 souls, 103 miles of which are
jungle, Baub oo 4 ar'lth partially, while the remaining mileage is mostly waste and
Witlgl i ti(E)n ef’ with a population of 11,020, is the only considerable town, and
of Birts o P of seven large villages passed en roule, the people live ““ in clusters

s of no very great mumber” The country is wild, unredeemed from waste,

\énpotpularlt‘(};ld apd at least half-a-century behind the littoral districts of the Eastern ¥
oast. at is a line where pointsmen will have to be protected against tigers and '
The

§h9T9 Wll(i. buffaloes will scrateh their backs against the telegraph posts.
a orthern Circars are on the other hand fully developed and densely populated. Trade
ourishes and all the aims and ends of wivilization are as carefully fostered, and
administration is as costly and minute as in any of the districts close around Madras
or Calcutta.
thi AsdIhha;e said above, it is not possible to find a stretch of country similar to
o itherto nunappropriated by any railway company within the Peninsula of
India ; and more may yet be said, for it 1s quite certain that there is no such opening
for railway enterprise now available in any country in the world. .
VIZAGAPATAM, ¥y
8rd October 1887, (Signed) H.G. TURNE%,O e

e

PRSP

95rn Fesruary 1888, No. 159 R., PusrLic WoRKs. 19

B

SraTEMENT A.

ger traffic on the proposed line of ailway from Bezvada to

howing the passen
§raremexNt showing the P Khurada, 485 miles in length.

Income from| Income
Leéngth of passenger | from pas-
A : the line | Number of traffic at | senger
Particulars of each section. in each | passengers. | 2 pies per traffic per Remarks.
section. mile per | mile per
» head. week.
MILES. RS. i
Bezvhda to Ellore .. i 373 | (a) 68,739 747 14-36 | (a) These figures represent the actuals
; for 9 months and 12 days in
1886-87 furnished by the Govern-
ment Engmaer' in charge of the
canal, and the estimated traffic for
094 2 months and 19 days.

Fllore to Chettipotta weir 40} | (o) 88,789 1066 17-76 | gy ( These figures ropresent the traffic

Chettipetta weir to Vijeswaram 2 (¢) 102,361 ’ 20:50 | () {)or lgS&;‘BG and a.r?iuflusmiahed

Goddvari river . .. T ; o e e y the uperinten ing Engi-

Dowlaishweram to Cocanada. . 32 | (d) 64,391 670 1288 | ¢ noer in charge of these canals.

Cocanada to Anaképalle 80§ . 1178 .

Anaképalle to Vizagapatam .. 20 (e) 113,244 , 2265 | (¢) Represents cart-borne passengers

f Bugak i - erumerated in 1874-75.

Vizagapatam to imlipatam .. 3% .. = "

Biml?pztu.mvto P‘rvaﬁl;:r . 66 (f)5676,561 6,006 | 11550 |(f) Thesefiguresaretaken from returns
maintained by tabulators employ-
ed in 1884-85 by Government in
connection with the Vizagapatam-
B.axpnr Railway project. They
include all foot passengers.

Vizianagrum to Rambha 168 . 1875 . :

Rambha to Khurada 593 | (g) 180,000 y 36:06 | (g) These figures are taken by the
Superintending Engineer in
1863-64 (vide G.O., 20th Dec.
1864, No.'3642), and represent
boat passengexs by Chilka lake.

e

he Superintending En ineer’s figure 17,894 passengers are added on of e

o 'I;%tth J lmopl 885 and fgom %th to 31st March 1886, d;:&pg which the canal was elose&.hm" : é Pﬂl

(¢) To the Superintending Engineer’s figure 7,874 are added on uccount of traffic from 15th to 31st March 1886 and
1t to 15th April 1885, . :

(d) To the Sugerintending Engineer's
during which the canal was close

.

ggm 4,127 are added o8 acconnt of traffc from 3let April to 15th May 1885,

STATEMENT B, e
traffic on the pl'OPO“d line of railway from Bezvéda to Khurada

+ showing the ds )
STATEMEN g the goo 455 miles in length. .
I‘englth . Goods i
- the line in
Particulars of each gection. ine e;:h tons. . Remarks.
gection.
MILES. 4 BS. R ¢ :
Beavida to Ellore .. & 37} 85,321 * 3,006 | 6836 |*8See .euﬁkq in column 6 of state-
ment A. N
i it 4 100,805 | (@) 4,200 8076 | () To the Superintending Engi s
Ellore to Chettipetta weir 0% s ( AL 2opmntm’293 e mﬂ:ﬁ?‘ﬂd -
55 " abcount of traffic from lst April
Ohetti i “ 6 122,920 (%) 5,121 9848 | 8!
Chettipetta to Vijeswaram ; D s e added on
o unt of traffic from 1st to 15th
mﬂﬁﬁ and from 15th to 31st
ch 1886, during which the
Godhvari ri 5 ‘ : oy B
odav vor .. « .s s o gy . ‘ SRR e i+
Dowlnishweram to Cocanada.. 32 134,882 (e) ‘,520 108:07 | (¢) To the Superintending Eh‘ﬁ:ﬂ 8
o arh vegts GRS B o8 8,646 tons ave added on
Anaképalle to Vizagapatam .. 20 74,285 3,003 5948 account of traffic from 21st April
Viza, jam to Bimlipatam .. 20 Sl ok % to 15th May 1885, during which
Bimlipatam fo Pérvatipur .. 66 67,018 | (d) 2,829 54-40. the canal was closed. =iy
B agran to Rambba, + vof MR iian i e gy % s Sl o
Rambha to Khurada g0y | 1moj000 | €583 |osg1s | il g 5

p e

1, Bosidos theso goods, 300,458 miscellancous articles, such as gunay-bags, cocoanuts, bamboos 4
- wore taken along this line. 4 s
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: Srarement C.

~ Apstract statement showing the estimated income from coaching and goods traffic on the proposed
line of railway from Bezvéida to Khurada with a branch from Vizianagrum to Pérvatipur,
v ; Ner rno A- ot
Troous ran s maon | 1 R i B in
FIFTHS OF GROSS REVENUR.

Particulars of each |
section.

of the line in each
pies
per

gection.

3

o

2]

per mile

ton.

Number of passengers.

i
g
3

Goods at 8

Goods in tons.

! ; RS. RS. RS.
Bezvéda to Ellore. 37% | 68,739 86,321 14°36 | 68:36 | 82°72
Ellore to Chetti-
~ petta weir .. | 40% | 88,789 100,805 17:76 | 8076 | 98:562

~ Chettipetta to Vij
waram .« | 6 1102,361 122,920 20-50 | 9848 [118:98
GodAvari river ., b s o s s o
Dowlaishweram to ; : :
Cocanada 32 | 64,301 134,882 | 12:88 (10807 (120°95

80% | .. 5 9 . o

20 | 113,244 | 74,235 1,178 22-65 | 59-48 | 82°13

Bimlipatam to Pr- o
b 66 | 576,561 | 67,918 g,gpg 8,836 {11550 | 54°40 (169-90 47

168 .

‘e R .e . LR ye it it

59} | 180,000 {110,000 | 1 gy 6,458 | 36:06 | 88:13 12419 397 | 344

igned H. G. TURNER
(Signed) Collec’stor.

e

.

Kistna District.

Bezvéda to Ellore ...

Ellore to Vijeswaram |
Godavari river ...
Dowlaishweram to Cocanad
Cocanada to Tuni

Tuni to Nakkapalli .,
Do. Yellamanchili
Do.

Do. Anaképalle

Do. Aganampudi

Do. Vizagapatam

Do. Simhachallum

Do. Sontiyam

Do Vangalapalen

Do. Lingannapeta |

Do. Vizianagrum

Do. Chipurupalle

Do. Pondur
Chicacole




A

22 25re Fesruary 1888, No. 159 R., PusLic Works,
~ g ~ “ APPENDIX C. st
SraremexT showing the number of Shrines, &e., in the Districts of Kistna, God4vari, Vi
: and Ganjam and the number of Pilgrims visiting them. o ulg&putam
85 Name g:ir t?e&fce‘stival, The énte or dategi:nh;vl}fch each festival ngi,?t%?f Remaiba.
. 1. Bandar town fos- | 15th full moon in the month of | 5,000 These ﬂgm:es are
i Mtx;al. . Chittri, 5 00t taken g m thz
. Mohorum i » proceedings o
3. Sivaratri (Peda- | 14th and 15th decreasing moon of 8,000 | the Madras Gov-
kullapalli) M £ ernment, Public
4. Sriilnkalam festi- Fﬁllagnoon in the month of Vysa- 3,000 dDetpt&l‘fin;::}xlﬂi,I
val. um, ate ov-
5. Vellatur festival, | From 8rd to 6th increasing moon | 5,000 ;Imbfil;m 1868,
: - of Ma h ¥ 3 0. .
6. vaa.rlﬁtn (Arava- | From %1?1? "to 14th decreasing| 8,000 i
pell). moon of Magham. "
7. Gunthr festival... gm 9th incrgeasing moon to 15th | 5,000
" g - of Chittri.
8. Yenamadala fes- | From 9th increasing moon to 15th | 4,000
tival. 3 of Chittri.
9. Mungalageri fes- | From 7tl, increasing moon to 15th | 1,500
.. tival, of Phalgunam.
10. Sivaratri (Kottapa | 14th and 15th decreasing moon of | 60,000
& Konada). Magham.
a8 [1L P‘;’;‘;ur pilgrim- Fl‘gﬁ‘lr 7th increasing moon to 15th | 2,000
; Ll | . of Vysakum.
é 12, Sivaratri (Amra- | 14th a{ld 15th decreasing moon of 2,000
vaty). | Magham. - : -
13. Festival (Cherun- 24th%)ecember of every year .| 2,000
gepuram). .
14. Festival  (Bez- | 14th and 15th decreasing moon of | 8,000
véda). agham.
15. Festival (Vallur). | Full mgon of Vysakum ... .| 5,000
16. Fest;vr)ﬂ (Jaggia- increasing moon of Asrija ... 3,000
peta). ,
17. ) 3;1'1?;9'1 (Veda- | 14th increasing moon of Vysakum. 1,000
18. Sitvai'atri gMuk' Fiv@ days’ commenoin 14th de~ 6,000 &
eswaram). | creasing moon of Magham.
10. Fostival  (Agni- | From 1ith decrensing moon of | 10,000 | .
palli). Pushyg to 7th increasing moon
: ; of Magham. : ‘
20. Festival (Wey- | From |ith decreasing moon of| 4,000
one). Pushyg, to 2nd increasing moon
: ; # Of Magham. 4’000
21. Festival (Ailur). llﬁh to 15th decreasing moon of .
e ham. .
22. Antravedi festival | In :fe ::Iy part of February ... 10,000
i (Narsdpur iy
£ | 25, Rotipali 1 50,000
3 . Kotipalli festival | 21st T\
B (Rémachandra- | Froy :
© | puram taluk). ,
i : 24. Marriageceremony| From 10t} to 15th of the increas- 5,000
: of Va:ra.ha.NL:.l;: mg. moon in the month of Chit-
: - sinhaswami.
g 95. Chendanayatra, or | The third and two following days | 9,000
g Sandalwood of the increasing moon, mON
powder  cere- | Vysakum.
§° *mony of ditto. ‘
i | 26. Mohorum feast ... | From 2nd to 12th of the increasing | 10,000
' » moon in the Persian month o

¥

A1 g 1

chowing the number of Shr

i
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APPENDIX D.
Tawrrr of rates by Canal Boats between Cocanada and Bezvéda.
: Froe From From From To From
Articles. Bezvada to | De7vada to Ellore to | poyveda to Ellc::an to | Dowlaish.
Kl Dowlaish- | Dowlaish- by N wera
ore, 4 Cocanada. | Cocanada. Yy
weram. weram. to Cocanada.
RS. A, 4 > Y
Castor seed, gram & seeds, bags 164 1b. 0 1 Pf; "sb A;; P(j Rsb Ai Iﬁ' m‘,() A4 1() Rsb A3 }(’) Rsb A1 I:,;'
Co})tgnmbsics ;’»gg,, 8 4 0 08 0 0 4 0 0 8 0 0 8 0 03 0
. . do. Y 5 0 010 0 0 5 0 010 0 010 0
'(I)‘ul).accglfl_b%ndles 190 ,, 0 2 ¢ 0% 0 07450 0 6 0 040 g 3 g
Cﬁ%qngllélgizs 164 ,, 0 2% 0 4 0 0 4 0 0 6 0 0 4 0 0 270
St ot 300 ,, 0 5 010 0 05 0 015 0 010 0 0 4 0
Skinspar bale . = i 040/ 080 0 40 012 0 08 0 0 4 0
e 089 100 0 80 1 4 0 08 0 0 8 0
sunnies per bale .. i 1 80 R 0
Piece-goods per bale ; 5 = 1 00 j g o
T'wist per bale - 5 e 5 A g (; g
e e e e S

(Signed) H. G. TURNER,
Collector.

et e

FTom AGT', ARUNDEL, Esq., Collector, Kistna District, to the Chief Secretary to
overnment, dated Mylavaram, 3rd November 1887, Extra No. 158.

I have the honor to address Goyernment on the subject of the extension of the

Bellary-Kistna State Railwa Gl (h Sl & ik i
Mastilipatds; y and the Nizam’s State Railway to the sea-port of

2. These two lines of railya connect (1) the Bellary-Kurnool country and (2
Hyderabad and the Nl_zam’s dom{nions incl(ud)ing the Singuréni coal-ﬁelds,ywith thg
canal systems of the Kistna and Godéva’ri at Bezvida.

3. Under present arrangements, the Bellary-Kistna State Railway ends on the
west bank Of_ the river Kistna just opposite Bezvdda. It is expected that this ruilway
will supply itself and portions of the Madras Railway with coal for fuel. With the
river Kistna unbridged, every ton of coal must be enhanced in price by the cost of a
double break of bulk. The Nizam’s State Railway will bring the loaded trucks to
Bezvdda. There the coal will be discharged into cargo boats, ferried across the river
and a few hundred yards down the western canal, and then loaded up-on the trucks
of the Bellary-Kistna Railway. The ost of this double break of bulk will be, T am
credibly informed, a loss of 10 per cent, of the coal itself, besides a porterage of 6 or8
annas per ton. During three full mopths of the year (March, April, May), the canals
are closed. All coal traffic must they cease, and the supplies of this fuel to all lines
concerned will be cut off. f

4. Before leaving this subject, I would note that, if the river Kistna were bridged,
the cost of one break of bulk of coal woyld be saved. The second break of bulk would
remain owing to the difference in the auge of the lines. This too could be removed
by laying a third rail on the Nizam’s [ipe to Singaréni, so that the coal trucks of the
Bellary-Kistna State Railway would Joad at the pit’s mouth and run through to their
destination in Kurnool, Bellary or elsewhere, with no break of bulk at all.

5. What is true of the increased eogt of coal traffic, owing to the barrier of the
river Kistna, is equally true of all goods brought by either of the two railways to be
forwarded by the other. The connection of the two railways by throwing a bridge
acr%ss the river Kistna will save the cost of a break of bulk for all traffic common to
both.

6. A still more weighty reason for the construction of the bridge arises from the
fact that the Bellary-Kistna State Railway is sanctioned by the Secretary of State
as a profective work against famine (seo paragraph 4, Secretary of State’s despatch,
No. 120, dated 4th October 1883, quoted in G.0., No. 425 R., dated 13th June 1887).
The delay in shipping goods across the river, always tedious and only to be done by
day, is many times multiplied during the dry months of the year when the canals are
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closed. Goods have then to be taken by cart some miles down the river and across
a mile of sand and water at a passable ford. In time of famine all difficulties would
be intensified and would greatly detract from the attainment of the special protective
object of the railway. ‘ i

7. The eventual construction of a bridge across the river Kistna has been accepted
by the Secretary of State as part of the proposed scheme of the Bellary-Kistna State
Railway. The despatch above quoted runs— : :

«g, *%* Ttis proposed to place the eastern terminus on the right bank of the Kistna,
opposite to Bezvada, in erder to bring it eventually, by means of a light bridge, into communi-
cation with the proposed southern extension of the Nizam’s State Railway, thereby obtaining
aceess to the Singaréni coal-fields.”

* * * ; #* *

« 4. T sanction the construction of thisrailway as a protective work, as proposed by your
Excelleney’s Government.” 3 . * *

8. Although the construction of a bridge has been approved by the Secretary of
State, it may be as well to mention here the only practicable alternative, namely, a
steam-ferry to convey loaded trucks bodily across the river. The cost of such a ferry,

T understand, may roughly be estimated at 12 or 13 lakhs of rupees, or about a third
of the cost of the bridge, which, I believe, may be set down at about 37 lakhs. The
cost of working the ferry, including hydraulic lifts and steam-dredgers for the river-
bed, would be very high. There is, however, another reason which must put the ferry
scheme out of discussion. The Railway, as I have already pointed out, is a protective
work against famine. With a steam-ferry, not more than two loaded trucks could be
ferried across at once. The time required for the whole process of transporting two
trucks from the rails on one side of the river to the rails on the other would be little
less than an hour. 'Working night and day for any long period is practically impossible,
but, supposing it could be done, not more than 40 trucks per day could be transported.
During time of famine, therefore, the Bellary-Kistna State Railway, built specially
as a protective work, could not, during the hot season, draw from the Goddvari ‘and
Eastern Kistna deltas more than 40 trucks of grain stuff per day for despatch into the
distressed districts. 2 ' : 5

9. My object in thus rehearsing the arguments that tell for the construction of

the bridge is to urge that the works should be undertaken at no distant date.

10. 1 pass now to the second branch of the subject, namely, the connection of

both railways with the sea. _

11. There are two ports which at once suggest themselves ; the first is Cocanada,
the second is Masulipatam. Cocanada is much superior to Masulipatam as a port,
but its distance from Bezvida is about 100 miles, while Masulipatam is only 40, and
there is, for practical purposes, the insuperable barrier of the river Goddvari which is
about four times the width of the Kistna, In the *dim and distant future,” railway
extension will probably include Ellore, Rajahmundry (with a three or four mile
bridge over the God4vari), Cocanada and Vizagapatam. For the present, however,
this scheme must remain i nubibus. CLEEL e Y

12. There remains the port of Masulipatam or Bandar, the chief town of the
district, with a population of 40,000, The silt deposits of the river Kistna have, in
the course of centuries, shoaled up the bottom for some miles out to sea, and steamers
usually anchor about seven miles out. There 18 2 bar not far frqng_‘the mouth of the
creck that leads to the landing wharf, but this is passable at all times_except during
a severe north-easterly wind in the monsoon. So far as I am able to judge, the port
of Masulipatam owes its unfavorable reputation mainly to the remembrance of the great
cyelone of 1864 and to the time taken in sailing from ship to shore. The obvious cure
for the latter evil, which, however, chiefly affects passengers, is the use of a steam t&gh
The practical utility of the port is shown by the fact that the steamers of the British
India Steam Navigation Company touch there twice a week in each direction, and that
the exports and imports for 1886-87 were Rs. 30,47,444 and Rs. 12,11,425, respec-
tively. The number of native craft ‘calling at the port in the same MW%
There were also two steamers freighting for Europe direct, - e 4 i
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18. The distance of the port of Masuli i

/ : patam from the terminus of the rail

Bezw:lédg is, as thq crow flies, nearly 40 miles. This line, however, could notrl?; :Z:;{nzf

men: edlfor a rallwqy. In the first place it would be in direct competition with a

zzzﬁ?}; ericva;xial flo(; mne1 (;.nm}llths in the year. In the second place, it would run too
and w ‘ s afhi i

sy affog}il. thus be cut off from numerous sources of traffie which a

14. The true line for the railway extension from Bezvdda to Masulipatam lies i
?h{loli{:h-easterly curve through the dglta taluk and town of Gudivédda. "%he lengtlsx 1012
i » hme would be 50 miles, or only 10 miles more than a crow-line. It would run

or the whole distance, through a richly irrigated tract, almost every acre of which s
under rice cultivation; it would tap the

Population. ) : 2 > : al;

Nidamanar .. 1.150 | Vinnakota 1.(.)1“111%?;:3 ghmt t‘own'_cl)jt‘ the t#uk and numerous
Tenner T T G e 000 important villages, which are not, and, as
Gudivida ... 4,040 | Vadlamannad, 1,100 1 have ascertained from the Superintend-

Angalur ... 1,700 | Pedana . 4400 in8 Engineer, will never be, served by a
G : navigable canal.

. 15. The termini of the two railways have been placed at Bezvdda and the exten-
sion of the lines to the sea has apparently never been brought under diseussion, This
is probably due in great part to a eurious error as to the advantages of carriage by
canal. Transport of goods by canal is much cheaper than the transport of goods by
f)alll]‘:a};' It has, therefore, been taken for granted that it is also cheaper to break
Tllllis Oof{:‘éOOdS' m Olzde? to secure the cheaper means of carriage fpr a short distance.
from’ 10 3§:§§: (115 entggly erroneous, For instance, suppose coal 1s to be transported
Gk OE’ g a GOI‘h g aréni for shipment at Masulipatam, no consigner would
alfpet can}ipm% 8 ﬁxt at' Bezvdda in order to convey his. goods the remaining 4(0)

1 1y “‘ , when he might yuyn them right through to the port by rail. The coal
would lose, as I have already pointed out, 5 per cent. in quantity besides the cost. of
porterage. So with goods landed at Masulipatam and liable to damage by wet,
leakage, breakage, or other injury in transhipment, no one consigning to Hyderabad
would tranship such goods from the gea cargo-boat to the canal boat and send them
40 miles by water in order that they might be refreighted on the railway at Bezvida.
The distance is so small that the lesg cost of water carriage is not equal to the cost and
risk of breuking bulk. With certain kinds of goods such double transhipment might
be resorted to, but always with logg of securit?r as the set-off against a trifling gain.
So much as to the general question of transport of goods between Masulipatam and
Bezvéda when the canals are open for navigation.

16. The passenger traffic, whether local or through, would all fall to the railwa.y
The ordinary single fare by boat from Bezvéda to Masulipatam or vice ver sd is T
annas. The journey takes 20 to 24 hours with the current and 30 to 40 hours up-
stream. The passengers are jammed together, experience the greatest discomfort, and
are loud in their complaints. I enclose 4 printed paper, from the secretary of a local
society, detailing the miseries of the passengers during transit. By rail the charge for
50 miles would be no more than the hoat-fare and the journey would be completed in
four or five hours at the utmost. I regret that I cannot obtain exact information as
to the present number of passengers i)y canal, All I can find out is that there must
have been more than 38,000 in the pine months ending February last. -

17. There is, however, another important consideration. The canals are open for
traffic barely nine months in the year, For three full months (March, April, May) all
traffic not by cart must be carried by rail. It happens too that these are the three
months when the grain traffic would'he most active if communications allowed. The
crops are harvested in January and garnered in that month and in February. At
present there is rush to utilise the canals before they close at the end of February,
After that time all transport must go on by carts or else be deferred till the canals
re-open.  Both these processes are disadvantageous to the former, who loses in the one
case by excess of competition, and in the other by having to raise money to pay the
Government land assessment and for other purposes till his grain can be sold. '

18. It must further be noted that, with the extension of the Nizam’s State Rail-
way to Masulipatam, much of the trade from England to Hyderabad must eventually

%
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be diverted wid Masulipatam. This may seem a startling assertion, seeing that
Hyderabad is now served by railway direct from Bombay. But the distance from
Bombay to Hyderabad by rail is 490 miles, while the distance from Masulipatam to
Hyderabad by rail will be 220 miles. The saving of cost of carriage over 270 miles
of railway cannot be over-balanced by the superiority of the port of Bombay, and must,
in the long run, determine shippers to go to Masulipatam.

19. In the same way, the extension of the Bellary-Kistna State Railway to
Masulipatam will give it a greatly increased through traffic to and from Kurnool all

the year round. . ¢
90. Tt is only a portion of the delta that is served by navigable canals, and the

roads are in a very backward condition, For 2 large portion of the delta, therefore,
the time for wheeled traffic is limited to the three months when the fields are dry and
available for the passage of vehicles. For nine months in the year the traffic of
many villages goes on by coolies or pack bullocks. For such tracts, notably in the
Gudivéda taluk, the railway would afford an outlet to the sea and to the upland
tracts. Short roads would gradually be constructed from outlying villages to act as

railway feeders.

91. The extended railway would at once ob@ain the salt*traffic from the two salt
factories north of Masulipatam, from which the Nizam’s dominions and Kurnool will be
largely supplied. Tn the hot weather, when the canals are closed, transport by pack
bullocks is resorted to. In the wet weather 'there is always risk of loss, whether the
transport be by bullock or canal boat. The railway would secuve the traffic by removing

the risk of loss.

99. Similarly, the extension of the railway will render the Singaréni coal supply
available for all ports on the coast by export from Masulipatam, As a triple line
would be laid with the gauges of both the railways, eoal would be run down for export
from the mines to Masulipatam without break of bulk. : :

93. There remains the very important reason that was given above for the con-
struction of the bridge over the Kistna. The Bellary-Kistna State Railway is a
protective work against famine, and should, therefore, be brought into communication
not only with a large grain-producing tract of country, but also with the sea, whence
supplies can at all times be poured in for despatch inland. ' st

94. T have said nothing, so far, of thq great advantage which would fall to the
district from an administrative point of view by the proposed extension. As the
Government are aware, Masulipatam 18 50 awkwardly situated that proposals have been
made for the transfer of the head-quarters of the flistriet to Bezvéda. During the short
time 1 have been here, the transfer of two public offices has been locally urged. All
this would be ended by the railway extension to Masulipatam. The town would
become easy, instead of difficult of access, suitors and witnesses could attend the courts
without trouble and with great saving of time, and official communication of every

kind would be greatly facilitated. g
25. Finally, it may be remarked that the 50 miles of railway through the delta

would probably pay a far higher percentage than any other equal section of either rail-
way. The Masulipatam Municipality and numerous interested persons are anxious that
the District Board should undertake the work. This, however, is out of the question.
It is too large and too expensive & work for a District Board to ‘attemg.t.,._. The task
could be undertaken by the Nizam’s Government to bring the Nizam’s State Railway
into rail communication with a sea-port, or it can be accepted by Government as a
natural and integral portion of the Bellary-Kistna State Railway. -

_ 96. On reviewing the project, the difficulty is to find valid reasons against. it.

T is probably the first time in the history of railway construction that it has been

arranged to stop two separate lines of ‘railway at a junction within 50 miles of a sea-
port town with 40,000 inhabitants and with a sea-borne trade of nearly half-a-million
sterling, while a fertile rice-producing country, lacking nothing so much as means of
communication, lies on the road between. SR b e St
97. 1 beg that the Government, on considering the reasons I have advanced, will -
permit a preliminary survey of the proposed line o be made during the next dry season.
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98, A map of the country concerned and petitions in favor of th
local bodies and towns are herewith enclosed. 3 pfe e

PRS-

Transferred to the Public Works Department (Railway Branch).

(Signed) H. E. STOKES,

3th November 1887. Ag. Chief Secretary

Copy of Mr. Molesworth’s note on Mr, Turner’s proposal for an East Coast of India Railway.

T have studied, with much interest, Mr. Turner’s able memorandum on a proposal for an East
Coast of India Railway, and I consider the project is well worthy of more extended consideration.
o2 The enormous population and increasing traffic of the districts through which the projected
line would pass indicate the desirability of introducing railway communication into it for the further
development of this important tract of country.

3. I have al’re.ady pointed out the necessity for connecting the Nizam’s State Railway system
and the Singaréni coal-fields with the Godévari canals, from which it will be cut off under the
present arrangements for several months in the year.

4. Tt is unnecessary, however, as a preliminary measure, before a detailed survey can be

commenced, to undertake a reconnaissance of the country between Ganjam and Cocanada in order

to ascertain whether any serious difficulties present themselves to the construction of such a railway.

5. In conne:etion with this project T am of opinion that a line of railway from Cuttack vid
Balasore ﬁmd Midnapore to Hooghly, so as to obtain access to Caleutta by the bridge over the
"ﬁ;:i gt):stazfp(l)gﬁénﬁgi}ﬁv:;h advagtage form an integral portion of the projected system of the

i (16 Should the Government of Tndia consider the project worthy of further consideration, I
co_uh émdertake th‘{ necessary reconnaissance of the doubtful points of the railway in conjunction
with Colonel C. J. Smith, the Consulting Engineer for Railways to the Government of Madras.

7th December 1887. (Pttien) Gt

From Colonel C.J. SMITH, R.E., Joint Secretary to the Government of Madras,
Public Works Department, to the Secretary to the Government of India,
Public Works Department, dated Madras, 24th December 1887, No. 966 R.

T am directed to forward, for the consideration of the Government of India, a
{nemorandum on a proposal for an Rast Coast of India Railway, together with an
index plari and a short note by Mr, Molesworth, the Consulting Engineer to the
Government of India for State Railways, whose views upon the memorandum were
recently sought during his tour in this Presidency.

9. T am to urge very strongly the expediency of permitting at an early date the
reconnaissance which Mr. Molesworth suggests as a ‘necessary preliminary step to a
further investigation of the project, a portion of which at least is essential for the full
development of traffic on the line now under construction to Bezvéda.

——————

Note by the Secretary to Qovernment, Public Works Department,

Mr. Arundel’s arguments in fayor of a bridge across the Kistna at Bezvdda are
for the most part sound, and I haye no Jdoubt that a bridge will be found necessary,
a steam ferry being merely the ad interim link between the broad and narrow gauge
railways ; but I do not agree with the yemarks in paragraph 8 of the letter, showing
that, only 40 trucks per diem could be gent across the river without a bridge. I believe
much more might be passed over.

2. Regarding the proposition to connect Masulipatam with Bezvéda by a line of
railway passing through Gudivdda, I consider that, when the system of railways
advocated by Mr. Turner is undertaken, such a line would be a very useful addition,
but T look on the proposal, as it stands at present, as &% attempt to bolster up the
moribund port of Bandar which would lead to perfectly useless expenditure. 1 think

.
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that expenditure on the Bandar port would only be justifiable if there were no othe
ports from which the produce of the delta could be shipped ; but Cocana '

gable canals, the Ellore and the Polraz canal, and will shortly have a third connecting
line #id Bantumille, of which the two last-named run through the Gudivdda taluk, while

the Masulipatam canal connects the port of Bandar with the two first. It is trueghat - ‘* ,’ S‘i\

these canals are navigable only for nine months in the year, but it must be remem
that during the other three months the delta can be traversed in almost any direction
by carts, and the ryots’ bullocks are absolutely idle, so that produce can be carted either
to Bezvéda or Masulipatam af very trifling cost. I therefore consider that 1§
communication between Bezvida and Masulipatam is not a pressing necessity;
that many other lines deserve prior consideration.

(Signed)  J. 0. HASTED, Colonel, R.E.,

28th December 1887. Chief Engineer, P.W.D.

e

From Major M. C. BRACKENBURY, R.E, Under Secretary to the Government
w of India, Public Works Department (RailWay——-Construction), to the
Secretary to the Government of Madras, Public Works Department, dated
Calcutta, 13th February 1888, No. 212 R.C. ;

I am directed to acknowledge the receipt of your letter, No. 966 R., of the
94th December 1887, submitting a memorandum on 2 proposal for the construction of
a railway which, starting from Bezvada, would run along the eastern coast of India

‘and join the projected Benares-Puri line near Khurda. :

With the memorandum is also submitted a note on the project, written by the
Consulting Engineer to the Government of India for State Railways, in which he
proposes an extension of this east coast line to Caleutta direct »id Cuttack, Balasore
and Midnapore ; Mr. Molesworth also recommends a reconnaissance of the country
between Ganjam and Cocanada, and the Madras Government asks that this may be
made.

2. In reply, I am to say that, provided the cost 1s moderate, the Government of
India has no objection to the reconnaissance between Ganjam and (locanada being
effected. It is observed from paragraph 7 of the memorandum accompanying your
lotter that & section of this tract of country, which lies between Vizagapatam and
Vizianagrum, has already been surveyed, demarcated and estimated for. :

U

Orper—dated 25th February 1888, No. 159 R., Public Works.

Comml_micated to the Consulting Engineer for Railways for consideration and

report.
(True Extract.)

C. J. SMITH, Colonel, R.E.,
Joint Secy. to Govt., P.W.D,

Railway Branch.
To the Consulting Engineer for Railways. ' e
3 Socretary to Government, Publi: Works Department.
,,  Chief Engineer for Irrigation. v

,»  Newspapers.

‘ oo, Wi
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will continue to be the port of the east coast unless a harbour is constW —
‘Vizagapatam, is directly connected with the eastern delta of the Kistna by two navi-




From Major M. C. BRACKENBUR RE,
India, Public Works Departmen:
19th March 1888, No 350 R.G.

The following, together with copy Vof
to the Secretary to the Government of

Public Works Departmenﬁ No. 212 @.{3'

i hmmment of Bombm
No. 849 R.C.

I am directed to acknowledge the rooeupt of ; m
forwarding copies of certain correspondence regardir
munication from Bezvada to Cuttack, and shtmg

* would be glad if the Government of India could

‘tmversed by this prb]ect,
0, T edxt“m
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Eilt;ellg?m;oinwéﬁx?cgl ::;zxﬂipggglafg JUndertake this survey as well. At the same time, His
glad if the Government of India could arrange to have this linle

surveyed, as it would apparent] . proein
sl a.kingl.) ently open g thickly-populated district, and be likely to prove a

2. Mr. A
r- Turner’s report alluded to has not been received by this Government.

From the Agent and Chief Engi
: : gineer, Southern Mahratta Railway Company, B
Congulting Engineer for Raﬂways, Bombay, dated 24th I*'gbruar)r: 18{5’8, §r§bgy6_,tl? the

Ih ' 4
1888, a:getéllr?a;?;:rt}t;td:}?: éi?e‘iﬁi’;ﬁ‘: Para. 12 of my Doard's letter No. 114 of 6th January
the terminus of the Bellary-Kistng State R(.';ilwzylzt %{g . égul?gvéﬁttz)cﬁfwe surveys made from

2. Mr. H. G. } :
i linehg gun(;}ry'ri‘fl;r?segrg;(l)lsz(gﬁ :)f Vizagapatam, gives the most favorable report regarding
diffioulties, while the population i Ver;azg:ss(; (’1 ;rlgelf'lz .uppeur to be no great physical engineering

Bezvg;iar.ra)e J:;;‘;:gav("lig(l) Iiﬁleg;al?dl&s will be 600 miles lon%. It is intended to Pass from
(80 miles) and 20 miles further an %’0 VEEZLIB,S}?; :[}Ille canal, then by the trunk road to Anaképalle
O g h] .

made4'bxggga{‘ﬁ;??h:zogrilﬁ;n?sg gum, fi "outaoo of 80 miley, the survars huvs already been
b S en 1,1 ny e
road to Khurda passing through Bg'ha;l;(i)rlivg‘rlatn(}:rﬁlgz?lfiam{iﬁ:.hne then follows the trunk

5. The water-way required ;
876 8t present very lozv " quired is reporteq to he small, and the rates for earth-work and masonry

6. Th : ‘ A
inhabibant:.re are 24 towns along the main line, 11 of which contain from 10,000 to 30,000

7. Mr. T .
A milre. urner reports that along one selected length of 137 miles the population is 464 per

8. I venture to suggest that tye i 1
i v two, if not three, survey parties might be employed next col
weather, so that a séction and estimate of the cost o’f the line may be available a-spsogn as P;Si(ﬁ:

Extractapara. 12 from Southern Mahrattg Railway Board’s letter No. 114 of 6th January 1888,
to their Agent in India.

Extension of Bellary- Kistna Railway to Cuttack.

12. The Board would h}m you to draw the attention of Government to the desirability,
wl_len Government have staff available, of examining the country from the terminus of this
railway at Bezvdda to Cuttack, vig Rajahmundry, Vizianagrum, Ganjam and Poree, with a view
to ascertaining whether a prolongation of ¢ Company’s system to Cuttack,—a city of 50,000
inhabitants,—and in connection with t},, Hoogly by the tidal canal, is economically feasible.
Such a line would be about 470 miles ip length, would run through British territory and districts

reasonably well populated (see margin), which .

are now entirely isolated from communication

Area, |
vl square P‘t’f’o‘;"" Population por | with the remainder of India, except by sea
. 5 “ttemile. | g vigation, along an open coast where there are
Kistna District. | 8,471 | 1,548,000 = e i ﬂ‘ng thflre Vgssels % an.y dm“ght
Goddvasi /- ,; 7,345 | 1,791,000 183 | cannof ?I‘)IP RAcl s M A0 PR 8 the
Vizagapatam ,, 17,380 | 2,485,000 . 24 ghore. I'he district suffered in the famines of
Ganjam ) 8,311 | 1,749,000 » a1y | 18656-66, in some parts severely, in others
(}; pree ,,: e 11;3 {30 359 | intensely, as well as in three previous recorded
’ S 494 famines, and protection cannot be given to the
47,497 (10,199,000 Avg}:;,‘;l‘o" Vizagapatam and Ganjam part of it, having
four millions of inhabitants, except by a line

e o) - :
running between the sea-shore and the Jeypore

hills. Besides acting as a protective fymine work, and serving as a link of communioat;
betvyoen ten millions of Brit_ish subjects, v:;fo pay sbout two faillions sterling of ;Illlgnzlx?xﬁfaxi
Indian revenues, the line might hereafter he developed into a direct railway route between
Caleutta and Madrus,—a work that 50 fap haok as the Governor-Generalship of Lord Lawrence
was regarded as ome of the arterial railway lines of India.

It would not, the Board conceive, be necessary at first to bridge the Goddvari and Kistna
rivers; a steam ferry above the dams woylg probably be sufficient to meet public wants till
traffic developed. 1t appears to the Board that the proposal they now recommend for investi~
gation is worthy of careful consideration. A railway parallel to ‘the sea-coast would; besides a

S sndcans oadiis i AR ) N(ET:
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trade in rice, the principal product of the district,

y ol ttract &

f:l:hga%ﬁ:; tﬁ:& ﬁczni? a‘;whys in demand for consumption, and probably convert at no i
distant date the Southern Mahratta Railway eystem from an nndertaEm : %n@ o‘vn%the‘

State for its dividends into a self-supporting enterprise. % S EAY .

v % N ; ',‘7
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r—dated 18th April 1888, No. 302 R., Public Works, B
icated to the Consulting Engineer in continuation of Proesedings - 5.
ary 1888.
(True Extract.)
(Signed) - C.J. SMITH, Colonel, R.E,,

Joint Secy. to Govt., P.W.D.,
L R %m | ' '.B}ﬁPch.
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Commun
No. 159 R., dated 25th Febru

To the Consulting Engineer for Railways. §
o,, e Pﬁglie Wgrks g:partm.ent,_ General Branch.
,,  Ohief Engineer for Irrigation.
To H. G. Turner, Esq.
To the Collector of Vizagapatam.
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Dated April, 18th.

Recd. Enol.

e

Order, 2 %/ 771:7/ 1585 Ao 435

@.0., 18th Apr. 1888, No. 302 R. Cliig o

APRIL.

~’Aéﬂ / ¢ / ’/
N /53 I 25 SRy (§58
/ /

Ty (g v df Railway communication from
2 4 .

b ¢ Bezvada to Cuttack

i ;; Z # Letter from the Government of India
; 7 / j ( ,/Z forwarding copies of certain correspondence
1, w {

regarding a proposed extension of —, com-
municated to the Consulting Engineer for

g 7 /ﬂ% Railways.
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