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Preface

‘A book without a Preface, now a Days, is as unfa-
shionable as a Lady to pretend to be dressed Alamode
without a Hoop, or a nice Beau, without a Snuff-box;
therefore [ am resolved to be in the fashion at any rate.’
(A. Hamilton, A New Account of the East Indies,
1744, vol. I, 111)

It is “fashionable’ today, at the outset of most serious works, that the
author comments on his reasons for undertaking the work and his
research methods. We willingly conform to this custom: all the more
s0, as there was at the beginning of this study, some thirty years ago, an
actual experience which we, in a few words, wish to relate.

During the course of several years we journeyed, walking or by
bullock cart, throughout this immense country, covering thousands of
kilometres: during the torrid heat of summer, wending along the paths
of the Himalaya, during the cool season, following the trails of
Rajasthan or treading the paths shaded by coconut palms in Kérala;
coming here to a halt at a shelter for pilgrims, there, at the ruins of a
Mughal palace serving now as a stable for buffaloes. We ardently loved
the Indian roads, and fondly preserve descriptions of these in small
exercise books. One day we gave a talk for the French unit of All India
Radio regarding the old road from Dehli to Agra, with its kos-mindr,
its caravanserais, its red mausoleums. A lengthy passage was dedicated
to the picturesque stage from Mathuri to Vindivana, and to the dances
of the villagers, at night, in the low-lying jungle alongside the Jamuna.
This broadcast was entitled: ‘The Indian Road'!

This is not the place to indulge nostalgically in one’s youth, but we
felt it appropriate to at least mention this incident which probably
determined the orientation of our research at the time of our second
sojourn in this country. We then set forth with naivety and enthusiasm
on a vast subject at the junction of several disciplines: the impact of
roads on Indian civilization. Another adventure which was to corres-
pond to a deep aspiration; for today, after more than fifteen years of
work, the ‘ways’ of India still interest us.

This ambition, however, was inordinate. After having made a
scrupulous survey of the sources, provided our files with an imposing
bibliography and filled several dossiers,' we came to realize that to

1. A portion of this work has already been published in Recherches sur les
routes de I'Inde au temps des Mogols (Etudes critigue des sources), 1968.
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clear the path into so many virgin zones was a pursuit surpassing the
possibilities of an individual synthesis and could only be the fruit of a
collective labour. We had to envisage a more modest study, limited to
the technical aspects of transport and communications in India prior to
steam locomotion.

We have intentionally chosen this somewhat vague formula; where-
as, it would perhaps have been more appropriate to have said: transport
and commumnications in India during the Mughal period, as the gréater
part of our documentation corresponds to that era. However, in this
domain there exists no clear-cut circumscription based upon chrono-
logical division. Such specification has no significance as pertains to the
development of transport techniques. Thus, bullock carts and boats did
not suddenly appear with the Muslim sovereigns; they existed well
before. In order to know their history, to determine if and to which
extent their form or their utilization had evolved, it was necessary to
search in the most distant past for pertinent written or iconographic
documents; and, as well, to employ the investigations made by
Europeans at the close of the eighteenth and beginning of the nineteenth
centuries — precious source of information which has been widely
exploited in this work. By the same token, the Mughal roads respond to
antecedent communication needs; their disposition evolved afterwards
as a result of the attraction emanating from colonial metropolises. One
could not remain unaware of the sources which record ramifications of
old, nor neglect the documents of the European companies.

It is only proper to bring together these extremely diverse facts and
accounts, that they shed light one upon the other, should one wish to go
beyond the purview of sporadic study: for each given response posed
one or several queries demanding to be taken up once more and
completed by other investigations. A sufficiently wide range of compa-
rative facts is therefore imperative in order to obtain fruitful results.

Let us add that this research into the past has been. as it were,
enriched through the daily observation of the country and the people.

It would be necessary at this point to express our gratitude to all
those who, near or distant, have participated in this work. They are
innumerable and, rather than present a list of names which would
inevitably be incomplete, we prefer to convey to them collectively our
cordial acknowledgement.® In particular, we wish to express our grati-
tude and affection to those most humble people who. in towns and
villages, always received us with that kindness, the secret of which the

people of India possess, making us feel everywhere that we were one of
their own.

‘Yatum aré, yavarum kélir' (PuRanaNiaRu, 192)

2. The line drawings illustrating this study were made by the draftsmen of the
French Institute of Pondicherry.
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Introduction

The transport revolution in India, despite the importance placed upon
roads by the Maurya and the Mughals, did not take place in the third
century 8.C. under Asoka, nor in the sixteenth century a.p. during the
reign of Ser Sah; rather, its advent was to await the mid-nineteenth
century. Previous to that time, natural agents were employed, the
energy Of man and animal on land, the motive force of wind on water;
afterwards, steam power was implemented. The pace of the transport
means had remained unchanged since remote antiquity; then, within
half a century, it was Lo increase at an unimaginable rate.

What, then, was the practical magnitude of the distances on this
subcontinent comprising some four million square kilometres, equi-
valent to the surface area of Europe (Russia excluded)? For those of an
earlier age, India was at least twenty times' — and, following season or
circumstance, perhaps thirty, forty or even one hundred times —
larger than it is today. Which means were available to overcome the
vast distances? We shall attempt to respond to this question by suc-
cessively analysing land transport and water transport, which will
enable us to evaluate the creative forces of travel and communication.

In this first volume, we shall consider the road network, then
discuss questions pertaining to the construction and organization of the
main roads. and conclude with an examination of the modes of trans-
port.

1. At the close of the previous century, McGeorge (Ways and Work, 221)
calculated that the railways had reduced the size of India by twenty times, and that
in 1894, one thus covered a distance of 400 miles in the same time in which one had
100 years earlier travelled only 20 miles.
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I
THE ROAD NETWORK






The existence of a road network necessarily implies the collaboration of
nature and man, and corresponds therefore to a geographic and human
choice. It would appear at first that the very structure of the country
inevitably determines the system of communications. Natural obstacles
compel land transit to follow the lines of least resistance, to take the
most convenient passages, and contribute to the establishment of roads
along well-defined trails. One thus understands that certain valleys
would have channelled trade at a very early stage, that certain passes
would have been frequented from an early date, that ways of passage
would have retained their importance throughout history, and that the
old routes would have been firmly entrenched in the earth. In India,
perhaps more so than elsewhere, the historian cannot fail to be struck
by the permanence of certain lines of communication that have per-
sisted over the centuries; new roads regularly follow old paths, as if
land transit had never been able to elude the determinism of geogra-
phic factors.

The Role of Nature

Would nature alone offer a sufficient understanding of that living
organism formed by the network of roads?

The subcontinent is clearly demarcated from the rest of Asia by its
high rampart of mountains, permitting of passage only at certain well-
established points. To the east, the Burmese chain, no doubt as a
consequence of the covering of dense forests, has been virtually a
barrier to passage, and contact between the east of India and the
Irdvadi basin was made by way of sea.' The prodigious Himalaya range
bordering on the Plateau of Tibet, despite its altitude, is not insuper-
able: many paths turn into the incisions made by the rivers along the
line of ridges, and these breaches indenting the mountain chain have
always served as links between the southern slopes and the highlands of
Central Asia. The western edge of the Iranian ranges, with its long
ramparts of calcareous sierras, where watering places are scarce, is
more open to general transit; its famous gates have been traversed
without cessation since most ancient times. Thus, the obstacles of the

1. Even today overland connections between India and Burma are limited: the
Arakin mountains are not traversed by any railway line (and, until 1944, no land
route existed).
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mountainous border, giving rise to the concentration of trails and paths
at propitious locations, require men to always proceed to the same
places, to folléw the ways opened by their precursors.

Within these Imits, the obstacles represented by the relief are irre-
gularly distributed. The map brings to view the vast crescent of alluvial
tracts extending from the delta of the Ganga to that of the Indus, an
ensemble of plains bearing a remarkable uniformity and offering
natural possibilities to land travel. The Peninsular Plateau, consoli-
dated very long ago and having the aged topography of regions sub-
jected to protracted subaerial erosion, being a formation of highlands
inclined from west to east in which appear large, deeply carved rivers
(Mahinadi, Godavari, Krsna, Kavérn), is also, although to a lesser
degree, favourable to the advances of men. The only obstacles are the
bare reliefs of the Ardvali Range, the fault scarps framing sunken
basins of the Narmada and the Tapti, and the steep slopes of the
Western Ghats carved into the basalts and crystalline rock; even
though they be difficult, less by reason of their altitude than the
harshness of their cliffs. The Western Ghats have only an average
altitude of 1,000 to 2,000 metres, but they rise rapidly in the form of
very steep slopes and, whether in the trap rock north of Govi (Goa), or
in the gneiss and granite of the old platform, their west side is always
precipitous and forms often a barrier, excepting those locations where
the ridge-line slopes downward and where it is dissected by passes.
These naturally dictated passages, the most important of which is the
Palakkatu (Palghat) Gap, have been persistently followed over the
ages. Nowhere else is to be encountered such an excess of slopes.
Neither the aged and worn mountains of the Aravali Range, nor even
the heterogeneous ridges of Central India present great difficulties,
because their bastions and rocky spurs are carved lengthwise and
transversely with valleys. Hence, the relief, excepting perhaps the
length of the West Coast, represents no veritable obstacles.

It would seem that the arid zone extending to the west of the
Aravali Range, with its sands that progressively cover the substratum
of ancient rock, would have been particularly unfavourable to human
interrelation. In the solitudes of the Thér, resultant of the absence or
the dearth of shallow waters, the wells are generally briny and become
increasingly deeper as one proceeds farther south-west; it is towards
these waters that the trails make their ways. Nevertheless, except in the
deep sands which form a strip to the west of Jaisalmer, almost every-
where the plants and shrubs restraining the sands, and depressions and
ponds lend themselves to the alimentation of cattle. Thus, the Thar
does not represent a hindrance to passage comparable to that of the
Sahara; all the less so, because this region was formerly less arid (hence
more accessible), as is borne witness by a hydrographic network which
only recently was obstructed by sands.
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The constraints which land communication was bound to undergo
were particularly severe in the low-lying zones furrowed by rivers, such
as the deltas of the Godivari, the Krsni, the Kavéri, and of the Indus,
with their innumerable distributaries; the plain of Orisa regularly
menaced by the inundations of the Mahénadi; the enormous Bangil
delta covered with old stanched beds, alluvial folds periodicaliy pierced
by the various arms of the Ganga or the Brahmaputra; and, finally, the
long and narrow western coast traversed by hundreds of rivers, like so
many grooves running down the Ghits, to terminate at the sea in a
series of estuaries.

But, more than the mountains, the desert or the rivers, the forest
would appear to have been a major barrier to the overland movements
of men. Prior to the intensive deforestation begun in the nineteenth
century, the forest cover in India was appreciably more extensive. This
is clearly to be understood from the ancient texts;’ and Hsiian-tsang,
who in the middle of the seventh century journeyed through the
country, repeatedly mentions in his accounts the interminable jungles
hostile to intercommunication.’ Even during the Mughal period vast
forest zones posed serious problems to the wayfarer.

To begin with, the northern border was much less penetrable than is
now the case. In East Bangal and in Asim the wooded tracts covered a
considerable surface area. At the foot of the Himilaya, the tarai
formed a continuous massif, from Handvir to the Brahmaputra, which
in places overlapped deeply into the Gangetic Plain.” The other great
hindrance to land travel, apart from the vast forests covering the
Western Ghats," was the enormous wooded zone in the highlands of

2. As shown by Legris ( La végétation de I'lnde, 349-501), the intensive exploita-
tion of forests was begun at the close of the eighteenth and beginning of the
nineteenth ceniuries, following upon the creation of large coffee and tea planta-
tions and the systematic utilization of timber. The exploitation was accelerated
after the 1857 rebellion and the construction of the railway system towards 1860 io
such an extent that presently the forests subject to forestry regulation comprise
only approx. 22 percent of India’s surface area, with however higher percentages in
places (approx. 40 per cent in Madhya Prade$, and more than 70 percent in the
district of Bastar).

3. Vide B.C. Law, Historical Geography 40-1; Srivastava, Trade and Com-
merce, 6 and n. 2.

4. Watters, On Yuan Chwang's Travels, vol. 1, 365, 372; vol. 11, 20-3, 45, 194,
198, 200, 209, 214, 224, 226, 237, 239.

5. Vide the references given by Habib in Agrarian System, 10-1, 13, 15-6.
Concerning the tarii, vide Tavernier {Travels, vol. 11, 204-T) whose testimony is
confirmed by Map X of the Bengal Atlas of Renmell (1781), as well as by the
accounts of Falconer (1825}, cited by Legris, op. cir., 346,

6. Concerning the Travancore forests, vide Tavernier, Travels, vol, 1, 194-303:
concerning the region east of Gowvi (God), Carré, Travels, vol. 1, 221-7, and Careri,
Travels, 207 sq.
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Central India. To the east of the Ardvali Range, the country was
partitioned by dense jungles. In the Vindhya and the Satpura no real
deforestation had as yet occurred. The forests spread eastwards as far
as the Kaimiir mountains which come to an end almost at the Ganga,
opposite Mirzapur. The ridges of Chota Nagpur which dominate the
eastern plain, called Jharkhand (thicket land) by the Muslims, were
impenetrable. The western border of Orisa was scarcely more favour-
able, with its jungles infested with savage animals. As regards Bastar,
at present still the most heavily wooded district in India, it was a cuirass
fending off passage.” These forests, which formerly had been places of
refuge and have preserved very old modes of life, appear today like
museums of early cultural forms. One understands, consequently, that
travel would have been precarious in these regions," and that the great
currents of civilization would have circumvented them by peripheral
routes, in particular by passing along their western fringe. This is a fact
of fundamental importance in the development of Indian civilization.

The Role of Man

But, nature alone is not responsible; men have also had a part to play.
A very direct relation exists between roads and human settlements.
Hamlets, villages, cities are not merely seeds of life, but also centres,
knots, points of convergence where the currents of land transit cul-
minate, and from which they set forth. It is possible, based upon the
recent work of archaeologists, to glimpse in broad outline the history of
these human settlements in India.

The beginnings of road development in India, as elsewhere, become
lost in the mist of time. Men probably had begun to follow the tracks of
the large migratory herbivores, taking advantage of topographical
irregularities and choosing established and well-defined landmarks.
The penetration of territory was primarily effectuated by way of the
rivers, The map of the stone-age sites’ indicates that the vestiges of
paleolithic occupation stretch along the large rivers of India. More than

7. Vide. on the forests of the Cambal country and the Mukandvird Pass at the
beginning of the eighteenth century, T. Roe, Embaxsy, 329-42; on those of the
Vindhya and Sitpurda Ranges, in 1579 and in 1630, Monserrate, Mongolicae
Legarionis, 14, and Mundy, Travels, vol. 11, 51-6; on the Bundelkhand and the
wooded margins, Babur-ndma, vol. 11, $48, and Sarkar, Hist. of Aurangzeb, vol. |,
11; on the Chota Nagpur jungles, Sarkar, Mir Jumia, 154; on the Ogisd border,
C.P.C., vol. V, 1978; Motte (1788) and Leckie (1790), in O.H.R.J., vol. 1, 1952,
app- 11, 25 and vol. [1, 1953, app. IV, 11-3; on Bastar, Walker, in M.J.L.5., vol.
XV1, 1850, 233,

8. Vide, in Asiatic Researches (vol. VI, 57-191), the travel journal of J, Bluni
who, in 1795, journeyed from Cunir to Riajamahéndravaramu.

9. Subbarao, Personality of India, 63,
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80 sites of microlithic industry have been discovered in Gujarit,
dispersed in the valleys of the Narmada, the Mahi and of the Sabar-
mati."” Excavations have revealed that these sites are generally moun-
tain spur or dune settlements” favourable to intercommunication
because they constituted the junctions of paths from which, following
the valleys, the population diffusion could proceed. Prehistoric land
crossing thus would appear to have been linked with the river valleys
which were points of reference and routes of penetration.

A coherent network begins to appear with the progressive urban-
ization of the great plains to the north of the Peninsular Plateau. As of
the third millennium, the brilliant Indus Civilization was invested with
communication routes following the river arteries to the delta. before
branching towards the Gulf of Khambhat, traversing the Kathiyavad
Peninsula.” The arrival of ‘new’ populations in the Gangetic basin,
towards 1500 p.c., is accompanied by the conquest of lands suitable for
cultivation and pasturage, at the expense of the forest. This process
seems to have been progressively continued in the direction of the
Deccan lava fields; to be followed between the fifth and third centuries
s.c. by a vigorous urban thrust, as evidenced by archaeological exca-
vations in the north-east, the Ganga Valley, the Malava and the
Mahariistra plateau."” These are the settlements, developed by succes-
sive generations, which have contributed to the establishment of land
routes advancing from the mid-basin of the Ganga towards the valleys
of the Narmada and the upper Godavari, which bifurcate thence
towards the deltas of Andhra, avoiding thus the centre of the penin-
sula. The region of the Gulf of Khambhit would appear to have been
throughout this entire period a very active centre of exchange, and it is
in such wise that Hindusthin would have participated in the prevailing
life of the Indian Ocean.

Mo activity of this order is to be observed in the Gondvana, prior to
the modern period, which would have been able to attract the great
currents of land traffic. The isolation of this region is not only con-
nected with the presence of natural obstacles, but is also to be viewed in
the context of land clearing for cultivation. The Nagpur plain would
have been able to play a much less lack-lustre role, had man so decided.

In a word, it appears that a cementation of the diverse regions of
India had taken place during the protohistoric period, and that this
process had neared completion at the dawn of historic times, when the
Maurya founded the first Indian empire. The trails linking their pro-
vincial metropolises spread perhaps in numerous ramifications; they

10, Ibid., fig. 18, p. T0.

1L, Ibid., T1.

12. Alichin, Birth of Indian Civilisation. 127-9.

13. *Vheeler. Early India, 118-9; Allchin, op. e, 215-20,
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constituted, nonetheless, the clearly defined axes of land transit, a
veritable network which has served throughout the centuries as a model
for all the great sovereigns down to Aurangzeb."

It is according to this scheme that we shall undertake the regional
analysis of communication routes. For the convenience of exposition
and to better follow the destiny of the various routes, we shall dis-
tinguish several large zones of communication: the Himalayan border,
the North-West, the Gangetic Plain and the eastern margins, the
country situated between the Ganga and the Guif of Khambhit, the
transversal band connecting the Tapti and the deltas of Andhra, the

South of the peninsula, and finally, the Gondvana.

14. Vide the maps of the ancient road links which we have collected in our
Recherches sur les routes de [lnde, pls. 1-X.



2. The Himalayan Border

We shall begin our study with the mountainous border. The Himilaya,
‘abode of snow’, has forever awakened in man an extraordinary fasci-
nation by dint of its august chain of fold mountain ranges with their
formidable passes, its summits which are the loftiest on earth, the
isolated valleys which have served as refuge for people of the lowlands;
and, finally, through its mystery.

Indian literature extols the Himalayan peaks, where dwell the gods,
and their sacred waters fecundating the plains. Mount Kailasa, Lake
Mansarovar, Amarnith, Badrindth, Pasupatinath have attracted since
time beyond memory innumerable pilgrims; a religious peregrination
which throughout the course of history has furthered the contacts
between India, Central Asia and China.'

The Gates of the Western Himalaya

The passes of the Hindakus, the Pamir and of the Karikoram ranges to
the west of the chain, have been traversed from a very early date. It was
by way of these passages that Indian Buddhism penetrated China.’

1. The history of the Himélayan trails is not well known. Those having tra-
velled along them throughout the centuries have not transmitted accounts, with the
exception of a few Chinese pilgrims during the period between 400 and 700 a.p.
Only Kadmir, and to a lesser degree Nepal, have preserved to an extent the
memory of their past. Certain European travellers, such as Bernier, Tavernier,
Marshall, who attempted to procure information regarding the routes followed by
trade caravans, obmined, however, but summary information. The missionaries,
Jesuit and Capuchin, who dared to venture across the mountain folds (more, it is
true, out of evangelic fervour than curiosity), have sometimes described their
experiences. The documents they have left enable that the major passages taken in
the seventeenth and eighteenth centuries be re-discovered. Excepting the North-
West, where the trails of the Hindiiku$ and the Pimir led to Turkestin, the routes
between Asam and Kadmir all emerge at the great West-East axis of the Indus
- Tsan-po furrow. The old maps of the Himalaya have been reproduced by Sven
Hedin in Sowuthern Tibet, vols. [-1l. European geographers entertained rather
vague notions concerning its relief. With Mount Imaus or Taurus or Caucasus they
designated a chain of mountains extending from west to east and crossing all of
Asia to include the true Taurus, Elburz and Himilaya. Even at the close of the
eighteenth century, Orme (Hist. Fragments, 457) still thought that the Himilaya
was & continuation of the greal Caucasus.

2. The rugged trails of the Western Himalaya thus have ensured the trans-
mussion of one of the loftiest speculations of the human spirit. A fact that ridicules
the simplistic explications of geographic determinism, for it is precisely in this zone
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From the oases of Turkestin’ various routes led to India. The pilgrims
having come from the Oxus Valley pressed their way through the
defiles of the Hindakus; a massif nevertheless of such height that ‘even
the birds in their migrations cannot continue their flight and have to
descend and walk',* and of such breadth that a twelve-day foot march is
required to reach the farther end of its deep gorges. The travellers
debouched into Bamiyin, whence advancing through the Ghorband
Valley they joined the main trunk road. Another itinerary, shorter,
followed the Taghdumbdas Pamir and crossing the Kilik Pass continued
on through Hunza and Gilgit to reach the Indus Valley. The most direct
route, however, passed through the Karikoram, Leh, Zoji-La and the
Vale of Kasmir."

It is quite likely that these monks and pilgrims were accompanied by
merchants. In any case, after Kabul had become, in the eighth century,
the Afghin metropolis, the western gaps channelled commercial traffic
originating in Turkestan. At the time of Babur, the Hindikus was criss-

that the mountainous obstacle is the greatest; a fact which furthermore demon-
strates that few physical barriers are able to resist human will, when the fulfilment
of a fundamental need is implicated.

3. The hydrographic conditions at the western extremity of the Gobi Desert
during the first centuries of the Christian era differed appreciably from those of
today, and in Chinese Turkestan the oases bordering the rivers supported irmgated
cultures enabling the development of flourishing towns which became also centres
of Buddhism. Regularly visited by pilgrims, these have since been buried beneath
the sands (vide the reports of the Stein Aurel excavations. in particular Anciens
Khotwan, Detailed Report of Archeological Explorations in Chinese Turkestan, 2
vols, 1907; Ruins of Desert Cathay, Personal Narrative of Explorations in Central
Asia and Westernmaost China, 2 vols., 1912),

4. As said Hsilan-tsang (Watters, On Yuan Chwang's Travels, vol. [1. 267).

5. During the fourth century, Chinese monks, about whom little is known,
journeyed to India to acquire and take back with them scriptural manuseripts. In
the year 400, the pilgrims began to make their way in greater number not only to
Central Asia, but into India itself; amongst whom Hui-jui (355-409) might be
mentioned, as well as Pao-yun, who went as far as Purusapura (Pedavar), and Fa-
yung who, in 420, followed the KaSmir route where it would appear that many of
his morks remained for a lengthy period of time. From this first generation of
pilgrims, the only account to have survived intact is that by Fa-hsien, who arrived in
Uddiyina by way of Khotan, Kasgar and Dardistan. Then, in the sixth century the
movement of Chinese pilgrims in India seems to have slackened; but, under the
Tang an exceptional traveller, Hsilan-tsang, took the trail from Bactra and
debouched via Bimiyin into Kapita, Gandhira and the Indus basin. From the
ninth century onwards the process of decay of the T ang dynasty entailed that of
Buddhism, and to the extent to which Chinese colonization collapsed., the routes of
Central Asia closed to the Chinese: that was the end of the pilgrimages. It should
also be noted, that in the seventh century a certain number of monks followed the
route from Tibet, but it was soon closed for political reasons (vide Demiéville, ‘Les
sources chinoises’, in L'/nde classique, vol. 11, 399-409),
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crossed by caravans during the fair-weather season. The conqueror
gives in his memoirs a list of the seven large passes linking the capital
city with Balkh. Qundiz and to Badakhsan. and by way of which
traders of Central Asia ventured to supply the Kabul bazar."

Farther to the east, the Pamir and Karakoram passes have remained
the northern gates of Kasmir; however, only scant information is
available concerning them,

The route which led from Lake Volur to Astor, or via Gurez to
Skirda on the Indus, mentioned by Wu-k'ung in 759, was regularly
taken by the Dard traders prior to the construction of the Gilgit road by
the English.” Until 1638, according to Bernier," the caravans which
travelled each year from Kasmir to Kasgar followed this course, and
from Skardi continued on to Yarkand by way of the Baltoro glacier.”

The easiest way to Ladakh (and farther onwards in the direction of
China or Tibet) crossed the Zoji-La Pass, at 3,400 metres the least high
of the western Great Himalaya, proceeded through the Dras Valley
and, bifurcating at Kargil, arrived at Leh." This is the route followed
by Désidéri in 1715, when he journeyed from Srinagar to Lha-sa." At
Leh, various routes converged: to the south-east, that traversing the
Tsan-po Valley; to the east, that arriving from Rudok by way of which
the Mongol Sopko tribe advanced in 1686-87 to invade Ladakh:" to the
north-west, the Biltistin route which ran alongside the Indus"” and
enabled the Muslims of *Ali Ser to conquer the country in 1600. But,
the most important has always been the northern route which crossed

i, These are, from east 1o west, the Khavik, Tal, Pirandi. Bij-gih, Valiiin,
Cahir-dir and Sibar-1@ passes ( Babur-ndma, vol. I, 202, 204-5 and n. 4; A'fn, vol.
11, 405). In 1603, Bento de Goes, en route to Kisgar, passed through Parvan and
Bij-gih (Wessels, Early Jesutt Travellers, 16-24), Vide the detailed and lively
description of the Hindikus passes given by Foucher in La vieille route (vol. 1, 17-
28, and map, fig. 6), as well as Holdich's sketch (Gares of India, f.p. 500).

/. He crossed the Dudakhut (Dugdhaghiita) Pass, approx. 13 km east of the
Rizdiangan pass, waversed today by the 'Gilgir Transport Road', which was
constructed by British engineers (Stein, Memoir, 19, 89-90).

K. Bernier, Travels, 425-7. It was in 1638 that Sahjahin sent an expedition, led
by *Ali Mardan Khin, in the direction of Tibet; it miscammed. The sovercign of
Tibet, however, so as preclude any further surprise, forbid sccess to his territory by
way of Kasmir.

9, This itinerary has been long since abandoned, the passage having been
obstructed by glacial drift.

10. Several invaders have crossed this pass, amongst whom Mirzi Mubhammad
Hamdar in 1532 (vide Stein, Memuoir, 92-3). This passage was developed in 1834
following the conguest of the country by Zoriavar Singh, who systematically
comstructed bridges over the nivers (Cunningham, Laddk, 148-50).

11. Wessels, Early Jesuit Travellers, 210-22, 225-69.

12. Cunningham, Laddk, 1579,

13, During the summer risings of river-levels resultant of snow melt, travellers
coming from Skirdi preferred to follow the Syok Valley as far as Corbad, whence



14 Land Transport

the Karikoram Pass and led 1o Yarkand and to Khotan, linking the
southern side of the massif with China."

Contact between the Kasmir basin and the Panjab was effectuated
by diverse routes which deserve a more elaborate presentation.”

The Routes from Kasmir to the Panjab

These are much better known than the other Himélayan trails, because
the Kasmiri sources abound in topographic details," and also because
the Mughal chronicles have described the ways of access to the valley,
where each year the emperors went to reside during the hot season.”

At the time of Akbar, according to Aba'l-Fazl," twenty-six differ-
ent routes led to Hindusthan, of which however only a few were
negotiable on horseback.

The natural passage to the Srinagar basin is the Jhelam Valley (Vi-
tastd), but downriver from Baramila it becomes for a stretch of 80 km a
succession of rigorous gorges which were then, as had been the case
since most ancient times, guarded by fierce populations. It is probably
for this reason that it has not played a principal role in the history of
Himalayan travel. Nevertheless, because it is the shortest route be-
tween the old Gandhira and Ka$mir, and is not of too great an altitude,
being the only passage not obstructed by winter snows, wayfarers, as

by way of the Hinu Pass they proceeded to Leh continuing along the Indus (ibid,
162-3).

14. Its course evolved in conformance with glacial movements. In 1812, ac-
cording to ‘lzzat-u'llah, the trail south of the Karikoram Pass followed the bed of
the Syok, but ice masses having accumulated in the river-bed, travellers were
obliged 1o take a more irregular passage, to the west of the former. Thomson
followed this traul in 1848 (ibid.. 160-2),

15. Among the Himilayan principalities, a special place must be accorded 1o
Kadmir, which ‘in the heart of Asia sinks like a wedge under the force of India, but
bound to India has shared her destiny’ (Lévi, Népal, t, 1, 6).

16. The indigenous sources, in particular Kalhana's Rdjatarangini, offer an
abundance of information concerning ancient Kadmir. They have been studied by
Stein in his remarkable Memoir on Maps lllustrating the Ancient Geography of
Kasmir. Nothing comparable is available pertaining to the rest of India.

17. "It is not indeed without reason that the Mogols call Kachemire the terres-
trial paradise of the Indies, or that Ecbar was so unremitting in his efforts to wrest
the sceptre from the hand of its native Princes. His son Jehanguyre became so
enamoured of this little kingdom as to make it the place of his favourite abode, and
he often declared that he would rather be deprived of every other province of his
mighty empire than lose Kachemire' (Bernier, Travels, 1891 edition, 401). Vide the
descriptions given by Jahdngir in his memoirs ( Tiazuk-+-Jahangir, in particular
vol. U, 1434, 162-3, 273-4),

I8, A'im, vol 11, 351,
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for example Hsiian-tsang and Wu-k'ung, have followed it from a very
early date." Al-Biruni was acquainted with it. The route most likely
passed through the vicinities of Abbottibad and Mansahra, whence,
across the Kunhir and the Kisanganga, it reached Mugzaffariabid, then
continued along the right bank of the Jhelam as far as Baramila, from
where, after having traversed the river, it arrived at Srinagar.™

During the Mughal period it was called the Pakli route because it
crossed the sarkdr of the same name.” It linked up with the main trunk
road at Hasan ‘Abdal to the west of Ravalpindi.” The emperors or
their agents travelled that way when the other passages were closed.™ It
did not, however, attain to a military and commercial importance until
a relatively recent period subsequent to the Afghin conquest, as of the
second half of the eighteenth century, being as it then was the most
convenient way from Kasmir to Pesavar.” At the close of the nine-
teenth century the strategic significance of Kasmir in the context of the
Anglo-Russian rivalry obliged the British to construct a road suitable
for vehicles from Ravalpindi to Srinagar, the tonga road, proceeding
past the summer station at Mari and along the left bank of the Jhelam,
which then channelled a significant part of the travel between the valley
and the Panjab.® Today, between Baramiila and Muzaffarabad, a road
runs along either side of the Jhelam, but only that on the right bank can
lay claim to any great age.™

All the other routes leading to the plain must traverse the chain of
mountains extending from the Jhelam to the Banihal Pass, forming the
southern border of the Srinagar basin.

The Tosamaidin Pass was of particular importance during the
period of the last Kasmiri kings because it linked the capital city with
their fortified town, Lohara. Hsiian-tsang probably traversed this pass
and, in any case, Mahmud of Ghazni did so when he attempted to
invade Kaémir in 1081, as did Rangjit Singh in 1814. The route deter-
mined by the Tosamaidin Pass enabled one to reach without great

19, Vide Stein, Memoir, 14-5, 18-9.

20. Ibid., 23-5.

21. A'in, vol. 1L, 351; Tizuk, vol. I, 126, 143, It included the region between
Kaémir and the Indus,

22. Jahangir followed this route in 1619 and noted in his memoirs the names of
the stages (Tuzuk, vol. 11, 123-39).

23, Tiruk, vol. 11, 143; and Rennell, Memoir (1792), 135-6.

24. Hugel records a local tradition according to which this road would really
only have been opened fo travel by the Paghdn 80 years prior to his visit (1835)
{cited by Stein, Memoir, 83, n. 2). Forster (Journey, vol. 11, 42 sq.) followed a
cross-country track from Muzaffaribéd to Pedavar, the stages of which are difficult
to identify.

25. Begun in 1880, it was compleied in 1890 and until the opening of the road
from Jammii to Srinagar via the Banihal Pass, it was Kafmir's primary access route,

26. Stein, Memoir, 83,
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difficulty Panch, the regions of the Jhelam and the Indus, and was until
the construction of the Ravalpindi carriageway the passage favoured by
traders; even though, by reason of its altitude, the pass was always
closed during the winter for a longer period than that of Pir Paijal.”

The latter, at 3,494 metres, of a lesser altitude, led to the valleys of
the two Tohi of Rajauri (Rajapuri) and of Padch (Parnotsa) and had
become very early the most frequented passage between Kasmir and
the Pafjab, being mentioned often in the Ka$miri chronicles.™ It was
probably in consideration of these natural advantages that Akbar
decided to have the imperial road connecting Lahaur and his summer
residence pass that way. It departed from the main trunk road at
Gujarat and led to Srinagar by way of Bhimbar, Rajauri, the Ratan Pir
Pass, Bahramgala, Pusiyand, Pir Pafjal, *Aliabad Sarde and Hirapur.™

To the north of Ratan Pir, a branch road led to Srinagar, making a
detour towards the west via Panch, Haji Pir (2,508 metres), Uri, and
then continued up the left bank of the Jhelam. This passage, traversing
passes of lesser altitudes, was never blocked over long periods by snow
and for this reason was very much travelled when the imperial road was
closed. ™

There were at the time of Akbar two other trails. The one led from
Rajauri to Hastivafj (near 'Alidbad Sarde) by way of the Darhal Pass
and Lake Nandan. This was the way generally taken by soldiers prior to
the construction of the imperial road.” The other trail traversed the
Tangtala Pass, some 8 kilometres to the north of Pir Pafjil, and was
inaccessible to pack animals.” The old Mughal route nevertheless had

remained the most important of Kasmir's trade routes until the close of
the nineteenth century,”

27. The old stages of passage would have been: Kirkotadranga (Drang), the
Tosamaidan Pass, Sirambara (Chimbar), Attiliki (Mandi), Parpotsa (Pisch),
({Stein, Memoir, T9-81).

28. The ancient chronicles record the following stages between the valley and
Rajauri: Surapura (Hirapur), Kramavarta, Hastivaija, Pafcaladhirimatha (Pir
Paiijal), Pusiyananida (Pusiyina), Bhairavagala (Bahrimgala), Rajapuri (Rajauri)
(ibid., 72-9).

29. Some stages of the route have been recorded by Finch (in E.T., 169): a
detailed itinerary is to be found in Cahdr Guisan (CV) and in Tieffenthaler’s
Descriptio Indiae (in Bernoulli, Description, vol. I, 86-8); vide as well Rennell,
Memoir, 134-5,

30. This itinerary is mentioned in Cahdr Guléan (CV1); Vide also Reanell,
Memaoir, 138, and Stein, Memoir, 86-7.

31. A'in.vol. 11, 332; Stein, 1.A.5.B., 1896, vol. 64, 379-80, and Memuoir, 72-4,

32. A'tn, vol. 11, 352; Stein, J.A.5.B.. 1896, vol. 64. 379, 0. 1. and Memoir, 79,
It was used by smugglers in the 19th century

33. The salt of the Pajab mines was transported over this trail; Stein ( Memoir,
75 n. 3) records thar at the time of his travels in the Pir Panjil region he
encountered daily caravans of oxen loaded with this precious commodity.
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A very rugged trail, impassable for beasts of burden, extended
farther eastwards, crossing the Sidau (formerly Siddhapatha) or the
Biidil Pass, connecting in an almost straight line Srinagar and Akhnir
and, consequently, has always been followed by Ka$miri bearers.®

The Banihal Pass,” at the extremity of the chain, grants access to
the valley of the Upper Canab and to the partitioned regions of
Himdcal Prades. As it is never entirely obstructed by winter snows, it
was by this passage that the exchanges between Kasmir and Jammi
were effectuated. Nevertheless, it appears that the importance of this
route would have increased at the time of the dissolution of the Mughal
empire, as well as during the sikh revolt in the second half of the
eighteenth century. The traders, apprehensive because of the insecurity
prevailing along the main road on the Indo-Gangetic threshold, made a
long detour proceeding along the mountainous border and traversing
the eastern passes of Kasmir.™ The caravan followed by Forster in 1783
went from Jammi to Srinagar by way of Banihdl.” Tieffenthaler™
records that there was also some traffic on the trail leading from
Kistavar to the Upper Jhelam via the Marbal Pass to the east.

During the course of the nineteenth century the road from Jamma
was neglected; between 1913 and 1915 a minister of the mahardja had a
carriageway constructed linking the two regional capitals. It is today
the only land route from India to Kasmir.

The Gaps in the Ridge-line between Kasmir and Nepal

The mountain chain extending between the basin of the Jhelam and the
Sarada is deeply carved by the high valleys of the Canib, the Satlaj and
of the Ganga, through which one passed to reach the Plateau of Tibet.

A relatively convenient trail joined Mandi and Leh. It advanced up
the Byis by way of the Kulu Valley and the Rohtang Pass, then made a
detour at Lahul proceeding along the Candra-Bhagd and traversed the
Bara-Lacd and Lacilung Passes before debouching at the Indus. These
different passes, despite their altitudes (4,000-5,000 metres) are quite
easily accessible from June to the end of October because the slopes in
that region are of an even regularity. The Jesuit, Azevedo, made his
way through them in November 1631,™ and it was by this route that a

3. Stein, Memoir, T1; Drew, Northern Barrier, 524.

35. ‘Banasild’ in the chronicles (Stein, Memair, T0-1).

36. Forster, Journey, vol. [, 190, 245-6:

37. The route which he took followed roughly the same course as that of today.

38. Bernoulli, Description, vol. |, 89; concerning ancient travel in this area,
vide Stein, Memoir, 95-6.

39. Wessels, Early Jesuit Travellers, 110-18.
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chief part of the trade between Ladakh and Hindusthin was effec-
tuated.®

The Satlaj, leaving Tibet through an imposing gorge, forms a long
incision which has naturally channelled land transit between the Indian
Plain and the furrows of the Indus and the Tsan-po. By means of this
rough trail which followed the torrent, one could join directly the Lha-
sa road to the north-east; or, by continuing up the Spiti basin, reach
Leh to the north-west.* Inscriptions found near several bridge em-
placements attest to the antiquity of travel in this part of the country. <

On the other hand, it is not simply because the Ganga and the
Jamuna have cut passages through the mountainous barrier” that men
have since an early date been wont to journey to their sources, but by
reason of their being great centres of pilgrimage. Throughout the
centuries devout Hindus from all corners of India have made their way
along the trails leading to Gangotri, Kedarnath, Badrinith, and the
path they have tread has been followed without remission ever since.

From Haridvir, ‘the door of Lord Hari’, where the Ganga flows
into the plain, the main route hewed a passage in the abrupt river
gorges to Devaprayig, Srinagar, Rudraprayag and Badrinath. From
there, by way of the Mana Pass, difficult of access and always snow-
covered, one came out into the high valley of the Satlaj and the Tibetan
side.” The Jesuits, Andrade and Azevedo, ventured to Tsaparang in
Tibet by this passage in 1624 and in 1631.%

40. Vide the itinerary given by Cunningham (Ladik, 153-6).

41. Cunningham (Ladik, 155-7) has noted the names of the major stages from
Rampur to Leh; one followed the Satlaj as far as the Vangtu bridge, then crossed
the mountain at the Tari Pass to reach the Pin River, Dankhar, the Spiti River and
the monastery at Kyi; from there a trail branched off and led to the Bari-Lica Pass
via Losar, while another traversed the Parang Pass and continued along the
Somorir and So-kar lakes.

42. Francke (Antiquities of Indian Tibet, vol. 11, 23), at the time of his journey
through the Tibetan frontier at the beginning of this century, recorded inscriptions
perhaps 1000 years old testifying to the very early use of these trails.

43. The N.W,P.G. (vol. XII, 85-98) describes the high valleys situated between
the Alakanandi and the Kili and the difficult passes leading into Tibet.

44. Concerning the pilgrimages to Gangotri, to Kedarnith and Badrinath, as
well as regarding the old Garhvil and Kumiyiim (Kumaom) routes, vide ibid., 234-
7, 556-61, 23-7, 249-51, 414-17.

45. In the same work (582-7) there is a detailed itinerary established on the
basis of information provided by explorers at the beginning of the nineteenth
century, and as well a good description of the Mina Pass.

46. Wessels, Early Jesuit Travellers, 46-63, 95-101. The precincts sacred 1o
Hindus, the high valleys of the Bhagirathi and the Alakanands attracied thus each
year during the fair-weather season a significant religious traffic. Azevedo esti-
mated that, anno 1630, approx. 80,000 pilgrims made their way 1o the kumbh-meld
al Badrindth (ibid., 97). The passes leading to Tibet seem also 1o have been
frequented by soldiers, for according to Andrade (ibid.) the raja of Srinagar in
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The Nepal Valley, Natural Link between India and Tibet

The historical knowledge of the Nepalese trails is somewhat more com-
plete.” In this country which extends over 800 kilometres from west 10
east with formidable mountains, ravines and transverse valleys, as well
as innumerable waterways flowing into a maze of narrow gorges, the
Kathmandia basin, mid-way between the plains of Hindusthan and the
Plateau of Tibet., occupies a privileged geographical position. The
southern barrier and the redoubtable lowlands of the tarai have granted
passage to the Hindu civilizing influences; while to the north several
passes, negotiable from May to September, open through colossal
bulwarks the passage from Lha-sa and China.

This route had been identified and explored since the seventh
century by Chinese pilgrims and envoys.* The Catholic missionanes
who in the seventeenth and eighteenth centuries frequently journeyed
this way have transmitted valuable information concerning its various
stages.® To travel from Patna to Kithméandil, one proceeded along the
left bank of the Gandak as far as the region of Motihari; whence the
most frequented track crossed, as does the present road. the tarai™ to

Garhvil would have invaded Tibet from three different places with his armies of
12,000 to 20,000 men.

47. 8. Lévi (Népal, vol. 1, 75-228) surveyed the diverse sources (Evuropean,
Chinese, Tibetan and indigenous documents) which are available for the study of
Nepiil and evaluated them respective of nature, implication and significance.

4B. Ibid., 150-63.

49. The information provided by missionaries, Jesuit and Capuchin has also
been studied by 5. Lévi (ibid.. 150-63), who recounts the tormented history of the
Tibetan and Nepalese missions ( 1703-68).

50. Itis the itinerary summarily recorded by the Jesuits Cabral (1632), Grucber
and d'Orville (1661) (Wessels, op. cir., 157, 192-7; Léw, op. cit., 82-7) and J.
Marshall {1668-72) (Notes, 161, 166-7). The road book from Candranagar to Lha-
sa by way of Nepél, compiled by Father Georgi in Alphabetum tibetanum (1762),
reproduced by Lévi (op. cir., 118-29), indicates a more detailed route, traversing
Sifighiyi and Mehsi. Father Marc (1758-68) mentions (ibid., 123-25) another track
which set out from Betiva. Finally, these trails have been described with great care
by Kirkpatrick, who travelled them at the time of his journey in 1793 (An Accounr
of the Kingdom of Nepaul, 10-87, 329-38).

The English envoy reports of two trails between the forested border and
Hetaurd. The first, which he followed from Maniyvard (on the left bank of the
Vigmati, where it crosses the Nepalese frontier) via Pipri. Bhagavinpur, Birah-
garhi, Jhara-jhari and Cipiyaghay (ibid.. 11-26). was irregular. unhealthy and ol
but secondary importance. Father Georgi (Lévi, op. at., 119-22) seems to have
followed this course, at least in part. The second route which, from Betivi or from
Sagauli via Garpasard and Bicchiyiakori, traversed regions less exposed to floods
and having more sparse foresis, channelled almost all commercial traffic (Kirk-
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then, beyond Hetaurd, scale the bordering chain to Cisopani garhi
before reaching the centre of the basin,” It thus followed a shorter
course than does the present road. The trail from Lha-sa, as described
by European wayfarers, followed a difficult course: menaced by land-
fall, one clung to the rocks above the chasms and had to climb to
altitudes of 4,000 to 5,000 metres, crossing the Kuti and Thang-La
Passes which were blocked during seven months of the year.® There
was, however, a less arduous passage traversing the Kirong (Kyi-roa,
“dog’s gorge’) Pass which attains to an altitude of only 3,000 metres and
was even accessible 1o horses.” The Nepalese ambassador, who made
the journey to Peking every five years to pay the requisite tribute,
returned by this passage so as to bring the ponies presented by the
Chinese emperor. It was also via this way that the Chinese troops
penetrated Nepal in 1792.

In addition to these trails, the missionaries knew of a ‘very difficult
and perilous route™ much farther to the east, which probably would
have traversed the Hapiya Pass and followed the course of the Ariin
River.

The shortest and most convenient way for the traders of Hindusthin
to reach Lhasa was that which went through Sikkim via the broad
Cumbi Valley, though it crossed unhealthy jungles infested at all
seasons with malaria. This route was taken during periods when the

patrick, op. cit., 27-46; Father Marc, in Léwi, op. cit., 123-4; Landon, Nepal, vol. 1,
170-8).

51. Between Hetaurd and Kathminda, Father Georgt (in Lévi, op. cir., 122)
appears to have ventured along a difficult and seldom travelled route vin Makviin-
pur. The usual trail, after having passed through Dhokaphedi and Bhimphedi.
climbed the steep slopes of the Cisopanigarhi Pass to then descend towards
Tambokhani, whence either via Pharping. the Vigmati River. Khokna and Paan,
or by way of Citlang, Candragin and Thinkot, it reached the capital city (Kirk-
patrick, op. cit., 47-77; Father Marc, in Lévi, op. cif., 124-5; Landon. ap. cit,. 178
81). Today, the carnageway passes to the west of Bhimphedi.

52. Fathers Grueber and d'Orville followed this trail coming from Lha-sa
(Wessels, op. cit., 192-7; Lévi, op. cir., 82-7). J. Marshall (Notes, 166-T) indicates
the same itinerary. Father Georgi, in his compilation (Lévi, op. cit., 82-7) and
Kirkpatrick (op. cit.. 315-22) have collected the names of the main stages:
Kiathmindi, Sankhu, Devapur, Sipa, Cautard, Phaltu, Listi, Khisd, Chosying and
Kuti (vide Landon, op. cit., vol. 1, 33-6). The Nepalese segment of this trail passed
somewhat northwardly of the present road.

53. Via Navikot and Rasudgarhi (the stiges have been recorded by Kirk-
patrick, op, cit., 302-8). The advantages of this route are noted by Désidén (1716-
21) and by Hari Ram, who visited the region in 1885 (Wessels. op. ct., 233).

54. Lévi, op. cit., 131; Landon. op. cit,. vol. I, 29-33. Concerning the Nepalese
itineraries of the Peking mission, vide Hodgson, Miscellaneous Essavs, vol. 11, 181-
90,

55. According to Father Marc (Lévi, op. cir., 131: Landon, ap. cir., 43).
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Nepalese trails were closed to passage,™ and was again frequented as of
1904 after the engineers of the Lha-sa expedition had constructed a
road along the same course as previously followed by the old trail. A
good part of the exchange between British India and Tibet was cffec-
tuated over this route.” Today, the old Nepal road re-assumes its
former importance. The kingdom, emerging from its secular isolation,
has permitted India to link the tardi with the Kathmandi Valley by
means of a carriageway (1956), and has allowed the Chinese to re-
establish the connection with Lha-sa. The course of the new road
differs but little from that of the old trail.™

The Eastern Passes

Between the Brahmaputra Valley and the Plateau of Tibet, the passes
of the Eastern Himalaya have channelled Mongol migrations and
Tibetan expeditions in the direction of the Indian slopes. Unfortu-
nately, an almost complete obscurity veils their history. One knows
scarcely anything antecedent to the recent past of Bhitin, which by
way of the Dvdr (or, gates), a zone of hills covered with tall grass and
forests and furrowed by numerous rivers, formed a link with India. ™

The most travelled Tibetan route passed through the west of the
country. The few European travellers who, at the beginning of the
seventeenth and close of the eighteenth centuries, ventured that way all
followed the same itinerary. They left the plain via the Baksa-Dvar,
proceeded up the valleys of the Raidak (or Vangchu) and its affluent,
the Parchu, traversed Paro and joined at Phari-jong the Cumbi Valley
route which led to Gyang-tse.™

Other than this track, direct but very rough and inaccessible to pack
animals by reason of the harshness of its gorges, there were trails along
the other river valleys serving the country towns. According to the
bhiatant merchants consulted by Pemberton in 1838, the least difficult

56. According to Fathers Georgi and Cassien (Lévi, op. cit., 43).

57. “Through the Chumbi valley as through the neck of a bottle, is poured half
of the entire trade between India and Tibet. For the trade of all other routes west
and east from Kashmir to Assam, a distance of nearly two thousand miles, totals
barely as much as that which passes along this one road’ (Bell, Tiber, 78). As
regards the other old Nepalese trails, vide the itineraries provided by Kirkpatrick
(op. cit., 286-302, 308-15, 323-7).

58. Karan and Jenkins, Himalayan Kingdoms, 107-8.

59. The Bhapdni used them in the eigteenth and nineteenth centuries to carry
out their raids in Asam and in Bangil (White, Sikkim and Bhutan, 264-84),

60. The Jesuits Cacela and Cabral were the first Europeans to enter Bhiitén, in
1626 (Wessels, op. cir., 122-56). G. Bogle’s mission traversed the country in 1774
(Markham, Mission of George Bogle); Tarner's in 1783 (S. Turner, An Account of
the Embassy). Concerning the English embassies sent to Bhiitin between 1774 and
1907, vide White, op. cir., 237-63.
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trail set out from Cirang-Dvir and, traversing the valley of the Machu
River, reached Punikha, whence it continued on to the Gyang-tse
route. Somewhat farther eastwards another trail led from the Bijni-
Dvir to Tongsa; while yet another proceeded from Debangiri to
Tasigang, whence it continued up the Manis Valley to arrive at Lha-
Sﬂ."

When Bhitan, as a result of the Chinese threat, felt obliged to
emerge from its isolation, the carriageway which was then constructed
to connect the Indian frontier and Paro followed roughly the course of
the old western trail. It was completed in 1962.%

Hierarchical Organization of the Himalayan Trails

The utilization of the various passes indenting the Himalayan chains
thus was not solely dependent upon the natural advantages which they
perhaps had been able to offer land transit, but also upon human
factors; an aspect which must be stressed.

The Himalayan principalities, isolated from the plain and self-
reliant, have jealously held watch over the accesses to their valleys.*
The sovereigns of Bhitin have never permitted foreign travellers to
take any other trail than that of the Baksi-Dvir. the most difficult, so
as to better monitor their movements.™ In Nepal a reciprocal distrust
provoked the closure of the convenient Kirong Pass and almost all
travel went over the dangerous Kuti trail ¥ The commercial signifi-
cance of the passages has varied, moreover. in contingency with
political events. The Nepil route, for example, having been open for a
time to the Chinese during the seventh century, was subsequently
closed over a long period as a result of the persistent anarchy which
prevailed in the Kathminda Valley and in Tibet. Then, towards the
middle of the sixteenth century the relations between the two countries
were resumed,” and during the Mughal period Nepal was the great
Himalayan porter. All testimonies concur regarding this point. Other
than those active passes of the Hindikus$ which channelled traffic from
Turkestan, many of the Himalayan passes were but infrequently tra-
velled. The Bhitin passage was ‘dangerous and uncertain’, according

61. Pemberton, Report on Bootan, 48-50.

62. Karan and Jenkins, Himalayan Kingdoms, 46-9,

63. In ancient Ka$mir the passes were guarded by forts called drasiga or dvdra
(gates) and the officer responsible for these posts was known by the name dvdrapari
(‘the Lord of the Gate'). During the Muslim period this role was entrusted to the
‘feudal’ chicfs, called malik (Stein, Memoir, 68-9),

t4. Pemberton, Booran, 48-9.

65. Lévi, op. cir., 131,

66. fbid., 308-9,
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to Cabral;” that from Garhvil was essentially a pilgrimage route
scarcely extending farther than the sources of the Ganga. The trails
leading to Ladakh, if one is to give credence to Bernier.” were closed
subsequent to the intervention of Sahjahan in 1638; and Marshall, like
Bernier, records that Kasmiri traders took the route from Nepil by way
of Pamna.™ which Désidéri, who met them at the Kuti Pass, confirms.™
The value of the trail from Kathmanda did not escape the judicious
Tavernier, who has left us a picturesque description.” Following the
conquest of the country by the Gorkha, at the close of the eighteenth
century, trade abandoned these Nepalese routes and other passages
between India and Tibet were sought.

In short, the Himalayan trails, blocked by snow during part of the
year and often closed for political reasons, have not played a role in the
history of Indian communication routes comparable to that of the
passages of the Irinian border.

. Wessels, ap. cir., 157.

. Bernier, Travels, 426.

. Marshall, Notes, 169,

. Wessels, op. cit., 232.

. Tavemnier, Travels, vol. 11, 204-7.
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3. The Gates of the North-West and the Indus Valley

The bare chains of the western mountainous border are riven by several
gaps which during the millennia have channelled not only the periodic
nomadic wanderings from Upper Asia in the direction of the Indian
plain, but also the migrations of different ethnic groups, as well as the
armed raids of numerous conguerors. The English expeditions under-
taken against Kibul and the notorious disaster to which they were
subjected at the Khaibar Pass have tended to obscure the memory of
the erstwhile importance of the other defiles of the ‘Frontier'.!

From the Makrdn to the 'White Mountains’ (Safed Koh)

The arid depressions and oases of Balicistin between Irin and the
Sindh plain have attracted, at least since protohistoric time, the great
currents of land traffic. Archaeological discoveries indicate that inter-
change was effectuated from an early date by means of the diverging
valleys stretching to the east of Kvaitd (Quetta), the badly drained
corridors serried between the calcerous folds of the south, and along
the coast.”

1. There is here no question of considering the Irinian and Central Asian
routes which have been deait with elsewhere and are bevond the range of the
present study. We shall scarcely go beyond an indeterminate line which. extending
from the Hinddkué to the Makrin, passes through Kibul and Qandahir. The
western boundaries of Hindusthiin have varied throughout the ages. Since the
Hephihalite invasion (at the close of the fifth century), Persia had lost all control
over the northern portion of the Afghiin massif, but had retained the southern area
represented by Balicistin; for which reason, subsequent to the defeat of the
Persian armies, the Arabs were able to take the Sindh with relative ease. Firmly
established in the Kibul region, the Grand Mughals returned the Mauryan frontier
to India. Persia always had political designs regarding Aj-Rukkdj (Qandahiir
region) and Makrin; India continued to be wary of the area to her north-west,
Kabul remained more-or-less nominally in a position subordinate to the Grand
Mughals; Qandahir frequently changed hands until 1649, after which all the
tentatives of Sahjahdn to re-take the city were doomed to failure (vide Foucher, La
vieille route, 37, 366).

2. One can indeed suppose that the protohistoric sites discovered throughout
the region, which in the past was probably favoured with & more humid climate,
were located along the ancient routes. And thus, in relation to archaeological finds,
several major axes in the south become apparent, extending along the Nl Valley
and the Muli Pass; to the north, across the Kvalta Gap and the Bolin Pass, the
Zhob and Loralai Valleys (vide Piggott, Prehistoric India, 71, 137; Allchin, Birth of
Indian Civilisation, 102, 128). Snivastava ( Trade, 28-49) has systematically noted all
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The Makrian served as a link between Sumer and the Indus basin.’
Alexander’s expedition marched along its coast returning to Persia.*
Arabian invaders followed less arduous routes between the eighth and
ninth centuries which passed to the north of the Kac Valley and Las
Bela before arriving at the towns of the delta.” Over a long period
caravans proceeded along the banks of the same incapacious mountain
streams infiltrating the rocky terrain scorched by the sun. Holdich®
estimates that the intensity of traffic through the gates of the Makran
was then much greater than that of all the passes of the Irinian border
combined. The desert has since buried the prosperous cities which once
lined its trails,

The Kirthar Range to the north forms a long, practically insuper-
able barrier, except at its northernmost extent, where the Mula gorge
leads to the plateau of Kaldt. This is one of Balicistan's earliest
frequented passages,” which probably witnessed the march of the sol-
diers commanded by Krateros, Alexander's lieutenant,” and which the
nomads and their herds have persistently taken at the time of their
annual migration to the Sindh plain.” It has since then, not experienced
such heavy traffic.

The routes leading to the oases of Kvatta and Pisin are easier to
travel through. The Brihui group of fold mountains come to an end
there, as well as the concentric arches of the Sulaimin Range through
which one can advance from the plain to the mountains’ interior, thus
facilitating communications with the Helmand basin. From this open-
ing up to the Gomal River, between calcerous and sandstone undula-
tions, the Zhob and Lordldi valleys extend to the north-east, from
where one could reach the Five-Rivers. Unfortunately, there is no

the references to ancient passages that have been made in the reporis of archaeo-
logical finds and utilized them to construct (f.p. 32) a map of the protohistoric
routes of this zone. It is, however, overly simplified.

3. These contacts are proved by the presence in Mesopotamia of indusial seals
that span the Akkadian period around 2000 o.c..

4. Arrian, Amzbasis, book V1, 21; Q. Curtius Rufus, De Rebus, book IX, 10
the sources are discussed by Holdich (Gares, 135-68). Vide also M.A. Stein, “On
Alexander’s Route into Gedrosia®, Geographical Journal, vol. CII, 1943, 193-227,

5. Elliot, History of India, vol; 1, 12-40. Vide Holdich's clarification (ap. ci.,
284-324) as well as his map of ancient and mediaeval routes in the Makran (ibid.,
f.p. 284).

6. Holdich, ibid., 167-8.

7. Since pre-historic times, according to N.G. Majumdar ( Expeditions in Sind,
153-4).

K. En route to Kalit and Alexandria in Arachosia (Qandahir) (Holdich, op.
cit.., 147-8).

9, Masson followed it at the time of his journey to Baliicistan. Vide the singes
of this route on Thomton's map, G.C.A.L, 1844, vol. L.
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record of the traffic which formerly passed through these low-lying
areas. It is most probable that the Arabs would have crossed this region
to proceed from Iréin to the Indus, but it is astonishing to ascertain that
the great geographers of that period make no mention of this."

To the north of the Gomal, the mountainous defiles gradually
appear in history with the invasions of Turkish and Afghén tribes; more
particularly, from the beginning of the eleventh century subsequent 10
the foundation in Ghazni of a strong dynasty and the rapid develop-
ment of two cities which were to assert themselves as the metropolises
of Afghanistan, Kabul and Qandahiar (to which we shall later return).

Extending to the Safed Koh, which delimit to the south the basin of
the so-called Kabul River. three principal incisions across the bordering
chains link the Afghan valleys to the Indian plain.

The most favourable to transit is that of the Gomal River, accessible
to Ghazni by way of the Sarvand Pass, and reaching the Indus in the
region of Dera Isma‘il Khan. The Toci passage, by reason of its abrupt
gorges more irregular than the former, is connected to Ghazni by the
Kotanni Pass. Finally, the channel of the Kurram, whose upper course
flows along the ‘White Mountains'. opens an access to the Kabul basin
via the Paivar kotal, the Sutur-gardan Pass and the Logar Valley.

The Main Trails during the Muslim Period

Under the Mughals, Qandahar maintained contact with Sindh and the
Panjab by way of two principal routes which diverged in the region of
Pigin, south-east of the Khojak Pass. But little is known concerning the
first, which passed through Sal (Kvatta), the Bolan Pass, Sikarpur and
met with the Indus at Sakkar-Bakkar. Humayiin, when fugitive, fol-
lowed this course in 1543;" and, during the eighteenth century it was by
this way that the caravan from Bakkar to Persia proceeded each year.”

The second route is somewhat better known, as several European
travellers who followed it in 1614 and 1641 have left accounts thereof "
It led to Derd Ghazi Khan and, from there, on to Multan via Diiki,
Catiyali and Sakhi-Sarvar, A difficult trail traversing to the south the
Zhob and Loralai valleys, having a relief confounded by escarpments
and plateaux, it was nevertheless a significant commercial route be-

10. Holdich, op. cit.. 209.

11. Tazkirat-ul-Vigi'ar, transl,” Steward, 4%-51; Tabagdr-i-Akbari, i Elliot,
History, vol, V, 215,

12. Manrnique. Travels, vol. 11, 233,

13. Steel and Crowther (Purchas, vol. 1V, 270-2) in 1614; Manrique { Travels,
vol. II, 253-9) in 1641. On his map of the region lying between Dehli and
Qandahir, Rennell ( Memair, 1792, £.p. 65) has simply reproduced the information
acquired from Steel. Vide J.P.H.5., vol. L, 165.
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tween Northern India and Persia." as well as having been a strategic
passage along an extent of which Babur journeyed, anno 1505," and
which Aurangzeb’s army followed in 1552 en route to besiege Qanda-
hiir for the second time,"

The other trails were used as passageways by armed expeditions
from Ghazni and Kabul." The famous Mahmid and his cavalry would
appear to have often passed through the defiles of the Toci;" Cangiz-
Khan (Gengis Khan) in 1219 advanced through the Gomal Valley with
his soldiers; and Timir Lang (Tamerlan) led his forces by way of the
Kurram corridor in 1398."

Babur relates in his memoirs that at the beginning of the sixteenth
century the principal routes leading into Hindusthian were, firstly the
Bangas trail which passed through the Kurram Valley and debouched
onto the Indus at Dinkot,™ and then that from the Farmiil (or Birmal)
which, by way of the Gomal or the Toci, continued on to another
ferrying point at Caupara somewhat farther southward.” These pas-
sages were, according to Burnes,” as yet active at the beginning of the
nineteenth century, in particular the Gomal route which, from Dera
Isma‘il Khéan to Ghazni and Kabul, channelled a significant part of the
traffic to Afghinistin. The inhabitants of the region also deemed the
trails setting out from Derd Ghazi Khin and from Sikérpur, ‘the two
doorways to the Khordsin',” to be of great importance.

There were, furthermore, many other passages crossing the arid
sierras of this border, activated each year by the slow-moving migration
of herds towards the Indus plain in the regulated rhythm of trans-

14. At the beginning of the seventeenth century, approx. 3,000 camels followed
this route yearly. However, as of 1614, the maritime route having been blocked at
the outbreak of the war between the Portugese and the Grand Mughals, the
volume of trade on the Qandahir trail quadrupled and cach year 12,000 to 14,000
camels set out from Lahaur in the direction of Persia (Steel and Crowther, op. cir.,
269).

15. Babur-nidma, 206, 238-9.

16. The stages given in Adab-i-' Alamgiri roughly correspond to those noted by
Crowther (vide Sarkar, Hist. of Aurangzeb, vol. [, 83-4). Raverty (Notes on
Afghanistan, 5-28) has given a detailed description of the passes and routes leading
from Multin to Qandahiir and has translated a passage from Rasid Khiin's Lard'if-
wl-Akhbdr depicting the march of Dird Sikoh in 1652, §

17. Vide H.T. Prinsep, *Note on the Passes into Hindoostan from the West and
North-West and the use made of them by different conquerors’, J A5 B, vol. X1,
part |, 1842, 552.73,

18. Elliot. History, vol. 11, 434-78; Holdich, ap. cit., 513.

19. H.T. Prinsep, op. cit., 556, 558,

20, Babur-ndma, 206, 231-2.

21. Ibid.. 206, 235-6.

22. Burnes, Caboal, 77.

23, Fhid.. T9-H0), B8,
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humance. Mohanlal, in 1836, noted at least eleven distinct itineraries
between the mid-valley of the Indus and Qandahédr.* On these scat-
tered tracks which converged amongst the cliffs of the narrow gorges,
tribes of shepherds and traders with their camel caravans constituted
the major contingent of commerce between India and Khorasan,®
Unfortunately, the history of these secondary passages eludes us almost
completely.”

Thus, from the eastern side all ‘Frontier’ routes led to the Indus
which, until the establishment of the railways, prevailed as the basic
means of longitudinal transit and transport. The river was augmented
on either side by a track that connected the riparian settlements and
was an indispensable complementary passageway. Moving upstream,
the caravans which patiently proceeded up the valley could well have
vied with the inland water transport, following the river’s meandering
before bifurcating, according to destination, either towards the moun-
tainous tracks, or the desert trails.”

The Routes of the Afghan Massif

Before considering the series of basins and gorges that succeed one
another to the north of the Safed Koh, and to which the ancient annals
have allocated a special place, it is necessary to at least adumbrate the
history of the prominent trunk roads which came there to an end.
Foucher. in his well-known monography on the “Indian Route of
Old” ,* after having constated that the former cities had often been re-
located and that the passageways had been correspondingly re-oriented,

24, Five between Derd Ghiri Khiin and Mithankot, and six others 1o the south
which left the Indus at Rojhin, Badani, Ghauspur and Sikirpur (Mohanlal, Tra-
vels, 406-11). Vide also in Thormton's G.C.A./L the list of routes recognized as the
most practical in the first half of the nineteenth century: Qandahar-Herit, Ghazni-
Derd Isma‘il Khiin, Derd Ghazi Khan-Qandahir, Ghazni-Kvatta, Sil-Kalat, Kalit-
Kotri (vol. 11, 293-338 and vol. 1, map, at the end).

25. Vide infra, 253-54.

26. Renncll’s map (Memair, 1792) contains almost no tepographical indication
concerning this entire zone. That of Thornton (ap. cit., vol. 1, at the end) notes
only the settlements along the Indus or the main trails. It was the exploratory
journeys of the nineteenth century and the investigations of British administrators
that have made known Baliicistin and the “North-West Province Frontier”. Vide
the list of routes leading from Kibul towards the south-east as miven by Raverty in
Notes on Afghanistan, 68-95,

27. Vide the detailed itineraries given by Thomton in G.C AL {vol. 11, 350-
75); Rohri-Jaisalmer, Taui-Kotri, Kotri-Sakkar, Kotri-Sahvin, Sakkar-Larkina,
Larkana-Sahvin, Sikirpur-Larkdnd, Sahvan-Karaci. Vide also “Various Routes in
Scinde from official documents from Bombay', of March 1840, £ A8 8., vol, XI1,
part [, 1843, 44-59,

4. La vieille route de 'Inde de Bactres & Tavila. Paris, 1942,



30 Land Transport

considers that the most important modifications in the urban centres of
Afghanistan had been undertaken at the time of the Muslim invasions.
Previous thereto, in the former provinces of Arachosia (region of
Qandahar), Bactria (Afghin Turkestan) and of Kapisa (Kohistin of
Kabul), the large cities were Alexandria, Balkh and Kapisi; and, it was
in their direction that the lines of communication had been oriented.
Subsequent to the conquest, other cities developed more or less imme-
diately in their proximity: Mazar-i-Sarif replaced Balkh, as Qandahar
superseded Alexandria and Kiabul supplanted Kapiéi ‘even in the
memory of historians’, whileanother city was founded, Ghazni, which
was to become for a period of two-and-one-half centuries a splendid
capital.® The consequences of these changes respective of the road
network are known.

Initially, to the south, Alexandria in Arachosia was probably lo-
cated on the right bank of the Arghandib and it is likely that, until the
seventh century, the Kapisa route had followed the river. Qandahiir,
succeeding to the old metropolis, moved to the east towards the
Tarnak, and this sub-affluent was then to channel the new route in the
direction of Ghazni and of Kabul.* During the Mughal period it passed
through Sahr-i-Safa, Kalat-i-Ghilzai and north of Ghazni divided into
two branches, one of which descended the Logar Valley," while the
other debouched to the west of Kibul, at Arghandeh, and corres-
ponded thus to the present road.® It was, as relates Tavernier,” the
easiest way in which to proceed from Isfahiin to Lihaur and was
preferred by all travellers to the desolate track leading to Derd Ghari
Khan (vide supra, 27-28).

To the north, the main artery from Bactria to India traversing the
Hindiku$, which having abandoned Kipisi in favour of Kabul, rather
than continuing on to the south-east to the portal of the Ghorband
Valley, was subsequently oriented directly southwards, thus to arrive at
the new capital, whence it proceeded directly eastwards making its way
to Jalilabad. Consequences of this displacement of the metropolis were
also felt farther to the north. Departing from Bamiyan, the route
tended to gravitate towards Kibul and to traverse the Hajigak and
Unai passes: a new itinerary which since the Muslim era was a serious
concurrent to the Ghorband passage. ™

These urban variations necessarily had repercussions on the eastern
section of this artery leading to India.

29. Foucher, ibid., 202, 47, 244.

30. Id., 202.

31. Cahdr Guitan. CIV-CV.

32. Tavemnier, Travels, vol. 11, 74; Tieffenthaler, in Bernoulli, Description, t. 1,

A4,
33. Tavemier, op. cit., vol. 11, 73,
34. Foucher, op. cit., 246,
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‘The Indian Route of Old’ (Foucher)

The valley of Kibul, granting direct access to the Parijab, divides into
two distinct parts: the one, having very irregular relief, occupies the
first terrace of the Afghan massif; the other, comparatively even, is
already on Indian terrain, extending from Jalalabad to the Indus. The
descent from this tier of elevation followed either the course of the
Pansjir which watered Kapisi, or the riad upon which the modern Kabul
was re-built (Kabul-rad). Until the eighth century, the political and
commercial centre of this region was situated at the confluence of the
Ghorband and Pansjir Rivers, and the old route from Kapisi to
Nagarahara by way of Lampaka (Laghmin) responded more satisfac-
torily to the actual needs and amenities of those times past than the
route from Kabul to Jaldlibad. To then continue on to Taksaéila or
Ravalpindi, it was thus inexpedient to traverse the Khaibar Pass lead-
ing to Pesdvar. Purusapura was only to be founded four centuries
subsequent to Alexander, and the destination was Puskaravati, then
capital of Gandhara. The Indus crossing was not made at Atak, but
somewhat farther upstream at Udabhanda or Und, traditional ferrying
point during high-water periods, fording place at times of low-water,
and utilised by Hsilan-tsang as well as by Bibur. This was the itinerary
of the successors of Alexander, then of the barbarian invaders down to
the first century of our era. The mediaeval route progressively aban-
doned these orientations. There was firstly a deviation to Purusapura,
founded at the close of the first century, and yet linked by a detour to
the old capital, Puskaravati, which yielded but gradually its importance
to its young rival, seeing that the ferry passage at Und was still in use in
the sixteenth century. Later, subsequent to the decline of Kapisi to the
avail of Kibul, as of the beginning of the eigth century when the
Khaibar Pass linked the new capital to Pe$avar, the main road no
longer left the southern bank of the river and the direct link with Atak
ultimately prevailed® (vide Fig. 111).

On the other bank of the Indus the points of reference, in particular
along the Indo-Gangetic threshold, are of far less certainty. There is no
compulsory passage as in the western mountain ranges; and, further-
more. the available information pertaining to land travel is quite
inexplicit. The ancient history of the settlements of this zone remains
for the most part unknown.® Apart from Taksasila, scarcely more than
two nodal points are to be discerned which appear to have attracted
successively the main road: Sikala and Lahaur. Sakala (or Syalkot), a

35. Ibid.. 28-53,

36. The map of sites of the protohistoric period discovered between the Indus
and the Ganga shows that the Indo-Gangetic threshold has served since early times
as a link between the two fluvial basins (vide Wheeler, Early India and Pakistan,

32), but it does not enable the determination of the courses followed by definite
trails.
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fortified town at the time of Alexander, Menander's capital (at the
beginning of the second century B.c.) and that of the Hephthalite
monarch Mihirakuta (in the sixth century A.p.), appears to have had a
brilliant history until the seventh century. Lihaur became an important
city as of the beginning of the eleventh century (vide Fig. IV).
According to Buddhist sources, the royal road to the east of
Taksasila followed the border of the Sivilak via Sakala, traversing in
this zone where plain and mountain meet at a right angle the five rivers.
yet fordable during the dry season, and then continued directly south-
wards to Mathura.” According to investigations made by the Seleucid
Greeks, there existed a branch road traversing the Jamuna to the north
of Indraprastha (Dehli), which probably passed through Hastindpura.®
At the time of Mahmiid of Ghazni, if one is to give credence to Al-
Birtini, a way also led along the mountainous border. from the foothills
of the Pir Pajal to Sarsivah on the right bank of the Jamuna;* but the
main road passed by way of Und, Lahaur. Janer, Bhadaur, Sunam,
Kaithal, Panipat and, on the other bank of the Jamuna, Merath.* The
Grand Mughals were subsequently to give it the present orientation.

The Grand Trunk Road from Kabul to Agra under the Mughals

Kabul was thus a strategic and commercial centre in contact with the
metropolises of Central and Western Asia. On the other hand, Agra
and then Dehli were the brilliant capitals of the empire. The sovereigns
of Hindusthan were concerned about the road axis uniting these points
of convergence and foresaw it at intervals with fortified posts which
have thus determined its course.

37. 1. Przyluski (*Un ancien peuple du Penjab: les Udumbara®, Journal Asig-
tique, 1. 208, janvier-mars 1926, 1-59) has noted the stages of several journeys
undertaken during the Buddhist era in the North-West of India, between Taksasila
and Mathuri, and ascertained that each time the same route wis used, as he always
found the same names: Bhadramkara, Udumbara, Aggalapura and Rohitaka,

which correspond to Syilkor, Pathinkot, Agrohd (20 km north-west of Hisir) and
Rohtak

38. Pliny, Narural History, book V1, 21,

39. This was the route from Kanauj to Kasmir (Afberuni’s India, vol, 1, 205;
vol. 11, 319; Elliot, History, vol. 1, 61-2), The stages are difficult to identify:
Sirédraha (Sarsdvah), Pinjaur (7), Dahmali (Narpur ?), Ballavar (Phillaur .,
Ladda (7). Rijagiri {Rajauri),

4}, This was the route from Kanauj to Ghazni (Alberuni’s India. vol. I, 205-6;
vol. 11, 320; Elliot. History, vol. L 62-3), The stages of this passage, between
Panipat and Lihaur, have been studied by Cunningham (C.5.R. vol. XIV, 18789,
67-8). who identified the difficult names such as Adittahaur (Bhadaur), Jajjanir
(Janer), Mandahiikir {(Mahmidpur or Lihaur), He considers thit the distances
provided by Al-Birini are generally so exact that the renowned scholiar must have
obtained his information from someone who knew the country well (vide Fig. 1V).
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At the time of Babur, it divided into at least two different branches
to arrive at the Indus: the old way of the fords (mentioned above) used
mainly during the winter months, and the southern track terminating at
Nildb (24 km south of Atak)." Babur’s successors, constructing very
considerable fortresses at Atak on the Indus and at Rhotas on the
Jhelam, obliged the route to cross the rivers at those points (vide Fig.
11). The fortress at Rhotds was constructed by Ser Sah in 1542 50 as to
control the unruly tribes of the Salt Range; the other, dominating the
narrow Atak gorge, was the will of Akbar and has continued, since
1581, to be the key to Kibul.® Thus is explained the new physiognomy
of this major route.

The stages are well-known from the accounts of wayfarers of the
period who travelled it."" The route followed approximately the course
of the present-day road from Kabul to Lihaur, except at its western
extremity where, as far as Jalalabad, it made a detour southwards to
traverse the mountainous border of the Kabul basin.* During periods
of insecurity, so as to avoid the exactions of looting tribes in the region,
it was always possible to cross the border chain by different trails. Thus,
between Dakka and Pesavar, it was practicable to continue directly
eastwards as far as Micni and then loop towards the south.* On the
other side of the Indus the route served Gujarat, Vaziribdd and
Aminabad, urban developments of the Grand Mughals.®

Departing from Lihaur. the imperial road, punctuated with kos-
mindr,” did not pass via Amrisar, but somewhat to the south by way of

41. Bdbur-nama, 206.

42, Vide Wheeler, Five Thousand Years of Pakistan, 74-3, 94-5.

43. The names of the stages, and often a description of the passage, are to be
found in Monserrate, op. cir., 116-53 (1581); Tizuk, vol. 1, 96-106 (1607); Finch, in
E.T.. 167-8 (1611); De Laet, D¢ Imperio, 55-6 (1631); Tavemier, Travels, vol. 1,
76-7 (1639-60); Tieffenthaler, Descriptio, in Bernoulli, Description. t. 1. 71-3, 113-4
mid-18th century); Cahdr Guléan, C-CIV: Rennell's map in Memaoir (1792).

44. The modern road is oriented directly castwards, following along the south-
ern bank of the Kiibul river as far as Jalalibid; the Mughal road passed by way of
Butkhiik, Khiard-Kibul, Tizin. Jagdalik, Gandamak, Nimla, Sultanpur. To the east
of Jalilabdd. as today, it connected Dakka, Landi-khina. “Ali Masjid. Jamrad,
Peddviar, Naudahra, Atak.

45. In 1832, the inhabitants of the country told Burnes that to journey from
Pesavar to Kabul, one had the choice among five different passages; from Pedavar
to Dakka he preferred to take the Micni route, which was relatively reliable. more
so than that from Khaibar (Burnes, Travels, vol. 1. 113-14; Mohanlal, Travels,
58-9).

46. Vide 1.G.. val. V, 196; vol. XIII, 535; vol. IV, 353. The principal stages
were Atak, Hasan ‘Abdil, Ravalpindi, Ravit, Rohtas, Khavisspur, Gujarat,
Vaziribdd. Aminabad and Lahaur, Concerning the imperial road linking Lahaur
and Kibul. vide the detailed description of the stages provided by Raverty in Nores
on Afghanistan, 31-48, 95-7.

47. Vide Annual Progress Report, Northern Circle, for the Year ending 3lst
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Niir-ud-din Sarie, Fatehdbid, Sultinpur and Nakodar; cities that today
have waned, for since the close of the eighteenth century they have had
to bow to the sacred city of the Sikh, which has progressively diverted
to its advantage the currents of land traffic. Then, from Phillaur via
Sarhind, Ambald, Karnil, Pinipat, it reached the capitals, Dehli and
Agri, since their inceptions prosperous cities to which the route has
thus remained steadfast *

Except for short segments, the route from Kibul to Agri has
therefore undergone but few modifications since the close of the
sixteenth century, a fact testifying to a relatively stable urban settling.
Politically and administratively a strategic axis created by the Mughals,
it has nevertheless been subject to reverses of fortune corresponding to
the decline of the central power. Before the pax britannica had restored
its previous lustre, it had been abandoned by large-scale trade during
maore than a century for the sake of secondary routes following the
Himalayan border or traversing the arid steppes of northern Rajasthin.

The Secondary Routes between the Indus and the Jamund (vide Fig. 11)

To the south of the imperial highway, the transversal routes coming
from the ferrying-points of the Indus were oriented towards the re-
gional metropolises. The trails connecting Nildb, Dinkot and Caupéira
to Lihaur joined at Bherd (on the left bank of the Jhelam), a large
market-place at the time of Bibur ® The ways from Daman (region of
Derd Ghdzi Khin and Derd lsmi‘il Kkin) converged near Multin,
which was the other centre of the alluvial plain.

This old provincial capital, by reason of its location upstream from
the Pafijnad (which collects the waters of the five nvers) between
Hindusthin, on the one side, and the passes of the Irimian border and
the Sindh plain on the other, played from an early date a key role in

and interrelation. It was connected to the main road by
different lines which doubled the rivers. ™ The former course of the

Murch, 1914, 4850,

48 Concerming the route from Lshaur 1o Dehli. vule Momserrate. op 7 . 95
108; Finch, op. cit., 156-61; De Lact, op. cir., 49-51; Steel, in Purchar, vol [V, 287.
B Tavernier, ap. at., vol. |, 7784, Manrique. Travels, vol. I, 180-4; Cahdr

rate. ap. cit., 92-8; Finch, op. et , 155-6; De Lact, op. cir., 479 Steel, op. cit., 267
Tavernier, op. cir., vol. |, 856, Marshall, Notes, 199, Cohdr Gulian, XCVII-
XCVIL, Tieffenthaler. op. o, 2067
- l:.amlﬂ-!.m-r.mmumnm,n.mudnp
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passage from Vazirabad is known, which extended along the Canab via
M‘ﬂ.hm.ﬁdﬁmﬂmmmuu
Lihaur and followed the Rivi, 10 the north-cast of Talambi, more
closely than does the present road

Various tracks stretched in the direction of the Jamund which, in
order to circumvent the desert, traversed the Satlaj in the south of the
actual district of Montgomery and by way of Abohar and Hamai led 10
Dehli. It would appear that they had been quite frequently travelled
prior to the Mughal period™ and, in any case, were used by travellers
such as Ibn Battdtah and conguerors such as Tamerlan * They regained
their importance as the empire went into dechine, subsequent 1o the
invasion of Nadir $&h, when the main road had become a target of all
agitators " Again at the beginning of the nincteenth century, according
10 Burnes.™ the caravans from the Gangetic Valley proceeded by way
of Dehli, Hamsi, coming to a halt at Bahdvalpur and at Multan, whence
they were able 1o reach Kibul or Qandahir via the ‘Frontier” trails.

On the other side of the Mughal artery a series of trails served the
markets of the Himilayan fringe. Renncll."” at the close of the eight-
centh century, noted several of them: that from Jhelam 1o Jamma ™
that from Lihaur 1o Jalandhar via Amrtsar which continued on towards
Sarhind by way of Machivird™ and into which entered the roads from

%]. Vide Rennell { Memodir (1792), 110 and map {.p. 65). who atilised Persan
documents to determine the coune of This route.

52. The stages (Makhdumpur, Talamba, Harappd, Sade Gugerd) are those of
Steel and Crowther ( Purchan, vol, 1V, 200), ol Cahdr Gulian (CVI-CVIL) and of
Tietienthaler (ap. cir., 1. 1, 119), As to the ientification of place mames, vide
JPHS vl 1. 132

53, Elliot, Hissory. vol. 111, 350.

54 Tbn Batiitah went from Multhe to Debll by way of Abohar, Ajldahin,
Hamsi, Masedibad (vide Yule, “The Geography of Ihn Batuta's Travels in Indsa’
Indian Antiguary, 1874, wol. 11, 114-7, 208-17). I 1392, Tamerian's srmy lollowed
2 route from Talambd 10 Pinipst via Bhatner and Sambnd which inlernected the
former (Eliot, Hissory, vol 111, 416-75). Hn stages have been wdentificd m part by
Sarkar (Military History of India, 42-3); vide abwo Reanell. Memoir (172), 112 and
map Lp. 65

43, Modave (Voyage, 124) sasd in 1777 that the frus tradens of Kibul followed
the desert trasd 1o reach Debll. The routes binkeng Multbn and Dehii are summaniy
represented on Renneil's map (Memesr, Lp 65), who made wie of vanou
manuscript magn (ched | T0-T)

S Bumnes, Travels, vol. 11, 41415 The traders of the upper Pafjab (from
Amgtsar in particular) journeyed by way of Jhang. Livih snd met ot Dirshan (42
hm west of Derd lumi @ Akdn ) whence . vis the Comal Valley they continaed on 1o
Crharni and Kibul (Burnes, Cabood, T7)

§7. Hie made use sbove sll of sdormation provided by W Kirkpatrick | Pobier
Forster s Tieflenthaber | Mrmose. 1113

9. Ticfienthaler, in Bernoulk, Descripoon. 1 1. 113
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Syilkot and from Kangra;* finally, the trail from Ambila to Saharan-
pur leading to the heart of the Dodb. These different segments, roughly
corresponding to one of the itineraries provided by Al-Birini," appear
to have been used to an extent by both Tamerlan and Babur.” They
have survived for the greater part in the present roads or railway lines.

In conclusion, the importance of the trails of the Himalayan border
must be emphasized. By reason of the general insecurity which pre-
vailed in the plains, they channelled during the second half of the
eighteenth century part of the traffic from the Gangetic Plain towards
the North-West and Central Asia, from Najibabad to Jamma via Lal
Dhing, Nihan, Bilaspur and, from there to Ka$mir and into Afghanis-
tin,® thereby satisfying the needs of large-scale international trade.

Thus, the longitudinal communications in this region of the North-
West seem to have been ensured above all by the waterways. The
principal meshes of the road network, oriented in a latitudinal direc-
tion, crossed the Indus and its affluents and connected — by loosely-
knit links to the south, closer-knit to the north — Persia and Central
Asia to the Sindh plain on the one side, and to the Gangetic Valley on
the other. Here the Grand Trunk road is encountered, which we shall
follow as far as the Bay of Bangal.

60. Ibid.. 112; Rennell, Memoir, 106-7.

61. The route from Kanauj to Kasmir (Alberuni's India, vol. 1, 205; vol. 11,
319; vide supra, 32).

62. Elliot, History, vol. 111, 463-77; Bdbur-nima, 454-69.
63. Tieffenthaler (in Bernoulli, Description, t. 1, B9) has given a brief list of the
stages of this route. Forster described it in detail in 1783 and particularly stressed

the significance of the commercial traffic effectuated along this passage (Journey,
vol. I, especially 190, 245-6).



4. The Ganga Valley and the Eastern Margins

a. From AGrA 1O PATNA

The Main Road

After having crossed the Indo-Gangetic threshold, the Grand Trunk
Road curved sharply southwards, avoiding the Himélayan fringe to
follow with remarkable consistency the courses of the Jamuna and the
Ganga as far as the Bay of Bangal.

It would seem, since very remote times, to have been divided into
two distinct branches which bifurcated to the north of Indraprastha (or
Dehli), each following one of the large rivers, by way of Mathurd or
Kanauj, to then again have joined at Prayaga (or llahabad).' The route
along the Ganga would appear to have been formerly the most impor-
tant, particularly after the political centre of the valley had been shifted
from Pataliputra to Kanauj. However, once Dehli had become the
capital of Hindusthin, the Jamuna route continued until the nineteenth
century to be an object of the sovereigns’ attention. The English
restored to the former its position of pre-eminence.

During the Mughal period the imperial road, leaving Agra, tra-
versed the Jamuna and followed the left bank of the river by way of
Sikohabad, Itdvi, Ghiatampur and Fatehpur to its confluence with the
Ganga at Ilahabad.*

On the other side of the Ganga it followed roughly the course of the
present road as far as Banaras.' From there, in order to reach Patna it
was possible to cross the Gangd at the Baksar ferry: this was the way
taken by Babur at the time of his Bihir campaign, and Humayiin on his

1. According to Buddhist sources, there was a road which followed the course
of the Jamund, via Mathurd and Kavsimbi, and another following the Gangé by
way of Hastinipura, Soreyya and Kinyakubja (Kanauj). Greek sources (Pliny,
Natural History, book V1, 21) specify that during the Maurya period the royal road
passed through Hastindpura and Kanyakubja (vide Srivastava, Trade, 68-72, 81).
At the time of Al-Birini (Alberuni's India, 205-6). the most important axis, joined
at Sarsivah and at Merath by the two routes from the North-West, also followed
the Gangd's course (vide suprg, 32).

2. Finch (in E.T.. 178-9) and De Laet (De Imperio, 62-3) only indicate the
major stages; Mundy ( Travels, vol. 11, 78-187) and Tavernier { Travels, vol. 1, 92-6)
go more into detail. Vide also Marshall, Notes, 160. Cahdr Gulfan, CX-CXI;
Rennell's Bengal Atlas.

3. Mundy, op. cit., 107-22; Tavernier, op. cit., 96; Marshall, op. cr., 160;
Cauhidr Guldan, CXI: Tieffenthaler, in Bernoulli, Descriprion, t. 1. 240; Rennell's
Bengal Atlas.
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return from Gaur in 1539.* But the main Mughal road, whose course in
this region had been determined by Ser Sah,* made a detour to the
south of Baniras via Mughal Sarde, Sahasram and, after having
proceeded along the Son, arrived at Patna.*

The only significant diversion since then was made to the interior of
the Dodb, resultant of the tremendous development of Kanpur in the
nineteenth century which drew the old route to the banks of the Ganga
and induced the formation of a loop between Khajuhia and Sikohabad.

Diverse secondary roads between the river and the Himalayan
border linked the provincial metropolises to the main route.

The Secondary Roads at the Close of the Eighteenth Century

The courses followed by these secondary passages in the second half of
the eighteenth century are known, due to the admirable Bengal Atlas

by Rennell and the information which has been provided by various
travellers.’

A study of the map by the aforementioned English geographer
shows a series of passageways more or less parallel to the Grand Trunk
Road, running alongside the large rivers or following the interfluves
and linked to each other at regular intervals by transversal roads
crossing the riverways.

4. Oldham, 'Routes, Old and New', Bengal Past and Present, vol. XXVII,
part 1, 1924, 27.

5. The Sahasram region was his personal domain, and it was there that he was
mterred.

6. Mundy, op. cit.. 122-57; Tavernier, op. cit., 98-100; Marshall, op. cit., 160;
Rennell's Bengal Atlas. 1t is not known at which point on the Son the ferry was
located at the time of Ser Sih. Between Dihri and Barun, where the present Grand
Trunk Road crosses? Or, between Harihargafj and DiGidnagar, as indicated in the
Bengal Atlax? Or, again, between Makrain and Gathauli? Tavernier crossed at
Daidnagar, Mundy at Makrain. As there was no bridge, it is probable that the
crossing was made ot different points in conformity with the seasons or the state of
the nverbed (vide Oldham's remarks, ap. cir., 27-8).

7. Vide the map in Memoir of @ Map of Hindoostan (1792) and Rennell's
Bengal Atlas. U. Masson (Means of Transport, 42-9) has identified several itine-
raries of Rennell's Road Book: Dehli-Koil; Dehli-Almora via Merath and Murdda-
bid: Dehli-Kord via Bareli and Kanauj: Farrukhibad- Ambila via Sahfiranpur;
Baniras-Suhiicanpur. The Cahdr Gultan (C1X-CX) provides the stages of the
routes from Dehli to Koil and from Dehli to Patna via Muridibid and Baniras.
Tieffenthaler (in Bernoulli, Description, 1. I) gives the lists of several itineraries:
Barcli-Almord (143, 145); Sahjahdnpur-Dehli (146); Bareli-Sahiranpur (146);
Dehli-Haridvar (2 routes, 147); Kanauj-liivi (195); Farrukhibad-Bareli (197);
Farrukhibad-Itava (197); Farrukhabad-Dehli (198); Agra-Koil (200); Jaunpur-
Hihabad (231); Jaunpur-Ghizipur (231); Ghizipur-Gorakhpur (231); Nahibad-

Kori (2324). Vide also Law de Lauriston, Mémaire, 496-510; Hodges, Travels,
100-24; Forster, Journey, vol. 1,
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The large centres of convergence, Dehli, llahdbid, Banaras, Patna,
Lakhnaii, Faizibad, were located on the navigable rivers which were
still the essential axes of transit. Of particular importance seem to have
been the roads which, from Lakhnati or from Faizibad, flourishing
capitals of the Avadh principality, led to the riparian cities of the
Gangi and the Jamuna," as well as the route from Najibabad which, by
way of Farrukhabid, Bareli, Muridibad, led to the Himdlayan border.
This was a new route opened by the important traders to transport their
merchandise to the regions of the North-West, for the imperial road no
longer afforded the necessary security.” At the same time. the East
India Company considered the shortening of the Grand Trunk Road to
the east of Paina.

b. From PaTnA 10 THE Bay oF BARGAL

The easiest natural means to travel from Paina to Bangal followed the
course of the Gangd, because the zones extending on either side of the
river were unfavourable to transit." To the south, the plain is bordered
by the mountainous belt of the Chota Nagpur. a heavily wooded massif
sheltering populations who long resisted the central powers. To the
north, the innumerable affluents on the left bank form a labyrinth of
riverbeds, alluvial folds and marshland only surmountable with diffi-
culty. Nowhere else in the valley are the jungles of the central hills and
the Himilayan tardi so near, In the region of Rajmahal for some 60 km
between Pir Painti and Udhuanala the mountains extend almost to the
river and the Telivagarhi defile was considered to be the ‘key to
Bangal'." The main road which thus must necessarily have followed the

8. Srivastava, Shujo-ud-daulah, vol. 11, 343, .

9. Forster (Journey, vol, 1, 190, 245-6), who notes the stages, emphasizes the
important role this road played in large-scale international trade.

10, To study the eastern end of the Grand Trunk Road, there is Oldham’s
excellent article (* Routes, Old and New, From Lower Bengal *'Up the Country™ ",
part 1, *Old Highways and Byways’, Bengal Past und Presenr, vol. XXVIII, part 1,
July-Sept. 1924, 21-36; ‘Routes...”, part 11, * “The New Military Road™ and the
Grand Trunk Road’, Bengal Past and Present, vol. XXX, July-Dec. 1925, 18-34);
and, equally valuable is Foucher’s monography concerning the eastern section of
the *vieille route’.

11. *To the right of the gorge is a mountain chain, at a half-mile’s distance. On
the left. at a quarter-mile, is the riverbank. The village is surrounded on the one
side by an elevated bank, on the other by heavy forest and nearly impassable
environs.... These gorges in Bengal resemble those of the Caspian and Cilicia: for it
is by means of them that one may penetrate into Bengal. If one were to raise a wall
extending from the mountain’s summit to the riverbank, the access would be
entirely closed; a very small contingent of soldiers would suffice to bar passage to
the largest enemy army’ (Tieffenthaler, in Bernoulli, Description. t. 1, 446).
Vide also Hodges (Travels, 22-3 and £.p. 22). who gives a sketch of the Sakrigali
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right bank of the Ganga had, until the nineteenth century, always
possessed a considerable strategic value.”

The Grand Trunk Road

It is nonetheless probable, that since very ancient times tracks tra-
versed the wooded hills of the Choya Nagpur. Perhaps they were taken
by the Mawrya in order to proceed from Pétaliputra to Tamralipti.”
The Chinese traveller, I-tsing, followed them in 673." And, in any case,
it appears that there would have been a significant religious traffic in
this region. Oldham" assumes that at least two ways led to the mouths
of the Hugali River, and from there to Jagannitha-Puri: one setting
forth from Bandras or Gayd and passing through the districts of
Haziribagh and Manbhiim, while the other proceeded southwards
from Munger by way of the districts of Santhal Pargana, Birbhim and
Bankura. The Muslim sovereigns avoided this ‘thicket land’ (Jhar-
khand) and scarcely ventured there save to undertake retaliatory
expeditions or to circumvent the fortified gorges on the banks of the
Ganga." The main artery followed the great river.”

The courses of these passages varied locally in detail in relation to
the divagations of the rivers" and in correspondence with the evolution
of urban centres, which in this region was particularly turbulent.”

Pass.

12. It was there that Ser $ah was stayed as he had set forth to attack the Bangil
capital in 1536, and it was also in this area that Humayiin's army was halted two
vears later (Oldham. op. cit., part 1, 25). Vide also Saran’s remarks in Provincial
Government, 21-2,

13. Pliny, Nar. Hist., book VI, 21. Vide the course suggested by Beglar in
C.5.R., vol. VIII, 48-51.

14. ). Takakusu, ‘I-tsing’, Records of the Buddhist Region, XX1; Pandey, Hist.
Geography, 198-200,

15. Oldham, op. cit., part 1, 26.

6. Thus the Muslim sources give to understand: Bakhtiviir Khilji (1196-1223)
probably traversed the Chotd Nagpur to go to Bangil; likewise Firiiz $&h retuming
from his Orisd campaign. Min Singh. viceroy of Bangil under Akbar, at the time
of his second expedition against the rebels in Orisd ordered his troops stationed in
Rohtisgarh to take the route from Jhirkhand in the direction of Medinipur
(Midnépur). Under the reign of Sahjahdn, Saistah Khan went to subjugate the rdja
of Palami; finally, in 1659, Mir Jumlah circumvented the fortified city of Munger
by way of the mountainous zone bordering the city to the south (sources discussed
by Pandey. Hist. Geog., 203, and in particular by Oldham, op. cit., part 11, 18-9,
part 1, 25-6).

17. Vide the information we have collected and mapped in our Recherches,
plates I-VII.

18. We shall discuss this in the second volume,

19. There is no precise information regarding the communication routes of
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During the Mughal period. the imperial highway from Patna,
administrative centre which regained to an extent the former glory of
Pataliputra. to Rajmahal, short-lived Bangal capital at the close of the
sixteenth century, followed the narrow but convenient passage sug-
gested by nature, via Munger on the right bank of the Ganga.™ It
divided into two branches at the head of the delta following the two
main riverbeds: the Padma to the east, and the Bhagirathi-Hugali to
the west.

The first advanced towards the Dhika region, where the castern
capitals developed in proximity of and consecutively to one another.™
It seems that since the Hindu period (prior to the thirteenth century) a
passage had existed connecting Laksmanavati (Gaur) to Bikrampur
(south-east of Dhika), capital of the Sena kings. which crossed the
scattered network of affluents on the left bank of the Padma. Ser Sah
was reputed to have developed it in the sixteenth century so as to
establish the eastern segment of the imperial highway ending in Sonar-
giirh . Even so, when the location of Gaur, menaced by the shifting of

Bangil prior to the mid-seventeenth century. The old Portuguese, Dutch and
ltalinn maps are scarcely of use, a4 no roules are indicated. The first to have noted
the itineraries dates from 1660 and is that by Van den Broucke {published in
Frangois Valentijn, Oud en Nieuw Oost-Indien). According to this document, the
main road coming from Bihdr followed the nght bank of the river via Pajnd,
Munger, Rajmahal as far as Safi. where it divided to reach on the one hand Orisa,
and on the other. Dhiki. Blochmann (Contributions to the Geog. and Hist. of
Bengal, 13-44) has identified the stages: The road from Paina to Hugali has been
minuiely described by Marshall { Noves, 111-35), who travelled it in May, 1671; and,
it is interesting to compare this itinerary to those given by Rennell in his Bengal
Atlas. Nonetheless, the study of these documents is not easy because of the changes
resultant of the relatively recent divagations of the rivers. Some forty vears
subsequent to Rennell's ‘survey’, Buchanan already found that it was impossible to
locate many places noted by the great geographer.

20. By way of Fatiha (or Fawvi). Baikunthapur. Biith, Daryipur, Sirajgarha,
Munger, Bhigalpur, Kahalgamv, Pir Painti. Telivagarhi, Sakrigali. Rajmahal
(Marshall, Notes, 117-35).

21. Located very near to the confluence of the Dhalesbari and the Meghna.
Bikrampur (19 km south-east of Dhikil) was the seat of the Hindu kings. It was
replaced by Sonargirh (18 km east-south-cast of Dhiki) which was still a metro-
polis under Ser Sih. Finally, the latter city yiclded to Dhika. which became the
Bangil capital in 1608 and was the only of the cities to survive.

22. According to the local traditions collected by Hakim Habibur Rahmin (in
Qanungo, Sher Shah, 315-6), it linked Rajmahal and Gaur; then, passing through
the north of the Rajéihi district, Serpur-Murci, 48 km south-east of Bagura
(Bogri). Sahzadpur, Serpur-Atiyd and Dhika, it reached Sondrgam. Archacolo-
gical studies confirm these traditions: in the district of Rajsihi. at Dhanord (2.5 km
from the village of Maddripur) the remains of an ancient levee were found which
once would have been a section of the old road (A.5.R.. 1922-23, 109).
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the rivers. had been abandoned under the Grand Mughals, the route
downstream from Rajmahal scarcely deviated from the southern bank
of the Padma until reaching the large meander in course which
stretched to the east of *Azimganj, where it formed two arms which
again joined shortly before Dhaka.” The western branch followed
along the left bank of the Bhagirathi, traversing it at Agardbip to
continue to Barddhaman (Bardvan), Medinipur (Midnapur) and
Katak.™ It was the shortest way from Muréidibad (the Bangal capital in
the eighteenth century) to Orisa. However, as of the close of the
seventeenth century, the main road was subject to the allure of the
European trading companies in the lower Hugali Valley and, once the
English Company had become a political puissance, it could not resist
the attraction exercised by Kalikatd (Calcutta).”

The New Courses of the Main Road

The Grand Trunk Road remained until the mid-eighteenth century
oriented according to the fluvial network: the major axis of transit, it
was still followed by the troops of the Company.™ The decline of
Mughal power was to have significant consequences as regards its
orientation. From a political point of view. the Indian centre of gravity
was no longer Agra or Dehli. but rather Satdrd and Pune. and the
Maratha cavalrymen set out rowards Bangil across Gondvana, Bihar
and Orisa. The Company, menaced on a new front, could not remain
unaware of the strategic importance of the furrowed and wooded
plateaux of the Chota Nigpur. To facilitate its military operations.
which had considerably augmented since 1757, it sought a more direct
line of communication to the mid-plain of the Ganga. In 1763, the
Company dispatched officers to explore the region, and for the first
time a British army contingent, commanded by Major Carnac, made its
way directly from Barddhamin (Bardvan) to the Sahasram region,

33. Van den Broucke's map of 1660 shows that the eastern branch of the Grand
Trunk separated from the other at Suti. followed the southern bank of the Padma
as far as Fatehibad (Faridpur), then traversed the niver to arrive a1 Dhaka,
Tavemier (op. cir., vol. 1. 103-4) and Tieffenthaler (op- cit., 458-9) mention a road
which crossed the Padmd well upstream from Faridpur, at ‘Acerat’ or at “Toti-
pour” (7). The Bengul Atlas provides the following stages: Rajmahal, Stii. Mursi-
dabad, ‘Azimganj, whence a passage led to Dhaka following the left bank of the
river by way of Pibni. Sujanagar, Jafargaij and Hasanibad. Another served the
villages on the right bank as far as Faridpur and joined the former at Hasanabad,

24, This passage, which Van den Broucke notes as a main road, was taken in
1640 by Manrigue ( Travels, vol, 11, 116-9). The Bengal Arlas gives the stages.

25 Vide the stages of the route from Hugali to Qasimbizir in Marshall, Nores,
111-3, and in the Bengal Atlas.

26. Major Adams followed this route during his campaign of 1763, as did
Munro in October 1764 (Oldham, op. cf.. part 1. 28).
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traversing the jungles of southern Bihir. On 7 July 1781, Hastings had
the Council adopt the project of a road running directly from Kalikata
to Cuniir via Bankurd; the course of which corresponds to none of the
routes noted by Rennell.” It was named the ‘New Military Road’, and
was utilised until about 1830, then abandoned and even totally for-
gotten by the inhabitants of the region themselves.™ In 1831, under the
government of Lord'Bentinck, the present course was adopted, more
convenient by way of Barddhamin, Asansol, Sahasrim and Banaras.
The work was completed in 1838 and it continued to be the arterial
road between Bangil and Uttar Prades.”

We have herewith concluded the history of the last segment of the
imperial highway, main artery upon which all of the great sovereigns of
Hindusthan had founded their power. The dazzling development of
Kalikata and the opening of the Choja Nagpur to transit are respon-
sible for the recent and very important diversion of the Grand Trunk
Road, by which the armies of the Company advanced to the doors of
Afghanistan to impose the new British rule.

The Passageways of Bangdl and Asam

In these plains covered (and during the monsoon submerged) by a
multitude of tumultuous rivers which have often changed their courses,
leaving pseudo-branches and marshes, the provincial passageways have
had great difficulty in becoming established, despite the interest of the
local sovereigns.™

According to the traditions of the country, which have in certain
areas been archaeologically confirmed, there existed prior to the
Mughal period, between the Ganga and the eastern mountainous
border, several axes which Ser Sah is reputed to have restored. Firstly,
to the east of the Meghna a passage connected the Dhika region to
Cattagrama; then, on the royal road from Gaur to Sonargi, a road
branched off leading via Ghoraghat to the Koc Bihir area. The latter
was intersected by a transversal road coming from Darbhanga and
Dinajpur which continued on into the Asam Valley." They are men-
tioned, amongst others, in Rennell's works. ®

27. That is to say, ‘Patna 2d road' and ‘Patna 3d road’, whose stages are
indicated in Description of the Roads in Bengal and Bahar,

28. A detailed history is to be found in Oldham, ap. cit., part I, 29-36 and part
11, 18-27.

29. This route has also been studied by Oldham (op. cit., part I, 27-34).

30. We shall review the works of these princes in the chapter dealing with road
construction (infra, 106-12).

Al. Vide Gait, History of Assam, 44, 51, 60; Qanungo, Sher Shah and his
Tirnes, 316 and n. 1,

32. A Description of the Roads in Bengal and Bahar; Memair af u Map of
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In its time Mursidabad was at the centre of a radiating network, the
southern branches of which have already been mentioned. To the
north, passageways set forth in the direction of Purniya, Dinajpur,
Rampur (Rangpur), whence it was possible to proceed onwards to Koc
Bihar and to Govalpari. In Asam the main roads stretched along either
side of the Brahmaputra Valley, with levees serving as dykes having
been constructed during the two preceding centuries.” Dhaka, the
metropolis of the eastern delta, was linked with Cattagrama via
Kumilld to the south-cast, with Srihatta (Sylhet) to the north-east, with
Rampur (Rangpur) in the north-west, and finally with Kalikata via
Faridpur and Yasohar (Jessore).™

It is almost certain that the majority of these roads were but
miserable trails traversing rivers and marshes,” passable only after the
period of high-waters. This led Buchanan, visiting the district of
Dindjpur some thirty years subsequent to Rennell’s passage. to say that
the roads noted on the maps of the English geographer had existed
nowhere else than on paper.”

The Orisd Route

To proceed from Bihar or from Bangal to Orisia, one went to the
Medinipur region, from where the Mahanadi delta route set forth. The
pilgrimage trails coming from the mid-Ganga ended there, crossing the
Chota Nagpur,” as did the road from Mursidabad and Barddhamin

Hindoostan (1791).

33. Vide infra, 110-12.

34. Rennell, Descripiion of Roads, 23-4, 37-8, 60-1, 63-70. According to
MTosh ( Topography of Assam, 8-9), there was around 1835 another route leading
from Dhiiki to Govilpira by way of Jamilpur and Singrimari (Bhuyan, Anglo-
Assamese Relations, 55-6).

35. At the beginning of the nineteenth century. the most important Iransit ways
were the postal routes connecting Kalikita with Govilpara via Mursidabiad and
Dindjpur, and Kalikitd with Dhiki and Cattagrama; nevertheless, one could only
travel them between the months of November and June (Taylor, Sketch of the
Tapography, 120-1).

36, Martin, Eastern India, vol. 11, 1018. It must be added that the divagations
of the rivers have often resulted in the disappearance of the old levees. The author
of the Gazetteer of Maymansimh (B.D.G.. Mymensingh, 1917, 91-2), after having
noted the itineraries mentioned by.Rennell in his Read Book, constates that the
road from Dhaki to Serpur between Mirzapur and Tingail no longer existed, that
but few traces remained and no one would think that it had once been a trunk road.
He adds that to the east of Kiforgadj, where Rennell indicated a passageway
proceeding to $rihatta. it would not have been possible in the twenticth century to
construct a road due to the maze of pseudo-branches and marshes extending
throughout the region around the Meghni.

37. Vide supra, 40.
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(Bardvan)™ and the passages from the lower Hugali Valley which, with
the development of Kalikata, witnessed a considerable growth of
importance, "

The course of this route, by way of Jalesvara, Balesvara, Bhadrak,
Jajpur, Arakhpur. Katak. Pipili and Puri, has varied but little through-
out the centuries,” because Katak, occupying an admirable position on
the river at the head of the delta, remained the capital since the tenth
century and Jagannatha-Puri has always been one of the most fre-
quented of India’s places of pilgrimage. The modern diversion be-
tween Bhadrakh and Katak, which passes some 15 km west of the old
route, allows that the crossing of the innumerable arms formed by the
Brahmani and Mahinadi in their delta be avoided,

Other than this artery, whose military and religious significance was
considerable.” there were no other main roads in this isolated province
furrowed by rivers. The gaps in the western border. mountainous and
wooded, formed narrow doors opening onto a world of primitive tribes
hostile to transit.

This broaches the problem of the relations between the northern
plains and the Deccan Plateau. For convenience of exposition, we shall

first turn to western India and consider the nodality of the Gulf of
Khambhat,

38. Vide supra, 43,

39. There was a branch road from Medinipur to Hugali followed by Marshall
(Notes, 61-5) in 1669, however, when Kalikita became the Bangal capital, it
channelled to its advantage this fatter road and the Bengal Adar shows a double
embranchment linking the colonial metropolis to the old route from Orisa, either
by way of Medinipur, or via Nardyanagar,

40. Regarding ecarlier communication between Orisi and Bangil, wvide
P. Acharya, ‘Ancient Routes in Orissa’, O.H.R.J., vol. 1V, 1955, 449,

41. The names of the stages of the route will be found in the sccounts of the
following European travellers: Manrique, Travels, vol, II, 95-116 (1640); Marshall,
Notes, 61-5 (1669); A. Hamilton, New Account, 1930 edition. vol, 1. 209-19 (1708);
Duperron, Zend Avesta, 1. I, |, LXI-LXXXI (1757); Motte, ‘Narrative’,
O.H.R.1, vol. 1, 1952, app. 11, 1-19 (1766); Leckie, ‘Journal’, 0.H.R.J.. vol. I,
1953, app. TV, 1-5 (1790); Rennell. Description of the Roads, 29-31.

42. Raja Man Singh went this way in 1591-92 at the time of his Orisd expedi-
tion; under Aurangzeb in 1660-63, the same itinerary was followed to quell the
rebellion of the chiefs of this provinee (vide Ray, Orissa, 149). Concerning the
travel of pilgrims, vide Hunter, Orissa, vol. I, 152-7; vol. 11, §1-3, 130-9.

43, We shall view (énfra, B6-8T), in the chapter on Gopivind, the passagewnys
leading from Orisé to the centre of the peninsula,
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5. From the Gulf of Khambhit to the
Northern Plains

Intercommunication between the Gangetic Plain and the Deccan
Plateau was effectuated from an early date in the direction of the
Narmadi estuary or of the valley of the Upper Godavari, resultant of
the attraction exercised by the active ports of the Gulf of Khambhat
and the Thane coast.

The Ancient Nodalities of the Gulf of Khambhit and the Thane Coast

The Gulf of Khambhat has. since the time of the Indus Civilization,
played a considerable role in human interrelation, as witnessed by the
Harappa sites which have been discovered in proximity of its coastline.'
Throughout the first centuries of the Christian era it was a region of
great importance, where the large currents of continental traffic from
Hindusthan and the Deccan ended, as well as the maritime routes from
the Persian Gulf and the Red Sea. Bharukaccha (Bharuc) was then the
great trading centre of Western India.” Farther southward the ports on
the Thane coast, such as Sirparaka (Sopiri) and Kalyina, were also
nodal points.’ In the interior of the region, to the north-cast, certain
locations are of particular significance as a result of their permanence:
Mathurd and Kauéambi (east of 1ldhabad) on the Jamuna, Mahismati
(Mahesvar) on the Narmada; and, above all, Ujjayini (Ujjain). The
latter is to be found on the majority of the known itineraries from the
Gangetic Valley to the Arabian Sea. Having been a meridian for the
Hindu geographers and one of India's seven sacred cities, it was
prosperous during the Buddhist era, provincial capital under the
Maurya, and administrative centre under the Mughals.*

Using these great centres of convergence as a basis, one can attempt
to establish, at least summarily, the ancient network in Western India.

The old capitals, Pataliputra and Kanauj, were probably linked to

1. Wheeler, Early India, 137; Alichin, Birth of Indian Civilisation, 179-82.

2. Periplus, 41-6.

3. An edict from ASoka was found at Sopira and the author of the Periplus (52-
3) mentions several active ports on this coast.

4. Archaeologists have found at these sites and at other intermediary points a
certain number of constants, particularly regarding ceramics, which permit one to
assume that these were probably important stages along the route from the Ganga
Valley to the Deccan since the first millenium (vide Wheeler, op. cit., 137-45;
Alichin, op. cir., 184-90, 208-19).
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the Gulf of Khambhit by passageways traversing Baghelkhand and
Bundelkhand. Buddhist sources speak of a route leading from Kau-
Sambi to Pratisthana (Paithan) via Vidisa (Bhilsa), Gonaddha (Dora-
hd),” Ujjayini (Ujjain) and Mahismati (Mahesvar).* From the Maurya
to the Gupta, Bharhut and Safici seem to have been road junctions, as
was Khajuriho, the capital of the Candela, at a later period. Ancient
monuments in this region bear witness to an intense artistic activity
reflecting a brilliant civilization and implying vigorous human inter-
communications. The author of Periplus’ mentions a large commercial
route between Ujjayini and Bharukaccha which perhaps passed
through Dahod (Dohad) and Vadodara (Baroda). It is probable that a
road branched off from this axis in the vicinity of Vidisa leading to
Mathura, and that this sacred city was also in direct contact with the
port of the Gulf of Khambhit by means of a trail from eastern
Rajasthan.”

It can be assumed that, to the south of the Narmada, the rupestrian
temples of Ajanta, Ellora, Patane (near Calisgamv), Cindavad (Can-
dor) and Nasik were since the second and third centuries s.c. located
along the passageways mentioned in the texts. Hence., the ‘Buddhist’
route from Ujjayini to Pratisthina,’ after having crossed Mahismati
presumably would have passed by way of the Ajantd ghit, while the
route from Bharukaccha to the old capital of the Upper Godéavari
would have served the regions of Calisgamv and Ellord," Nasik having
been then a stage on the route from Mahismati to Sarpiraka.!

In the region of the sea the passes of the Western Ghats channelled
from an early date the continental traffic towards the ports of the

5. According to C.1.5.G. (Bhopal State, vol. 111, 104), Gonaddha might be
identified with Doraha, which owes its name 10 the fact that it was located at the
crossing of two roads,

6. Sunta Nipdta, 976-7: Srivastava, Trade, 71-2.

7. Periplus, 48.

8. This trail could have passed through Madyamiki, located near Cittaur,
corresponding to the Minnagara of Periplus (41) which ‘exported a large quantity
of its cotton cloth to Barygaza® (Bharukaccha) (vide Srivastava, op. cif., BR).

9. Sutta Nipdta, 976-7,

10. According to the Bombay Gazenteer (vol. XN, Khandesh, 206) the road
from Barygaza to Pacthana, mentioned in Periplus (51), would have followed the
Thpti Valley as far as Visarvagi, then would have reached Paithan by way of the
Kundaibéri Pass {near Nizampur) and the Kasirbari Pass in the Sitmila Range.
According to Fleet (J.R.A_S., 1901, 537-52). the stages would have been as follows:
Bharukaccha, Markinda, Candavad, Daulatibad and Paithanp.

11. According to Buddhist sources, Surparaka was linked with the centres jn



TE®

- L
’ -
- - .'o I..
.4" s
Pune ANCIENT ROUTE LINKS IN
WESTERN INDIA
sssvs N7 centi. B.C.~ 6th cent. AD
15 o th = |6th centuries
[the courses ore hypotheticoll
Csastra
0 20 40 ® 80 ]
-
- — i
R ‘
T8 .
"-Hu.uw
a0 v A —

!'
'r---.---i-:ﬁ- . \\
o™ Apmadnager .

—j 7
=
ra:ﬁ}m
g
Rt
—Itl'.

VII. The roads in Western India prior to the Mughals.




50 Land Transport

Thane area. Nasik was linked to Sirparaka™ by way of Thalghat.
Inscriptions, vestiges of marches and travellers’ rest-houses testify to
the fact that the Nane and Milsej passes were, as of the first century
B.C., important places of passage on the route from Pratisthina and
Junnar to the western littoral.” Borghit, located in proximity of the
Buddhist caves at Kirla, Bhaje and Bedse, served as a link between the
highlands of the region around Pune and the coastal zone. Travel seems
to have been particularly active there from the second century B.C. 1o
the seventh century a.p.."

There was, until the Muslim conquest, no great change in the road
links of Western India. Al-Biriini indicates that yet in the eleventh
century Dhar, capital of Malava, was linked on the one side to the
Upper Godavari and on the other to Thine."” However, as of the
fourteenth century the ports on the coast appear to enter into a serious

decline corresponding to the rapid development of those on the Gulf of
Khambhat.™

The Gulf of Khambhdt during the Muslim Era

During the two centuries of Muslim domination precedent to the
arrival of the Portuguese, the importance of the maritime settlements
of the Thane region progressively diminished. The first sovereigns of
Daulatabad continued to avail of them; but, when in 1347 the Bahmani
transferred their capital farther southwards to Gulbarga, they were
abandoned by the trade routes. At the close of the fifteenth century the
conquest of northern Koikan by the Gujarit kings accelerated their

decline and, subsequent to the disintegration of the Bahmani kingdom,
trade for the greater part was effectuated between Abmadnagar and

12. An inscription found at Nasik {cave VIII) recounting the achievements of a
Konkag prince in the matter of communications at the beginning of the Christian
era witnesses to the connection which existed between this city and the coast
(Borbay Gazetteer, vol. XIII, part 1, Thana, 316: vol. XVI1, MNasik, 125).

13. Bombav Gazetteer, vol. XVIII, part I, Poona, 141, 149,

14, Bombay Gazetteer, vol. XVIII, part I, Poona, 141; vol. XIII, part I,
Thana, 316. Itis probable that Karad, farther south in the district of Satiri, where
a group of 63 Buddhist caves has been found, was linked with the ports of Konkan
(Cipaliip, Dabhol) by means of the Varandha and Kumbhari passes (Bombay
Gazetteer, vol. XIX, Satara, 224).

15. Alberuni’s India, vol. I, 202-3; Elliot, History, vol. 1, 60,

16. Concerning the ancient road links of Western India, vide the article by
K.K. de B. Codrington (*Ancient Sites near Ellora. Deccan’, Indian Antiguary,
vol. LIX, 1930, 10-3, map f.p. 10). The author, considering that the archacological
vestiges of the region very probably were on the ancient roads. connects the various
sites with dotted lines and arrives thus to suggest the directions of travel between

the second century s.c. and the fifth ceatury A.p. in the west of the Maratha
country.
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Caul, and between Bijiapur and Dibhol, or was directed to Surat. The
Portuguese settlement at Vasai (Bassein) in the sixteenth century lo an
extent teanimated the route from Nasik: however, the decline of the
Thane ports was 100 advanced. Larger-scale trade in the seventeenth
century was oriented towards the ports on the Gulf of Khambhat. The
hinterland moreover entered a prolonged period of unrest due to the
Maratha rebellion and no mention is made during this period of a trade
route traversing the regions of Ahmadnagar or Satara. The develop-
ment of Mumbai (Bombay) in the second half of the eighteenth century
was to restore to the Thane region its previous lustre, and attract to its
port the major routes."

Conversely. with the incipience of Muslim occupation, indications
of a new orientation of the currents of transit toward the Guli of
Khambhit began to appear. The Barvan Pass or that of Sukaldevi,
connecting Malava to Khindes, came to play an increasingly significant
role, and subsequent to the founding by Malik Kafar in 1306 of the city
of Sultanpur at the southern entrance to this pass, the route from the
Gulf of Khambhit appears to have passed that way." It is significant to
note that Ibn Battitah, after having marched from Dhar to Daulata-
bid, went in 1341 by way of Nandirbar and the Tapti Valley" on his
search for a ship, whereas it would have been shorter to have embarked
at a port of the Thane district.

The development of the ports of the Gulf of Khambhit during the
Muslim period is thus an essential fact. Between the thirteenth and
fifteenth centuries, Khambhit became progressively a large emporium
and attained to its greatest prosperity in the sixteenth century. In the
course of the two following centuries Surat eclipsed all its rivals, before
yielding its place to Mumbai (Bombay). the colonial port.™

A shifting of the centre of gravity in the northern plain also

17. The sources are amply discussed in the Bombay Gazetteer, particularly in
vol. XIIT, part H, Thana, 3434, and XVI, Nasik, 125. According to Indian
Antiguary. vol. 1L, 11 { Bombay Gazeiteer,, vol. X1, Keolaba, 111}, the route from
the Mahiirdstra Plateau to Caul went through Borghit and Panavel.

18. Bombay Gazetteer, vol. XII, Khandesh, 106. In the fifteenth and sixteenth
centuries at the height of the Muslim dynasty of Ahmadabid, there was probably a
route which followed along the northern bank of the Tapti, and by way of
Kukarmundi, the Buviki Pass, debouched into Gujarit at Rijpipli. Two other
roads seem to have played a special role when Asirgarh was the capital of Khindes
(prior to the foundation of Burhanpur in 1400); the one Tunning north-south,
coming from the northern provinces and proceeding to Ajantd and the Godavari.
the other oriented north-cast-south-west and leading to the western coast via
Jalgamv, Nasik and Thalghat (ibid.. 206-7).

19. Vovages d'lbn Batoutah (Défrémery). L IV, 42-54,

20, Vide Bombay Gazerieer, vol. V1. Cambay, 187-221; vol. 11, Surat, 7991,

1314.
o8> |
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occurred. The Muslim puissance had been crystallized on the banks of
the Jamuna at Dehli; then, for a time, at Agra. The urban centres along
the central border (from Sanci to Khajuriho) gradually receded from
historical prominence; some even were covered by jungle.” The region
became a borderland and the main routes shifted westwards so as to
facilitate the exchanges between the capital of the empire and the Guif
of Khambhat. =

During the Mughal period, two principal routes led from Surat to
Agra: one passing through the rajpar country via Ahmadibad and
Ajmer, the other through Malava by way of Burhanpur.

From Surat to Agra via Burhanpur

The alluvial depression of the Tipti offered an easy and natural passage
between the coastal emporium and the capital of Khande$, Burhanpur,
which controlled a convenient gap in the Satpurd. The course of this
first section also varied but little during the Mughal period. Following
along the southern bank of the river through Nandiirbér, then on the
opposite bank through Copda, it arrived at Burhiinpur.®

From there, it was necessary to cross the serious obstacle repre-
sented by the Vindhya Range and the old route hesitated before several
passes that corresponded to different fords across the Narmada, thus
dividing into at least two branches which joined again at Sironj. At the
beginning of the seventeenth century, the ford at Akbarpur (1.5 km
east of Khalghat) seems to have been the most commonly used and one
proceeded by way of the Asirgarh fortress and the former metropolises
of Mandu and Ujjain.* However, with the reign of Sahjahin a more

21. Khajuriho was most probably no longer a capital at the time of Ibn
Battitah's passage (fourteenth century). It seems to have been abandoned by its
inhabitants in the fifteenth or sixteenth centuries. which would explain its not
having been mentioned in A'in-i-Akbari (C.1.5.G., Eastern India, V1, A, Bundel.
khand, 365-6). The great ftdpa at Sanci was discovered by chance, in 1877, buried
beneath vegetation (ibid., Gwalior State, vol. 1, 204-5),

22. We shall defer to the following chapter the study of the different branches
which extended to the south of the Tapti towards Konkan and the deltas of
Andhra, 50 as to be able to analyse them at the same time as the other roads of the
Deccan,

23. Stages; Surat, Bardoli, Vyara, Nariyappur, Dhita, Bhadvad, Nandiirbar,
Sindkheda, Thilner, Copdi, Adivad, Sikji, Raver, Burhdnpur {Finch, in £ T
138-46; Mundy, Travels, vol. 11, 39-50: Tavernier, Travels, vol. |, 40-1).

24. Stages: Burhdnpur, Asirgarh, Bhikangimv, Akbarpur, Mandu, Depilpur,
Ujjain, Barrai, Sirofij. This is the route followed by Monserraie (Mongolicae, 15-
20) setting out from Mindu in 1580, and also that of Finch (op. cit., 138-46) and

Jourdain (Journal, 146-54) in 1610. Vide De Laet (De Imperia, 31-7) and Roe
(Embassy, 1926 edition, 80-1),
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direct means of transit to the east appeared, traversing the Narmada at
Handiyd and serving Sihor.”

One continued then directly northwards, making a slight bend
through Gvaliyar, between Sivpuri and Dholpur, before arriving at
Agra.*

This was the main military and strategic road from the Deccan,
traversing throughout its length the imperial territories directly con-
trolled by agents of the emperor. It channelled all the offensives of the
Grand Mughals undertaken towards the south of the peninsula, and
was also one of the principal routes of communication from the Doab
to the Gulf of Khambhat; the other having been the desert route
traversing the rdjpat principalities.

From Surat to Agrd via Ahmadabad

Two large urban centres contributed to the establishment of the course
of this route; Ahmadabad, capital of the Gujarat kingdom and one of
the most flourishing metropolises of the empire in the seventeenth
century; and Ajmer, a very old fortified city in which the Mughal
sovereigns resided with preference.

Between Surat and Ahmadabad the main road crossed the Nar-
madi at Bharuc, then described a curve inland by way of Vadodara
{Barodi).” There were also several roads connecting the various
markets of this very active region. It was in fact possible to follow two
trails of north-south orientation which traversed the estuary of the
Mahi. The first proceeded to Dabka,™ as far as the tide-mark; the
second crossed the river south of Khambhit, where it forms an enor-
mous bed of lowlands covered by water at high-tide and which could

25. In 1630 Mundy took this route which Tavernier then followed in 1645. R,
Temple, studying Mundy's route (op. cit., XXIII) supposes that this new itinerary
would have been chosen because of strategic reasons: to facilitate the march of the
imperial troops to the Deccan. Stages: Asirgarh, Borgimv, Nindgimv, Carvi,
Handiva, Iechivar, Sihor, Dordhi, Dillod, Barrai, Siroaj (Mundy, ibid., 51-6;
Tavernier, op. cit., vol. 1, 42-6; Cahdr Gulfan, CIV-CV),

26. Stages: Sirofij, Kacndr, Sihdard, Koliras, Sipri, Dongri, Narvar, Antri,
Gviliyar, Niiribad, Dholpur, Jajau, Agri (Monserrate, op. cit., 20-32; Finch, op.
cit., 143-6; Jourdain, op. cit., 151-4; De Laet, ap. cit., 34-T; Mundy, op. cir., vol. I,
56-65; Tavernier, op. cit., vol. I, 47-53: section Sironj-Narvar: Tieffenthaler. op.
cit., 349; Cahdr Gulsan, CXVI-CXVIII).

27. This was the easiest route, followed by the great travellers Mundy and
Tavernier. Stages: Surat, Varidv, Anklesvar, Bharuc, Vadodara (Barodi), Viisad,
Madiyad, Mabmudibad, Ahmadibad (Finch, op. cit., 173; Jourdain, op. cir., 175;
Della Valle, ap. cit., 119-20; Fryer, op. cit.. vol. I11, 158-9; Mundy, op. cir.. 266-T2;
Tavernier, op. cit., 54-9; Thévenot, op. cit., 8-11).

28. It has been described by Thévenot (ap. cir., 9-11). Leaving Bharuc, it
traversed Sarbhon, Dabka, Petliad, Sojitrd and Ahmadibad.
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therefore only be taken on certain days and at certain times.” These
passageways were interconnected by diverse secondary ramifications.™

From Ahmadabad to Ajmer the caravans entered the arid section of
Rijasthan, to the east of the old chains of the Ardvali Range, and
traversed this interminable peneplain, but sparsely covered with vegeta-
tion and sometimes buricd beneath the sands. The trail most commonly
followed proceeded directly northwards through Siddhapur, Pilanpur,
Bhinmal, as far as Jalor," then made a detour via Pipar and Merta to
arrive at Ajmer.”

Several branches were deployed on this axis which served various
market towns and joined the main route at important centres. Thus,
one trail led from Ahmadibad to Jilor via Radhanpur;” another linked
Siddhapur to Jalor, passing east of Mount Abii and Sirohi:* finally,
between Jalor and Merta, the ways led on the one hand to the princely
city of Jodhpur.” and on the other, to the large market at Pali.*

Travellers and European traders of the seventeenth century fol-
lowed between Ajmer and Agré a road which passed through the large
centres of indigo collection, Bayina and Hindaun.” One might well be
led to believe that it was the Mughal main road, for travellers’ accounts

29, Stages: Bharue, Jambusar, Sarod, Khambhdt, Nagrd, Sojitrd, Mirar,
Béreja (Thévenot, op. cit., 9-11, 17-20; Finch, op. cit., 173-4; Jourdain, op. «ir.,
171-5; Della Valle, ap. cit., 62-94, 102-18). The crossing of the Mahi at low-tide has
been vividly described by Della Valle (ibid., 65-6).

30. The route taken by Mandelslo (in Olearius, Relation, 1. 11, 127-33) roughly
follows Mundy’s, but it makes a detour on either side of the Mahi, to Jambusar and
Sojitrd. Tieffenthaler (op. cit., 379) mentions two routes from Khambhat to
Abmadabid, the one passing through Dholka, the other through Petlad and Kheda
(Kaird); he also mentions the stages of the route from Vadodara to Khambhit via
Borsad and Petlad (ibid., 383-4).

1. Stages: Ahmadibad, Mehsind, Siddhapur, Pilanpur, Dantivadi, Bhinmal
(Tavernier, op. cit., 59-T1; Tieffenthaler, op. cir., 333; Mundy, op. cit., 261-6),

32. Stages: Jalor, Bharvini, Dunari, Kankini, Pipar, Merti, Ajmer (Mundy,
op. cit., 243-9; Tavernier, op. cit., 71,

33. The longer route by way of Kadi, Sami, Ridhanpur and Bhinmiil {Jour-
dain, op. cit., 170-1; Uffiet, in Finch, op. cir., 173; Tieffenthaler, op. cit., 332-3,
385-7). Jourdain and Ufflet probably followed it s0 as to obviate tendering the
right-of-passage demanded by the local sovereigns on the other trails.

34. Stages: Siddhapur, Magarvada, Rohd, Sarotrd, Mungthdld, Abiagarh,
Sirohi, Siviina, Bigrd, Jalor (Mundy, op. cit., 249-61).

35. Route followed by Jourdain (op. cit., 168-70) between Merti and Dundiri;
also mentioned by Tieffenthaler (op. cir.. 335-7).

36. In 1574, Akbar went from Ajmer to Jilor via Merta, Jaitaran, Sojat, Pali
and Bhagavinpur (Elliot, Hisfory, vol. ¥V, 363 and n. 4).

37. Stages: Ajmer, Kisangarh, Mozibad, Citsii, Lalsot, Hindaun, Bayina,
Khimva, Fatehpur Sikri, Agri (Finch, op. cit., 170; Jourdain, op. cit., 168-9: De

Laet, op. cit.. 65; Mundy, op. cit., 225-43: Tavemier, ap. cit., T2; Thévenol. op.
cit., 68).
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mention having come across milliary columns erected by Akbar.*
However, archaeological studies in fact indicate that it was a simple
branch road doubling the imperial highway between Kisangarh and
Khamva. The survey of kos-minar”™ indicates that the former Mughal
road followed a torturous course, along which were humble villages
(only indicated on large-scale maps), and that after Kisangarh it
continued on to Amber or Jaypur,” to then reach Agrd by way of
Bamskoh, Toda Bhim, Khamva and Fatehpur Sikn."

The roads on this axis led directly to Dehli. Setting out from Ajmer,
a road proceeded straight to the north-west, via Revari,“ and another
trail left Jaypur and caught up with the former shortly before arriving at
the capital.”

Thus, we are well-informed regarding the two main routes linking
the large port of Surat with the capital, Agré, the stages of which have
been minutely described by European travellers. These two elongated
curves form the framework for the western section of the maps by
d'Anville and Rennell. But the remainder of the country was nearly
terra incognita for the European travellers and, in consequence, for the
geographers. Concerning the vast expanse extending from the Indus to
the Jamuni and the ridges of Central India, knowledge was but scant,
even at the close of the eighteenth century.* Nevertheless, an entire
series of secondary passageways allowed of interrelation on either side
of the major trunk roads.

The Desert Trails

To the east, across the Thar desert, a very arid steppe covered with
thorny shrubs, the camel caravans connected the markets of Hindu-
sthan with the Indus Valley. The English Company knew of at least two

38. Withington, in E.T., 225; Finch, op. cit., 148-9, Mundy, op. cit., 226;
Thévenot, op. cit., 69.

39. Vide Annual Progress Report, Northern Circle, for the Year ending 31st
March, 1914, 45-T.

40. Jaypur was founded in 1728.

41. This is the itinerary followed by Akbar in 1574 (Elliot, History, vol. V, 362-
3). These two routes are indicated by Rennell on the map in his Memair (1792).

42. Stages provided in Cahdr Guléan (CVI); Ajmer, Harmird, Mamani,
Sambhar, Jubner, Ko Pitli, Revir, Pataudi, Dehli.

43. Tieffenthaler (op. cif., 211) mentions the following stages: Jaypur, Alvar,
Sahjahanpur, Narmaul, Farrukhnagar, Badsahpur, Dehli. Rennell indicates in his
map of Hindusthin a more direct route by way of Kot Pitli.

44. Rennell has scarcely augmented the meagre information given by d'An-
ville. Vide his map covered with blank spaces and fanciful points. It was only at the
beginning of the ninetcenth century that one began to become better acquainted
with this region of India, thanks to the insatiable curiosity of Tod who, in 1815,
affered a correct view of Rijasthin’s geography (Annals, 1873 edition, 1-2),
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such trails in the seventeenth century.* One led from Ahmadabad 10
Tattd by way of Radhanpur and the immense marshy plain of the Great
Rann of Kacch.* The other led from Ajmer to Jaisalmer, whence it was
possible to reach Tatd or Bakkar.”

These would have been ramifications of a vaster network, and it is
probable that the itineraries noted by Tod at the beginning of the
nineteenth century had been utilized for a very long time by shepherds
and merchants. There were thus two large junctures of the caravan
routes: Jaisalmer which was linked to various ferrying points on the
Indus, such as Haidarabad, Sahvan, Rohri, Mithankot; and then
Bikaner, from whence radiated the trails to Jaisalmer, Multdn, Hisar,
Hamsi and Dehli.® At the time of Burnes,* wares and goods of Gujarit
destined for Kabul passed through Pali, the great entrepot in Raja-
sthin, then continued on to Bikaner and Bahavalpur whence they were
transported on to the passes of Afghinistin (vide supra, 35).

These age-old trails, animated by seasonal transhumance towards
the Indus in the hot period, and at the outset of the rainy season in the
direction of the Thir, were thus also important commercial routes. This
was particularly so as of the beginning of the eighteenth century when,
as due to lack of security large-scale trade could no longer travel the
Grand Trunk Road, the trails were used as alternative routes.

Kacch and Kathivavad

A special place must be allotted to the island-like Kacch, isolated as it is

45. From the outset of the seventeenth century the English Company attempt-
ed to discover more direct routes from Tafti to Ahmadabad and to Agri, but they
were forced to renounce this project because of the prevailing insecurity in the
desert and the exorbitant rights-of-passage demanded by the local rdjds (E.F.,
163741, 137-8, 275).

46. Withington, op. cit., 208-17; De Laet, ap. cit., 67-8. It was in December of
1613 that Withington, charged to convey a message to the Enghsh at Liri Bandar,
joined up with a merchant caravan setting out from Abmadibid for Tatta.
Underway the travellers were pillaged, and it was only to the fact that he was a
foreigner that he owed his life. Subsequently, it seems that the Europeans dared
not follow that itinerary,

47. In 1639 the English Company dispatched Bornford to explore the region to
determine if it would not be possible to have the caravans journey by way of
Jaisalmer (E.F., 163741, 137-8, 275). According to De Laet (op. cir., 68), there
was also a trail from Agri to Bakkar, but it was dangerous. The unfortunate expe-
riences of the English most probably put a damper on the curiosity of the other
Europeans, for the desert trails are not again mentioned until the time of Tod,

48. Tod, Annals, 1873 edition, vol. II, 302-17. Concerning the network of

desert trails at the beginning of the nineteenth century. vide Thornton's detailed
map (G.C.A.L, vol. T).

49. Burnes. Travels, vol. 11, 414,
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by vast salty expanses, and the Kathiyavad Peninsula, entirely oriented
towards the sea and distant from the great currents of continental
transit, but nevertheless fully integrated into Indian life, at least since
the Buddhist period.™

For a long time communications were mainly effectuated along the
coast, from one port to another.” At the beginning of the seventeenth
century an Anhilvida prince had a military road built which led into the
interior of the Vadhvin and Junigadh territories.” Subsequent to the
congquest of the country by the Gujarit kings, connections were estab-
lished among the regional centres and the capital. Under the Mughals
there were several roads that diverged from Ahmadabad. A route went
to the Jain temple at Pilitand” from which branched passageways
leading to the active ports at Ghogha and Dholera. Two other roads led
to Jundgadh via Dholkid and Limbdi™ and to Rajkot via Vadhvan.”
Finally, a road extended to the west which divided into two branches in
the region of Morvi to serve the port at Dvirakd and the Kacch
metropolis, Bhiij,* which was also accessible by means of a trail from
Radhanpur.”

From the Aravali Range to Bundelkhand

Between the Arivali Range and the massifs of Bundelkhand, the bare
reliefs of Malava with their outliers crowned by fortresses presented
scarcely any obstacles to land transit, while the river basins of the
Jamuna affluents formed there corridors favourable to communication
and interchange. Unfortunately, beyond the military route from the
Deccan, but very little is known concerning the course of the passage-
ways in this region.™

s0. An Asokan inscription has been found near Juniigadh as well as numerous
Buddhist rock temples.

51. Vide the map of ancient trade routes of the Kithiyivid Peninsula given by
Sankalia in Archaeology of Gujarar, 267, pl. VIL

52. A tradition reported in the Bombay Gazenteer, vol. VIII, Kathiawar, 219.

53. Via Dholki, Koth, Dhandika, Vil (ibid., 219).

54. Tieffenthaler, op. cir., 398

55, Stages: Sarkhej, Sapand, Sihpur, Talsind, Vadhvan, Muli, Than, Rijkot
(Bombay Gazetteer, ibid., 219),

56. Stages: Sarkhej, Sanand, Viramgam, Patri, Dhrangadhri, Hajvad, Morvi;
from there a route led to Bhij, and another to Dvaraki via Navinagar and
Khambhaliva (Tieffenthaler, op. cit.. 396-7).

57. Ibid.. 386,

58. Only few European travellers strayed from the main road. Regarding the
seventeenth century, we depend primarily on the information given by the emperor
Jahifgir concerning the passageways he followed between Abmadibad and Agrd,
and the scanty topographical notes of Monserrate and of Roe. However, pertaining
to the close of the eighteenth century several more-detailed itineraries are
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The old road opened by Malik Kafir in the fourteenth century to
the west of Malava, which debouched onto the Tapti near Sultinpur,
seems to have been well-nigh abandoned under the Mughals.™

It was, on the other hand, possible to utilize other passageways,
concerning whose courses there is but little knowledge, which set out
from Ujjain to the provinces of Gujarit, Ajmer and Agri. The first,
leading to Ahmadabad and the ports on the Gulf of Khambhat via
Dahod (Dohad), reached the imperial highway by means of two
branches, one of which terminated at Mahmudabdd or at Nadivad, the
other at Vadodara (Baroda).” The second set out to Ajmer through
Mandasaur and Cittaurgarh.” following roughly the present-day rail-
way line. Finally, there was a road which led directly to Agra by way of
the Cambal basin.*

To the east, from the ridges of Central India to the Jamuna, a series
of trails departed from the main road of the Deccan in the direction of

available.

59. If credence be given to Monserrate (Mongolicae, 9-15), the road from Sul-
tanpur to Mindu was but a miserable and dangerous trail, a simple short-cut taken
by those in haste and travelling with little baggage.

60. Jahddgir in his memoirs has indicated the itineraries he followed in 1617-18
berween Ujjain and Gujarit: Ahmadibiad, Mahmudibid or Khambhit, Nagdiyad,
then Dihod (Dohad), Rimgarh, Ujjain (Ziizuk, vol. [, 411-15; vol. 11, 33-49), At
Rimgarh a branch road led to Mindu via Dhir (ibid., vol. 1, 402-11). In 1785
Malet, coming from Vadodard (Barodd), noted the following stages: Vadodari,
Kalol, Simaliya, Dahod, Thandla, Petlavad, Badnavar, Ujjain (Forbes, Oriental
Memoirs, 1813 edition, vol. IV, 5-37). Excepting the first section (Vadodari-
Dihod), the route taken by the English traveller does not appear to differ from that
of Jahangir. The modifications in detail constated in the course are to be explained
by the evolution of the stopping places. The Mughal emperor indicated twice
Rimgarh (23°'N, 74°53'E) which was an important fortified town at the beginning
of the seventeenth century and is today but a humble village. Malet stopped over at
Petlavid (23°1'N, 74°52'E), located somewhat farther to the south. This settlement,
founded in 1732, was at the close of the eighteenth century a large market town
which had entirely eclipsed Rimgarh (C.1.5.G., Indore State, 320-1, 318-9).

6l. Thomas Roe ( Embassy, 1926 edition, 81-4) took the route from Mandu to
Ajmer in 1617, but noted only a single stage: Cittaur. Rennell, in his Road Book
(studied by Usha Masson, Means of Transport, 23-4), indicates the major towns
along this road, from Petlaviad onwards: Ratlim, Javara, Kacndra, Mandasaur,
Malhirgarh, Nimac, Cittaur, Bhilvada, Rajgarh, Ajmer. The route from Ujjain
joined this axis in the vicinity of Javara (vide the following note),

62. Little is known concerning the course of the old trail which led from Ujjain
to Agrd. It also evolved in relation to urban changes. During Jahangir's era the
ancient fortress at Rantambhor (in eastern Rajasthiin) seems to have been a road
junction: at the end of the Mughal period it had fallen 1o ruin and the route ran
somewhat farther to the west, to Savii Madhopur, founded in the mid-eighteenth
century. The majority of the stages mentioned by the emperor are impossible to
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the large centres in the Dodb and the mid-valley of the Ganga: old
routes which were active during the Buddhist and Hindu eras, but then
were practically abandoned by voluminous traffic unde: the Muslims.
European soldiers who travelled them in the second half of the eigh-
teenth century have provided information.*” They set out from cities
and market towns augmented by commercial traffic, such as Bhopal,
Sirofij, Narvar and Gvaliyar, and proceeded to the princely capitals and
markets of Bundelkhand and Baghelkhand, themselves linked to ripa-
rian towns on the Jamuna and the Ganga, such as Kilpi, llahabad and
Mirzapur. These marginal transit ways contiguous to the Gondvina
forests were above all of regional importance.™

Malava and the New Routes opened by the Marathas in the
Eighteenth Century

During the reign of Aurangzeb and his interminable military campaigns
to the south of the Tapti. Milava, through which the routes from the
Deccan necessarily passed, had become a strategic centre of the first
order. The Marathas directed a considerable effort towards this region
in the first half of the eighteenth century, so as to sever the communi-
cations of the Mughal army. The modalities of their settling were 1o

identify. Nevertheless, it can be assumed that north of Ujjain it went through
Khairiibad, Mukandviri, Sultinpur, Rantambhor (whence a trail led directly 1o
Ajmer), Bayind, Fatehpur Sikri and Agri (Tizuk, vol. 1, 345-52; vol. 11, 43-64:
vol. 1. 340-5: vide also Roe, Embassy, 329-42). In 1776, Modave went from Agri to
Kota via Karauli and Savii Midhopar, then continued on to Ujjain by way of the
Mukandviiri Pass, Bhinpura, Mandasaur, Jivard and Khicraud (Voyage, 459-
500). He specifies that the direct route from Kota to Ujjain proceeded directly
southwards from Mukandvara (ibid.. 489),

63. Tavernier (Travels, vol. I, 92-6) tells us that mid-way between Agrd and
Iiahabad, to the west of the confluence of the Sengar and Jamuni rivers, a branch
road led directly to Sirodj. It is not again mentioned in the accounts of travellers
until the end of the eighteenth century, when the English Company dispatched
soldiers to explore the region so as to discover shorter ways between the mid-valley
of the Ganga and Bombay. The itinerary indicated by Tavernier seems (0 CorTes-
pond with that taken in 1776 by Colonel Upton from Kalpi to Narvar via Datiya
(vide the map prepared by W. Smith which was reproduced in Macpherson, Sol-
diering in India). In 1778, General Goddard en route to Sural passed somewhat
farther to the east through Chatarpur, Law de Lauriston (Mémoire. 519-35)
travelled along the passageways of Bundelkhand and Baghelkhand between 1757
and 1761 and left a list of itineraries which he had followed (ibid., map of the region
between Dehli and Paind). Rennell utilized this diverse information in his Bengal
Atlas and his large map of India in 1792. We reproduce here ( Fig. VHI), within the
trinngle formed by Agra-Burhiinpur-Mirzipur, the road links which he indicated.

64. According to Tavernier (op. cit., vol. L. 92-6), the passageway from Kalpi
to Siroij was shorter and allowed one to save ten days' journey. but the merchants



60 Land Transport

have lasting consequences for the evolution of the road network in this
zone.

Around 1730 they gathered near the eastern border in the region of
Sagar and penetrated the province in the vicinity of Korvai. Once
firmly established in the south-west, the ferrying points of Barvaha and
Mahesvar (which became the capital of Ahalya Bai in 1766) came to
assume importance; that at Handiva was practically abandoned be-
cause it granted access to territories hostile to the Marathas, such as
Bhopal. At the same time. a new city, Indaur, which had been founded
in 1715 on the site of a military camp, increasingly began to attract the
large currents of land traffic. Towards the middle of the century the
Maratha armies, wanting to proceed to Rajputani, passed by way of
Ujjain and Kota; while those who went to Dehli made a detour at
Sivpuri, to the east of Kota, so as to reach Narvar and Gviliyar. Thus
were formed new transit ways serving the towns of western Mailava,
while to the east the old route from Handiya was abandoned. Sirofij
was directly affected and lost definitively a greater part of its activity.*
Examining the road map established by Raghubir Sinh™ (Fig. 1X), one
sees how through successive appropriation of various sections the

from Mumbai (Bombay) to Agra by way of Khalghat (1.5 km west of
Akbarpur), Indaur, Sarangpur, Sivpuri and Giliyar.

Fords and Ferries on the Narmadd

The geo-historian studying the evolution of the different routes in
Malava cannot but be astonished at the permanence of the fords and
ferries on the Narmada, in particular those at Mahesvar and Akbarpur.
The former, as demonstrated by archaeological excavations and indi-

name of Mahismati, an oft-frequented ferrying point; it was still fully
active at the close of the ecighteenth century.” The latter, located some
15 km westwards, was generally taken under the first Mughals, then

Aurangzeb (vol. 1, 11) the account of the difficulties ep
armies at the time of their 1625 campaign,

65. The evolution of the road network in Malava between 1695 and 1765 has

been studied by Raghubir Sinh in his substantial thesis, Malwa in transition, 328-9:
we have reproduced here his conclusions, - 1

66. Ibid., £.p. 1; the author has however neglected 10 indicate for each route
the sources he has utilized.

67. As states Modave, who visited the city in 1777 (Voyage. 504-7).
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seems to have suffered, as of Sahjahan, at the concurrence of the
Handiya ford which channelled to a predominant extent the military
traffic to the Deccan. The Maratha conquest, restoring the western
routes, revived it and the English constructed in near proximity (at
Khalghit) a bridge over which their main road from Mumbai to Agra
had to pass. The destiny of these ferries strangely resembles those of
Und and Atak on the Indus as studied by Foucher (vide supra, 31).
From these axes in Malava branched off. south of the Tapti, the
passageways which led to the heart of the Deccan and the eastern coast.



6. From the Gulf of Khambhat to the Krsna
and the Andhra Coast

a. The GrEAT TRANSVERSAL

The Urban Nodalities

It is probable that there existed, at least at the beginning of the
Christian era, an important trade route from Bharuc to the deltas of
Andhra via Paithan and Ter;' however, the fate of this route is
unknown. Only little information is available concerning exchange and
communication in this region of the Deccan whose tempestuous history
down to the eighteenth century resulted in the frequent shifting of the
centres of influence and, in consequence, effected regional variations
of the transit axes.

Nevertheless, during the Muslim period certain nodal points appear
by their relative permanence to have contributed to the stabilization of
the network: firstly, Daulatibad (or Devagiri), one of the Deccan's
oldest fortresses, capital of the empire in 1339, supplanted in the
seventeenth century by Aurangibad, located some 15 km to the south-
cast: then, Golukonda, strategic point, Qutb Sah capital in 1512,
replaced by Haidarabad subsequent to the Mughal conquest; finally,
the rich deltas of Andhra which were necessarily to constitute poles of
attraction for commercial traffic. It was then at Macilipattapamu,

principal outlet of the Deccan. that the main transversal route termi-
nated.

Admittedly, it is difficult to specify in detail the main lines of the

l. According to Periplus (51), in the third century A.n, merchandise from the
coast was transported to Barygaza via Tagara and Pacthana. As JF. Fleet has
shown (“Tagara’, “Tor", JR.A.5., 1901, 337-52), the merchandise which was
conveyed to Barygaza (Bharukaccha, Bharuc) and passed through the cities of
Tagara (Ter) and Pacthana (Pratisthiing, Paithan) came not from the west coast,
but from the eastern littoral, in particular from the deltas of Andhra, We have seen
Usipra. 48 n. 10) the possible course of this route from Bharukaccha to Pratisthiina.
From there it would have served Ter and Kalyini and, to the south-east of the
Haidaribid region. it would have divided into two branches; the one leading 1o
Macilipattanamu, termination point of the maritime traffic from the Far East, and
the other 1o Vinukonda. which tapped the commodities from the Coromandel
Coast, This course corresponds to geographic and historical conditions. The
Andhra kingdom extended dingonally from the Gulf of Khambhit 1o the mouth of
the Kpsni: this route must have linked its capital, located on the delta not distant
from Macilipattanamu, to the towns on the Upper Godivari.
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road network. On the peninsula, which had never been entirely con-
quered by the northern empires, the transit ways would appear to have
been of a more uncertain character than in Hindusthin, where the
great sovereigns were at all times concerned with communications.
Their courses are not so easily followed, all the less so because they, in
some regions, separate into several branches, which would seem 1o
indicate that they were not entrenched to such an extent as had been

the imperial highways.”

From the Tapii to the Delta of the Krsna®

There were during the Mughal period seldom-frequented passageways
proceeding from Surat to Aurangabad which crossed the difficult
Baglin passes (south-east of Surat).* The main route, however, went
up the Tapti Valley to the vicinity of Navipur, then traversed the
northern extremity of the Ghits and, by way of Taharabad, reached the
regional metropolis founded by Aurangzeb.’

From Aurangabid one proceeded to Pithri,* where there was a

2 Upmmnﬁdcmﬂnndthemmﬁnhhtwﬁuusmm}:nwhn}umwd
:lon;menuhmndsradilﬁnghumﬂgﬁmhm. Lahaur or Patnd, it is noticed
that all indicate almost the same stages from one city to another, which is to say,
they describe the same course. On the other hand, the itineraries provided by those
who visited the South of the peninsula vary considerably from one account to the
next, reflecting an urban instability (caused by the ravages of war) to which the
transitways needed necessarily adapt themselves.

3. We utilize for the beginning of the seventeenth century the information of
two Dutchmen, Van Ravesteyn and Van den Broecke {1616-17); for the second
half of the seventeenth century, the accounts of three French travellers, Tavermier
(1645, 1653), Thévenot (1666) and Frangois Martin { 1670 and 1680); finally, for the
cighteenth century, the journal of Anquetil Duperron (1758).

4. Van Ravesteyn crossed the Ghats at the Pimpri Pass; Van den Broecke,
coming from Ganadevi, proceeded up the valley formed by the Ambikid River,
then by way of Anaval, Unai, Kalambd, Kohler, Vani, Vadner, Pitodi, Devathan,
Lisir. arrived at Daulatibad (J.LH., 1938, 141-4).

5. Tavernier ( Travels, vol. I, 120) and Thévenot { Travels, 102) mention the
following stages: Surat, Bardoli, Vyiird, Naviipur, Pimpajner, Tahardbdd, Virgay,
Satind, Umbrage Ankai, Tankdi, Lasir and Aurangibid, Anquetil Duperron
(Zend, 1. 1, 1, CCLIV-CCLXX) gives a very detailed itinerary (he cites over fifty
villages) roughly cormesponding to the route mentioned by his two compatriots.
Rennell reproduced the major stages thereof on his map of 1792 (Memair), In 1645
Tavernier (op. cit.. vol. 1L, 16) followed a different Toute setting out from
Pimpalner which went through Nampur, Patanc. Sakore, Vakla, Devgiv and
Daulatabad. Frangois Martin (Mémoires, t. 11, 260-7) leaving Aurangibdd in 1681

northwards by means of a route difficult to identify as far as
Dharangimv. whence he followed the left bank of the Tapti.

6. Stages: Aurangibad, Pipri, Ambad, Devgiav, Pithr (Tavernier, op. cir.,

vol, 1., 119:20; Thévenot, op. cit., 112).
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choice between two main branches leading 10 Haidarabad; the one
passed through Bidare (Bidar), the old capital of the Bahmani king-
dom,” while the other, formed by several smaller ramifications, ex-
tended along either side of the Godivari and served Indiru.*

The roads coming from Burhanpur, which enabled interchange be-
tween the plains of the North and the peninsular plateau, entered this
transversal line at Aurangibad’ and at Pathri, " uniting thus Hindusthin
and the Deccan.

From Haidaribad to the eastern coast, the old route seems to have
hesitated among the several trails which extended along either side of

the present-day road." the course of which goes back to the second half
of the eighteenth century.”

7. Stages according to Thévenot (ibid., 150): Pithri, Rampuri, Savargav,
Rijira, Udgir, Marrag, Bidare, Kohir, Pancnigal, Momanpéta, Eniktala, Haidari-
bad. Frangois Martin {op, cit., 1. 11, 252-8) followed roughly the same route in
1681. Modave (Voyage, 53345) took in 1776 a route which traversed the Upper
Godivari at Sihgag, east of Paithan, and by way of Gevril, Pimpalner, Dhirdr,
Rendpur and Bhilki, arrived at Bidare {Bidar).

8. Thévenot (op. cir., 112} in 1666 passed through Manvith, Parbhani, Lasina,
Ninded, where he crossed the Godivari; then via Pijoda, Kundalvidi, Indiru or
Nizimabéd, Indilvai, Bikniru, Medeal arrived at Haidaribad. Tavernier {ap. ait.,
vol. I, 120) at the time of his journey in 1653, leaving Pathri took a route which by
way of Palam, Kandhar and Logiv, joined the former at Indiiru. Frangois Martin
(op. cit., t. 11, 255-65) followed approx, the same itinerary in 1670, Tavernier (op.
cit.. vol. L, 119) took in 1645 from Ni and Pitoda a slightly different route on
the left bank of the Mafjari, then via Santapur, Satulanagar and Sunkarapalli
reached Haidardbid. Rennell, on his map of 1792, indicates an intermediary route
by way of Bodhan, Birkiru, Banasvada, Medak, which met with the former at
Masayipéta. He also indicates a cross road linking Kundalvadi and Bidare, but we
have not been able 1o identify its stages. It should be noted that d’Anville (map of
1752) and Orme {map of Southern India, in Hix, Fragments) have made serious
errors in mapping the information provided by travellers. They place the route
from Bidare to the north-east of that from Indiiru, whereas it is, in fact the other

at his disposal a map of the region established subsequent to Bussy's marches.
Probably he had preferred to copy d'Anville,

9. Tavemier (op. cit., vol. I, 121) mentions a direct road leading from Burhin-
pur to Daulatibad. It passed through Ajantd, as indicated on Rennell's map of
1792. Modave (Voyage, 512-16) made halt at the following places: Varoli, Edala-
biad, Hartile, Bodvad, Yevati, Fatchpur, Ajanta, Pithri. Cavak and Aurangibad.

10. Stages according to Thévenor lap. ., 180): Burhanpur, Malkapur,
Rohankheda, Deillghat, Jafaribad, Sindkheda, Gohegav, Pathri.

11. The identification of Tavernier's stages (op. cir., vol. 1, 13942) as wel] as
those of Thévenot (ap. cit., 146-7) is difficult, because they cite but few cities and
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Thus, the traffic between the Gulf of Khambhit and the deltas of
Andhra, very active prior to the decline of the Mughal empire,"” was
not channelled by a single artery; rather, in accordance with the
seasons or prevailing security conditions, could divide into numerous
small veins which joined again in near proximity of the urban centres.

The course of the coastal route linking the Deccan with the plain of
Orisa would appear to have been even more variable and unstable.

From Macilipattanamu to Jaganndtha-Puri

Between the Krsna and Lake Cilika extends a strip of land bordered 10
the west by densely wooded reliefs, amply open on the east to the sea,
little favoured by land communications. The history of the ill-provided
track which passed through this territory, following along the moun-
tains so as to avoid the marshy coastal front, is not known. Documents
from the seventeenth or the first half of the eighteenth century only
describe sections thereof.” The entire course was noted later, at the
time of the Franco-British rivalry."”

It was possible to make one’s way from Macilipaflanamu to Rija-
mahéndravaramu along the coast and the western arm of the Goda-
vari,* or indeed to pass through the interior of the territory via Eliiru.
From there, the passage followed roughly the orientation of the present

overs which correspond to the present-day route: Haidarabad, Malkapuram,
Kaftangiru, Nakarikallu, Suryipéta, Munagila, Nandigima, Kopdapalle, Beja-
viida and Macilipattapamu. Vide Rennell's map of 1792, Heyne, Tracts, 247 sq..
etc.

13. European sources make constant allusion to the transport of merchandise
between Surat, Haidardbid and Macilipattanamu.

14. Thévenot (op. cit., 148) (1666) indicates only a few stages: Palikollu, Bhi-
munipattapamu, Srikikulamu, Bangil. S. Master (Diaries, vol. 11, 158-62, 170-7)
(1679) scarcely goes farther than Madhaviyapalemu (Madapollam) and Eliru,
A. Hamilton (New Account, 1930 edition, vol. I, 209-19) only travelled the
scgment from Gaiijam to Biledvara. 1t is nonetheless significant that no account
from this period provides the detailed stages of a continuous route linking the
deltas of Andhra to those of Orisi.

15. 1t was not until the second half of the eighteenth century, subsequent to the
transfer of the northern Sarkdr to Bussy, that one began to acguire information
concerning this region. When later the English Company took possession there and
its armies marched through the region, more precise details became available.
Anguetil Duperron, who crossed the country in 1751, was the first to describe the
Sarkdr route. Rennell utilized in his map of 1792 diverse documents provided by
the English military, including Pearse’s itinerary (1781) along the eastern coast
(vide Memuoir, 242-3),

16. This corresponds in part to S. Master’s itinerary (Diaries, vol. 11, 158-62,
170-7).
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road, serving the towns in the plain as far as Gafijim (avoiding
Visikhapattanamu which was at that time a minor settlement); then,
rather than proceeding to the west of Lake Ciliki, as does the modern
road, it continued directly to Puri, traversing the mouths of the lagu-
11&,"

The permanence of this course, which excepting short segments has
changed but little until present times, is due to the natural conditions
which scarcely allow of an alternative between the high enclosure of the
Ghats and the littoral. However, it should not be supposed that this
passage way had served as a link between the delta of the Ganga and
the southern plains. There was no ‘Grand Trunk Road' from Bangil to
Andhra; merely an irregular route, locally animated, for it was by way
of sea that the greater part of the exchanges were effectuated. "

b. KomRkaN AND THE MAHARASTRA PLATEAU

Between the great transversal route and the western coast, within a
large triangle whose vertices were Surat, Gova (God) and Haidarabad,
the gigantic staircase of the Ghits separates the Mabhiristra Plateau,
drained by wide valleys to the Bay of Bangal, from the narrow, low-
lying region of Konkag.

Our knowledge of this zone, based upon European sources, is quite
meagre. Since the arrival of the Portuguese, the companies in India
were quite well-informed regarding the coastal settlements,” and also
concerning certain trails climbing the steep slopes of the mountainous
barrier. However, they possessed very little information pertaining to
the passageways of the plateau, which had a very unstable political
history, particularly during the prolonged conflict which opposed the
Marathas and the Mughals.* It will some day be possible to avail of the
substantial indigenous sources: but, for the present they are hardly of
use, as they have not as yet been analysed from the point of view of

17. Anquetil Duperron, Zend, t. I, LXXXVII-XCIX; Road RBook by Rennell,
the stages of which have been identified by U. Masson, Meany of Transport, 38-40:;
Macilipattanamu, Elaru, Guogugolany, Anantapalli, Rijamahéndravaramu: or,
Macilipattanamu, Pedapattapamu, Mogaliturru, Penugonda, Rajamahéndra-
varamu, then Yellamafcili. Anakipalle, Vijayanagaramu, Srikikulamu, Kalinga-
pattanamu, Tekkali, lecipuramu, Mantridi, Ganjim, Milud, Puri.

18. Vide Bowrey, Geog. Account, 120-2, and Heyne, Tracts, 251.

19. The maps of India from the sixteenth and seventeenth centuries, generally
fanciful as regards the interior of the country, represent the coastline with an
astounding precision (vide onr Recherches, 824, pl. XXTIT),

20. Even at the close of the eighteenth century Europeans had but a Summary
knowledge thereof; one need only consult Rennel|'s map of 1792 pertaining 1o this

part of the country, which is schematic and inexact regarding several points, o
convince oneself of this.
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road networks.? Of this ensemble, one can comprehend only several
lines.

The Coastal Border and the Ghats

Longitudinal communications on the coastal strip, striated by rivers
and where plains and rocky surfaces alternate, has always been diffi-
cult. Land travel was closely linked with coastal navigation, which itin
areas completed.” The road from Surat to Mumbai (Bombay), while
always seeking to avoid the salty marshes of the littoral, neared the sea
in order to serve the numerous small ports of the coastal plain by
following a course which has been revived by the present railway.” To
the south the tide penetrated yet more deeply inland and the roadway
linked the towns situated at the back of an estuary, such as Khed,
Cipalan, Rajapur, thus evading the seafront and the coastal settle-

21, D.M. Wagh, in his thesis (Geographical Factors in the Rise and Fall of the
Marathas), has drawn up several maps of the ancient routes in Konkag and wesiern
Mahiristra which are very questionable. The first (No. 22, Old Routes of West
Maharashtra) appears to utilize information from the first half of the nineteenth
century as compiled in the Bombay Gazetieer; the second (No. 26, Forts protecting
Ports, Towns and Highways in West Maharashtra) shows a series of lines pissing
near fortified points; the third (No. 68, Foriified Headlands, Ports, Towns and Old
Trade Routes of the Konkan) connects several large ports on the coast with several
towns of the plateau by means of continuous lines. Other than the fact that the
sources employed to compose these maps arc not mentioned, the method would
seem to be artificial. The courses of the routes are not based upon detailed
itineraries, nor upon vestiges of a past network. It is only an cffort to present the
old road links of Mahirastra. To this type of easy synthesis we prefer a less
ambitious but more critical work.

27, Tavernier (Travels, vol. 1. 142-46) states that 1o proceed from Surmat to
Gova one could follow the road along the coast, but that it was in very bad
condition from Daman to Rajiapur, and that it was more practical to take a boat
calling at various ports of the Koakan {he undertook twice the voyage, in 1641 and
in 1648): however, this was a dangerous solution because of the malabdri pirates
infesting the sea. Abbé Carré (Travels, vol. 1, 166-220), who in 1672 had to journey
from Surat to San Thome, did not find a boat sailing for the Coromandel Coast.
Fearing the Dutch fleet, which severely controlled the scaway (it was at the time of
the Dutch war), he thus took the littoral route, but made use whenever possible of
coastal mavigation from Surat tw Daman, the best segment, and from Vasai
{Bassein) to Caul.

23. Monserrate (Mongolicae. 1-8) and Jourdain {(Journal, 125-8) have given the
names of several stages hetween Surat and Daman; Abbé Carré {Travels, vol. 1,
166-80) has listed the principal rest-houses between Daman and Vasai. The most
detailed itinerary, however, is provided by Anquetil Duperron (Zend, t. 1, 1,
COXIX-CCXXVII), who journeyed from Surat to Thine in 1760. Rennell has
utilized the information given by General Goddard in his map of 1792 (Memair,
223). Stages: Surat, Sacin, Navasari, Ganadevi, Valasid (Bulsar), Daman, D&-
hiind, Mihim, Vasai.
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ments, to which it was connected by means of byways.*

Dominating these lowlands rise the high walls of the Ghits which
could be surmounted at the passes, climbing the steep, wooded slopes.
These indentations in the line of summits had been travelled since very
early times by bearers and pack animals, because they channelled all
the salt traffic from the coast to the interior,™ and linked the towns of
the plateau with the maritime ports (vide supra, 48-51 regarding the
ancient links). We cannot, however, specify their utilization during the
Mughal period. Probably only a systematic survey of archaeological
vestiges or of local traditions would provide results. To the north-east,
where thcchainﬂupesdnwnandnlhmufeuymtuﬁcvMﬂ
.ﬂmGodivaﬂandtheBhimi.ﬂmP#v&wﬂemmmﬁdwiththt
development of Nane, Maléej and Kusur.® Moreover, Fryer used the
former in order to proceed to Junnar at the close of the seventeenth
century.” Farther to the south numerous rest-houses still today line a
very old pilgrimage route which led from Ratnagiri to Pandharpur by
way of the Tivre Pass.® European sources provide information con-
cerning the Bijapur passages.

The Roads from Bijapur and from Gélukonda

They formed two branches. The first, setting out from Dabhol, one of
the most important ports in Konkan between the fourteenth and
eighteenth centuries, crossed the Kumbhiirli Pass.® The second, start-

ing from the Portuguese metropolis of Govi, followed in more rounded
relief a depression that opened a passage to the basin of the Krsna,

24. The route followed by Abbé Carré (op. cit., 181-220): Mumbai ({Bombay),
Caul. Astami. Goregiv, Khed, Cipajin, Sangamedvar, Rijapur, Kharepitana,
Binda. Bicolim, Govi.

25. Fryer, New Account, vol. 1, 345; Mandelslo, Voyages, Didot edition, t. 37,
245,

26. Bombay Gazetteer, vol. XVII1, Poona, 141.

27. Fryer (New Account, vol. 1, 307-22, 345 5G.). sent by the governor of
Bombay to Junnar to meet with a Mughal chief in 1675, mistook the road and
cmdﬂxhushﬂnpi?m:h:mmmcdm\’un]byﬂyn{?ﬂmghi:. Dis-
patched on a mission to Siviji, he also travelled the route from Caul to Raygad via
Astami and Nizimpur (ibid., 198-203),

28. At which point it divided into two branches: one which passed through
Yclga:v. Karad, Surli and Miyani, while the other traversed Aste, Tasgamv, Vita
and Apidi (Bombay Gazenteer, vol. XIX. Satara, 194).

29. Mandelslo (inOlearius, Relation, 1. 11, 241-3) gives the stages of the route
from Dibhol to Bijapur and emphasizes the importance of this route which
channelled traffic from the Deccan 1o the Arabian Sea. His itinerary has been
reproduced by Rennell in his 1792 map (Memoir, 250). Stages: Dibhol, Cipaliin:

Kumbhirlighay, Helvik, Kardd (7), Kasegiv, Uran-Islampur, Aspe, Miraj, Arang
and Athni.
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either through Ramghat, or by way of Ambolighit, and joined then the
former in the vicinity of Athni before arriving in Bijapur.® During the
eighteenth century it was doubled by a more convenient route which
crossed the mountain at Tinaighit,” a course which has been retained
by the railway.

Leaving the regional capital, the road continued to the north-east in
the direction of Gulbarga, the celebrated Muslim pilgrimage centre,
then to bifurcate towards Golukonda.®™

This was, from the direction of the Arabian Sea, the great commer-
cial artery of the Deccan kingdoms until their conquest by Aurangzeb
at the close of the seventeenth century.

The Heartland of the Marathas

To the north of this line various passageways led to the heart of
Maratha country. During the interminable Mughal campaigns it had
been traversed by countless armies which cleared passages buried
beneath the jungles of the Ghits” and probably opened new accesses
onto the plateau.™

3. This was the way usually taken by European travellers. It is mentioned by
Tavernier ( Travels, vol. I, 146) and described in detail by Abbé Carré (Travels, vol.
1), who passed through Ramghit (approx. 50 km) cast of Belgamv). Stages: Govi,
Ramghat, Candgad, Nesari, Jambilvadi, Halkami, Khinipur, Hukéri, Raybag,
Athni, Aigale, Telsing, Tikota, Bijipur. Mandelslo (in Olearius, Relation, t. 11,
239-41) indicates roughly the same course, except for the first segment from Gova
to the plateau by way of the Amboli Pass (located 15 km north of the preceeding).
Careri ( Travels, 207-17, 267-73) journeyed from Govi fo Galgali, on the Krsod (51
km south-west of Bijapur); however, not familiar with the region. he went astray
and made a long detour through the south-west. Returning, after having passed
through Mudhi|, Yadavid, he became lost in the forest. followed the tracks of a
caravan and returned to Gova by way of Belgdmv (a village without importance at
that time), Sahdpur, Jambiti. Abbé Carré (ap. cif., vol. 1, 226-7) mentions a
significant traffic along the track of the Ghis.

31. The itinerary followed by Anquetil Duperron (Zend, t. I, 1, CCXV-
CCXXV): Govai, Pondi, Tinaighat, Khindpur, Gokik, Terdal, Aindpur (some 15
km from Athni).

32. Carré, op. cit., vol. II, 317-26.

33, In 1701, Auraigzeb, wishing to seize the Visilgad fort in the Western
Ghits, developed Ambagha (situated 25 km south of the South-Tivre Pass) so as
to be able to pass through with his army. Within 2 weck of uninterrupted work in a
hostile zone of dense forest, the sappers and stone-cutters were able to make a wide
road crossing the pass (J. Sarkar, Hist. of Aurangzeb, vol. V, 140).

34 [n these vast movements towards Abmadnagar, Pune, Bijapur, Solipur,
the frequency of passage in certain areas has not been studied, nor has an attempt
been made to distinguish the veritable roads from chance trails, traced according to
strategic necessity. Finally, the Maratha maps of Bombay, Pupe and Haidaribid
indicating the routes taken by the soldiers during their expeditions have not as yet
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The most frequented were those leading from Aurangibad, Aurang-
zeb’s general quarters, to Ahmadnagar and Bijapur.®. But when the
Maratha empire had chosen a new capital replacing Satard, the royal
residence, Pune became the point of convergence of the old road
arteries. The European sources from the second half of the eighteenth
century have described several of them.* To the south there was a road
which led to Karnataka by way of Koregimv and Tasgamv, east of the
modern highway from Pupe to Belgamv.” Another proceeded north-

been analysed (vide. C.D. Deshpande's article ‘A Note on Maratha Cartography”,
Indian Archives, vol. VII, 87-94, 4 plates, which we have summarized in our Re-
cherches, 110-11, pl. XXX).

J. Sarkar, in his monumental history of Aurangzeb, has identified the stages of
numerous marches undertaken by the Mughal armies. We have noted in particular
Jai Sifigh’s campaign of 1666 in the valleys of the Bhima and the Manjara (Hist. of
Aurangzeb, vol. IV, 99-100 and n.), the expeditions of Dilir Khiin in the Bijapur
area (ibid., vol. IV, 1334), the invasion of the southern Kodkan by $ah ‘Alam in
1683 (ibid., vol. 1V, 248-50), the route followed by Afzal Khdn in pursuit of Siviji
in 1659 (ibid., vol. IV, 32), Siistah Khan's offensive against Siviiji, from Ahmad-
nagar to Pune in 1660 (ibid., vol, IV, 38-40), Jai Sifigh's march on Bijdpur in 1665
and the Mughal retreat to Parfpdi (ibid., vol. TV, 92-5), Aurangzeh’s marches
subsequent to the submission of Golukonda (1687) (ibid.. vol. V. 3-5), his cam-
paign of 1700, and the march on Khelni, the retreat of his troops (ibid., vol. V,
13846 and n.), then the route he took in 1638 from Bijapur to Golukonda by way
of Gulbarga and Bidare (ibid., vol. IV, 303, A28).

35. Manucc (Storia, vol, 11, 171-3), coming from Govi in 1668, crossed the
territory of Bijipur and via Papdharpur and Pardnda reached Aurangabid. The
Cahdr Gulan (CXII-CXIII) gives several stages of the route from Bijipur to
Abmadnagar: Nimgamv-ketki (south-west of Indipur), Srigonde and Mandavgav.
Aurangzeb, returning from the southern Konkan in 1702, joined this route 1o the
west of Pandharpur. The stages as identified by Sarkar (Hist. of Aurangzeb, vol. ¥,
145 n.) are as follows: Miraj, Malgimv, Daphlapar, Najhre (on the Man River),
Bhalavani, Aklij, Bivda, Indiipur, Palasdev (on the Bhima), Pedgiv (south of
Srigonde).

36. Information concerning the Maharastran communication routes becomes
more complete and more precise following the decline of the Mughal empire and
the establishment of more frequent relations between the English Company and
the Pesvd.

37. This was the route taken by Anquetil Duperron coming from Gova in 1758
(Zend, t. 1, 1, CCXV-CCXXVII), Although numerous stages cannot be identified
on a modern map, his itinerary can be quite well followed. After having crossed the
Kisnd at Aindpur, he left the Bijipur road to proceed northwards by way of
Malgimy, Tisgdmv, Nhivi, Koregimv, Vigholi, Khandala and Pune. The major
stages are 1o be found on Rennell's map of 1792, To the north of Koregimv the old
Maratha road seems 1o have followed a different course which corresponds to the
present railway line crossing the Silpe Pass. This pass would have been developed
subsequent to Siviji and vestiges of the former passageway remain. The B
Gazetteer (vol. XIX, Satara, 194) states that at the time of the Pedvia, the route
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eastwardly to Ahmadnagar and Aurangabad.” To the east, from the
direction of Haidardbad, the roads in the mid-valley of the Bhima,
particularly that which served Papdharpur, the large pilgrimage centre
of the Marathas, and Solapur, permitted of exchanges with the Nizam's
territories.™

This convergence of roads towards the capital was later to be accen-
tuated by the developrhent of Mumbai.

The Development of Mumbai (Bombay) and the Creation of the
Modern Road Network

The establishment of the English Company on the Thane coast and the
considerable development of Mumbai, which supplanted Surat at the
beginning of the nineteenth century, was to have a decisive influence
on the orientation of the road network. Firstly, the search for ways of
access into the interior of the country resulted in a revival of activity
along the passes of the Ghats.

The proximity of Pupe explains that the first road built by the
British was that from Borghat.* Nor were the other passes neglected;
subsequent to the fall of the Pesva in 1817, work on the Pimpri, Nane
and Kusur Passes had been considered, but Thalgha gradually chan-

from Karnitaka took the Salpe Pass and that of Nhavi (to the north-east and south-
east of Koregamv respectively) and, from there either by way of Tasgamv and
Miraj, or Targamv, Mastr and Karad, arrived at Kolhdpur.

38. The route taken by Angquetil Duperron (op. cit., COCXXIX-CCXXXII)
passed to the west of Abmadnagar via Pamer and Jamgimv and crossed the
Godiivari at Toka. Vide Rennell's map of 1792.

39. Rennell, in his Road Book (studied by U. Masson, Means of Transport, 34-
5), indicates two roads from Pupe to the Nizdm capital which joined at Gulbarga.
The first passed through Sasvad, Pitas, Pedgiv (north of the Bhimd), Karmala,
Pariipdd, Sendri, Vairag, Tuljapur, Lohdra. Jivali, Morum and Gulbarga; from
there, one reached Haidarabad via S&ran. Malavois, who made the journey from
Pupe to Putuccéri (Pondicherry) at the end of 1783, followed the latter route,
halting however on the short segments at different stages (Voyage du S. Malavois,
table of itinerary, ms. of the Bibliothéque de Versailles. According to Rennell’s
map of 1792 (Memoir, 249), there was a branch road on the first route which led
from Tuljapur to Haidarabid via Bhalki and Bidare. Colonel Upton took it on his
return from Puge in 1777 (Asiatic Annual Register for the Year 1804, Miscel Tracts,
16-24.

40. The members of the unfortunate 1779 expedition spent a week clearing the
mmumﬂmmmu{mmq.ﬂwmmm. Panavel
and Kirla, It was improved in 1804 by General Wellesley: in 1825 Héber speaks of
the good condition of the roadway. Further improvements were undertaken in the
following years and in 1830 this road was officially opened by the governor of
Mumbai (Valentia (1804), Travels, vol. I1. 108 sq.. 151 sq.. Hombay Gazetteer, vol.
X111, Thana, part 1, 318).
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nelled the greater part of the traffic to Khdndes. The main road from
Mumbai to Agri via Nasik was developed

These transformations are at the origin of the present network. At
the height of the Mughal empire the major trunk roads in this zone
terminated at Surat; at the beginning of the nineteenth century they
were oriented towards Mumbai, India’s new western port. Thalghat
became once again, following centuries of oblivion, the passage obligé
from Hindusthdn to the Théane coast, while the roads leading to
Haidarabad gradually abandoned the valley of the Upper Godavari
(via Aurangabad, Nanded) to be established in the Bhima Valley. It
was thence that the British envoys to the Pefvd journeyed at the close
of the eighteenth century.©

41. Stages: Thalghiif, Nasik, Malegamv, Dhule and the Sendhvi Pass. Since
1826 Thalghat had been accessible o carts and in 1844, when the work was
completed, haulage replaced transport by pack-animal on this road (vide Bombay
Gazetteer, vol. XII, Khandesh, 207 vol. XVI, Nasik, 137).

42. As that of Colonel Upton in 1777 (vide Macpherson, Soldiering in India
307-12). '




7. South India

To the south of the Riyciiru dodb, located between the Krsna and the
Tungabhadra, extends the southern extremity of the peninsula; the last
Hindu bastion to have offered resistance to the Muslim puissance.’ Indi-
genous sources, as well as European documents prior to the eighteenth
century, provide but little information pertaining to the ancient passage-
ways of this region.’ It is therefore not a simple matter to determine the
major route links of the past.

Ancient Route Links

The reliefs of the Ghits to the west with their wild ridges, elevated and
wooded, offer almost no ways of communication, thus isolating the
western coast from the remainder of the peninsula except between the
two pillars of the Nilagiri (Nilgiris) and the ANaimalai Hills, where the
brusque interruption of the chain allows of easy passage.’ The Pilak-
katu (Pilghat) Gap has since the beginning of history channelled traffic
from Kérala to the Tamil country, as is shown by the study of Roman

1. The Vijayanagara kingdom, founded upon the ruins of the Cdla empire,
succumbed in 1565,

2. Even though its coastal border had been known since earliest antiquity, and
although western cartographers had at an early date quite correctly mapped its
coastlines, the interior of the country remained practically unknown to Europeans
until the eighteenth century. Certainly. missionaries had ventured inland since the
arrival of the Portuguese, and such travellers as Paes, Nuniz and Barbosa had
visited Vijayanagara at the time of its grandeur; their observations were, however,
ot utilized by the geographers and until the mid-cighteenth century the maps
located the Western Ghits in the midst of the peninsula and gave no topographic
indication, other than the ports on the coast (vide our Recherches, 102-5 and pl.
XXIII). Except for the region located between Haidarabad and Madrés, it was
necessary to awail the close of the eighteenth century and the Maisiro wars to have
more complete knowledge of South India. When the outburst of activities insti-
gated by the European companies (0 ensure pied-a-terre is considered. one is
surprised to read in the well-known memoir of Rennell (1782-93) that the Palghat
Gap had just become known {Memaoir, 276), Thus, one will not wonder at our
ignorance of the ancient roads of the country; all the less so, as it has only been
possible to re-construct their history with the support of inscriptions which afford
but little space to the communication routes.

3. Nonetheless, this corridor did not play such an important role as that of the
Tapti in Milava or the ‘Gates to Bangil' upstream from Rijmahal, because it is
located too near the southern extremity of the peninsula to grant access 1o a vast
hinterlard (East and Spate, Changing Map of Asia. 122).



74 Land Transport

coins® and the texts of the Saigam period,” as well as by a scrutiny of
the toponymy.* Nothing is known relating to the breaches cut into the
mountain, with the exception of the small AruvamoLi (Aramboli) Pass
to the far south, which appears to have played an important role.’
Neither on the plateau which slopes towards the Bay of Bangil, nor
in the coastal plain, nor even on the eastern fringe where the line
formed by the mountainous blocks is discontinuous, are there obstacles
to hinder communications. Here, there is no characteristic passage
obligé; the meshes of the network have been made and re-made
according to the evolution of urban centres. The Sangam literature
above all alludes to the routes leading from Kafcipuram to the large
port on the Kavéri delta on the one hand. and on the other, to
KaNNiyikumari (Cape Comorin) while serving Srirankam, Uraiyir,
Karar, Maturai and KoRkai.* The information provided by the ColLa
inscriptions concerning the passageways is vague,” and scarcely more
than the main lines of the Vijayanagara network can be adumbrated, "

4. The localization of Roman coins dating from the first century a.n. permits of
the assumption that they lined the main route from Muziris (Kotunnallar, Cranga-
nore) to Poduké (Arikamedu) and Khabéris (Tarankampiti, Tranquebar), a direct
route linking the two coasts and enabling the traders to avoid the dangerouns
circumnavigation of Cape Comorin (vide our Recherches, 27-8, pl, IV, fig. 1 and
also our article: *De la trouée de Palghat et du plateau de Maisur 4 la pédiplaine
tamoule: liaisons routiéres anciennes et vestiges de chemins, B.EFEO. 1
LXXVIIL, 1991, 53-4).

5. Cilappatikaram, 10, 11, 25.

6. 1t will be noted that the Koyamuttiir (Coimbatore) Plateau, although never
having constituted an historical entity, has always conserved its individuality,
attested by the survival of its ancient name *Koaku'. Also significant is the fact that

tionably the strategic value of this passageway, as the termination “palaivam’,
signifying military camp, is found not less than 571 times in the place-names of the
Irdtu (Erode) tiluk which commands the Kdyamuttiir route. as well as thai from
Maisiiru and the delta of the Kivéri. It is also known that, at the close of the
eighteenth century, during the Maisiiru wars, this was one of the most disputed
zones (vide Spate, India. 712 and also our article, mentioned supra in n. 4,
B.EF.EO. r. LXXVII, 1991, 5 and n. 19),

7. In the ancient Tamil literature it is more frequently mentioned than the
Pilghit Pass (the Cenkdftai-Shencottah Pass, was thus probably impassable).
Crossed by pilgrims, it was also taken by the different armies of the Southern
kingdoms (vide Rao Sahib M. Raghava Aiyangar, Some Aspects of Kerala and
Tamil Literature, 1948, in particular, 10-13, “The Southern Approach to Kerala™
19-28, “The Mauryan invasion and the Aramboli Pass").

B. Manimékalai, 6, 7. 9. 26. 28: Cilappartikdram, 10, 11, 26, 27, 29. Vide our

Recherches, pl. IV, fig. 2: ‘the routes of Tamil country according to Safigam
literature’,

9. Ibid., 28.
0. The sources are discussed in the following works: Venkata Ramanayya,
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The capital was linked to the ports on the Arabian Sea. such as
Govd and Honavar. and to those on the Bay of Bangal. such as
PaLavéRkatu (Pulicat), as well as to the cities on the upper Kavén,
Srirangapattana and Sivanasamudra. In the eastern plain a route
connected the great religious centres, from Kilahasti to Ramésvaram."

Subsequent to the fall of the Hindu empire, the South of the
peninsula experienced a protracted period of instability. aggravated by
the founding of independent principalities and the Maratha and
Mughal incursions, before a new centre of political gravity in the heart
of the Maistru plateau was established at Srirangapatiana on the
Kavéri at the ime of Haidar ‘Al and Tipa Sultdn in the second half of
the eighteenth century. We have no information regarding the road-
ways of the South during that interval, excepting as pertains to those
routes leading from Haidarabad to the deltas in Andhra located to the
north of the Coromandel.

The Northern Coromandel and the Kadapa Basins during the
Mughal Period

Between the Krspa and Tamil country land communication seems to
have vacillated between the coastal track and the inland roads. The
passageway which served the numerous coastal ports was cut by la-
goons and wide, deep rivers necessitating the utilization of ferries.”

Studies. 296-T: Dixit. Economic Conditions, 223-4; Mahalingam. Economic Life,
151-2,

1. According to European travellers, there existed a passageway leading from
Vijayanagara to Govi and to Hondvar vin Bankapur (Paes, in Sewell. Forgotten
Empire. 119, 0. 1, 120, n. 1, 229, n. 4) and another which led to PaLavéRkitu and
Mayilappir via Penukonda, Candragiri, Tirupati (Major. India. 7: Barbosa. Book.
vol. 11, 131 n.). Furthermore, the analysis of the muilitary campaigns and the
pilgrimages of Krsoa Déva Riya soggests the existence of several other routes
radiating around the capital: the first crossed Adavani. Riyeiru and continued on
as far as the deltas of Andhra via Kovilkonda: the second went to Udayagiri,
Kondavidu, Kondapalle, Rajamahéndravaramu and. from there, along the coast 1o
Simhidri: the third, to Srirangapattana and to Sivanasamudra (Sewell, op. cit..
314, 302-4. 126). Another connected Kiyankulam and Tirunelvéli (Pamkar, Mala-
bar and the Portuguese, 96); finally, the main pilgrimage route in the South passed
through Kalahasti, Tirupati, Kancipuram. Tiruvannimalai. Citamparam, Maturai,
Riaméévaram (vide Dixit, op. cir., 224).

12. Master { Diaries, vol. I1, 125-41) in 1678 set out from San Tome. traversed
successively PalavéRkitu. the alluvial strip of Sriharikdta. ARumukam. Kotts-
pattanamu. Krspapattanamu, Gangapattanamu. Ramayyapattapamu, Vépapile-
mu. Bapatla. Nijimupattapamu and. cutting directly across the arm of the Krsni,
arrived at Macilipattanamu. F. Martin (Mémoires, t. I1, 170-7), at the time of his
journey from Putuccéri (Pondicherry) to Surat in 1681, followed the same itinerary
as far us Bipatla, whence he branched off to the region of Bejaviida by way of
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Inland, the route crossed Guntiru, Vang6lu (Ongole) and Nelliiru, but
its course, except in the region of Lake PaLavéRkitu, ran always to the
cast of the present-day road and, especially mid-way, neared the
coast. "

The direct routes coming from Maratha country or from Haidara-
bad, after having traversed the Krsna in the Macerla region and having
crossed the northern extremity of the Nallamala Range, terminated on
this axis in the area of Vangdlu."

There were also tracks which passed farther into the interior, in the
vicinity of the confluence of the Krsnd and the Tungabhadra, which
followed the Kadapa basins leading to the Tirupati temple and the
eastern coast.” A cross-country road extended diagonally, following

Mangalagin.

13. Anquetil Duperron (Zend. t. 1, I, XCIX-CVII), coming from Macilipatta-
namu in 1757, followed the coastal track as far as Vangdlu, then by way of
Riamayyapattanamu, Alliru, Nellaru, Gudiiru, Nayudipéta and Siliru arrived in
the proximity of Madris. Rennell, in his Road Book (stages identified by L.
Masson, Mears of Transport, 38), mentions & route from Gugiiru to Madris via
Inkollu which, from Vangdlu onwards, corresponds to Duperron’s. Tavernier’s
course (1652) (Travels, vol. I, 207-15) between Bejavida and Nelliru, passed to
the east of the present road, via Kondavidu, Addanki and Kandukiiru.

14, The route followed by Abbé Carré (Travels, vol. 1. 353-77) in 1673
corresponds to that indicated on the maps of Orme (Military Transactions, vol. 111,
map of Coromandel) and of Rennell (map of Hindoostan, 1792), of which only the
chief stages could be identified: Haidaribid, Malkapuram, Cintalapalemu, Macer-
Ia, Vinukonda, Vangdlu. Malavois, coming in 1783 from Maratha country, men-
tions two ways which we here follow as of the area where they join the route from
Karniilu to Haidarfibid (of which we shall speak infra); the first led from Vanaparti
to Rimayyapattapamu by way of Nagar Karnitlu, Candampéfa, Eléévaram (Yel-
Inisarnm) where the crossing of the Krspd was made, Micerla, Nekarikallu,
Guntiiru; the second, ‘more beautiful, shorter and more certain’, linked Farrukh-
nagar (south-west of Haidaribid) with Vangolu via Nirdyanapuram, Nalgonda,
Miriyalgida, Vaziribad, where the Krsnil was traversed, Dicépalle, Nekarikallu,
Kommilapidu and Addanki (Voiage du 5. Malavois, wble of itinerary. ms. of the
Bibliothéque de Versailles).

15. Tavernier ( Travels, vol. I, 236-8) states that he encountered in 1652 a group
of 4,000 pilgrims coming from Burhinpur and transporting their idols in palanquins
to Tirupati. The route taken by the French traveller (ibid., vol. 1, 216-27) from
Madris to Kadapa is difficult to identify, but it scems to correspond to that
mentioned by Rennell in his Road Book (stages identified by U. Masson. Means of
Transpori, 41-2), except along the first segment. Tavernier followed a passageway
serving CoLavaram and Nirayanavaramu as far as Rénigunta (which, with Tiru-
pati, commands the entrance to the Kadapa basins). The Road Book gives an
itinerary passing through Pintamalli (Poonamalli). Tiruvalliir, Nagari and Puttir.
From there. the route roughly followed the course of the present-day railway line
via Kadiru, Nandaliiru and Kadapa. From Kadapa to Haidaribad the Road Book
indicates a course by way of Cenniiru, Duvviiru, CigalamaRRi, Nandyila. Karmilu,
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the upper course of the Gundlakamma and passing through the depres-
sion scparating Nallamala and Veligonda Ranges. to connect Miceria
and Kadapa."

As to the remainder of the peninsula, the greater part of our
knowledge is drawn from the maps by Orme and Rennell, who in the
main have noted the movements undertaken by the armies during the
Franco-English war and the Maisiiru campaign, as well as from infor-
mation provided in the engincers’ reports pertaining to the regions
annexed by the East India Company.

The West Coast Zone South of Govi

On the western coast, the numerous rivers descending the Ghats, navi-
gable along their lower courses, have in conjunction with the lagoons
extending to the south of Ponnini, ensured basic communications. For
this reason, there was no veritable land route until the second half of
the eighteenth century,”

Only those routes in Kérala are remembered which existed after the
campaigns of Tipd Sultan,” who cleared the Périya, Tamarasséri and
Karkkir passes," developed two routes proceeding from Farrukhabad,
the provincial capital he had founded very near to KoLikkotu (Cali-
cut), to Koyamuttir (Coimbatore),” and opened the coastal route from

Vanaparti and Farrukhnagar. Heyne (Tracts, 461 5.}, who in 1809 went from
Kadapa to Haidaribad, took this route but made a detour to the east to traverse
the Krsnd a short distance downstream from its confluence with the Tungabhadri.

16. Via Kambhamu. This route was taken by Tavernier in 1652 (Travels, vol. 1,
235-41).

17. Conceming the ancient tracks of Kérala, vide Kunhan Raja, ‘Some San-
defa Kivyas and Malabar Geography', in B.C. Law Volume, part 1, 293-307.
Pietro della Valle (Travels, 202-44, 290-7) made in 1623 the journey from Hondvar
to Ikkéri (today a village without significance on the top of the Ghis in the district
of Sivamoggi), hurﬁnmﬂmmnmmefmmthenmnmns.h:m{wmw
mancina {boat)! Tavernier ( Travels, vol. I, 194-203) mentions a route from Kocci
to Madrés, traversing the forest of the Ghats near the sources of the PeriyaRu and
passing through Maturai or Tiruccirippalli:

18. We utilize here the reports of Colonel Dow and Captain Johnson con-
cerning the condition of the roads in 1796, as well as the information provided
during the same period by a noted inhabitant of the region, which were reproduced
by Logan in his book on Malabar (M.D. M., Malabar, vol. 1, 62-4).

19. From Mount Eli, Kagniir (Cannanore) or from Taladséri (Tellichery) the
tracks were oriented to the Péniya pass; four ways terminated in Tamarasééri: two
coming from the MalappuRam and two from KoLikotu (Calicut); the route from
Farrukhabad 1o Gejalhatti via Nilambiir passed through the Karkkir Pass,

20. The road passed through Tirirannati and Venkatakdtta or Kattakal (where
it divided into two branches to then arrive at Koyamuttir {Coimbatore), the one
passing through AnnatippuRam, Magnarakkitu and the Aftappati valley, the
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Béppir to Kojunnallur (Cranganore).” During the same period, in
Travancore, a road linking KaNNivakumari to Kojuanallur was to be
built by a Hindu prince.™

The conditions on the Maisiiru plateau were more favourable to
land transport and communications.

Maisiiru

Rennell's map of 1792% indicates in summary fashion the major routes
which diverged from Srirangapattana towards the Ghits rising to the
west; then, northwards to the Riyciru dodb, ancient march disputed
by the Deccan sultans and the Vijayanagara kings; and finally, the
route which led to the Tamil plain in the south-east. The tracks on the
eastern border of the plateau, dissected by the PalaRu, PennaiyiRu
and Kivéri rivers, are better known, for they played a significant role
in the military operations relating to the Maistiru wars,

The tiluk of Hosiiru was of particular importance. as it was there
that the main roads passed which led to the plain by way of the
Budikole, Sijagiri, Pilakkatu and Ancatti passes. Haidar and Tipa
generally followed routes extending along the PeppaiyaRu or the
Kavéri.* The English directed their efforts to the PalaRu, which by
reason of its proximity to Madras was of greater importance to them;
thus also explaining Clive's vigorous defense of ARkitu (Arcot) and of
Veélir in 1780-82, and the determination of the course of the present-
day road from Madris to Bengaltaru. Also important was the road that,
in the west, linked Srirangapattana to the upper Kavéri via Gejal-
hatti.™

The Tamil Country

There remains Tamil country, which is prolifically described in the
European documents of the second half of the eighteenth century. Its

other traversing Pagimi and the Palakkdju (Palghar) Gap.

21. Via Tapir, Ponnini and Veliyankdtu.

22. The prince 1o whom we refer was Rima Varma (1758-98) (Bartolomeo.
Voyage, 176). Lieutenants Ward and Connet mention in their Memoirs of Survey a
route from PaNakkuti to Tiruvanantapuram (Trivandrum) via the AruvimoLi
Pass, continuing as far as Kocei, and a transversal route from Kollam to Cenkatiai
(vide M.D.M., Travancore State, vol. 111, 217-20).

23, Vide Memuoir of a Map of Hindoostan, 1792,

24, M.D.G., Salem (Richards), vol. I, part I, 294; part I1. 108-10.

25. The road can be traced from Gejalhatti almost to Haradanhalli; there are
stretches still well preserved and marked by fine avenues (vide our article men-
tioned supra in n.4, B.E.F.E.O., t. LXXVIIL 1991, 59-61 and photographs 12-26).
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road network is quite well represented on the maps of Orme® and
Rennell,” who collocated the geographic knowledge of the period
There was then, between Lake PaLavéRkatu and KaNNiyakumari
or Ramésvaram, a network of longitudinal routes which met at recog-
nized points, as for example, Srirankam-Tiruccirapalli and Maturai.®
From west to east and extending to the eastern coast from the Pilak-
kiatu Gap, another network developed, comprising two principal axes:
one leading to Célam and the lower valley of the PennaiyaRu; the other
which followed the Kavéri by way of Taficiviir as far as the delta ports.
These main routes, along with the ramifications connecting them,™
formed the meshes of a network corresponding to the ancient road
links,* and which only differs from the present road system along short
segments. This fact implies a certain degree of urban equilibrium.
The striking stability across the centuries of the land ways in Famil
country is contingent upon the constancy of the cities. The progressive
concentration during the eighteenth century of activities around
Madras, the colonial capital,” has altered only little the relative impor-
tance of the communication axes, because the centres of Tamil civiliza-
tion were able to retain a noteworthy vitality. Certainly, the political
history there, as elsewhere in the Deccan, was very agitated and a
number of royal residences and fortresses came to be arid then dis-
appeared with the dynasties which had created them. However, the
great religious cities, which were also administrative and commercial
centres, have defied time.” They were very little affected by the

26. The map of the Coromande! Coast (Orme, History, vol. III) notes many
tracks between Tiruccirdpalli and Madris which could not be indicated on the
small-scale map we have drawn.

27. Rennell, Memuoir, 1792,

28. The coastal road linking the ports of the littoral was the most direct
pilgrimage route and the most travelled to Raméévaram (vide F, Martin, Mé-
moires, t. 11, 226-30; Valentia, Voyages, vol. 1, 338-73).

29. The bases of this network (Kadcipuram, Tiruccirdppalli, Tafciviar, Matu-
rai) were of great strategic importance in the eighteenth century, for which reason
opposing armies in the Franco-English war continually undertook to seize them, or
at the least, to have control of their access,

30. Vide our Recherches, 15-16 and pl. IV, figs. 1 and 2.

31. Ivis known that there is no site on the East coast distinctly favourable to the
establishment of a great harbour {development of the Madris port dates only from
1871). If Putuccéri (Pondicherry) remained but a small city while Madris came to
be the Southemn capital, then history alone is responsible.

32. Kancipuram, Buddhist centre from the fifth century B.c., then heart of the
Pallava realm from the sixth to the ninth centuries of the Christian era, af all times
famous for its arts and crafts: Tiruccirdpalli and its fortified rock, 3 km south of the
sacred city Srirafnkam, celebrated pilgrimage site on the Kivén; Tancivir, ColLa
capital from the tenth to fourteenth centuries, annexed by Vijayanagara, then
centre of « Maratha dynasty down to the eighteenth century, located at the head of
the delta and considered us the garden of the South: Maturai, capital of the Pindya
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Muslim destruction, which is perhaps one of the reasons why they have
continued to exercise an attraction. Be that as it may, no other region
of the Deccan has known such a permanence respective of its road
network.

realm from the third century s.c. to the tenth century a.p. which under the Ndyak
{(sixteenth to eighteenth centuries) knew a very brilliant period, as testifies the
great Minaksi temple: so many permanent nodal points which have determined the
communication lines. And the other holy places must be added, such as Tiru-
vagpnamalai, Maturintakam, without forgetting those at the extremity of the
peninsula, KaNNiyikumari and Riméévaram, prominent precincts of India’s reli-
gious geography.



8. Ancient Gondvana

We have reserved for the last a zone which seems to have existed in
isolation from the remainder of the peninsula: the ancient Gondvina
which corresponded to the British Central Provinces, extending roughly
from Bhopal in the west to Sambalpur in the east, and from Bundel-
khand in the north to the Godévari in the south. This very wooded
region, where primitive populations have found refuge and very old
modes of life have been maintained, would appear to have been on the
margin of the general lines of communication, excepting on its western
border which was progressively cleared by Hindu cultivators and which
served as frontier region for the empires of the plain. The great
currents of men and merchandise manifestly circumvented the region.
Prior to the second half of the nineteenth century there existed no
meridional artery from the mid-valley of the Ganga 1o the Godivari,
nor a transversal axis following the natural corridor which stretches
from Khindes to Orisa.’

Nonetheless, the isolation of Central India does not imply that there
had not been interrelation and exchange, for since most remote times
men have ventured into its wooded massifs. Ancient literary texts as
well as archaeological studies testify to the religious vitality of this
region throughout which are scattered firtha, holy places which have
always attracted ascetics and pilgrims.*

1. At the outset of British occupation, & great extent of the country vas without
roadways. The route from Hazaribagh to Nagpur was so little known that Gurden
(in Table of Routes, 200) gives no description whatsoever and contents himself to
indicate the distances between the different stages (Thornton, G.T.E.L.C. (1854),
vol. 11, 335-6). One of the most important events in the history of the Central
Provinces was the establishment of a railway connection in 1867 between Jabalpur
and Kalikitd on the one hand, and between Niagpur and Mumbai on the other
(1.G. (1908), vol. X, 55). The main roads which today ¢ross at Nagpur are thos of
recent development.

2. Indeed, innumerable are the sanctuaries bathed by the rivers or set high on
the rocky spurs which throughout the ages have been meeting points for sages in
search of solitude or of pious Hindus, The Narmada, in particular, rivals the Gangi
in sacredness and its source at Amarkantak is a pilgrimage centre (from this same
plateau diverge also the Son and the Mahiinadi): each year hundreds of devout
Hindus walked along the river, from its mouth to its source, and returned by
following the opposite bank (Eyre Chatterton, The Story of Gondwana, 5-9). The
antiquity of travel is borne witness by the Ramdivana, in which is related how Rima
traversed the Dandaka forest to proceed from Prayiga to the Godivari: he could
have crossed the Narmadi somewhere between Sohagpur and Narasimhapur (vide
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The Old Pilgrimage Routes

The study of the distribution of ancient monuments’ shows that a series
of tracks connected the sacred cities of the Gangetic valley to the great
pilgrimage centres of the Narmada and the Mahanadi by way of the
passes in the Kaimar Range.' To the west, the Badanpur Pass allowed
of communication between the mid-Ganga and the Venganga valley by
means of the Jabalpur depression.’ At Gaddighat in the mid-region, a
track passed from Prayaga to Amarkantak® which was linked by a
ramification to the pilgrimage route from Kasi to Orisa traversing
Silpighat and reaching the upper Mahinadi at Sevarinarayéna.’

From west to east, very old contacts seem to have existed between
Bariir (and even Khindes or Milava) and the Orisa coast.' Archaeo-

F.E. Pargitter, “The Geography of Rama’s Exile’, J.R.A.S., 1894, 245-50).

3. These monuments are not distributed in an arbitrary fashion, but correspond
10 an organized network of tracks, Beglar, who made numerous journeys through
Central India, considered that by connecting the most important archacological
vestiges, one could determine the probable course of the ancient roadways
(C.S5.R., vol. VIL 140; vol. XIII, 12).

4, As for meridional communication lines, the Kaimir Range represented a
barriernnd its passes were passages obligés (vide Beglar’s remarks in C.5.R.. vol.
XIII, 12-15).

5. The tracks from Prayiga and from Kadi probably joined shortly before
Badanpur; from there it was possible to reach Tripura (or Tevar, 9 km west of
Jabaipur) or Bherighdt, very near the Narmada, and to continue on to Ramiek,
another place of pilgrimage in the Nagpur district (vide C.5.R., vol. XIIL, 12-13;
vol. IX, 54-60). The abundance of ancient remains found in Karitaldi, Bijeragho-
garh, Tigovii, Bahuribind and Ripnith (where an A<okan rock inscription was
found) (vide C.5.R., vol. IX, 38-41) allows of the supposition that these settle-
ments were located along this route. It is furthermore probable that in this region,
at least during the Maurye era, a ramification existed which joined the old route
from the Guif of Khambhit {vide supra, 47-48). To the south of the Kaimir Range a
branch road proceeded to the Mahinadi by way of Bandhogarh. Pali and Sohagpur
(C.5.R., vol. XIIL, 12).

6. A track can be distinguished in relation to the distribution of nnoent
monuments which, setting out from Prayaga, traversed Gaddighar and divided into
mwo branches at Majholi: the onc leading to Sohagpur and Amarkantak, the other
bifurcating eastwards to Mira where it met the track from Silpighiy (C.5.R.. vol.
XIII, 14-5). Beglar (ibid.,) mentions that this was still at his time (1874) a very
frequented pilgrimage route.

7. According to Beglar (C.5.R.. vol. XIIL 16). this route. which led from Kasi
to Sevarinirayana through Rijgarh. Saipur, Sonhit. Pali and Janjgir. played as
important & role as did the preceding.

8. An Asokan edict at Dhauli gives to understand that occasional journeys
were undertaken between Ujjayini and Tosali. The discovery of coins at Sonpur
would seem to indicate that this city was located on a communication line. In 1421,
Hosang Sih went from Mindu to Katak in the guise of a borse merchant (P,
Acharya, ‘Ancient Routes of Onssa’, O.H.R.J. . vol. IV, 1955, 49).
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logical studies suggest the existence of a route setting out from Bhin-
dak and continuing to the Mahinadi, where it divided into two
branches, one leading to Sevarindrayana and to Jagannatha-Puri, while
the other proceeded to Gaijam.”

The liaison between the northern pilgrimage routes and those from
the south was probably effectuated in the region of Bhandak. It was
there that the route from Orugallu (Varangal) merged, at which point
the network of ‘Dravidian’ tracks terminated,"” thus enabling an im-
portant religious traffic between Ramésvaram and Kiasi. However,
because of lack of documentation, one can but advance hypotheses
concerning the courses of these communication lines.

Other than pilgrimages, it seems that the transport of salt from the
east coast to the interior of the plateau constituted traffic of a consi-
derable amplitude." But the urban and economic life of this central
zone would not appear to have been sufficiently developed to have
given rise to such economic and cultural currents as comparable to
those which traversed the surrounding provinces. During the Mughal
period, the imperial government never succeeded in controlling the
jungle kingdoms." It was the Marathas, who setting out from Nagpur,

9. Beglar, after having visited the archacological sites located in the transversal
corridor, assumed that this old route traversed Devatek, Hit-Banjari, Ambégarh
Cauki, Baloda, to then divide, on the one hand proceeding to Puri via Dhamtari,
Sirpur, Sevariniriyana, and on the other to Gafjam by way of Kinker (C.5.R..
val, VIII, 140).

10. In a grammatical treatise dating from the thirteenth century (Andhra
Bhasdbhisanam), the Telugu poet Kétana mentions.a route which led from
Kiancipuram to Ayodhyi via Nelliru and Orugallu ( Varangal), and which was
perhaps the route most travelled by pilgrims going to the temples in the Ganga
valléy (A. Vaidehi Krishnamoorthy, Social and Economic Conditions in Eastern
Deccan, 98}, In Lettres édifiantes (t. X111, 97), Father Bouchet transmits informa-
tion given to him by pilgrims on their way to Ramésvaram and Kasi: "Those who go
by way of Golconde say that leaving Bagnagar (Haidaribad) it is necessary (o
proceed slightly eastwards, whence they continue directly to their destination’. This
corresponds 1o the route which we have delineated.

11. A large amount of the salt production of the east coast was exported inland
by the Basijard caravans. A secular traffic of which the volume is unknown, but
which judging from later docomentation must have been high. During the eigh-
teenth century an enormous quantity of salt was transported each year to Barir: 3
likh of man (B.C. Ray, Orissa, TE-83).

12. The northern half of the country was in the sixteenth century subject to the
rija of Garha, but Akbar dissevered the kingdom and sacked the capital. The
upsurgence of resistance spread to the Gond at Devagarh in the centre of the
country. while in the south a third dynasty reigned at Cindd. Their treasures
attracted the Mughal greed, and in the course of the seventeenih century they
launched against them several expeditions, the destructive effects of which were but
temporary as, distant from their bases and cut off by the jungles from large supply
centres, the imperial armies had not the means to pacify these hostile regions.
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where they had been firmly established since 1739, through their
repeated offensives into the mid-Ganga region and Bangal opened the
country to general traffic. Thus, it was in that city, the geographical
centre of India, that the majority of the ways which prefigured the
present-day roads were to terminate."

Nagpur, Centre of Divergent Routes under the Marathas

The lines of communication with the best defined courses were those in
the western section which tied-up with the major imperial highways.
From the Gangd valley (Ildhdbad or Bandras) to Nagpur, the old
route has not greatly changed; but along several segments it had passed
some kilometres to the west of the present-day road." In the direc-
tion of Mailava or of Khindes a number of roads linked up with the
western Mughal network. That which went to Hofangabad has
not changed.” Of two others which led to Burhanpur, one followed
along the southern border of the Gévilgarh Mountains via Elicpur,"
while the second passed through the middle of the Parpa basin via
Amardvati and Balapur,” whence it was possible to reach Auranga-

13. Vide Rennell's large map of India, as well as the small map entitled: addi-
tions to the Berar in his Memoir (1792).

14. Major stages: Rivi, Amarpitan, Badanpur, Banjari, Bilhari, Sihauri,
Gosilpur, Garhd. Jabalpur, Dhiima, Lakhnidon, Chapird, Caunri, Dongartal. At
Corbivali, 45 km from Nigpur, the road divided into two branches, one passing
through Ramiek, the other via Songhd|, and met again at Kherdi, whence a single
track led to Kamthi. There, once again, it formed two ramifications; the first,
following what is the present-day road, led to Sitibaldi, the second led from
Kiimthi Sare to the centre of Nagpur, which was the route followed by Dangereux
in 1759 (Law de Lauriston, Mémoire, 535) and by H. Colebrooke in 1799 (‘A
Narrative of a Journey from Mirzapur to Nagpur', Asiatic Annual Register for the
Year 1806, Miscelluneous Traciy, 27-43). The ramifications of the old route in the
Nigpur district are mentioned in the Gazetteer of the Central Provinces (1870),
335,

15. Stages: Nigpur, Sivaner, Cicoli, Pandhurni. Tigdmv, Multdi, Baitiil,
Sahpur, Caukipura, Hodangabad (Rennell's map of 1792, as well as his Road Book:
route from Sirodij to Haidarabad via Hofangibad and Nigpur, noted by U.
Masson, Means of Transport, 27). According to the Gazetteer of the Central
Provinces (1870, 51-2), it was lined Wwith sarde.

16, Stages according to Rennell's map: Bazirgiv, Kondhali, Karafja, Asti,
Ner Pinglai, Elicpur, Akot, Sonald, Jalgimv, Zainabad, Burhinpur.

17. 1t left the preceding west of Kiradji and traversed Tivsa, Nandgiv,
Amarivati, Murtazipur, Kurapkheda, Akold, Bilipur, Niindura, Malkapur,
Edalabad, Burhinpur. Concerning this route, between Amarivati and Burhinpur,
only insufficient information was available to Rennell, which he incorrectly inter-
preted. He only indicates a simple line (with but two stages: Edaliabad and
Nandurii) which passes just north of the route from Amarivati to Aurangibad. A
study of the map shows that Nandurd would have to have been linked with
Bilipur, and that as far as Amarivati there had probably been only one route.
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bid via Jifardbad or Jalna."

Three routes were oriented southwards. The first traversed the
district of Vardha and entered in the region of Nanded into the main
transversal route from Surat to Macilipattapamu.” The second cut
directly southwards as far as the Penganga, then from *Adilibad to
Haidarabad followed what is now the course of the present route.® The
third, which served Cinda, passed well to the west of the actual course
or of the railway line.”

From Nagpur to Chattisgarh, in the central corridor, land commu-
nication vascillated among several tracks: one which proceeded along
the plateau, to the north, and led to Ratanpur via Khairdgarh; the
second, in the mid-region, following the same course as the present
route, went to Raypur via Bhandara and Durga; finally, another to the
south and more difficult, crossed the undulating area of Cicgad.®

In the Mahanadi valley™ the passageways from Riypur and Ratan-

18, The track divided into two branches at Likhanvada which led to Aurangi-
bad, one by way of lifaribad and Dabhadi, the other via Deilgav Raji and Jilni.

19. The itinerary as given by Rennell seems to correspond to that followed by
Dangereux in 1759 (Law de Lauriston, Mémoire, 535). The stages thereof from
Nagpur to Mihor are easily followed: Kinholi, Saili, Nacangiv, Bhim, Ami.
Setting out from Mihor. one branch led to Ninded, while another went 10 Karkheli
(which Dangereux followed). Unfortunately, we have not been able to identify the
intermediary stopping places.

20. It went through Girad, Varori, Kivar, ‘Adilibad, Nérédikonda, Nirmal,
Bilkonda, Armiru, Indilvai, Kimareddi, Masiyipeta, Haidaribid.

21. Stages: Nigpur, Umreq. Cimiir, Khatora, Cinda, Virur, Vankidi (Vakdi),
Tandiiru, Dharmapuri, Jagatyila, Elgandal, Siddipéa, Haidaribéd,

22. Rennell’s indications regarding this zone are very confused. On his map
additions to the Berar, he incorrectly employs the information gleaned respective of
the two routes connecting Nagpur and Khairigarh, and probably reversed the
order of their courses. For the northern route we follow the map of 1792 which
indicates the following halting points: Nagpur, Kamthi, Mohadi, Tumsar, Tirodi,
Kimthi, Lanji. Khairigarh, from whence two branches led to Ratanpur, the one
passing through Devkar and Takhatpur, the other proceeding by way of Dhamda,
Simga and Tarengi. The central route between Nagpur and Khairdgarh is not
mentioned by Rennell. H. Colebrooke { Asiatic Annual Register 1806, Misc., Tractx,
17 sq.). who travelled that way in 1798, gives the following stopping places:
Nagpur, Bhandira, Likhni, Sondad, Belgamv, Khairigarh. Rennell nonetheless
indicates the route from Dongargarh which led to Riypur via Durga, and the
branch from Raypur to Tarefga. There remains the southern route, whose course
is but speculative, obtained by arranging the places named on the mip: additions to
the Beras. It traversed the Vengangi probably in the region of Bhandird
(‘Bunderu’ on the map), or perhaps somewhat farther to the south at Pauni
(*Poonee’), and joined the former after having gone through Cicgad (*Checzgur’)
and Hit Banjiri (‘Bunjaree’). This interpretation is all the more plausible, as the
Gazetteer of the Central Provinces (157) considered this track to be one of the three
most important ancient routes from Nagpur to Chattisgarh.

23. Further to Rennell’s maps, vide Thomas Motie, “A Narrative of a Journey



The Road Network 87

pur which led to the Orisi coast and to Jagannatha-Puri joined at the
two large bends formed by the river, at Sambalpur and Sonpur, whence
in very near proximity the waterway (navigable downstream through-
out the year) was followed as far as the delta.” The present trunk road
from Sambalpur to Katak avoids its banks exposed to floods and, more
directly, crosses the plateau to the north.”

On either side of the central corridor little-known tracks led to the
northern plains and the east coast.

Crossing the Maikala Range and the desert and wild plateau
dissected by the Narmada and its affluents, a narrow track edged its
way leading to Mandla, from where several ramifications went on to
enter the meridional route (from Riva to Nagpur) at Garhd or Jabalpur
and in the vicinity of Sivani. ™

Trails with changing courses proceeded to the Gangi. There was

to the Diamond Mines at Sumbhulpur’, O.H.R.J., vol. 1, 1952, app. 11, 1-49;
Leckie's ‘Journal in Orissa of 1790, O.H.R.J., vol. 11, 1953, app. IV, 1-14; as well
as B.C. Ray's study regarding the Nigpur routes to Orisd under the Marathas
(Orissa, 150-2).

24. The route from Ratanpur to Sambalpur passed through Janjgir, Sevari-
niriyapa (where it crossed the Mahiinadi), Bhatgamv, Sirangarh. At Bhaigamv
the road from Khairigarh came to an end. and st Sarangarh a branch set out which
led to Sonpur. Riypur was linked with Sambalpur by a track which probably
followed the course of the present-day road through Arang and Bargarh, and was
connected to Sonpur by a route tmken in 1790 by Leckie (0. H.R.J., vol. [T, 1953,
app. IV, 104) via Arang, Khaliri, Suarmir, Agalpur, Salebhatta and Locipur. The
usual way from Sambalpur to Bauddh followed the left bank of the river through
Sindole; there was also a more direct but difficolt trail, “almost impassable even for
a palankeen’, taken by Motte in 1766 (O.H.R.J., vol. 1, 1952, app. I, 30 sq.)
which, via Miinesar and Jujumiirii. connected to the two ends of the large bend.
Downstream from Baudh the route did not stray from the right bank until Katak,
passing through Ramgarh, Kusumgarh, Baramul, Kantilo and Padmabati (Motte,
ap. cil., 19-29; Leckie, op. dit., 5-10).

25. Via Rayrikhol, Handap, Angul and Dhenkinil.

26. Stages according to Rennell’s map (Memoir, 1792): Ratanpur, Pandariva,
Borli. Bichivd, Mandia, Dithori, Kiniviri, Sivani (Seoni); the stages from Mandla
to Jobalpur could not be identified. Speaking of the projected road-construction
from the Chattisgarh plain to Jabalpur, the author of the Gazetteer of the Central
Provinces (1870, 8B2-3) states: "at present the line followed by the Banjaras re-
sembles the Northern routes — a circuitous track over hills and valleys intersected
by numerous streams, the rocky beds of which present most forrudable obstacles.
This hilly and difficult country extends over a distance of about one hundred miles’.
He adds (ibid., 268-9), recalling the communication lines in the Mandla district: ‘on
coming into the district from the Westwards, the wilderness of the country and its
jungle aspect is striking; the hills are blue, wild, covered with dense shrub jungle
and apparently deserted; through these are nothing but narrow footpaths, touched
on either side by jungle and long grass; and stories of deaths from starvation, tigers
or thirst are numerous’.
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one which passed through the region of Amarkantak and arrived at
Riva after having crossed the Kaimur Range ” The other which went to
Mirzapur and Baniras across the butt and isolated rocks of the Sarguja
seems to have been oft-frequented by the pilgrims from Hindusthan
journeying to Jagannitha-Puri, as well as by those from the South
making their way to Banaras.” From the direction of Bihir and Bangil,
tracks traversed the jungles of Chota Nagpur. Occasionally travelled by
Maratha horsemen, they do not seem to have been sufficiently stable to
have allowed of regular communication with the towns in the lower
valley of the Gangi.®

On the other hand, the transitways extending in the direction of the
east coast, towards Gafijam and Srikakulamu, played a vital role, as
they provided Central India with salt. Unfortunately, we remain
unaware of their courses.”

27. From Ratanpur to Amarkantak it passed through Kendi and Pendri, as
specified by Blunt (Asiatic Researches, vol. VI, 100), who in 1795 procured
information from Brahmans in Ratanpur: “They said there was but one {road)
which led into the hills, on the sides of precipices through a forest almost impene-
trable to Pindara. From this place the road was only known to the mountaineers
who are always taken as guides 1o direct the pilgrims in ascending the table of
Omercuntunc’. From Amarkantak to Rivi the stages according to Rennell were:
Singhpur, Sohigpur, Karvd, Kanaudi, Citrimv, Marviis and Corhit.

Z8. Rennell indicates but a short segment of this route: from Mirzipur to
Saipur via Silpighat. Blunt (Asiatic Researches, vol. VIII, 57-97) crossed at this pass
in 1795, and after having gone through Saipur, Mira, Sonha{ and Matin, arrived in
Ratanpur. H. Colebrooke (Asiatic Amnual Register, 1806, Misc. Tracts, 1-22)
passed in 1798 somewhat farther east by way of Agori, Kotii, Diidhi, Hariharpur,
Sargujd, Ramgarh, Curi and Ratanpur. He states that he encountered numerous
groups of pilgrims coming from Maratha country (Pune, Nagpur) and heading for
Baniras by means of this long and difficult track, because it was more certain than
the route from Jabalpur. Regarding the condition of these two routes in the second
half of the nineteenth century, the author of the Gazetteer of the Central Provinces
(82) gives information which requires no commentary: ‘Both these routes are,
through a great portion of their length, simply tracks across the hills and through
the jungles, along which few traders or travellers would venture alone. They
proceed through so difficult a country and extend over so great a distance that there
seems little prospect of much ever being done to open communications in this
quarter’.

29. One can scarcely follow those indicated by Rennell, failing to be able to
identify the majority of the stages. Because of the density of the forests and the
hostility of its primitive populations, the Choti Nagpur still represented a barrier at
the close of the eighteenth century, The English Company, which would very much
have wished to establish more rapid postal lines between Kalikita and the capital of
Barir across the Mayiirbhaiij and had requested the opinion of the rdjd of Nigpur,
received & discouraging response and the postal route continped to pass through
Katak. though the distance was considerably greater (C.P.C., vol. V, No. 1398,
cited by Ray, Orissa, 151-2).

30. Rennell indicates a ramification setting out from Gadjam which continued
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In conclusion, even though religious traffic would seem to have
been of very ancient date in the Gondvina (where sanctuaries having
local or more far-reaching influence were abundant). and although the
transportation of salt from the east coast to Barar would have been
effectuated since time immemorial, the integration of the tracks of this
zone into the ensemble of the road networks sustaining the general land
communication in India is of recent vccurrence.

on, via Ghumsard, to join the Katak route to Central India. There was also
indubitably the track which in the nineteenth century linked this port to Riypur
through the region of Khariyir and over which a large amount of salt was conveyed
to Chattisgarh, even though it was ‘one of the wildest and most unhealthy routes in
India' (Gazetteer of the Central Provinces. 158). The other way leading from
Srikiikulamu and Salirughdt to Nagpur, indicated by Rennell on his map of Central
India (additions o the Berar) with a simple line. probably corresponded to that
which the Barijard followed through Jaypur. In 1795, the rdjd of Kanker told Blunt
(Asiatic Researches. vol. V11, 113-4) that there were then two major tracks from
Chattisgarh to the Sarkdr coast which joined in Jaypur; the one passing through
Kanker, Jagdalpur and Kotapad, the other through Sihéva and Ravgarh.



9. The Indian ‘Z’

We have thus progressively gathered together the strands which repre-
sented the old roads and ways of India. They are of disparate nature
andthﬂplumwhi:hlheyfurm&renmaﬂﬂfﬂiesamcquality.
Nonetheless, they constitute a coherent ensemble reflecting the various
aspects of the subcontinent’s history.

The network seems to have been organized on the basis of very
ancient and diffuse land travel, which before having answered to the
requirements of the empires, was progressively adapted to regional
needs. The courses of the main routes, having developed by a process
of selection from among certain segments or through a joining thereof,
and which have changed in accordance with the evolution of urban
centres, are not easy to delineate because of the dearth of sources.
However, if the principal currents of communication and transport
which have animated the country from the protohistoric period 1o the
Mughals (vide Fig. XIII)' are considered, it will be noticed that they all
follow the same orientations and describe a large ‘Z" across the
peninsula. The lines thereof are very simple: the first, into which enters
the Indus axis, emerges from the passes in the North-West and follows
the Ganga Valley to Bangal; the second connects the northern plains to
the Gulf of Khambhat; the third curves diagonally across the Deccan to
the Coromandel Coast; whence the last line proceeds to the Palakkatu
(Palghat) Gap and the western coast. These arteries, which over the
centuries have served the movement of soldiers, merchants and pil-
grims, have allowed of the diffusion of an original culture, and thus the
permanence of the Indian “Z’ appears to us to represent a fundamental
factor in the history of Indian civilization.

During the Mughal period the communication lines radiated from
Agré to Dehli and formed an enormous ramification which corres-
ponded to the political, administrative and economic interests of a
centralizing monarchy. Its largest strands interwove at the provincial

l. Archaeological studies show the major cultural currents of the protohistoric
period; Buddhist sources indicate the initial axes of communication: the distribu-
tion of Asokan edicts suggests the courses of the main routes of the Maurya; Greek
and archacological sources delineate the directions of exchange from the first
centuries of the Christian era; Arabian and Persian authors mention the comamuni-
cation lines in the North-West during the Muslim period. This information has
been collocated and mapped in our Recherches, 13-41 and pls. I-VIL

2. The image is from F.J. Richards, ‘Geographical Factors in Indian Archaco-
logy’, The Indian Antiquary, vol. LXII, 1933, 235-43.
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capitals from whence radiated the regional roads. Extending from the
Afghian mountain chains to the delta of the Ganga, the Grand Trunk
Road which served Kabul, Lahaur, Multin, Agra, llahabad and Pana,
was the principal artery of the northern plains. The Gulf of Khambhit
was the centre of convergence of the two axes from the Gangetic valley
passing through Rajpitind via Ajmer, Ahmadabad, and

Malava via Burhanpur. Finally, in the South of the peninsula the
transversal arterial road uniting Surat with the ports of the eastern
Deccan relied upon two metropolises, Aurangabad and Haidarabad.
Within this simplified schema, the ancient Gondvina appears as a zone
hostile to communications; which once again is recognition of the
importance of the Indian ‘Z’, into which entered the major ramifica-
tions whose currents flowed with all the products of India’s vital

centres, facilitating thus the movement of men and resources over the
subcontinent,

Towards the Development of the Modern Network

Two important factors were to influence the evolution of the road
system in the second half of the eighteenth century: the Maratha
expansion throughout the entire area of Central India and the strength-
ening of British power in the coastal regions.

In the North East, the East India Company progressively annexed
the lower and mid-valley of the Gangi, and Kalikata (Calcutta) defi-
nitively dethroned the old provincial capitals. The construction of a
direct route was undertaken for strategic reasons, linking the new
political centre with Baniras and avoiding the long detour made by the
Mughal route following along the river. The New Military Road (1781),
replaced in 1838 by the present-day road, is the single significant
deviation to which the Grand Trunk Road was subject; the other
changes in course, between Kanpur and Dehli and in the region of
Amrtsar, having been made to the avail of secondary roads.

The establishment of the Marathas in the central region of the
peninsula and their repeated incursions into the plains of Bihar, Bangal
and Orisa was to open Gondviina and its eastern borders to the general
currents of land travel and favour the convergence of ways leading to
Nigpur.

Other transformations were effectuated in the South-West, in the
lava region. Subsequent to the setback of Mughal imperialist politics in
the Deccan, Burhanpur and Aurangabad, which had served succes-
sively as bases for Aurangzeb’s armies. underwent an irreversible
decline, and Pune, having supplanted Satira, became the Pesvd capital.
At the same time, Mumbai (Bombay) divested Surat of its status as the
large maritime settlement and became India’s new western port. The
direct consequence of this displacement was that the main transversal
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artery leading to Haidarabad and the deltas in Andhra abandoned
Surat and Aurangibad to become linked with the newly established
nexus points.

In Mailava, the Maratha movements brought about the re-orienta-
tion of communication lines and Indaur, one of their military camps
which had become an active road junction, was chosen by British
engineers to be a major stage of the trunk road from Mumbai to Agra,
constructed in 1840.

Routes and the Evolution of Towns

These changes in interrelation reflect the end of a system and the
establishment of a new order. They also show (and, this we would wish
to emphasize in conclusion) that communication lines do not have an
independent existence, and that being as they are intimately connected
with human settlements, they live with those which are active. and
disappear with those which perish. And this is the underlying meaning
of the small-scale maps which we have plotted, upon which the stages,
marked by a point. are connected by dashes. They should not be
considered as simple schemas: while tracing the courses of communica-
tion and exchange over a given period, they at the same time indicate
the points of convergence, the nexus of traffic lines. Which is to say,
they inform as to the vitality of the urban centres at a specific period in
their history." Furthermore, this general synthesis, which must be
studied more closely on a regional level, could form the basis of a
particularly fruitful interpretation of the development and evolution of
towns and cities.

3. How many times, attempting to identify a name not found on the modern
maps, or discovering the name of an obscure village, we were surprised to learn
that, according to inscriptions or archaeological findings, it had once been in the
sometimes recent past a considerable settiement. An example taken at random:
Tavernier, proceeding in 1652 to the Kadapa Valley, took when setting out from
Madris a route which served CoLavaram and Nirayanavaramu, two settlements
which were probably quite large in the seventeenth century. in particular the
second, which had been an influential centre and was for a time a roval residence:
they are today humble villages. At the close of the eighteenth century, Rennell
indicates a different route from Madris to Kadapa which passed through Piinta-
malli (Poonamalli), whose fort played a certain role in the Franco-English war:
Tiruppsiir, a very ancient village which was still very active during the era of the
European companies; and finally, Puttiir, located on the railway line leading to
Tirupati (5 km west of Nariyanavaramu). whose development is recent. This
change in course is significant (vide supra, 77 0. 15; M.G., 180, 698, §99: M. DM,
North Arcor, 379-81, 343),
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In order to determine at this point the diversity of character of ancient
roads, it will be appropriate to define the different classes of public
highways which have channelled both general and local traffic. Our
investigation concerns, on the one hand, the principles of road engi-
neering and, on the other, the necessary prerequisites of inland travel,
bridges over the water-courses, milestones at intervals, lines of trees
affording shade, wells dug to supply water and halting-places providing
shelter to wayfarers.

Theoretical Classification of Ancient Roads

India’s ancient literature abounds in conventional classifications,’'
distinguishing among landroutes in accordance with various criteria; a
fact which bears witness to the indisputable interest directed since an
early date towards communications on the local level of village or city,
but which also denotes on the part of Indian jurists and commentators
an excessive propensity to artificial codification.” Let us nevertheless
retain the distinction which has been drawn between an ordinary road
(mdrga) and the main road (rdjamadrga). as it is generally found in the
inscriptions, which disclosing genuine and datable facts represent

1. Vide B. Snivastava's discussion of this question in Trade and Commerce, 309-
13: App. C, “Some conventional names of routes as known from literary sources’.

2. These texts do not appear to be directly concerned with routes: they pertain
more to roads layed out within the limits of the settlements or in their immediate
proximity, than to those linking urban areas to each other. It is noteworthy that in
ancient as well as more recent treatises, the description of roads is included with
that of towns. As a matter of interest, we reproduce below in tabular form the
information provided in the Arthasistra, the Brahmdandapurana and the Sukraniti.

Categories of Roadways Widih

A. According to the Arthatdsira (2.4.1-5)
a.  royal roads (rdjamdrga) as well as those ways (patha) in
the dronamukha, the sthaniva and the rdggravivita (?),
and those located at ports, in bazaars (?), military

camps, cremation grounds and villages 32 cubits
b. carriageroads (?) (rathyd) 16 cubits
c. paths on dykes (sefu) or through wooded areas (orchards) 16 cubits
d. paths crossing elephant toacks (hasiikgeira) 8 cubits
e. cari tracks 5 cubits
f. cattle trails 4 cubits
g. tracks for smaller livesiock and pedestrians 2 cubits

B. According to the Brahmdndapurdna
(anusangapada, adhyiiya 7, slokas 112-114a)
a.  disdmumdrga, roads leading in the four cardinal
directions
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authentic testimonies of the past.” During the Mughal period a distine-
ﬁmwasnmdebetwmnhcalnrmgioru]senimmadsandlheimpﬂinl
highways (bddsdhi), which we would term trunk roads.

The former for the greater part elude our investigation,* but one can
studyﬂmurlh:mmudcateguqbymrdﬁngmumhﬂbythem.
or through interrogation of the ancient texts. With the aid of these
documents we shall first examine the problems involved with the
construction and maintenance of roadways.

b.  grimamdrga, main toads of a settlement 80 cubits
¢ simdmdrga, roads encircling (the settlement) ) cubits
d.  rdjapatha, roads leading to the palace (7) 40 culnts
€. sakhdrathyd, main branch roads 16 cubits
[.  rahyd; ordinary roads 3 cubits
2. uparathyd, small roads 2 cubits
h. jerghdpatha, lanes 4 feet

L. grhdnara, passagewiys 3 feet

C. According 10 the Sukranini (1. 260-65)
4. rdjamdrga. royal roads departing from the palace in the

four cardinal directions 30, 20, 15 cubits
midrga, roads appropriate to towns and villages 1) cubits

c.  vithi. ordinary roads 5 cubits

d. padya, pedestrian ways 3 cubits

[lrndnﬁumﬁmﬂam&ﬁiandmmrybyﬂmmgcu]

likewise during the Vijnyanagnrnmpir:th:l(ﬂmﬂaimipﬁmumnd:!h:m
distinction between rdja-bidi and bidi, hiriya-heddari and hedddri (Ramesh, History of
South Kanara, 281).

4. With the exception of those mentioned by inscriptions, such as the rural roads in
Basariiru in Karnataka and in Uttaramérir in Tamilnddu (Ramesh, op. dit., 281-2;
Gros and Nagaswamy, op. cit., 93-4).



1. Construction and Maintenance of Roads

Which roles in the Indian network were allotted to the simple trail,
levelled by the repeated treading of man and animal. the scantily
metalled dirt track, or the artificially constructed route, provided with a
durable surfacing?'

a. Tue FEATURES OF THE ROADWAYS

The testimony of European wayfarers who travelled the country during
the Mughal period, as well as archaeological documents, demonstrate
that original techniques were found, variable from region to region and
in accordance with the given requirements.

Kaccd Tracks

Stretches of open terrain cover the plains and plateaux of India,
offering natural ways and means to land communication which over a
good part of the year might be utilized without necessitating human
labour. Thus, during the dry season, when in the northern plains or on
the Deccan Plateau the earth’s surface is baked and hardened by the
tropical sun, vehicular travel is possible along a course of tortuous lines
in nature’s charge, without further intervention other than the removal
of an occasional obstacle.’

1. Text-book authors have advanced opinions on this subject which reflect
more the political preoccupations or the prejudices of their epoch than the
historical documenits. MacGeorge (Ways and Works, 67), assessing the British
achievements of the nineteenth century in the domain of public works, reckons that
prior to the pax britannica there were no constructed and permanent roads in India.
Today, on the contrary, Indian writers have the tendency 1o over-estimate the work
of their ancestors. Thus, a recent study of the Indian road (History of Road
Development. 16-18), systematizing the theoretical data of the ancient treatises,
would have us believe that the structure of the ancient roads differed but little from
those of modern times (!).

2. The peasants knew to adapt to the natural conditions, even were they to
have been unfavourable, as for example in the region of Vadodard (Baroda), as is
shown by a report from the end of the nineteenth century reproduced in the
Bombay Gazeteer (vol. VII, 1883, 142). In the zone of red soil, the passageways
offered no resistance whatsoever 1o the strain imposed by the weight and speed of
vehicles; at the close of the harvest season, they were furrowed to such an extent
that carts had to proceed across the ficlds in order to find an even surface. On black
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Indian roads were for the greater part what English engineers have
termed ‘surface tracks’ or ‘fair weather roads’, kaccd, rough (as op-
posed to pakka, constructed) ways, developed according to formulae
still in usage in many regions of India:" after having cleared a passage in
the jungle some 30 to 50 feet in width, the area to be traversed by the
road was delineated by digging a small ditch on either side. the bumps
were levelled and the depressions filled with, depending upon the
terrain, clay, silt, sand, gravel or pebbles, in such a manner that the
surface layer was slightly convex towards its centre, permitting thus of
the drainage of water.

This, in a country wanting in durable materials, was the economic
and efficacious procedure recommended in the ancient Hindu treatises,
such as the Sukraniti,* which prescribes, after having levelled the
natural surface, that the roadways be provided with a convex cross-
profile, ‘like the back of a tortoise’, so as to facilitate drainage.

These natural beaten tracks were well adapted to an organized rural
society which had the wherewithal to maintain them, and in which
seasonal traffic corresponded to the harvest periods. There was thus a
considerable area of India over which communications and transport
could be effectuated simply by levelling the terrain and undertaking
minor improvements. Local and regional roads were most frequently of
this type, as were even the main routes over the major part of their
distance." This is again evidence that natural viability was a significant
factor in communications.

It should, however, not be supposed that constructed roads had not
been developed prior to the British period. Whenever, whether it have
been resultant of geographical factors (traversing of mountains, of
shoals), or because of human needs (proximity of urban centres or
sacred precincts), it was deemed necessary to provide the roads with
salid foundations or to execute other road works, the technical diffi-
culties were audaciously resolved.

soil the conditions were no better; the two ruts formed by the wheels of vehicles
were burrowed deeper and decper, and when the bodywork of the vehicles touched
the ground, one followed a new track alongside the former,

3. The description is to be found in MacGeorge, Ways and Works. 66-7.

4. Sukraniii. ch. 1, 531-7.

3. Examples: the road from Handiva to Harda. 1o the south of the Narmada,
which dated from the cighteenth century, was according to the Gazeneer af the
Central Provinces (1870 edition, 211), *a wide track, well defined, but not metalled
and out of repair’. As regards the old imperial highway in the Decean, its course
between Handiyi and Carvii could only be traced at the beginning of this century
by the ruins of Mughal road buildings, as there was no longer any vestige of the
roadway (C.P.D.G., Hoshangabad, 199),
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Vestiges of made Roads

Traces of ancient roadways are still in evidence in many regions of
India. Some have been discovered and studied by archaeologists; many
have not as yet attracted learned attention. We think in particular of
the countless embankments in South India which constitute the weirs of
large irrigation reservoirs and upon which the present roads frequently
follow a narrow and tortuous course. 1t is practically certain that these
are segments of ancient roads, a thorough investigation of which should
be undertaken on both regional and local levels, utilising if possible
aerial photography to re-construct the courses, which would then be
identified in situ by vertical cross sections.

However, one has not had the inquisitiveness, even in the case of
identified roads, to make systematic probings of the composition of the
roadways so as to study their structure. Certainly, it is no easy task. for
the greater part of the metalled roads as well as the causeways have
been re-metalled several times over by Indian and British engineers
before eventually having been tarred.® And, above all, expertise is
required to distinguish the ancient strata and the modern layers of the
foundations.” Almost no efforts have been made in this respect, other
than by the Central Road Research Institute of New Delhi, in collabora-
tion with the Archaeological Survey of India." In order to achieve a
more integral view of the ensemble, further investigations and probings
are necessary.

We shall here restrict ourselves to the consideration of roadways
within the vicinity of pilgrimage places and towns, to the passages made
in the mountainous zones and to the causeways traversing the low-lying
regions.

In the Environs of Religious Centres

Around or within certain of the religiously significant towns, streets

6. When at the close of the nineteenth century new roads were built in the
famine struck zones of Bangil, one almost always followed the ancient courses,
recognizable by the remains of roadways, the vestiges of embankments or the ruins
of old stone bridges (vide E. Vesey Westmacott, ‘Relief Works in Bengal’, Indian
Antiguary, vol. 111, 1874, 123),

7. Recently travelling along a route attributed to Tipi Sultin near Kirusnakiri
{Krsnagiri in Tamilnddu), which is today tarred, we would have been at a loss to
undertake a probing and to analyse the strata of materials.

8. Vide History of Road Development in India, 19-22. Probes were made at
only four sites, which is insufficient. The photographs which were published are of
bad quality, and the accompanying notes are too summary and are to be utilized
with caution,
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and roads® were sometimes paved to facilitate the access to these
precincts for pilgrims. Thus, especially in the district of Patna, several
roadways dating from the Buddhist period have been found.

In Rajgir (12 km south of Nalanda), a road some 20 feet wide,
covered with large, roughly hewn stones, led 1o the summit of the hill.
Marshall, travelling there in 1906, thought that it was the ‘Bimbisdra
road” of which Hsian-tsang had spoken." Several kilometres farther to
the east, at Giriyak, Buchanan had noticed the remains of a road
approximately 12 feet wide, paved with large stone blocks, and evi-
dently constructed so as to grant access to the numerous settlements in
this topographically irregular area." Some 20 km south-east, at
Jethiyvan, an old paved road leading to a Buddhist cave was found,
which in areas is cut into rock and is supported over a long distance by
means of a stonework wall having a breadth of from 6 to 12 feet;
another road is mentioned, some fourteen feet wide, made of roughly
hewn stone blocks.”

The tradition of linking the various sanctuaries of a sacred place by
means of stone passageways, or of steps cut into the rock when it is
situated on a hill, has been continued throughout the ages, the work of
religious communities or of wealthy pilgrims.

In the Karniilu district, between Nagaliti and the celebrated pilgri-
mage centre of Srisailam, the remains of a road paved with enormous
stone blocks along a distance of at least 13 km were found. At the
summit of the hill, upon which is located the Mallikirjuna temple, the
way is continued by means of a stairway descending for 3 km directly to
the Krsni. Its steps, according to an inscription, were made in the
fourteenth century by a local prince to facilitate the temple’s accessibi-
lity for pilgrims coming from the north of the river. On the majority of
stones the devout have engraved their names or images representing
themselves prostrating in the direction of Srigailam.” According to
Manucci," there was in the seventeenth century ‘a double line of hewn

9. A demi-medallion of a vedika at Bodhgayi, as well as a bas-relief decorating
one of the vedikd pillars at the Bhiirhut stdpa, depict the incident commemorating
the Jetavana donation (a Jataka scene): men, like genuine pavers at work, align on
the ground peculiar square coins (Barua, Gaya and Buddha-Gaya, vol. 11, fig. 54;
Barhut, vol. 111, pl. XLV, 45),

10. A.R.B., 450.

11. Ibid., 150.

12. Ibid., 1889,

13. Vide Annual Report of the Arch. Department, Southern Circle, for the year
1917-1918, 20 and pl. 1 (A), photograph: the causeway leading to Patdlagangs
(Krsnd): Sewell, List of the Antiquarian Remains in the Presidency of Madras, vol.
[. 90-1. An inscription dating from the close of the fourteenth century mentions the
construction of a paved track linking two temples near Sandiir in the district of
Hosapéte (Annual Report on South Indian Epigraphy, 1922 n. 742).

14. Manucci, Storia (1st edition), vol. I, 237; vol. IV, 449,
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stones’ from PampaN to Raméévaram, probably serving as tracks for
the temple chariot. In 1804 Valentia also noted that the road was
paved,*

The access to temples set in the heights is frequently made easier by
means of gigantic stairways, connected at their level stages by road-
ways; as, for example, in Tirupati, where a wide passage has been made
in thcmckwhiuh,ﬁ‘nmth:ﬁrngupuma:ﬂwfmtumwnmmﬁnm
the summit, covers a distance of 8 km." In like manner, on the
Kithiyavad peninsula even more spectacular stairways ascend to the
extraordinay mountains sacred to the Jain, the Satrumjaya at Palitana,
and the Girinagara or Girnar mountains at Juna s

These ‘megalithic’ works are, however, only to be found at certain
places of pilgrimage, or in a few fortified towns.* Elsewhere. there is
no trace. The paving re-appears, in a much more modest form, at the
approach to large urban centres.

Approaches to Large Urban Centres

It is probable that the constructed roads of ancient India existed only in
the proximity of metropolises. The Archaeological Survey of India has
bmughtﬂlightmﬂn!wryanci:ntmadwaysinbiadhﬂ?mdei.ﬂ
road having been constructed with a layer of stones was discovered in
Nagda, dating from the fifth to second centuries s.c.: in the proximity
of Sanci rocky surfaces were cleared which would have been roads laid-
out by the Maurya; finally, in Ujjain a vertical cross section taken from
an ancient street shows a stratum of large stones on packed earth
summarily arranged at a thickness of 32 cm."

It is, in any case, certain that during the Mughal era the streets in a
majority of towns lacked hard surfacing. Even in such a large port as
Surat it was inconvenient to move about during the summer because of

15. Valentia, Voyages, vol. I, 343.

16. Sewell, op. cit., 91.

17. Tod (Travels in Western India, 2814, 369) described them in 1822,

18. As for example Cefici (west of Pondicherry) where, within walls, one has
lmwnwithpictmddﬁndnrskadﬂ;mlh:hilhafﬂ}agiﬁmxmgiﬁ,

19. Vide History of Road Development, 19-21. At Ujjain ruts dug by the wheels
of vehicles have also been found on an ancient road: “The road through the north-
eaﬂnwuhgvarkdin%hﬁm%mm]ﬂ.ﬂmamdmmﬂadhyﬁx
successive levels, necessitated by wear and tear and nising ground level, and the
tracks indicated by the ruts at eash level in two rows, with the inner ones ofien
m:d:pping.minﬂ.rilhtyI.I'Smin-idth.aunivcrn]pugcofwhulndv:hm
of the times™ (A. Gosh ed. Encyclopaedia of Indian Archaeology, vol, II, 449). In
the Talpura-stipa site near Budhni to the west of the milway tunnel towards
Bhopil (Madhya Prades) a paved pathway (200 X 2 m) has been discovered,
leading to the site from the ground level (L.A.R., 1975-76, 30, pls. XL B- XLI A).
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the dust; and, during the rains one had to wade through mud.® But,
where a paving did exist, as in Lahaur, Dehli or Agra,” it was likely to
have continued on for some distance beyond the urban limits; such as at
Rajmahal where, according to Tavernier,” the road was covered with a
brick layer for a distance of two leagues outside the city. Probings have
been made of a Mughal road at Fatehpur Sikri where a solid and
compact mass of kankar was discovered having a depth of 25 cm and
covered with large stones;” however, the distance over which it was
paved in this manner was not mentioned. Perhaps it yielded farther on
to a dirt or gravel track. In any case, the light-duty Indian roads were
planned in such a manner as to avoid as far as possible the necessity of
engineering works, and it was therefore only in those regions of
difficult relief or in the lowlands menaced by flooding that examples of
a great technical audacity are to be found.

Passages in the Mountains

When an important route encountered steeply sloped segments or was
blocked by a natural obstacle, engineering measures were employed to
surmount the difficulties posed for communications. In the Western
Ghats, traces of hewn passages are to be discerned in the rocks at the
Nane, Kusur and Maléej Passes (north-east of Mumbai), works of the

20, Thévenot, Travels, 123; Stavorinus, Voyage, 1777, t. I, 335; Grose,
Voyage, 171-2.

21. Coryat, in E.T., 161; Modave, Voyage, 195. In the ancient Hindu capital of
Vijayanagara, several roads laid out on rocky surfaces can be seen; one also finds in
the low zones traces of paved ways (vide V. Filliozat, “Town Planning of Vijaya-
nagara’, Aarp 14, Dec. 1978, 61-2 and photograph fig. 9; road with ancient
pavement).

21. Tavernier, Travels, vol. 1, 102. In Simraun, district of Campiran on the
Nepalese border, one has found in the old city (built prior to the thirteenth
century?), near the palace, an embankment of some 50 metres in length covered by
large bricks weighing one man each, and it is supposed that the roads were paved
with this material. In Singhasini (of the same district), an archaeologist reports,
without giving details concerning its structure, an old road having a width of 14 feet
which he followed for 500 metres (A.R.B., 542, 544),

23, Vide History of Road Development, 21-2. K.K. Muhammad of the A.5.J.
Madras Circle tells me (1990) that, during his survey in Delhi, Agra and Fatehpur
Sikri he found 4 types of Mughal roads: 1. stone boulder paved road in which
stones dressed in wedge or tooth shape were set in mortar in such a way that their
thinner and sharper points always remained below, 2. huge stone slab road, in
which the slabs were placed on prepared and hardened soil, 3. road with small
rectangular stone slabs, 4. water bound macadam road. At Fatehpur Sikri, the
thickness of the road varies from 35 to 50 cm; the main road has a width of 15.40
m., the secondary road has a width of 3.65 m.
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Pesva;* Haidar 'All and Tipii Sultan developed several passes in the
mountainous border between Gova and KoLikkotu (Calicut).™ On the
Ellora route linking Daulatibad and Rauza the Pipalghat ascent was
paved at the behest of one of Aurangzeb’s officers.™ To the north of
Mahesvar, ramps were made to alternate with landings for rest along
the descent of the Vindhya by way of the escarpment dominating the
Narmada.” In the regions of Rijmahal and Munger, where the Chola
Nigpur Plateau meets abruptly with the Ganga to form narrow gorges,
works were executed to facilitate passage. The famous Sakrigali.
considered as the “gate to Barigal’, would have been opened during the
period of the Hindu kings.” Ser Sah had a gap cut into the rock along a
distance of 50 metres so as to obviate a difficult ascent at Saikhpura.™
In the direction of the Kibul basin to the north-cast, the Khaibar Pass
was, according to Abu’l-Fazl." cleared and enlarged at the order of
Akbar to render it adequate for transport. At Margala, between
Révalpindi and Hasan "Abdil, Aurangzeb in 1672 had the mountain
cut-out over a distance of 180 metres in order to build there a solid
roadway; an achievement commemorated with an inscription.” Finally,
the route from Kasmir must be mentioned, concerning which the
sovereigns had been particularly attentive. Akbar chose its course and
had the mitial works executed. which were then pursued by “Ali
Mardin Khan after he had become provincial governor.® The magni-
tude of that work must have been impressive to have induced Modave
to write:" ‘the Mughal emperors have at tremendous expense had the
tracks so adapted that elephants might pass there’.

24. Bombay Gazeneer, vol. XV, Poona, 141,

5. Bombay Gazetteer, vol. XV, Canara, part 11, 39; M.D.M.. Malabar (Lo-
gan), vol. 1, 624,

26. Seely. Ellora. 357: B. Codrington, 'Ancient Sites'. Indian Antiguary, vol.
LIX, 1930, 10. Thévenot ( Travels, 107) mentions paved streets in Sultinpura (7),
between Rauzi and Daulatibad. v

27. Modave (Voyage, 504) did not appreciate this effort to compensate for the
natural inclines: *We descended this steep slope in which ramps had been made
which are very badly attended. such that it is a tedious passage and dangerous for
beasts-of-burden’.

28. A.R.B.. 59,

29, Ihid., 533,

M. A'in, vol. 11, 406,

31. *We passed through Mérgala which s handsomely paved with large and
clean stones. 1t was built by the late emperors of Delbi and it gives an idea of the
energy of the workmen who cut the range of hills and made u passage through it,
about 200 yards in length. We found s Persian inscription engraved on stone which
was in the middie of the top of the hill and overlooked the pavement” (Mohanlal,
Travels. 34; vide also Burnes. Travels, vol. |. 0. P.D.G., Rawalpindi ( 1909). 85).

32. Permu. Kashmir. 42, 397.

33. Modave. Vovage, 359,
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Traversing Low-lving Regions

The coastal plains and the great deltas, covered as they are by vast
paddy-fields and large spaces menaced by floods. are not favourable 1o
land travel. 1t is likely that the passageways followed whenever possible
the alluvial cliffs formed by the rivers, unstable natural carthworks
which could be demolished by the seasonal river swellings. But other-
wise, it was necessary 10 take recourse to constructed roads.

In the irrigated zones to the south of the peminsula, the roads
invariably proceeded on the dykes of the large reservoirs or fanks which
often extended over several kilometres ™ or on the hard earth border-
ing the irrigation canals.” On the easi coast, where lagoons and
marshes are abundant, the ancient roads sought solid and dry land,*
but in many areas they necessarily had to follow embankments, which
were the result of a considerable human labour.” The main route from
Orisa to Bangdl traversing the alluvial plains, low and not well re-
enforced, was borne over long distances by embankments raised above
the paddy-fields.

These works. constructed by generations of labourers, remain
anonymous. On the other hand, archacologists have discovered in
Bangal the vestiges of roadways which can in part be identified on the
basis of local tradition, which (although popular memory is not always
trustworthy) has conserved the names of those princes who had once
patronized these enterprises. The first Muslim conqueror of Bangil,
Bakhtiyar Khilji (1202-05) began the construction of a route, com-

M. Vide Mountain (Memoir, 106). who describes an embankment of this type
at the entrance to Tiruvallir, 40 km west of Madriis.

35, Itis interesting to note that in the ancient Tamil inscriptions the term vati is
equivocal. Gros (Uniaramérir, 93) specifies that it often appeared 1o signify road.
but that there are cases where it manifestly 15 utilized in the sense of vivkkal
(canal), and where it is clear that the two words are used indiscriminately, “The
local definition, conciliating, is that vati applies to the road which adjoins irrigation
canals’,

36, As for example from Bapatla to Vétapalemu (district of Cuprara). where it
passed between the coast and an extensive zone of low-lying marshland on a long
bar of sand, animated by the active and prosperous villages of wenvers ( Table
Géographigue. ms. of the Muséum & Histoire Nuturelle, No. 1765, 397-8: M.D.M.,
Kistna, 203-5).

37. Anquetil Duperron ( Zend Avesta, 1. 1. 1. XCIX, CH) found several to the
south of the deltas of Andhra: “We went alongside it (the Krsni River) for one and
a half coss on a type of levee. Without these embankments, the roads filled with
water would be impassable: but also this juxtaposition of ups and downs fatigues
greatly.... Two coss from Gourour (1o the south of Nelliru) is an embankment one
and a half coss in length and four to five fect wide. broken in several places”,

38. Colonel Upton noted in 1777: ‘the country is well cultivated. bat very low,

s0 much that the road for the greatest part is on causeways built on purposes’
{Macpherson. Soldiering, 313).
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pleted by Ghiyas-ud-din ‘Ivaz (1211-26), linking Lakhnar (Kadkjol, 25
km south of Rajmahal ?) with Debikot (30 km south of Dinajpur) via
Lakhnauti (or Gaur). There, vestiges are still to be seen to the west of
English Bazar where it was built on the elevation of a dyke, thus
enabling the passage of traffic during the rainy season.” Some 18 km
farther north it appears to have traversed Pandua, surfaced with bricks
over a width of approximately 4 metres.* Finally, it is again found at
Patharghata, where it crossed a stone bridge, today in ruin, over the
Baliya River, and then at Bamsihari Hat, east of Debikot.* From there
it continued on to Ghoraghar, following a course which, according to
local tradition, would have been reestablished by the present-day route
via Patiram and Hili.#

This city was also accessible by means of another. more direct
route, which was the work of Husain Sih (1493-1519), and traces of
which still exist.® At the outset it was comprised of two branches, one

39. ‘From Lakhnaufi to the gates of Lakhniir, and from the other side of the
niver as far as the town Dcoiu{.:mhmkmm(puﬂhambuumadcwhﬂcxwm
over a distance corresponding to a ten-days’ march, The reason for these construc-
tions is that during the rains, the entire country s flooded and, if there were no
embankments, the people would have to travel by boat" ( Tabagdt-i-Nasiri, in Elliot,
History, vol. 11, 318-9). Vide ‘Abid ‘AR Kkin, Memoirs af Gaur and Pandua, 19
and n. 1, pl. IT, £p. 41 and pl. V, f.p. 9. According to Geddes (Au pays de Tagore,
70-5), there was some fifty vears ago between Barddhaman (Bardvin) and the
confluence of the Bhigirathi and the Padmi, an ancient road following a generally
straight course which disappeared in the low-lands and reappeared on the plateaux.
These vestiges would have been all which remained of the thirteenth century
Muslim route. According to local tradition, an imperial route is said to have been
constructed in the fifteenth century, 7 metres in width (?), banked and planted
with trees, along which mosques were located every 10 km, leading from Gaur to
the province of Barddhamin, where it bifurcated on one side to Satgimv, and on
the other to Medinipur (Midnipur), the ‘gate to Orisi’. This route, repaired to a
great extent during the previous century, is still used by traffic.

40. According to Buchanan, who visited Papdui in 1808, “a road paved with
bricks, from 12 to 15 feet wide, and not very straight. seems 1o have passed through
the whole length of the town, and from about half a mile south from Mukhdum
Shah’s gate may extend five or six miles to the north’ (cited by ‘Abid ‘Ali Khin,
Memairs, 94-5),

41. Following a study by H.E. Stapleton (‘Notes on the Historical and
Archaeological Results of a Tour in the Districts of Maldah and Dinajpur’,
J.P.A.5.B. (new series), vol, XXVII, 1932, n. 1, 158, 161 )

41. E.B.D.G., Dinajpur, 87. Regarding the roads radiating around Debikog,
some of which were yet evident at the close of the nineteenth century, vide the
article by E. Vesey Westmacott, ‘Relief Works in Bengal', Indian Antiquary, 1874,
vol. 111, 123,

43. In his historie description of Dinjpur (in Martin, Eastern India, val. I,
643), Buchanan wrote: ‘Hoseyn Shah formed a fine road through the country
between the Tanggon and Punabhoba, and it is said to have extended to Ghora-
ghat;burlhnwnmbemahlemtmuir.mmmissajdmhambmm:uhm,
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arriving from Maldah, the other from Pandud. The latter was still in
good condition in 1932, near the eastern gate of the old city, where it
was about 15 metres wide and offered a convex cross profile with a
beautiful brick surfacing; a magnificent specimen of ancient road which
should have been examined.“ At Ranigaiij, where these two ramifica-
tions met, the route traversed the Tangan River over a bridge (whose
arches are today mutilated) and continued eastwards along a uniform
embanked line which can be followed for approximately 5 km;* after
which its traces are lost, but it probably met with the former again in
the region of Hili *

Ghoraghat was also linked with Kamatipura (to the south-west of
Koc Bihdr) by means of a track said to have been constructed by raja
Nilambara, king of Kamariipa, who was dethroned in 1498 by Husain
Sah. It proceeded by way of Pirganj, Malanga and Bhotmari, where
imposing road embankments have been found bearing witness to the
magnitude of these works.”

In the Sundarban, at Bighirhat (35 km south of Khulani) an old
roadway was found which measured 12 feet wide and was partially
surfaced with bricks. Local tradition would have this to be the work of

with a large ditch and many fine trees on either side, and bridges constructed of
bricks. The whole is overgrown and gone to ruin; from these dimensions, it must
rather have been & work of ostentation than utility, and probably was rather an
appendage to the Country residence of the kings at Sekundra, than a military way to
Ghoraghat'. If the road had not been built by Husain $ih, it was perhaps repaired
by him.

44, ‘Further enquiries at the time of my visit showed that a pucca brick-on-edge
road ran o the Ading Mosgue from Riinigaij, and, on following this up, a fine and
well-cambered specimen of the roadway was found absolutely intact, just inside the
Eastern Gate of Pandua where the road passed through the eastern line of forti-
fication. The road here measures as much as 51 feet in breadth, and this specimen
of the old road should certainly be proclaimed as a protected monument by the
Archacological Department as nowhere else (so far as is known) has any similar

stretch of road been found” (Stapleton, ‘Notes, J.P.A.S. B., vol. XXVII1, 1932, n,
1, 154).

45, Ibid., 152-3.

46. The author of the Gazetteer of Dindjpur (E.B.D.G., Dinajpur, 88) states
that one encounters several sections of this embankment which in many places has
disappeared, particularly in the forest zones.

47. "Where the country is low, it is raised to a very great height and is a grand
work worthy of a magnificent prince’ (L.A.M. 8., 182). In his history of Koc Bihir
(in Bengali, transl. by Goshal under the title: A History of Cooch Bikar, 54-5),
Amanatullah Ahmed reports the local tradition according to which rdja Nitambara
is said to have constructed, other than the route from Ghordighit, a road leading 1o
the region of Jalapdiguri, to the north-west, the course of which can yet be
discerned by means of the tanks, now in ruin, which are found at regular intervals
in this direction, and another leading to the mountainous border to the north.
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Khan Jahan, a local prince during the mid-fifteenth century.®

Those earthen embankments must also be mentioned which have
been found between Madaripur and Nicol (on the border of the
Rajsihi and Maildah districts) and would have been sections of the
imperial highway from Sonargam to Gaur, planned by Ser Sih;* as well
as the remains of the route from Dhaka 1o Mursidabad constructed by
the viceroys of Bangal, which were still evident in the middle of the last
century.”

Finally, among the more recent works, there is the celebrated levee
(fangaly" of the rani Bhabani of Nitor, dating from the second half of
the eighteenth century: a solid work provided with stonework bridges,
allowing pilgrims to go on foot during periods of inundation from the
region of Caugrama (Rajéahi district) to the shrine in Bhabanipur
(district of Bagurd-Bogri).*

Systematic research in Bangdl should result in the discovery of
further vestiges of road works," but it is highly unlikely that one were

to discover such astounding achievements as those represented by the
Assamese ali.

The Assamese Al

The Brahmaputra Valley is a vast alluvial plain submerged during part
of the year by the waters of its swollen rivers, which then subside in the
dry season to leave behind abandoned rills, marshes and silt tracks.
Interchange and communications would have been difficult had not its

48. B.D.C., Khulna, 164,

49. A.S.R.. 1922-23, 109, Concerning the course of this route, vide supra, 41
and n. 22,

50. “Traces of this road still remain where destructive inundation, or the still
more destructive encroachments of agriculture have not carried it away. We have
seen this road in some places almost as complete and in as perfect repair as the day
it was laid down—its breadth, solidity and permanency doing honour to its found-
ers who where in all probability Murshid Kuly or his successor Aliverdi: and the
great banyan or pipul tree which with a singular perversity the road-makers had
planted not on both sides or one of the sides but exactly in the centre still flourishes
as a grateful protection to the wearied traveller (Caleurta Review, vol. IX, 1848,
16). Unfortunately, the author of the article does not indicate the sreas in which
these traces were situated,

51. Jangal (Beng.), barrage, dyke, embankment.

52. The rini Bhabini assumed power in Nator anno 1758 to then rule for half a
century. She was noted for innumerable charitable works (B.D.G., Rajshahi. 47,
172).

53. In fact, the routes would have been built by Husain Sah, from Sondrgim to
Khuland, according to Tavlor (Sketch of the Fopography and Statistics of Dacca,

199), and by Mir Jumlah from Dhiki to Khizrpur, according to the author of
E.B.D.G. { Dacca, ).
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inhabitants countervailed the natural drawbacks with artificial works
which have demanded prodigious efforts and merit a place in the
history of engineering. The problem, related to that of the drainage and
cultivation of the land, was resolved in an original manner by raising in
the plains exposed to inundation enormous embankments which were
simultaneously ali (roads) and dykes (bandh), serving as passageways
while at the same time protecting the cultivated land from the rising of
the rivers.

This long and exacting work, combining communications and
drainage, seems 10 have been carried out with a particular vigour in the
sixteenth and seventeenth centuries. North of the Brahmaputra, the
Gohadin Kamal Ali was completed in 1562 under the reign of Nara-
nirayana, an embankment extending for 560 km and linking Koc Bihdr
and Narayapapura, well-preserved sections of which still remain.* On
the other side of the river, the energetic Ahom sovereigns achieved the
construction, above all in the heart of the kingdom (the present
Sivasigar district). of a dense network of embankments constituted of
two principal axes, in a west-east orientation, of approximately 200
km, the Ceuni and Dhodar Ali, which intersect various routes running
north-south, thus cnabling practicable communications among the
human settlements.” The fact that the local chronicles have preserved
the names of the builders is of import,

Unfortunately, in the wake of the anarchy which became prevalent
in the valley region during the course of the eighteenth century, and
above all resultant of the Burmese invasion (1817-26) which brought
ruin to the country, these works were deprived of the requisite
maintenance and guickly deteriorated to inutility; entire segments
vanished in the jungle. British engineers, who had gone to Asam to lay

54, Hunter's map in Statistical Account of Assam indicates the course along
some 60 km. Vide Gait. History of Assam, 51; Shakespear, History of Upper
Assam, vol. 1, 24, B4; Gogoi, The Tai and the Tai Kingdoms, 320. This embank-
ment, the work of Gohidin Kamal, brother to the sovereign, was said to have been
built in two years! 5.F. Hannay (‘Notes on Ancient Temples and other Remains in
the Vicinity of Suddyah. Upper Assam’, J A5 8., vol. XVIL, part 1. 1848, 462)
thinks that it existed well before the sixteenth century, that the pilgrims coming
from Kamardpa en route to visit the temples of the Upper Brahmaputra must have
used it, and that consequently Gohilin Kamal would only have remetalled the road
or completed the construction of certam sections.

55. The Ceuni Ali (today’s trunk road) traversing the entire district along 210
km. was constructed by Jayadhvay Singha | 1648-63). Gadiadhar Singha ( 1681-96)
completed the Dhodar Al an embankment parallel to the former, linking Kamar-
gaom and Jaypur through the south of the valley. Among the roads ranning north-
south was the Nagd Ali which led to the vicinity of Swasgar in the Nagi Hills.
Most of the sovereigns of this dynasty built or repaired one or several rmmifications
of this network (vide Gait, History of Assarm, 99, 11920, 123, 140, 170, 181, 185;
Giogos, The Tai and the Tai Kingdoms, 313, 3834, 386, 437, 501, 5(9),
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out the course of the modern road network, discovered remains which
they further utilized whenever possible; for these earthen walls* were
admirably conceived so as to always be at least 2 feet above the
maximum water level, with breaches opened at well-selected points to
permit the passage of streams. Major Briggs did not conceal his
admiration of the perfection of their general alignment and their
longitudinal and transverse profiles,” Describing the Bar Ali (main
road), which in large part corresponds to the Dhodar Ali, he empha-
sized the technical qualities of this embankment, of which ‘about 70
miles remains to show the stupendous nature of the work':
From the height of the embankment it is visible 2 miles off. The width at
the top is from 35 1o 40 feet. Its course is generally perfectly straight, and
where there is a bend the curve is formed with mathematical precision. The
trenches are dug with equal regularity and never approach nearer than 100
feet to the road centre. So thoroughly has it reformed the water system of
the country that in one place the whole drainage of 30 miles passes through
4 openings of about 100 feet each, and the sides of these openings have not
been eroded by the passage of the waters for more than a century.... Relics
of their efforts remain which for bold engineering skill and a wonderful
contempt of difficulties deserves to rank with the works of the Romans.*
Nevertheless, as the majority of Indian roads, these earthen em-
bankments were not protected by a surfacing of durable materials: they
were not metalled. One can indeed wonder why this was so, and ask
why, being such builders as they had been, they neglected to make
more solid roadways.

Why were the Indian Roads noi Metalled?

General considerations do not suffice in answer to this question.” To

36. 1.M. Forster (‘Note on Ghargion’, J.A.5.8., vol. XLI, 1872, 38-9), study-
ing the embankment encircling the palace of the rdjd of Garhgaom, states that it
was 8 feet high, 15 feet wide at the summit, and that the interior of the work
contained a core of bricks (*The core of the bund (bandh) is said to be bricks and is
covered with earth, now overgrown with forest trees’). No one else mentions this
layer of bricks. It is possible that it had existed in this embankment which protected
an official building, but elsewhere it certainly seems that only earth was used.

37. "Their lines of roads were generally so well chosen as to direction that if we
can only afford to make the roadways as massive as their bold projects require,
many portions of their works may be adopted’ (Briggs, ‘Roads in Assam’, Profes-
sional Papers on Indian Engineering, 1st series, vol. I, 1866, 50),

58. Ibid., 53-4. Forster ("Note’, JA.5. .. vol. XLI, 1872, 39) expresses even
greater admiration: “The Romans have the reputation of being the masters in the
art of road-making, but their efforts seemed small compared with the network of
enormous bunds intersecting the country in all directions and made absolutely from
mud alime. no other material being procurable’.

. We here refute principally the explications provided by A.H. Kadri in
"Ruutes and the Transport Sysiem of the Great Mughal’, £.G.J.. vol. XXI1. 1947, 84,
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reply that the Indians were not sensitive to the advantages of the
constructed (pakkd) roads which would have enabled more rapid
communications, because the notion time-span and celerity was foreign
to them, would be to repeat a commonplace. To suppose that the first
Mughals, having been amply occupied with their conguests, had con-
tented themselves with loose surface roads, hoping that their successors
would consolidate them, which then could not be done because of the
decline of the empire, is to presume that the most capable sovereigns of
the dynasty had conceived of a road network which only their descen-
dants would be able to utilize — an absurd hypothesis. Finally, to
accentuate the supposed ‘oriental resignation’ by constating that for-
merly, as today, rural society had accomodated itself very well to kacca
roads. is to once more beg the question. For why, then, do so many
villages still not have hard-surfaced roads which would much better
withstand vehicular transport? The reason is very simple: in many
regions of India, particularly in the alluvial plains, there exist no hard
materials with which to make the roadways. There are no stones for
metalling the surfaces. In the plains of Bangal or Asam, for example,
one might journey over hundreds of kilometres without finding a
pebble;* and, prior to the establishment of the railway, there was no
question of having them brought from other provinces.” On the other
hand, clay is to be found, which in the form of baked bricks was largely
employed in construction and represented one of the chief materials in
the regional architecture. If one wished to provide the roads with solid
foundations, it was utilized as a bottom layer, placing the small,
rectangularly shaped blocks on the earth, upon which was deposited a
surface layer composed of pounded bricks (khod);” an ancient proce-

6.+ ‘Persons whose experience is confined to Europe may find it difficult to
realize the idea of a perfectly flat country extending for several hundreds of miles in
every direction, and where there is not so much as a pebble to be found throughout
its whole extent. Such is Bengal. Stone if used must be brought from enormous
distances, and the only possible substitute for it as road surface is the expensive and
imperfect one of broken bricks' (G. Chesney, Indian Polity, 282-3),

61. In Kalikiti, prior to the advent of the railway, the English Company
macadamized its roads with stones which were brought by ship (ibid., 283, n. 1).

62. Solvyns (Les Hindous, t. IIl, picture; road in Bangil) describes thus the
route from Kalikata to Bardkpur: ‘It is paved with bricks, as are all the main roads
in Bangil, and on top of this paving is a layer of sulky, or broken bricks, which
forms an excellent roadway’. (The author meanssurkhi (H.) or khod (H., Beng.) a
cement of lime and pounded bricks.) The same observation in Tennant (/ndian
Recreations, vol. I, 68): “There are hardly any matenals except pounded bricks
which is generally overlaid upon a stratum of the same materials in their unbroken
state. In the upper country there are indeed quarries of free stone and whin rock,
but the carriage of these matenials to so greal a distance implies an exertion and an
gxpense far exceeding the present circumstances of the government'.
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dure® which was not without its drawbacks. The roadways of this type
were expensive, were not very resistant and necessitated regular
maintenance. For these reasons, roads built in this manner were found
only in cities or their proximities.*

The nature of the soil is not more favourable to traffic in the other
deltaic zones; as for example in the Tadcavir district,” where, at the
beginning of this century, road metal was brought from $ri Lanka so as
to macadamize the roads in Karaikkal and Tarankampati (T ranque-
bar).™

In the other regions of India, various materials” of rather poor
quality are to be found: kankar in the plains to the north. laterite in the
Deccan, murum® in the mid-region of the country. These matenals
were used to reenforce the roads in those areas in which they were
immediately accessible, but otherwise there would not seem to have
been much concern regarding the solidity of the roadways.™ It was not
requisited by the traffic, as if a kind of equilibrium were to exist
between the road conditions and the techniques and modalities of
travel. In the great plains of the Ganga and the Indus, where an
admirable fluvial network assured the greater part of the communica-
tion needs, the imperfect land routes were sufficient for interrelations;
on the plateaux one contented oneself with light roads, all the more so
as conveyance by beast-of-burden, which does not place great demands
on the materials of the roadway, was the most common mode of
transport.

63. According to Asad-al Husaini (in Sarkar, Bengal Nawabs, 1), it was
Auraigzeb’s son, Mubammad ‘Azam Sib, governor of Baigil (1678.9), who
would have first had the idea to surface the roads with bricks in the region of
Dhika, and his example would then have been followed by the wealthy proprietors
in their domains. In fact, this technique was utilized well before the seventeenth

century in western Bangil to pave city roads, as is shown by the examples we have
cited supra, 104 and n. 22,

64, Calcurta Review, vol, IX, 1848, 18,

65. Cordier (Historique et Statistique de Karikal, 195) mentions in 1825 the
difficulties to be surmounted to build the roads: *One thinks it will be difficult to
construct & good road from the Andelar River to Karikal, because the terrain is
completely of sand, and because there being no hard material anywhere nearby it
would be necessary to send quite far to find some, for it must be stamped to render
it solid, all of which requires a great expenditure’,

66, M.D.G., Tanjore, 1906, 137,

67. The extraction of good quality rock in granite or sandstone quarries is
limited to certain zones and is costly.

68. Generic term designating variety of gravel somewhat harder than simple
carth, used in road-metal.

6. Vide MacGeorge, Ways, 76-5. Hugel (Travels. 216), crossing at the
Mirgali Gorge in the Panjab, which was developed by Aurangzeb (vide supra, 1015
n. 31}, remarked that this paved segment perhaps owed its existence 1o the fact that
it was the only area between Atak and Lahaur where one could procure stones
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The Effects of Natural Factors on Road Lines

This type of road was very susceptible to the conditions set by the
physical environment, the topography and the appearance of water in
particular, as Rennell remarked in the eighteenth century:

In India the roads are at best little better than paths, and whenever deep

rivers (which in that country are frequent, and without bridges). morasses,

chains of mountains, or other obstacles, oppose themselves to the line of
direction of the road, it is carried round, so as to effect the easiest
m

In regions of elevated relief, tracks departed from the valley floor
menaced by river swellings to climb the slopes and attain the ridge-
lines. In the plateaux and plains lacking navigable waterways, passages
avoided the humid soils, the marshy areas, and sought firm and certain
terrain 50 as to minimise the necessity of engineering works, even
though long detours were required.” In the south of the peninsula, the
tracks moved away from the streams and rivers little adapted for
navigation; the routes over the plateaux or the eastern plain had not
sought to approach them, except in the deltas; and, by the same token,
the transversal arterial route running from Surat to Macilipattanamu
did not follow the Godivari.

On the other hand, in those regions favoured with navigable nivers,
the roads regularly followed the waterways, while avoiding as much as
possible the zones susceptible to flooding. If the roads or tracks had to
draw away from them in certain areas, they hastened to rejoin the
waterways a short distance farther along. The case of the main roads in
the Indo-Gangetic plain is paradigmatic: the imperial highway extend-
ing from Dehli to Bangil did not depart from the banks of the Jamuna
and the Ganga except along short stretches. Also in the Panjab the
roads were directly linked with the rivers; and, when considering the
first detailed maps of the North-West,” one is struck by the docility
with which the roads conform to the waterways. The route from Lahaur

{*Perhaps it is owing to its being the only rocky hill between Atok and Lahor, that
the honour of a paved road has been given to il.").

70. Rennell, Memoir, 1792, 6.

71. In distinction to the modemn roads, whose lines are imposed by the bridge
emplacements and which attempt to cross the rivers at the more narrow parts of
their courses, the ancient routes sought the widest and shallowest points which
were fordable. Passing through the countryside, they conformed also to the
boundaries of fields and villages and inevitably ignored the straight path dear to
modern engineers. (‘Report Civil Engineer on the Condition of Roads and Certain
Rivers in the Madras Presidency for the Years 1841 1o 1843, ch. 20. Tarminddu
Archives, ms. No. 966{, letter No. 39.)

T2. As that given by Thornton m vol. I of G.C AL, 1844, or that published in
1849 by W.H. Allen, entitled: Map of the Funjob and the Sikh Territory.
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to Multan does not depart whatsoever from the Ravi, scrupulously
following its numerous meanderings. Other passageways would appear
to have been less servile; they cut straight between the meanderings,
but hesitated to move very far away, as if they could not detach
themselves. To the east of the Five-Rivers nothing similar is seen along
the meagre, unnavigable waterways of the Indo-Gangetic threshold. It
is thus that the lines of land communication were attracted to the
waterways, by which they could at any time be relieved or replaced.
This submission to the hydrographic network, an indication of
inferiority, had as a consequence the multiplication of deviations and
thus the considerable lengthening of distances.

b. Roapworks

These roads without genuine foundations withstood traffic but badly.
The repeated passage of cattle and waggons during the dry season
weakened and deteriorated the light roadways which, when the mon-
soon broke, were carried away by the waters. Thus, at the close of the
rainy season, roads demanded constant attention and regular repairs

throughout the country. Upon which principles was this maintenance
based?

Principles

If one gives credence to the law treatises of ancient India, the roadways
were an object of government concern, which included the overseeing
of their maintenance, utilizing for this purpose funds provided by the
payment of rights-of-passage, and as well the temporary contribution in
terms of manual labour owed by certain calegories of the population. It
seems in fact, that the numerous tolls collected for men, animals and
vehicles were in their inception intended partly for the construction and
repair of roadways” and that, to ensure the recruitment of manual
labour, there was a system analogous to the ‘corvée’ of the French

73. The Arthasastra, bk. 11, ch, XXI, XXVIL, XXV (pp. 123, 141, 160 of
Shamasastry's translation) describes in detail the various departments responsible
for the collection of passage tolls and places emphasis on the role of the functiona-
ries called antapala. Megasthenes (Fragment XXXIV, in Strabo, Géography, book
XV, I, 50) also speaks of state agents, who were concerned with the roadways. The

requisite to the maintenance and repair of roads from those who utilise them’, It
adds (ch. I, 536-7, ch. IV, 215-6, 229-30) that prisoners could be employed for
repair works, In Mughal times, these tolls, called rahdari { H.), rahdari or rahadari
(Mar.), were diverted to personal ends of the local authorities and the imperial

administration continually fought 1o constrain such abuse (Habib, Agrarian Sys-
fem, 67-8. T8).
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Ancien Régime.” However, lacking regional studies, we are unin-
formed regarding the practical implications of these principles in the
different areas of India. Awaiting the systematic examination of in-
scriptions which would provide new facts, we can only make avail of the
summary information presently available.

Role of Local Authorities

Road management appears (o have been principally a village respon-
sibility. At the close of the rainy season, the peasants were held
responsible for the repair of the roads and ways of which they were the
primary users. These services were demanded of them under the form
of uncompensated contributions. In the Farrukhdabad™ and Gorakh-
pur™ districts, local authorities were at the beginning of the nineteenth
century charged with the periodic repair of the routes crossing their
territory. In the Medinipur district, the earthen embankments, which
offered protection from flooding and could serve as tracks, were
annually repaired after the same fashion.” Even recently, in the region
of Vadodari (Baroda), following the rainy season, the peasants filled
the holes and levelled the ground of rural tracks within the limits of the
village.™

In the case of urgent repairs (for example, on the occasion of royal
journeys or the passage of an important functionary) recourse was
taken to the same procedure. In Western India, as Forbes relates,™

74. According to the Laws of Manu (Mdnavadharmaddstra (bk, VIL, 138) and
the Sukraniti {ch. TV, 1, 241), the sovereign could demand temporary service (one
or two days monthly) of certain of his subjects. Hsiian-tsang (Travels. transl,
Warters, vol. 1, 176) in the seventh century mentions this custom which, according
to inscriptions (L. Rice, Mysore and Coorg, 176), seems to have been established at
the close of the thirteenth century in the Hoysala kingdom before having been
adopted by the Muslim princes. During the Mughal period, this uncompensated
coniribution, which included not only human labour, but as well the use of animals
and vehicles, was called begar (Habib, Agrarian System, 150, 248). Vide also
Altekar, History of Village Communities in Wesiern India, 98, and Sen, Adminis-
trative System of the Marathas, 532-4.

75. Valentia, Voyages, vol. 1, 194-5,

76. Regarding the subject of care alloted to the roads of the district, Buchanan
(in Martin, Eastern India, vol. [1, 579) noted in 1807: *The landholders say that
they have made and kept the whole in repair, each man doing what is necessary on
his own ground when he was ordered...the landlords of course did nothing but
order their tenants to work’.

T1. B.D.G., Midnapore, 1911, 164.

78. Bombay Gazetteer, vol. V11, Baroda, 142.

79. Oriental Memoirs, 1837 edition, vol. 11, 59. Vide also Cordier, Historigue er
Statistique de Karikal, 195: “The voad from Karikal to the Great Aldea was made
hastily in 1823 for the passage of an Indian prince; formerly there had been bat a
trail, and being laid out and executed in haste, it is a work to be done again’.
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‘according to the custom of the country, the works are executed gratis
for the governors and officials.... At the arrival of the harkdrah (mes-
senger) in the village, announcing the eventual approach of an impor-
tant personage. motice is given 1o repair the road as far as the next
village, and so on. On light ground this is a work costing little and
quickly carried out'.

According to administrative documents from the reign of Aurang-
zeb,™ members of the imperial family could, on the occasion of hunts,
require the local chiefs to put the tracks in good condition, or to clear
new ways into the jungle (jafgal-bari).

Was this requisition of manual labour for the management of roads
general practice, or of exceptional character? We do not know, espe-
cially since no very clear distinction was made between the temporary
service owed by the peasant to the village authorities and the uncom-
pensated contribution of manual work occasionally demanded by
agents of the state.

Assamese System

In any case, nowhere else in India would these obligatory services seem
to have weighed so heavily on the people as in Asam. Under the Ahom
kings, all male adults (paik) aged between 15 and 50 were grouped in
units of four (got); soldiers in the case of war, labourers during times of
peace, they were employed, each in their turn, in the service of the
state. Which is to say, all citizens were obliged to give the government
three months’ work per annum.™ This veritable mobilization of the

populace permitted the Ahom sovereigns to achieve the extensive
works previously mentioned.

Diversity of Roads

In the remainder of India, where such constraint did not prevail, road
works were not really administrated, with the exception of certain
routes deemed by the sovereigns to be of vital military or economic
significance. The following is an example drawn from Maratha country.
In 1783-84, Miadhava Rio ordered Balaji Mahadeva, mamlatdar (tax
officer), of the Sivner tdluk, to repair the road leading to the Malsej
Pass, and to raise the requisite funds for this work from two different
departmental sources: the receipts from revenue-tax were to provide
one quarter of the amount; the remainder (three quarters) was to be
given by the kamavisdar of jakar (civil servants charged with the

80. Persian manuscripts cited by Habib, Agrarian System, 248 and n. 38,

8L. Vide Tungkhungia Buranji or History of Assam, XXIX-XXX: Gogoi, The
Tai and the Tai Kingdoms, 550-1.
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collection of 1olls).® This would thus be an indication that there was no
official agency for road administration, that the funds destined for the
maintenance of roads did not constitute a special budget. as they were
drawn from different budgetary sections, and therefore would have
been of an exceptional character. It is not likely that the Mughals
managed affairs any differently in this respect.

This absence of regular resources and the heterogeneity of depart-
ments explain that the roads were not maintained in all regions after
the same fashion, and that road conditions were dependent upon the
manner in which the local populace Tulfilled their obligations. In certain
areas, even on the secondary roads, very well maintained stretches
were to be found, as for example at the exit from Patna, where Modave
noted in 1774: *1 have nowhere else in India seen a road having the
beauty and regularity of this one. It is as straight as a die, bordered by
two trenches and it could not have been better built. It appeared to me
that one gives much attention to its maintenance’.” Elsewhere, there
was but little concern for the public roads, and the same traveller
observed, very near 1o Faizabad, that the irrigation channels elevated
above the level of the surrounding ground ‘passed from one field to
another, without regard for the large road, where one is frequently
interrupted by these earthen embankments in which openings must be
made for passage. Therefore. it is necessary 1o have in one’s following
several picks in proportion to one's pace and several peasants knowing
how to brandish them”.* Heyne,™ in the South of the peninsula, was to
remark that in the region of paddy-fields the peasants continued,
despite interdiction, to cut the road with ditches so as to allow the
water-surplus to flow from their fields, or to benefit from that of their
neighbours, which they considered to be their right. And, in any case,
the seasonal maintenance was scant, superficial and did not prevent the
worsening of the roads from day to day. For which reason, the state,
principal user of these communication lines, was very often obliged to
directly intervene.

Direct Intervention of the Sovereigns

S0 as to be able to travel with their entourage, or to facilitate the
movements of their armies, the sovereigns had to have the roads

B1. Nine years later, when the same route was repaired for the second time,
passage tolls also provided the largest part of the funds (Sen. Administrative System
of the Marathas, 331).

83. Modave, Voyage, 136-7.

84, [bid., 183

85, Heyne. Tracts, 18.
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maintained by a specialized department placed under their authority.

As carly as the Ramayana epoch. according to Valmiki,* whenever the
king wished to travel by way of tracks which were in bad condition, he-
delegated the responsibility of rendering them suitable for vehicles to a
group of engineers, technicians and labourers. At the time of Akbar,
there was a department directed by the Mir Bahr, simultaneously navy
officer and agent of the highways department (?7).” who was occupied
with the works of fortification, the organization of lands and manage-

ment of the communication routes;™ in sum, a kind of engineer corps,

such as is known in the French army.

Itis practically certain that, in one form or another, this department
existed throughout the Mughal period, for it is frequently mentioned in
the contemporary accounts. Monserrate,” who in 1581 followed Akbar
from Agra to Kiibul, relates that the emperor dispatched ‘sappers and
workers to level the road as much as possible”. According to Manucci, ™
Aurangzeb was always preceded by a thousand labourers equipped
with axes, shovels and picks to clear the difficult passages. Jahangir, in
his memoirs,” specifies that before setting out for Kasmir. he dis-
patched a great number of craftsmen, stone-cutters, carpenters and
navvies, under the orders of a certain Nir-ud-din-Quli, 1o repair the
Pufich route. This corps of sappers was also responsible for the opening
of new ways, and Mir Jumiah, pursuing Suja in 1659, had a track
cleared in the jungles of the Chota Nagpur by his wood-cutters and

86. The well-known passage in the Rdmavana (bk. 11, 79, 13; B0, 1-22) which
relates how Bharata had a road constructed, so as to visit his brother in exile, with
the group of engineers, architects, technicians, carpenters, wood-cutters, rope-
makers, roadmen, labourers and hirelings, has been utilized in the monographies
(vide inter alia, Auboyer, Vie guotidienne, 94-5; Srivastava, Trade, 121-2) 1o
demonstrate the high technical level of the roadworks of that period and the
excellence of the ancient routes. fn reality, this text recollects many accounts of the
Mughal period, which describe the travel of the emperors. It proves that the way
leading to Rama’s retreat was quite simply a miserable track and that, to be able to
traved it rapidly. Bharata was obliged 1o dispatch a multitude of workers,

87. The post was then confided to Qasim Khin, who supervised the construc-
tion of the new fort at Agri, and who was celebrated for his ability to assemble
boat-bridges (Akbarndma, vol. 11, 372-3).

88. Irvine (Army, 173-4), referring to documents from the reign of Aurangzeb,
gives a list in tabular form of the different technicians employed in the corps.
Particularly to be noted: carpenters, blacksmiths. cotton carders. masons, leather
specialists, mechanics, turners, Sawyers, navvies, miners, wood-cutters, farriers.

B9. Monserrate, Mongolicae, 80-1.

90. Manueci, Storia, vol, 11, 63,

91. Tizuk. vol. I1, 97-8. He adds (ibid., 179-80) that there were two zaminddr
on this route charged to control the traffic between Hirapur and Bahrimgala:
evidence that the Kaimir route was administered. It was, nevertheless. only
repaired at the occasion of mmperial journeys.
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belddr (navvies), with the employment of elephants.® At the time of his
retreat from Asam in 1663, he also constructed with the aid of the local
inhabitants, a road upon which five or six cavalrymen were able to
proceed abreast.” Thomas Roe® relates that Jahangir did the same
when he went from Rantambhor to Ujjain.

Road Policy of the Maisiru Sovereigns at the Close of the Eighteenth
Century

The role of the energetic sovereigns of Maisuru, Haidar “Ali and Tipa
Sultan, must be emphasized, who, menaced by the English Company,
and sensitive to the importance of the communications problem, were
the only Indian princes to have had a road policy comparable to that of
the Grand Mughals. Their capital, Srirangapattana, situated on a
strategic islet on the Kavéri, became the nexus of all the main roads of
the realm. In order to enable an easier passage to the Karnataka coast,
Haidar "Ali developed several tracks through the forest and surfaced
several passes in the Western Ghats. Vestiges of these works, still
called ‘Haidar’s trails’, exist near the Kadra Mountains, as well as at
Sadadivagad, Karavar and Mirajan.” In Kérala, Tipt Sultin had a
number of routes cleared, linking the capital to this outlying region by
way of the Périya, Tamarasééri and Karkkar Passes, so as to accelerate
the movement of his artillery, and developed a number of roads to the
south and south-east of KoLikkotu (Calicut).®™ He was also much
concerned about the tracks followed by his soldiers on the eastern
border of the platean, in particular the route from Budikéte to
Kiruspakiri (Krsnagiri), which still bears the name ‘dandu oni’, or
military road, as well as the trails in the Hostiru rdluk, of which certain
well-planned sections remain to the north and south of Ancatti.”

Tipi Sultdn’s achievements in this domain have, supported by an
overly enthusiastic evaluation, been deemed monumental®. The roads
which he cleared certainly followed the interfluves and adroitly avoided
the flooded depressions; but, they lacked foundations and basic engi-
neering works and, consequently, did not resist the monsoon rains
which caused them to vanish within a few years.

92. IL.N. Sarkar, Mir Jumia, 156.

93, Ibid., 276.

04. Roe. Embassy, 319-41.

95. Bombay Gazetteer, vol. XV, Canara, part I, 39.

96, Vide M.D.M., Malabar (Logan). vol. 1, 624,

97. Vide M.D.G.. Salem, vol. 1., part 1, 294; part 11, 108-10.

98. Thus the opinion of a modern author, Kareem { Kerala, 163): *Even if Tipa
had not made any other reform in Malabar, his being a pioneer in road-making
along will crown lim with lasting glory’.
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Reali
These efforts ought not to mask the reality: generally the sovereigns
limited their activity to those passageways which they themselves
utilized. Hence, the royal or military roads benefited from a preferen-
tial treatment, whereas others, transversal roads, country roads, de-
pended solely upon the attention which could be given them by the
local communities. This sollicitude regarding the vital axes of the
country was directly related to the strength of the state: the decline of
the empire in the eighteenth century had disastrous consequences on
the roadways which, in many areas, were abandoned to the caprices of
the seasons.

Modave, an astute observer, has left his impressions from the close
of the eighteenth century concerning the main roads on the Gangetic
Plain:

lm:nuymgwdiugthermdnﬂmthqmmmdrmammimdnﬂm
mcjrm:uldappurmhawbecnh'mdbytbcmn!ﬁmd:dm,
rather than byunyamnﬁmannthepnnufthendmiﬂﬁﬂimﬁhmuy
hmmmclyﬂnmdtb:milisnndy.whﬂjmmsiniuhhgmrymﬂu
clear the way for a road, but also means that the rains soon efface its
traces...."

Generally the roads are bad for want of maintenance, as they are never
repaired. lfindlinrmpu:ttbﬂemempﬁm.ithhuththﬂﬁnhﬁyuf
large towns or in the states of great princes, who maintain certain roadways
and bridges so as to facilitate the passing of their armies.... As the country
is for the most part flat and uniform, the multitude of travellers and their
vehicles easily trace a route which is then only maintained by successive
passage. The rains, which in many places make large fissures, ruin many of
the tracks, but the vehicles which one uses are so light-weight that they
easily pass everywhere.™

Roads but slightly entrenched, they could change course simply be-

cause they were neglected.

This manner of making roads means that they are not always homoge-

neous. | had occasion to verify this by comparing the course of my journeys

in Indoustan with Tavernier's itineraries. | always found myself at several
coss 1o the right urﬂmluﬁuﬁhmiﬁm.whid:mnnlybe attributed
to what 1 have said regarding the instability of the large roads. ™

Even the royal highway from Agra to Dehli had changed:

This grand imperial highway which Ekbar had once laid out with such

magnificence, so as to communicate casily between Agra and Delhi, and

which he had extended on to Lahor, this grand road, 1 say, which was
bordered by trees as are the allées of a park, and alongside which one
found from coss to coss a milestone and a masonried well, this road no

9. Modave, Vovage en Inde, 321,
100. Ibid., 322,
101. Ibid., 322,
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longer was. A few of these columns are still seen, which serve to indicate
thart this magnificent road had followed a different route than thar which
today leads from Agra to Delhi....""
These were the roads lacking genuine foundations and without fixed
course, exposed to all the vicissitudes of nature and man, which the
English Company inherited as it set out to fashion the Indian Empire.
Thus concluding with the roadways, the questions regarding the
crossing of rivers, in particular the subject of bridges. must now be
considered.

102, fbud., 321, Same observation in Heber, Narrative, vol. 11, 324,



2. River Crossing

If but relative importance was attached to permanent road construc-
tion, one was, on the other hand, very concerned with the crossing of
rivers, which often represented formidable obstacles to land commu-
nications.' They could not be easily traversed owing to the width of
their beds, which, in the period of shallow waters, consist to a great
extent of large sandbanks or concatenations of marshes; and then,
when in spate, are swollen with a great volume of rapidly flowing
water.” Furious leviathans which overflow their banks at high-water,
the rivers withdraw to the centre of their ancient beds over long
months, moving currents only at the time of the rains.

These are the images which should be kept in mind when consi-
dering the river charts upon which a simple line represents the average
breadth of 2 km,’ and from which the greater number of minor tribu-
taries have been omitted; affluents which nevertheless might well have
immobilized armies and influenced the course of historical events.
These constraints were, in regard to communication lines, particularly
rigorous on the west coast, a region very much watered and furrowed
by rivers, as well as on the large deltas, where the rivers form an
inextricable mesh of distributaries, separated by alluvial folds. Circum-

1. They could also serve as lines of communication, and the significant role
which they played in interrelation and exchange will be considered in volume I1.

2. During the high-water period, most of the water-courses were impassable.
According to Tavernier (Travels, vol. 1, 59), it was necessary to wait iwo months to
traverse the Sabarmati, to the north-west of Ahmadibid. Modave {Vovage, 492-3)
noted on 8 and 9 August 1776, in the south-east of the old State of Jaypur: “There is
a rather large river some half-coss from Bambori flowing in a deep ravine whose
banks appear to be slate. Two of my camels remained on the other side of the river,
the load of one having been left near the bank. The river rose during the night and
carried it away.... The 14th we set off... to advance along the bank of the Tchambel
(Cambal) in the hope of crossing it immediately. However, the waters were too
high and the ferrymen dared not risk the crossing. That night we stayved on the right
bank. We were shown a spot in the river bed where the water made an eddy, and
were told that it was the tip of an extremely elevated rock which was thus inundated
and that it would have to be entirely uncovered before the passage could be risked’.

3. Several figures can be gleaned from the East India Gazetieer by W. Hamilton
(vol. 1, 557, 583; vol. 11, 162): the Gangi is only fordable at some Spols upriver
from Nihibid, and its main bed at low-water penods varies from 400 yards to 1V
miles, an average of 3/4 mile (somewhat more than one kilometre); the Godavari,
before reaching the delta, has about 1% mile’s breadth (nearly 242 km); finally, the

Mahanadi, at Sambalpur, has during the rains a width of almost one mile, while at
Katak it is two miles.
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stances being such, one understands that the fords and ferrying places
have everywhere attracted the roads.

These convenient crossings are expedient points which effect a
concentration of the transport lines. Their study is of considerable
interest. Allchin,* analysing the history of a ford on the Krsna in the
doab of Riyciru from antiquity down to the present, has elucidated the
significance of this sarigam which was linked with cults having their
origins in the protohistoric period. One has scen (supra, 31, 60-61) the
exceptional destiny of the fords and ferries of Und and Atak on the
Indus, of Maheévar and Akbarpur on the Narmada. Many designations
for modern localities have conserved the memory of these passages and
it is probable that the study of place-names would provide much
historical clarification.”

Fords

Fording places have everywhere been determining factors in the orien-
tation of communication lines and, with them, of human settlements.
Most of the streams and the upper courses of the large rivers” were
during the dry season crossed by way of fords, which thus were impor-
tant elements in interrelation and exchange and, especially during
times of war, assumed strategic roles of primary significance.” Gene-
rally, they do not seem to have been developed and it was necessary in
order to traverse the watercourse 1o proceed along alluvial folds, areas
of sand and gravel, which retarded progress.* On the other hand. along

4. Allchin, “The Archaeology of a River Crossing’ in Indian Anthropology
Exsayy, 1962, 52-65.

5. The examination of a large-scale map of the npanan regions of the Gangi is
instructive in this regard. One finds there the suffix ghdr (qua, ford, ferry) in many
of the place-names. Modave (Voyage, 186-T) had already noted at the close of the
eighteenth century; “Throughout India one names “gat” or “gate” all the places
where the convenience of boats, fords and the accessitnlity of shores facilitate the
river crossings’. In Tamil country, particularly in the Tancivar district. which is
furrowed with fordable streams, the suffix mRai is often found; for example
TuRaiyir, “fording town’, or TirupiltuRai, *ford of sacred milk’, near Srirankam
(vide Braufill, '*On the Names of Places in Tanjore’. M J.L. 5., 1879, 74).

6. Srivastava (Shuja-ud-daulah, vol. 1L, £.p. 413) has indicated the places where
the Gangd could be forded during the dry season; his map has been reproduced in
Modave, Vovage, 148,

7. In 1658, Dird, at the announcement of the arrival of Aurangzeb’s troops,
seized all the fords on the Cambal in the vicmity of Dholpur (Sarkar, Hist. of
Aurangzeb, vol. I and vol. 11, 233). The Marathas took care during their military
campaigns to implant bamboo stems in the riverbeds, thus indicating the fords
which they could eventually utilize in case of retreat (Irvine, Army, 212).

8. Jacquemont (Découverte, T8) describes the crossing of the Son River in
Bihar during the middle of the dry season, 25 December, 1829: ‘It is a sea of sand
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the rocky sills of the Deccan rivers the protrusions were levelled and
the holes filled with stones, constituting solid foundations. The remains
of a paved ford have been found on the Krsna, downstream from its
confluence with the Bhima;® and, according to inscriptions, fourteenth
century princes were said to have flagged certain passages at Vijaya-
nagara on the Tungabhadhrd.” But the most original work in this
domain was achieved at the beginning of the seventeenth century by
RamappaiyaN. Tirumalai NayakkaN’s general, who developed a pas-
sage on blocks of rock in the PambaN Channel, vestiges of which can
still be seen in the water," 5o as to facilitate the movement of troops to
Ramésvaram.

Ferrying Points

On the rivers swollen by the rains and non-fordable streams, travel
could not escape the contingency of transference and had necessarily to
take recourse to ferries, the importance of which is attested since
antiguity."”

The types of craft" employed varied from region to region: other
than inflated skins in the north-west, coracles or basket-boats to the
south of the Krsna, there were dugouts arranged pairwise and con-
nected by a platform, diverse rafts and planked craft in the great
alluvial plains to the north of the Krspa. Everywhere, during the
Muslim period, as during the Hindu period,™ their use was strictly
regulated by the authorities.

In the second half of the eighteenth century this department func-
tioned well in those provinces which were regularly administered. In
Orisa, for example, where the Maratha government strictly controlled

having a breadth of not less than one league: and my waggons took four hours to
cross. To animate this desert, Providence held in reserve two elephants and some
thirty camels which slowly defiled counter to my caravan.” Vide also Mundy's
account (Travels, vol. 11, 133) who in September 1632 traversed at the same place,
and had to, moreover, use several boats.

9. Allchin, Indian Anthropology Essays, 53,

10. Annual Reports on Indian Epigraphy for 1958-9, 94, App. B, 632.

11. This type of paved ford, called RamappaivaNanai (or RamappaiyaN cause-
wiy) was made in 1638 (M.G., 744; M.D.G., Ramanathapuraris (1972), 81, 945},

12. Ome finds references to them since the Buddhist period, when they were
known under the name advi-ritha (Jataka, T, 330); Panini { IV.4.91) termed them
navya (Agrawala, Panini, 156).
13. These shall be considered in the chapter dealing with river craft (valume
i),

14. It is significant to note that the meticulous regulations concerning the
orgamization of ferries and the payment of passage which the Arthasistra (bk. 11,
28) lists, do not differ from those enumerated in A'in-i-Akbari (vol. 1. 291-2).
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the boatmen, it was remarkably organized: the state accorded jagir'” to
ferrymen, in recompense of which they were committed to place their
own boats at the disposition of the public, to convey gratis troops and
functionaries and were expected to accept redsonable fees for the
passage of travellers and their goods. Should these men not fulfill their
obligations, their lands were withdrawn from them. Very well adapted
to local conditions.' this system seems to have been in usage in other
regions governed by the Marathas."” as well as in the Mughal depen-
dencies; however, in eastern India, which was in a transitional period
subsequent to the decline of the central power, this public service had
passed into the hands of private individuals, who in many cases insti-
tuted a reign of the arbitrary." Still today, certain tribes in Nepal are
specialized in ferriage." Interrelation could scarcely elude a depen-

15. Jigir: land granted by way of recompense, the revenue of which served as
pension for the holder, The extent of the lands was dependent upon the importance
of the function, Hence, for the ferry on the Mahanadi the ferryman received 12 bdpi
or 200 bighd of terrain; for that on the Kathjuri, 10 bdti or only 167 bighd ( Board's
Collection, No. 14 178, 23941 {ms. ). cited by Ray, Orissa under the Marathas, 138-
9).

16. ‘Under the grants thus assigned by the Maratha Government’, noted an
English judge, E. Watson, ‘the ferries flourished by far the best I ever saw in any
part of India, they were decked and capable of carrying several elephants, carriages
and palanquins together: they must have been built at a considerable cost and kept
up at a very great expense. All the purpose of a ferry as & common highway was
assured under this arrangement” (ibid. ).

17. As Modave stated ( Voyage, 505) when he crossed the Narmadi at Mahe-
svar, Ahalvi Bai's capital: “His Lord’s boats are sufficiently large to convey at least
two hundred people at one time and two elephants. There are at least thirty such
vessels. The passage is exceedingly easy and well maintained for the use of
travellers’.

18. In the districts of Bihar, Gorakhpur, Dindjpur and Purniyd, which Bucha-
nan visited (Martin, Eastern India, vol. 1, 387; vol. I1. 579, 1018: vol. 111, 350), the
ferries were dependencies of large riparian proprietors which they entrusted to the
ferrymen, who alio sometimes received land for this work. Generally, they
demanded exorbitant sums of travellers, which were then shared with their pat-
rons.

19. “The mdjhi (or bope) are to be found along the entire length of Nepél, on
the plain as well as in the mountains: they are ferrymen. and number less than
6,000, They enable. where there is no bridge. the crossing of the rivers in
monoxylons, which they themselves make by cutting and hollowing out tree trunks.
These dugouts can hold from 5 to 10 people; a single ferryman operates them by
means of an oar. Setting out, he vigorously launches his craft in upriver direction
and rows to reach mid-stream. but it is soon taken by the current and diverted
downstream before reaching the opposite shore. Before setting out. the passengers
quite judiciously implored the protection of the water goddess, throwing several
small coins into the stream; for if the dugout should capsize, only the ferryman,
who alone knows to swim. could save himself. At all important points of passage,
the mdihi have been installed by the government in densely built-up villages, They
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dency on fords and ferries as, except in the Himalaya. boat bridges.

wooden or masonry bridges, temporary or more permanent engineer-
ing works, were still the exception.

Boat Bridges

One remembers the elephant-bridge of the ingenious ColLa king
Rajéndra, who had his soldiers to pass over the backs of the noble
pachyderms, which had been aligned across the watercourses.”™ But one
could not avail of this original procedure in the case of deep rivers, and
it would not seem to have been adopted by Indian strategists. In North
India, the boat bridges appeared at an carly date as the most certain
and rapid means to traverse the waterways. Alexander. according to
Arrian,” would have made use of one in order to cross the Indus; and
Kalhana® records that in Kasmir, the first large bridge on the Vitasta or
Jhelam, erected in the second half of the sixth century of our era, was a
work of this type. On the Indo-Gangetic plain, military leaders gene-
rally took recourse to these constructions to facilitate the passage of
their troops,” as Bernier relates:

S0 as to cross the large rivers, which in these regions ordinarily do not have

bridges, two were made of boats, separated by some two or three hundred

paces from each other; they know tolerably well to link and strengthen

them, and they cover them with a mixwre of carth and straw, thus
preventing that the animals casily slip.*

enjoy tax-exempt lands in compensation of services renderéd; they are obliged to
be on duty throughout the year, o maintain the dugouts and to cross gratis soldiers
and functionaries in service, the other passengers having to pay a slight fee'
(Gaborieau, Népal, 87),

20. Nilakanta Sastri, Colas, 206

21. Armian, Anabasis, bk. V, chpe, VI,

22. Stein, transl. of the Rajatarangini. vol. 1, 103 n. 354.

23. Boat bridges were erected on the Indus by Timiir in 1398 (Elliot, History of
Inda, vol. TII, 484); by Akbar, under the supervision of Qdsim Khin, in 1581
(Monserrate, Mongolicae, 156): by Jahangir in 1607 ( Tazuk, vol. I, 101). In 1528,

under the reign of Jahangir, Khvijah Abi'l Hasan rased within three days on the
Mahi a bridge having a length of 140 yards which did not move under the weight of
an elephant sent by the emperor to test its stability ( Tizzuk, vol. II, 41).

24. Bernicr. Voyages, t, 11, 2289, He adds that the army's passage was not
made without difficulty and was the object of strict surveillance: *“The greatest
confusion and danger occur at the extremities; for not only does the crowd and
pressure occur most there but when the approaches to the bridge are composed of
soft moving earth, they become so broken up and so full of pits, that horses and
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This technique was not without fault: rather than utilizing grapnels
to anchor the boats, much time was lost driving piles into the riverbed;
thus a work which might have been executed within one day, required
from eight to ten days and offered ultimately but little security.”

We owe to an English engineer the description and plan of the boat
bridges assembled by the Sikh across the Satlaj. They connected the
local craft (cappii), held by a wooden anchor charged with rocks, by
alternately juxtaposing stern and prow, as shown in Fig. XV. Then,
generally, they sufficed to fill the boats with branches covered with
earth. In the case of a more elaborate construction, a manner of trestle
was raised in the centre of each vessel, upon which were mounted three
or four solid beams, connected by means of a series of transversal
pieces, and the entire structure was then topped with scrub and earth.
Works of this type were able to support very heavy weights (elephants.
cannons), but the least change in water-level could have had dire
consequences.™

This procedure was usually practised on the large rivers in Hindu-
sthin, but it does not appear to have been employed in the south of the
peninsula.” In any case. these bridges erected by sappers were tempo-
rary structures which were dismantled subsequent to the passage of the
troops. Nevertheless, on heavily travelled routes, an attempt was made

to maintain these works at certain strategic points during at least part of
the year.”

army were under the necessity of crossing in one day; but the King generally fixes
his camp about half a league from the bridges of boats, and suffers a day or two o
elapse ere he passes to the opposite side of the river; then, pitching his tents within
half a league from the bank, he agnin delays his departure so as to allow the army
three days and nights at least to effect the passage’ (ibid., 229). Monserrate
{Mongolicae, 81) specifies that during Akbar's reign, the different corps of troops
had to cross separately and in single file so as to limit the load, which could have
caused the bridge to collapse, that it was forbidden to cross elephants. and that to
watch over the execution of orders, officers of the emperor were posted at the
entrance of the bridges and controlled the operations.

25. Observation made by Major Roberts, in Asiaric Miscellany, vol. 1, 1788,
419, cited by Irvine {Army, 212). Two miniatures of the Akbar-ndmah (of the
London Victoria and Albert Musewm, pls. 21-2) represent a boat bridge of this type
(reproduced in Hambly Gavin, Cities, 43; Lalit Kald, No. 10, October 1961, pl. 1V,
fig. 9).

. 26. Captain Yule, *Some Accounts of the Passage of the Sutlej by the British
Army in February 1846" in Papers on Subjects connected with the Duties of the
Corps of Roval Engineers, vol. X, 1849, 177,

27. To traverse the streams south of the Krsof, the armies usually made use of
coracles or basket-boats (vide among others, Briggs, History of the Rise, vol. 11, 22;
Paes, in Sewell, Forgotten Empire, 250; Moor, Narrative, 122).

28. In Jaunpur at the time of the Sargi kings (end of the fourteenth century)
there was on the Gomati a boat bridge which was later to be replaced in Akbar’s



XV. Boat bridge on the Satlaj, beginning of the nineteenth
{drawing by Captain Yule, in Papers on Subjects connected with the Duiies
of the Corps of Royal Engineers, vol. X, 1849, pl. 10, fig. 3),

The best known example is that at Afak, which commands the
Kiibul route. There the bed of the Indus narrows between the hills and
hasahmadthufon]ymmemﬂmﬂrﬂ,bmﬂmﬂter-lﬂdisum
constant: in the summer when the snow melts it can of a sudden rise to
some fifteen metres, having a very turbulent current. It was therefore
nutponﬁb[emm:hornbumbridgethmghnmmeym. At the time of
Ranjit Singh, this structure was in service for seven or eight months of
the year; it was erected at the conclusion of the high-water period,
somewhat upstream from the fortress, and was then in the spring
installed downstream, to remain there until the rising of the river, The
gil'ahdar of Atak and the ndzim of Pesivar were charged with the
responsibility of its surveillance and maintenance.™ At that time, one
could scarcely have done more. This river posed great problems for the
English engineers who, after the vain attempt to dig a tunnel in 1859,
were only in 1883 able to complete the large Indus bridge.* Moreover,
prior to the introduction of western techniques to India, permanent
bridges™ played no important role, other than in the Himalaya.

era by a stone bridge (C.S.R.. vol. XI. 1875-6, 120-3).

29, Shahamat Ali, The Sikhs and the Afghans, 1847, 177. Burnes relates thar,
to be able to erect bridges over the Indus, Ranjit Singh maintained at Afak a fleet
of 37 boats, of which 24 were utilized near the fortress, but at other points where
the river wuﬁd:rlumﬂmmmued.mhnuumdeﬁuyndulm

uuodenhnxuﬁlkdwiﬁﬂnmmdﬁghhg%!ﬁﬂm.&dahﬂpmuﬂh
constructed within three days, generally however required six days (Foreign
Department Miscellaneous Conuultations, No. 269 (1831), 139, cited by Bajwa,
Military System of the Sikhs, 208 n. 1).

30 . Ways and Works, 87-9, 382.9,

31. We have previously treated lhiaquuﬁnniuuu:ﬂudy The Ancient Bridges
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Himalayan Bridges

The torrents of the Himalaya during the fair weather season (the only
period during which long-distance travel would be feasible) can be
forded only with difficulty because of the turbulence of the current and
the very low water temperatures.” They cannot always be traversed
with the crude rafts precariously assembled by the inhabitants:” and
the valleys, which are cluses at the height of rejuvenation, form in
many places abrupt and impassable gorges. Therefore, in frequent
cases, a bridge represents the only means to enable exchange and
communications. The mountain peoples have adapted themselves
remarkably well to the prevailing conditions by building in a manner at
once simple and audacious various structures corresponding to the
different materials available and the diverse methods employed, which
are precisely distinguished in the local dialects. A judicious observer
might well read in these constructions the characteristics specific to the
Himalayan regions.™ We can classify them in two categories: suspen-
sion bridges (made of rope, cane, iron chains), beam and cantilever
bridges of wood.

Suspension Bridges: V and U-section, Cableways

There was, to begin with, an entire range of structures made of locally
available raw materials: ropes consisting of fibrous twigs or animal
fibres in the western mountains, rattan and bamboo in the eastern
massifs.* Throughout the length of the mountain chain these materials
were utilised according to two basic principles: they could be used as
footpath and hand-rails, or as a stout cable along which a wooden piece
is hauled by means of a rope. In whichever case, the structures were
fastened on the banks, either to an anchorage block consisting of piled

of India, which is to be considered as an appendix to the present work. The reader
is referred to the aforementioned study, where the technical problems are dis-
cussed in detail.

32. The waters are very cold, even in summer, and it is hazardous to venture
into the river to above waist-depth, which can be done without the slightest risk in
any of the watercourses on the plains.

33. We shall consider them in volume II, the chapter treating of river craft.

34. There is no dearth of information concerning these structures. They are at
times mentioned in the local chronicles or in the Mughal annals, as well as having
been described by European travellers having visited the Himilaya from the period
of Bernier and the Tibetan missionanes (seventeenth century ) down to the present.

35. Vide, among others, Thomson, Western Himalaya, 242; Baden-Powell,
Handbook, 334-5; Gerard, Koonawur, 33; Traill, Kamaon, 143; Hooker, Hima-
layan Journals, vol. 1, 149-50; Yule, Notes, 613-4, which is complemented by Watt,
Commercial Products, 131, 115, 694, 930, 201-2, 98-112.
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rocks, to an assembled framework, or to the trunks of trees. Bernier
was one of the first Europeans to have mentioned that there were ‘very
difficult passages and very rapid torrents over which one crosses on
ropes stretched from one rock to another”.*

The V and U-section suspension bridge, generally termed jhala in
the west of Nepal, and jaluniga in Sikkim, consisted of three cables
made of leather thongs arranged in a V or U-shape, upheld by means of
solid supports, forked at the ends, in Kasmir, by large intertwined
ropes in the Pafjab, rattan and bamboo stems gathered together in a
skein in Sikkim, which could be assembled to form a cradle in the
mountains of Asam, or linked by large rattan rings (*“tubular” bridges)
on the Burmese borders” (vide Fig. XVI, a, b, d.).

The cableway, known by the term chirikd in the western Himalaya,
was formed of a support cable upon which moved a piece of wood
(hollowed log equipped with ropes, basket, cradle, seat, cane ring)
linked with a traction cable which was operated by hand from either
side of the river* (vide Fig. XVI, c.).

To these structures should be added the iron chains suspension
bridge, found principally in Bhiitin and Nepal.™

These constructions, the length of which usually varied from 30 to
100 metres,* were erected at diverse points on most of the Himalayan
rivers, enabling the passage of men and facilitating the communication
between settlements separated by impassable watercourses for the
greater part of the year.

They nevertheless had serious drawbacks: other than their exacting
utilization (one must not have been subject to vertigo!), they bore but a
limited load and in general were not accessible to animals. * The bridge
constructed of wooden beams represented in this respect a distinct
progress.

Wooden Beam and Cantilever Bridges

The flanks of the Himalaya are covered with forest, wherein excellent

36. Bermier, Vovages, 1 11, 2034,

37. Vide Tiazuk, vol. 11, 137: Bernier, Voyages, t. 11, 293-4; Vigne, Travels.
vol. I, 199; Drew, Northern Barrier, 84-5; Cunningham, Ladak, 170: Hugel, Tra-
vels, 175-6; Traill, Kamaon, 142; Hooker, Himalayan Journals, vol, I, 49, 50, 152,
297, 33-4; vol. 11, 30-2, 100, 269; Hamilton, Nepal, 274: Yule, Notes, 613-4,

38. Cerard, Koonawur, 33-4; Forster. Journey, vol, I, 301 Vigne, Truvels, vol,
L, 199; Traill, Kamaon, 143; Bogle, Mission, 22- Turner, Embassy, 54, 191.

39, Pére Georgi, Alphabetum tibetanum, 1762, cited by S. Lévi, Nepal, t. 1,
127; Bogle, Mission, 21; Turner, Embassy, 54-5, 191; Hooker. Himalayan Jour-
nals, vol. I, 197-9,

40. Vide our Ancient Bridges of India,

4l. Drew, Northern Barriers, 85: Vigne, Travels, 217; Temple, Journals, vol.
1. 202; Traill, Kamaon, 142,




i

XV1. Himalayan bridges, based upon earlier drawings: a. and b., jhiild at Dopatti on the
Jhelam in October 1847 (sketch by R.G. Taylor, Political Diaries. vol. V1, 1. p. 104); ¢..
cableway in Bhiitin (drawing by Daniell, Orient. Annual, 1837, §. p. 9): d., jalusiga in Sikkim
in 1848 (drawing by Hooker, Himal. Journals, vol. 149); e., sariga in the Panjab (sketch by
Baden Powell, Handbook, 333).
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timber (deoddr, $isd, sal) is to be found, which was employed whenever
possible to link the banks of the watercourses.

The most rudimentary bridges were constructed simply of bamboo
stems or of several tree trunks, such as those located on the Ka$mir
route, as described by Jahangir in his memoirs:

The way in which they make bridges in this country is to throw pine-trees

on the surface of the water and fasten the two ends strongly to rocks, and

havinglhmwuunmrhmthickphnhnfwmd,mmmemﬁmwiﬂ:pey
and ropes, and these with a little repair last for years.©

More solid were the structures made, with or without piles, based
upon the cantilever principle. The simpler types.* termed sanga in the
western mountains, consisted of beams affixed into solid abutments on
the riverbanks and arranged in successive cantilevers (vide Fig. XVI,
e.). Located throughout the length of the mountain chain, they reflect
in detail the local conditions; as thus in Bhitin, country of great
lamaseries and massive castles set high in the mountains, these bridges
were fortified and embellished with towers.™

Having a span of 20 to 40 metres, they were able to traverse only
torrents of average breadth. Everywhere the construction of piles was
avuided,nﬁlhcypcaedgrﬂtpmbienu;ﬁthlhtﬂupﬁonnfﬂm.
where, on the Jhelam, many-spanned bridges had been built since at
least the fifteenth century.* On foundations consisting of piles and
blocks of rock. trusses were erected, composed of deoddr trunks on
successive courses and arranged horizontally, the surface being
progressively augmented until the opening between piers could be
spanned with a platform.” These remarkable structures (kadal), solid

and supple, could bear considerable loads, and some were even
bordered with shops.*

42. Tazuk, vol. I, 127-8; vide also Temple, Journals, vol. 1, 297; vol. IL 21;
Gerard, Koonawur, 36; Hooker, Himalayan Journals, vol, 1, 333,

43. Baden-Powell, Handbook, 333; Temple, Journals. vol. I, 296; Cunning-
ham, Laddk, 168: Vigne, Travels, vol, 1, 201-2: Gerard, Koonawur, 221; Moor-
croft, Travels, vol. 1, 166; Jacquemont, Voyage, 1. 11, 68; Adlas, 1, 26, fig. 7;
Hamilton, Nepal, 274; Hooker, Himalayan Journals, vol. I1, 43.

44. Turner (Embassy, 13249 and pl. VIII, £.p. 132) in 1783 described and
sketched the celebrated bridge of Vangdia Phodrang; Bogle, Mission, 21.

45. Gerard, Koonawur, 35-6; Jacquemont, Voyage, t. 11, 66; Vigne, Travels,
vol. I, 201; Bogle, Mission, 21, Turner, Embassy, 132-3,

46. Only boat bridges were known under the Hindu sovereigns (Stein, Raja-
taranigind, transl. vol. 1, 103, 388); many-spanned bridges appeared at the time of
the Sultans (Hasan, Kashmir, 47, 94, 99, 271; Bates, Gazetteer, 357), Jahingir
(Tidzuk, vol. 11, 142) and Bernier (Travels, 398) mention several.

47. Moorcroft, Travels, vol. I1, 122-3: Hugel, Travels, 117; Temple, Journals,
vol. I, 296; Baden Powell, Handbook, 335-6.

48. Moorcroft, Travels, vol. I1, 122-3; Bellew, Kashmir, 56.
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Himalayan Bridges and General Communications

Thus, whether temporary or permanent, these bridges of rope or
rattan, of chains or wood each year during the fair weather season
furthered interchange at recognized points in the mountain range.
Indispensable links, they enabled man’s movement through the great
valleys and connected the Indian slopes with the Tibetan plateau,
ensuring a continuity along the Himadlayan tracks. The imperial high-
way from Kaémir was especially favoured in this respect.” In the
nineteenth century Srinagar, the Venice of India, one counted seven
large kadal, having approximate lengths of 90 metres spanning the
stream, and eighteen bridges constructed of wood or stone over the
canals.™ Furthermore, other than in the capital city, there were six
other kadal on the Jhelam, between Khanabal and Baramila, each of
some hundred-metres’ length,” and downstream, several jhila.® No-
where else in the Himalaya or on the Indian plain were there such
structures as these testifying to the enterprising spirit of the Kasmiri
craftsmen.

Stone and Brick Bridges”

In the great alluvial plains or on the plateaux of the peninsula, the
question was framed in a different context: the ferries ensured the
crossing of streams and large rivers; the fords sufficed to cross water-
courses of shallow depth. The construction of permanent structures
raised technical problems which could neither be surmised nor resolved
(variation in rate of flow, divagation of river course, regularisation of
the fluvial beds, etc.), and demanded an abundance of raw materials
(wood, rock or brick) not always to be found in situ. For these reasons,
there was no endeavour to erect pakka bridges, excepting at certain
selected points.

49. Over a stretch of twelve miles, between Bahrimgala and Pusiyind on the
route from Bhimbar to Srinagar, Vigne ( Travels, vol. 1, 259) and Temple (Journals,
vol. 11, 21) noted 25 1o 30 beam bridges which were repaired annually at the end of
the winter season.

50. The large bridges were as follows: Amir kadal, Habbé kadal, Fath kadal,
Zaina kadal, *Ali kadal, Nan kadal and Saffa kadal (vide Bates, Gazetteer, 218, 357-
9; Temple, Journals, vol. 1, 290, where also a list of structures spanning the canals
is 1o be found.

51. At Khanabal, Bijbehira, and Pampur upriver from Srinagar, Sumbal,
Sopur and Baramila downriver (Bates, Gazeiteer, 218).

52. At Uri, Dopatta and Hatiyin (Hugel, Travels, 175-6; Taylor, Diaries, 104;
Hugel, ibid., 182).

53. We have reviewed these works in our Ancient Bridges (1-49),



XVII. Map of ancient stone and brick bridges.
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Ancient literature does not make mention of the construction of
permanent structures over the watercourses, other than the legendary
Ramasetu.™ Nonetheless, one knows of their existence over moats and
at the entrances to fortified cities:” simple roadways of wood which
were probably also built over small rivers* and which then would have
served as paradigms to the architects constructing the first stonework
bridges.

Technical Characieristics

Among those specimens which have come down to us. some of which
go back 1o the ninth century A.p., we can distinguish between stone
beam bridges and arch bridges.

There is. first of all, a category of bridges constructed of stone slabs
resting on supports of diverse types: square stone pillars set in rocky
beds™ of the penminsular rivers, such as the Kaven or the Tungabhadra;
columns deployed on granite bases in Asam;” massive piers of hewn
stone on some rivers in the Deccan;” or the corbel vaulting bridges in

54, Setu (Skr.), earthen embankment, dyke, bridge: Rimasetu, between
Rameédvaram and Sri Lanki (Ceylon), constructed for Rima by the monkey Nala,
Should this celebrated episode in the Rdmdyana correspond to an historical event,
it could only refer to the building of a dyke or of a stone embankment.

35. In excavations made in Patnd at the sites of moats, masonty piers were
uncovered as well as remains of the superstruciure of a bridge roadway dating from
the Mauryan period (A.R.B.. 393-6).

56. The original, but exceptional, structure built near the large port of
Macilipattapamu should be mentioned: in order o cross the low-lying zone sar-
rounding the city, which was inundated at high-tide, two wooden bridges were
constructed of 5 metre width and having a length of two kilometres (Fryer, New
Account, vol. 1, Bl; Frangois Martin, Mémaires, 1. 11, 177, 185; John Marshall,
Nates, 52: Bowrey, Geographical Account, 63).

57. LA.S.B., vol. XX, 1851, 291-4; LAM.B., 532; LAM.B.O., 2289, 297-
8.

58. The most important are those at Srirangapattana and at Sivanasamudra,
but there are others at Vijayanagara, Bhatkal, Midabidri, Bhandik as well as in
the south of Tamil country. Vide our Ancient Bridges, 4-7, 22-6; figure 2 gives the
plans of the two bridges at Sivanasamudra, taken from an article by Rimasvami
Mudalivar {*An Account of the Island and Bridge of Sivasamudram in the Caveri
River', M.J.L.5., vol. 1, 1834, B3-94); photos Nos 4-14 show several of these
structures.

39. In the region of Guvahafi. Vide our Ancient Bridges, 8-10, 33-34, and fig. 4
representing the filar sdko or stone bridge described by 5.T. Hannay (*Brief Notice
of the Sil Hiko or Stone Bridge in Zillah Kimrip', J A5 B., vol. XX, 1851,
291-4).

6. The bridges at Vijayanagara and Halébidu are of this type (vide our An-
cient Bridges. 7-8, 24; photos Nos 19-23).
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the coastal plain of Orisd" (vide Fig. XVIII, c., a.. b.).

Others, which are the more numerous, are arch bridges whose
forms vary in conformity with the nature of the rivers they span and the
prevailing architectural style. The bridges in Bangil and Kasmir most
generally have humpbacked decks and approaches intended for the
passage of boats. Elsewhere are to be seen those, whose arches are but
slightly pronounced, while the largest structures have arches of equal
height. Many are flanked by towers at their extremities and surmoun-
ted by small dome-topped pavilions; some, such as those in Jaunpur,
Nurabad and Narvar, represent veritable works of ant™ (vide Fig.
XVIHL, d., e, f., g.). In the alluvial plains the bridges rest upon very
solid foundations comprised of a series of brickwork wells; however,
their overly massive piles must resist considerable forces when the
rivers are in spate: a serious defect which had fatal consequences for a
number of them.”

Bridges and Communications

Many of these structures span rivulets, but some afford the possibility
to cross rivers, as for instance the Kavéri or the Gomati.* The dis-
tribution map (Fig. XVII) indicates that several bridges are located in
the vicinities of ancient capitals, such as Rampil. Sondrgam and
Dhiki; at the entrances to old regional metropolises, as for example
Cittaur, Aurangabad, Haidarabad, Vijayanagara, Gova; or then, in the
proximity of famous pilgrimage places, such as Srirangapattapa and
Sivanasamudra. Others line the Mughal imperial highways: from Agra
to Kibul in the north-west; from Agri to Narvar towards the Deccan:
and, from Agra to the mid-region of the Ganga. Particularly favoured
were the roads radiating around Jaunpur which benefited from Akbar's

61, These works are mentioned by 18th century travellers ( Anguetil Duperron,
Zend, t. 1, I, LXX, LXXI, LXXII, LXXIV; Motte, O.H.R.J.. vol. L, 1952, app.
I, 8. 11, 12) and by Stirling (Asiatic Researches, vol. XV, 1825, 336-8). The most
celebrated are the Apharanald, 3 km north-cast of Puri, and the Tentil|imala, 3 km
from Yajpur. Vide our Ancieni Bridges, 10-11 and 29-30, where a plan of the first
will be found (fig. 5); photos Nos 24-26.

62, fbid., 12-20, 26-8, 31-49 and photos Nos 2747,

63. [Ibid., 15-19. Regarding wells serving as bridge foundations, vide the aricle
by Captain Cautley, 'On the use of Wells ete. in foundations, as practised by the
Natives of the Northern Doab®, A5 8., vol. VIIL, Jan-Dec. 1839, 327-40, with 4
plates of sketches and plans,

64. Lengths of the more important structures: on the Kivéri at Sivanasamudra,
the Lushington Bridge: 470 metres; Rdmasene: 300 metres; at Srirangapattana. the
Wellesley Bridge: 420 metres; on the Sindh River at Narvar, the southern bridge:
366 metres, the northern bridge: 300 metres: on the Gomati at Jaunpur, Akbar's
bridge: 190 metres: on the Musi River at Haidaribid, Purdnd Pul: 180 metres,
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munificence.” It was, however, the main road from Orisa (along the
course of which twelve bridges have been noted, between Puri and
Balesvara*) which seems to have been the best provided in this regard.
Religious considerations explain this solicitude; the Hindu princes, at
the behest of whom these structures were erected, probably wished to
facilitate the journey of pilgrims from the Gangetic Plain to the sacred
city of Jagannatha-Puri. The Muslim princes, such as Sija* Khan®in the
cighteenth century, who in a systematic manner had bridges built
between Katak and Mursidabad, continued this work to political ends:
s0 as to render directly accessible an outlying and isolated province.

However, the importance of these structures should not be over-
estimated; for, except perhaps in the region of Jaunpur and in Orisa,
they did not play a significant role in interrelation. which remained
basically dependent upon fords and ferries.™

65. During Akbar's reign, bridges were built at Jaunpur, Akbarpur,

and Sikrira, and the Jalilpur bridge was repaired (vide our Ancient Bridges, 37, 39,
40).

66. [bid., 29-3],

67. Motte, op. cit., 8.

68. The problems which river crossing posed for the armies are evoked in &
vivid manner by Monserrate (Mongolicae, 106-56), who in 1581 followed Akbar's
troops across the Pafjab. Setting out from Sarhind, the emperor abandoned the
usual Lihaur route, and proceeded northwards along the Himilayan border. An
itinerary certainly imposed by strategic considerations, but also dictated by tech-
nical reasons: to be able to move men and materials in a comtact region of plain and
mountains, where the rivers were vet fordable and favourable to the construction
of bridges. As follows, several of Monserrate's pertinent observations: “The army
camped on the banks of the Sadaj: a halt was necessary during which time a
wooden bridge was constructed (103). .. It (the army) marched for two days
the Byds in search of a ford which could be taken by the elephants and for a narrow
passage over which a wooden bridge could be constructed. When the scouts had
found an appropriate spot, camp was made (104)..... The following day, it crossed
the Byds by means of a wooden bridge. ... It traversed the Ravi over a specially built
bridge.... The Cingarous River (?) was then crossed at a point very near the foot of
the Himalaya (108).... The Candb was traversed with great difficulty, because #
bridge could not be erected over the river, and those who attempted to ford it were
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Forbes, who was well acquainted with the routes of western India,
relates that he encountered but a single bridge in the course of his
travels.” And Modave, who had visited the heart of the Mughal empire
from Bangal to Dehli (1772-76), gives his impressions as wayfarer:

Although I have travelled throughout the better part of Hindusthin, | do

not believe 1 found even fifteen bridges there, and of those only three or

four merit attention.™

Main Roads and Rural Tracks

It is therefore not so much the given condition of the roadway or the
number of bridges along its course which enable one to distinguish the
arterial roads from local tracks. The Indian network formed an im-
mense web, spun by generations of travellers, which in a considerable
part of the country, as John Masters wrote,” ‘did not begin anywhere,
and went to everywhere’.

The route thus formed was here a confused tangle of tracks, there a
well-laid out roadway; elsewhere it lost itself in rice fields to re-appear
only at a forest’s edge; at times it led to a forgotten temple and
terminated there; a badly provided track at the approach to a city, it
could have been a beautiful straight avenue in a modest village: its
condition was dependent upon the attention it received from the local
authorities.

Into this moving fabric of rural ways, which remain for us anony-
mous, were woven threads, scarcely larger, but which had a relative
stability, as they were subject to an organization reflecting political and
economic imperatives. The route of the sovereigns and the merchants
was a dynamic pattern of greater complexity, adapted to long-distance
travel. It was generally bordered with trees, sometimes punctuated by
milestones and, above all, it was systematically endowed with, at
regular intervals, travellers’ rest-houses and water sources.

Organization of the Communication Lines

This organization of the routes is in fact very ancient. Since the Vedic
age” in India, one discovers on the part of sovereigns or other indi-

return from Kdbul (in September), Akbar had a bridge erected over the Indus
(156)..."

69. J. Forbes, Oriental Memoirs, vol. 11, 287.

0. Modave. Voyage en Inde, 322,

71. John Masters, The Deceivers, 10.

72. Vide 5. C. Sarkar, Some Aspects of the Earliest Social History of India,
13-5.
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viduals the concern to facilitate the movement of men. The seventh
Asokan pillar-edict is in this regard significant. It specifies that the
emperor commanded the planting of trees along the roads, that wells
were 10 be dug and rest-houses constructed at every eight krosa.™ His
successors pursued this work. Hsian-tsang” relates that there were in
the Gangetic Plain of the seventh century *a multitude of charitable
houses called punyasald where the poor and the unfortunate were
assisted by the distribution of medicine and food’, and that thus ‘the
waylarers never found themselves in difficult straits’, These benevolent
foundations were generally patronised by the sovereigns, and Harsa-
viardhana was reputed to have created them throughout his realm,”
The Sukraniti, reflecting the Hindu ideal of organization, specifies that
rest-houses. solid and provided with water, were to be established
between all villages.™ The same concern is to be found in the Islim
world:™ hence, the Muslims who conquered and ruled over a consi-
derable territory on the peninsula could in this domain call upon two
traditions.

In the fourteenth century Kérala under the rule of Hindu princes,
Ibn Battitah writes™ that over the distance of a two-month march, ‘the
way passes beneath the shade cast by trees; at each half-mile there is a
wooden house wherein is a dais on which all travellers take their places,
Muslim or infidel. Near to each of these houses 15 a well where one can
drink and whose custody is appointed to an idolater...." During the
same period. in Hindusthan, Firiz Sih Tughlak was said to have had
some hundred tanks dug and some two hundred rest-houses built,™

Beginning with Ser Sih, all the Grand Mughals had an ambitious
road policy, the scope and limits of which we shall attempt (o measure.
And, in those areas where the action of the state remained ineffective,
private initiative compensated: local princes, wealthy merchants, rural

13. D.C. Sirkar, Inscriptions of Aioka, 76.

T4. Watters, On Yuan Chwang’s Travels in India, vol, |, 286-5.
75, IMhid., 328, 344,

76. Sukraniti, ch, 1. 53849,

77. The Omayyads and Abbassids were concerned with this problem. Valid the
First (705-15) at the beginning of his reign. had the roads of his empire repaired and
lined with landmarks: Omar [1 (717-20) completed the work of his predecessor,
having serais constructed and wells dug in the eastern provinces. The Abbassid
caliphs. Al-Saffah and Al-Mahdi, developed the Mecen route and erected mile-

stones, shelter for pilgrims and provided for points with drinkable water ( Husaini,
Adminisiration under the Moguls, 246),

78. Vovages (transl, Deéfréméry), 1. IV, 71,
. Tabagdr-i-Akbart, in Elliot, History of India, vol. IV, 18 0. 1.
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or religious communities, participated by their contributions to these
‘charitable™ works, the extent of which is difficult tb assess with
precision, but which must have been considerable.

H. This work astounded the majority of European travellers. Forbes, in
Oriental Memoirs (vol. 11, 232) wrote: *Charity of this kind is everywhere incul-
cated; and it is equally the ambition of a southern Malabar as of a northern Hindoo
to have a tank, a well, a choultrie, called after his name. Under despotic princes,
Whercpmpmyisncvermm.mdwhﬂtmh:mptmdri:hismhcruﬂy
unfortunate. such munificent acts are far from being uncommon: the fame of these
benevolent works, and the tranquillity of domestic life. form the chief happiness of
a people accustomed to public spectacles, or the refinements of polished society’.
Regarding this subject, vide Kane, History of Dharmasastra, vol. IL, part IT, 889-96
(pratisthd and wtsarga: foundations of temples and dedication of wells, tanks,
parks, trees, etc., for the benefit of the public),



3. Tree-Lined Avenues and Milestones

a. Tree-LiNnen AVENUES

It is easily understood that the planting of trees along the roadsides was.
one of the traditional forms of philanthropy in a country in which
wayfaring is tedious during the intolerable heat of the dry season.'
These avenues were comprised of different species of trees, having
diverse medicinal properties, and which were often attributed with
religious significance

In the northern plains, the most common were the flamboyant
(dhak, Butea frondosa, Roxb.), with splendid flowering, orange and
vermilion; the elegant margosa (nim, Azadirachta indica, Juss.), pro-
viding an especially beneficial shade: the pipal (Ficus religiosa, L.), the
bodhi trees having an exceptional longevity and whose foliage is
sensitive to the slightest movement of wind: finally, the banian (bar,
Ficus indica, Roxb.), with multiple rooting branches, the most impres-
sive of all.?

In the south of the peninsula, other than the banian, two other trees
are to be found which offer very refreshing shade: the mango (Mangi-
fera indica, L.) and the tamarind ( Tamarindus indica, L.)." The foliage

I. The brahmins say that he who plants a tree lives long (M.G., B13). The
Sukraniti (ch. IV, IV, 91-122) recommends the planting of trees in the villages, in
particular those which give beautiful flowers and bear good fruit foresecing
between them a distance of 20, 15 or 10 cubits according to the species, and the
watering of them mornings and evenings during the summer and. in winter, every
second day,

Z. Vide D.V. Cowen, Flowering Trees and Shrubs in India, and W. Crooke,
Popular Religion and Folklore of Northern India, vol. 11, 83-121: Tree worship.

3. These are the trees noted by Mundy ( Travels, vol. [1, 83-4) an the route from
Agri 10 lahiibad: “The Sort of Trees are Neems (like to Ashes) [nim], Peeples (like
great Peare trees) [pipal], Dhaca |dhak] and Bhurr [bar] with broad leaves: and
others, which continue all waies Ereene, as most of all the Trees in India doe the

the resistence of different Species to inclement weather. Further
which these trees were planted is i

regular intervals, which, after plant

. the manner in
ndicated: pits of two-metre depth were dug at
ng, were filled with earth, and around which a
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of the mango forms a dense covering, impenetrable to light; while the
tamarind was commonly planted, even though its shade was considered
by the people of the country to be unwholesome.’

The most extensive among these trees served as shelter to travellers
during the afternoon halt. Some enormous banians with their multiple
ramifications could shelter entire caravans.*

One frequently encounters in India trees in the shade of which travellers

pass the time of intense heat. They prepare the provisions they have carried

and drink water from the ponds next to which these trees have been
planted. There one sees small fruit merchants and vendors of parched rice,

clusters of people and horses from all parts. The tree beneath which 1

halted could cover with its shade more than 600 people.”

Tavernier® states that throughout the seventeenth century India
most of the roads were lined with trees. In fact, their prevalence must
have varied much according to region.

Mankamma| Calai
There are still in the southern part of the peninsula very old rows of

small earthen wall of one-metre height was raised, 50 as to protect the tree from
cattle. It was to be watered and tended to for at least five years.

5. It is true that during the rains the leaves of the tamarind which fall on the
cloth of a tent discolour and corrode it within a few days (Watt, Commercial
Products, 1066). There is furthermore a popular legend on this subject: A man was
preparing to set forth on a journey, and his wife, who could not become accus-
tomed to the idea of such a separation and wished that he retarn within a short
time, went to consult a sage regarding the measures (0 be taken to ensure that her
wish be fulfilled. The latter thereupon counselled the hushand to sleep each night
of the journey towards his destination beneath a tamarind tree, and on his return
beneath a margosa. At the end of a few days, resultant of the acidic vapours
emitted by the tamarind, the poor man was so ill that he decided to break off his
journey. Returning the same way by which he had come, he regularly took rest
beneath margosas. As these have curative properties, when he arrived at his home,
he was completely healed (Cowen, Flowering Trees, 17-18).

6. Om an isle of the Narmadi, approx. 20 km upstream from Bharue, there
existed an enormous banian, known by the name Kdbir bar, which had in 1780 a
circumference of 3,000 feet. During the passage of an army it was said to have
sheltered 7,000 men. In 1825, according to Heber, it was mutilated, the river
having carried away part of it; nevertheless, it was ‘one of the most noble groves in
the world' (Thomn, Memoirs, 292-3; Heber, Narrative, vol. 111, 67-8; 1.G.., vol. 1L,
102). Falkland (Chow-Chow, vol. 1, 206-T) describes another located near Pune
which covered an area of 3 to 4 acres, a veritable cathedral with numerous chapels
and galleries. At Cicoli, on the road from Baitil to Nagpur, there was a magni-
ficent bargat, or banian, sheltering a large well beneath which some 500 horses
could be tied (Gazeneer of the Central Provinces, 171).

7. Anquetil Duperron, Zend, t. 1, 1, XLII (on the Qdasimbizar route),

8. Tavernicr, Travels, vol. 1, 233,
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tamarinds and banians, between Vélir and Bengaliiru, Réanippéttai and
Cittiiru, as well as between Bengaliru and Maisiru.* It is, however,
above all in the Tirunelvéli district that the greatest number of these
avenues are 1o be found, called locally Markammal cdlai,”, after the
name of the celebrated Nayak queen (1689-1706) to whom is attributed
the planting of these trees. The best conserved are in the taluks of
Nankunéri and Tiruccentir; for example, to the north, between Tiru-
nelvéli and Srivilliputtir (extending over some 80 km); to the south,
from CéraNmakateévi to Kalakkau (covering 29 km): to the west, from
ALvarkuRicci to Civacailam (for only a few kilometres); finally, to the
cast extending over some 100 km between Tirunelvéli and Ramééva-
ram via VaippaRu, where in places these avenues can still be seen near
the present-day route."

At the close of the eighteenth century, Heyne® noted that the
avenues in Tamil country, so very advantageous to travellers. were
nonetheless irregular ‘from the view point of distance and the number
of trees, of their size or even their continuity’, and that there were
sometimes ‘gaps of several miles’.

On the other hand, throughout India they were particularly well
maintained at the approaches to towns or villages. Stavorinus. describ-
ing Surat at the close of the eighteenth century, appreciated the shade
provided by the tree-lined avenues radiating around the port:

There are several fine roads by which to make one's way from the town into

the interior of the country. Setting forth from the Ahvad gate [to the south-

west] one arrives at a wide and lovely road which runs southwards at a short
distance from the river and along which are planted beautiful trees of dense
foliage as far as Athvd itself.... On the other side of the city is the Variav
route [to the north] ...it is a good and pleasant road, bordered almost
everywhere with dense trees which provide a delectable shade. Also from
the Katdrgam gate [to the north-northeast], a good road sets out to the
village of that name. But the road which I found the most agrecable is that
which one calls Laatjes ( Avenues), for it is straight and perfectly shaded. ..
This road very much resembles the main routes on the lsle of Walcheren. "

9. Vide M.D.M., North Arcor. 141: as of 1862, Robinson, the collector, had
trees planted systematically along all the main roads of the district. A recent
journey allowed us to observe the beautiful avenues (of old banians and tamarinds)
between VElir and Ampiir, between Mattiir and Kirusnakini (Krsnagiri) and, to
the cast of the latter city, on the old road of Tipd Sultin leading 10 Badikoge, as
well as between Bengaliru and Maisiiry,

10. Calai (Tam.), house, palace, avenue, tree-lined roadway.

\1. M.D.G., Tinnevelly, 1907, vol. 1, 241. Orme (History of the Military
Trasactions, vol. 111) has designated an avenue of trees along the Maturai road
between Kayattir and Kovilpatti on his map of the Coromandel Coast.

12. Heyne, Tracis, 15,

13. Stavorinus, Voyage, 1774-78. 1. 1. 332-3; English edition, vol. 11, 389.91.
Vide in the Bombay Gazetieer, vol. 11, Surar, £.p. 301, the map of the city of Surat.



Road Engineering and Works 147

Role of the Emperors: The Khavabin of Jahangir

In the heart of Hindusthin, the Mughal sovereigns concerned them-
selves with this question in a systematic manner. Ser Sih would appear
to have been the initiator of this policy, for it was he who is said to have
had trees planted along the roads, so as to provide shelter for the
travellers’ rest.” Akbar must have continued his work; however, it is
Jahdngir to whom is generally attributed the shaded avenues (khaya-
ban) of the Grand Trunk Road."

It is clear that one had intended to make of the main route a long
ribbon of oases, offering travellers relaxation and rest. The testimony
of European wayfarers allows us to appreciate the amplitude of the
undertaking.

The route from Agri to Lahaur was the object of a particular
solicitude. All travellers who journeyed that way in the seventeenth
century have expressed their wonder at the magnificent achievement.
Thomas Coryat (1615), who was well acquainted with the roads of
Europe and Asia, does not conceal his admiration when he describes it
as ‘the most incomparable shew of that kinde that ever my eies sur-
vaied’."” Terry is no less enthusiastic when he speaks of ‘the large trees,
well provided with foliage throughout the year and extremely beneficial
to travellers by the shade they offer in these climates’; and he says that
the English referred to it as ‘the Long Walk’." This grand avenue made
such an impression on the foreign travellers that it became an essential
feature of all the seventeenth century maps of India published in
Europe.™

One had also wanted to continue the avenue from Agri to [laha-

14. Khayalitn (Pers., H.), parterre, avenue.

15. According to *Abbas Khan, T&'rikh-i-Ser Sahi. in Elliot, History of India,
vol. IV, 418.

16. He states this explicitly in his memoirs: ‘Previously to this, sccording to
orders, they had planted trees on both sides from Agri as far as the river of Ajak
(the Indus) and had made an avenue in the same wiy from Agra to Bungal’
( Tazuk, vol. 11, 100). Finch (in E.T., 60) writes that Jahdfgir had the row of trees
to be planted which lines the route from Agri to Kibul. Manucei (Storia, vol. I,
159), recalling the work of Akbar's son, specifies that he ordered an avenue of trees
to be made between Multin and lahibad.

17. Coryat, in E.T., 244,

i8. Terry, in E.T., 2834, Tavemier (Travely, vol, [, T8), Bernier (Travels,
284), Thévenot (Travels, 57, 85). Stecl and Crowther (in Purchas. vol. TV, 268) all
make reference to the tree-lined avenue in laudatory terms.

19. Without doubt Coryat must have described enthusiastically ‘the Long Walk'
to Thomas Roe so that the latter counsel Baffin to indicate it in his map of 1619
(Roe, Embassy, first edition, vol, 11, 537, 544). One finds the grand avenue on later
maps, in particular on that which accompanies the 1713 edition of Bernier's
Voyages (vide our Recherches, 103-4 and pl. XX},
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bad. In 1632, Mundy setting forth from the capital noted in his journal:
‘There is nothing remarkable about this route, save for two rows of
trees on cither side; the distance between each tree is from 8 1o Y paces
and, between the rows, some 40 paces. It is commonly known that
there are such tree-lined avenues from Agrd to Lahaur' ™ He regularly
makes note of the shaded avenue as far as Jasvantnagar;* but, from
Kord Khas onwards, he remarks that the trees become less frequent
and more sparse, through lack of care: some were dead, others had
been felled, without having been replaced.® Thus indicating that the
imperial instructions could not be fully executed.

However, before his arrival in Patna, Mundy emphasized the re-
appearance at some three or four kos from the city of the rows of trees
which had disappeared so many days previously.* Manrique,* who
travelled the route in the opposite direction in 1640, records that the
majority of the villages were located in clumps of green-leaved trees,
which offered pleasant shade to the wearied travellers at the entrance
and exit to the villages.

The fact remains that this imperial work represents a great effort,
for if the main road were to have been bordered with trees from Lahaur
to Kora Khas, that would represent an avenue of some 1,100 km.*
Probably, the honour of achieving such an undertaking must not be
ascribed 1o Jahangir alone; for, his immediate predecessors must have
already been involved in its development. ™

As of the end of Sah Jahan’s reign, however, it seems that the state
was less concerned with providing the routes with shade. Tavernier,”
while admiring the grand avenue from Agri to Lahaur, deplored that in
certain places one had allowed the trees to perish, without thinking to
replace them, At the time of Aurangzeb, the administration had more
urgent problems to settle and, in the eighteenth century, during the
decline of the empire, all roads between the Ganga and the Jamuna

20. Mundy, Travels, vol. 11, 83-4.

21. Ibid., B6.

22. Ibid., 92,

23. Ibid., 134,

24. Manrique, Travels, vol. [1, 149,

25. 517 miles from Lihaur to Agra and 184 miles from Agri to Kora Khis,
according to Reanell’s Table of Distances (Memoir, 1792, 318); that makes 701
miles or approx. 1,100 km.

26. When Coryat made his way from Lihaur to Agri in 1615, Jahangir had
been emperor for only ten years; even if he had directed the planting of these trees
at the beginning of his reign, they would not have been able in such a short time 1o
have provided the exceptional shade of which the English traveller speaks. Further-
more, Jahingir only then refers to this when he gves an account of the fourteenth
year of his government ( Tidzuk. vol. 11, 100).

27. Tavernier, Travels, vol. I, 78. He made several journeys in India between
1645 and 1663,
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were laid waste by the armies. Law de Lauriston. proceeding from
Dehli to Agra in 1758, noted melancholically: ‘I nowhere saw those
tree-lined avenues, nor any mark that they had been’. Sleeman, in the
mid-nineteenth century. lamented the absence of trees in the Dodb and
the regions of the ancient capitals: ‘In all other areas of India one can at
each stage pitch his tent in a grove... but in the districts located to the
north of Agrd, one might make ten marches without ever finding the
shelter of a cluster of trees. The Sikh, the Marathd, the Jar and the
Pathin destroyed them during the disorders which accompanied the
decline of the Muslim empire, and they have never been re-newed, for
one could not be sure that they would be allowed to grow for ten
vears’.™ Thus, in less than a century ‘the Long Walk’, which had once
evoked the admiration of foreign travellers, was to have vanished
completely from the countrysides of Northern India.

From this exposition, one should hold in mind the fact that during
the ascendant period of the Mughal era, the development of the tree-
lined avenues reflected the will of the sovereigns to determine the
course of the communication lines, which were thus imbued with a
political significance, as were in further instance the milestones, which
shall now be considered.

b. MILESTONES
Route Measurements™

In India, just as in an earlier period of European history, there existed
a multitude of regional metrologies; and, so as to designate the units of

28. Law de Lauriston, Mémaire, 511.

29, Sleeman, Ramblex, 433, 448.

30). Attentive observers have remarked that in the past Indians had. on the
local level, a remarkable knowledge of distances. Tod (Travels in Western India,
355) in particular notes with astonishment: ‘Among the many points which present
themselves to the reflection of a traveller in India, one which ought to strike him
with surprise is the general knowledge possessed by all classes of the distance of
places within their immediate neighbourhood; and however the standard may vary
in different countries, yet within their own, a most singular uniformity and correct-
ness prevail. To what can this be attributed? Assuredly not to accident, nor to the
mere report of the public cassids, or runners. it is in fact a remnant of that ancient
civilisation which we are sccustomed to hold so cheap, embracing whatever related
1o welfare, comfort and intelligence of the community, and which, though buried
under the ruins of ages of moral and political subjection, is not yet altogether
obliterated, either from tradition or written records, both attesting that in remote
times, there were roadmeters throughout India’. This fact is probably connected
with the surveying of lands and the establishment of the public registry. It is known
that the Indian sovercigns, at least since the Maurya period, undertook a plani-
metric census of cultivable lands to the purpose of determining the tax on harvests,
their main resource. For the same reason, the Arabs beginning with Omar had the
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measurements, cach linguistic group had its own diverse expressions
which themselves did not always correspond to identical values, as the
appendix to which we refer the reader (infra) readily shows. The
monarchs who, with their agents, messengers and their armies, were
the major road users, attempted to standardize the road measurements
so as to administer the important highways in a coherent fashion. to re-
organize the provincial networks and, in this way, facilitate the trans-
mission of orders and accelerate the process of centralization. Thus the
royal kos" was defined, the base unit which was used to evaluate the
distances of the main routes of the empire. It is significant that Bibur,
the creator of the Mughal monarchy, had ordered the measurement of
the strategic north-western route, from Agra to Kibul, immediately
upon having become ruler of Hindusthan. ™ His successors did likewise,
and whenever the emperor or an important personage set out on a
journey, men were deputed to ascertain the distance to be travelled,”
even though the route might be known. An habitual operation resem-
bling a wveritable rite. One foreign observer® was to write in the
eighteenth century that this served scarcely more ‘than the splendour
and vanity of the Moor Lords’. Nevertheless, one will concede that this
procedure had a deeper significance for the Grand Mughals, as they

intended to line the route with milestones regularly spaced at intervals
of one kos.,

Ancient Milestones

The demarcation of roadways is not a Mughal innovation, having

taxable lands surveyed. This double tradition was followed by the monarchs in
India. *Ali-ud-din Khilji adopted it in a strict manner: $er Sih had all the lands of
the empire systematically surveyed; Akbar perfected the methods and dispatched a
large number of inspectors to supervise the operations. It is evident that the roads
were measured at the same time as the land, because in the villages they served the
division of properties, as indicated by South Indian inscriptions (Appadorai, Eco-
nomic Conditions, vol. 1, 97). This difficult but fascinating subject now begins to be
studied by researchers interested in the history of land occupancy. Vide Tripathi,
Moslem Administration, 260-2, 299-302, 316-18: regarding the different units of
agrarian measurement during the Mughal period, vide Habib. Agrarian System,
‘Measures of land', Appendix A. 353-66; one will find in a manual from the mid-
nineteenth century (R. Smyth and H.L. Thuillier. A Manual of Surveving for India,
London, 1855, 514-23) precise details concerning the indigenous methods of
surveving, or khasrd,

3l. Vide appendix, infra, 288-292,

32. Babur-ndma, vol. I1, 629.

33. A'n. vol. 11, 417; Monserrate, Mongolicae, 78; Ovington, Vovage, 117;
Manucci, Storia. vol. 11, 64; Rennell. Memoir, 83. This information was utilized in
our Recherches (74-5),

34. Father Coeurdoux, letter of 12 February 1760, in Lenres édifiantes,
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already existed under the Maurya. Megasthenes had made mention
thereof.” Archaeological studies provide confirmation: in the Laghmiin
Valley of Afghanistan, 7 km from Alexander's ancient Nicaea, an
Asokan inscription was found on a vertical slab overlooking the old
Indian route which had served as a signpost.* In the fourteenth centu-
ry. during the time of Muhammad Tughlaq. Ibn Battitah noted the
milestones between Dehli and Dhar:
There is between the two places a travelling distance of twenty-four days.
Along the road separating them are found columns upon which is engraved
the number of miles lying between two such pillars. Should the traveller
wish to know how much way he has achieved during his day, and what
distance yet remains for him to reach the station or town towards which he
is proceeding, he reads the inscription on the pillar and learns what he
wanted to know.™
Unfortunately, no traces thereof have been found.” However, it is
practically certain that the usage of lining the routes with markers had
never been entirely forsaken. The archaeological department of Tamil-
niadu has made two exceptional finds in this domain. Firstly, at Tiru-
vanniamalai on the old pilgrimage route proceeding around the hill, five
stones have been found, which according to the Tamil inscriptions they
bear, lined the road constructed by Vikkirama PintiyaN in the thir-
teenth century. One has also found near Tarmapuri (Dharmapuri) and
Tiruppatur three kdram-stones dating from the thirteenth century (vide
Fig. XIX) upon which are inscribed the name of the sovereign (Atiya-
maN) responsible for the building of the road, as well as the distance
between the point where it stands and an unidentified town in the
region.” In Gujarat have been recently discovered eleven towers which

vol. XV, 153,

35. According to Megasthenes, the agoranomei had, among other functions, to
see that signposts and milestones were placed at every ten stadia (Strabo, Géog.,
bk. XV, 1, 50).

16. A. Dupont-Sommer, ‘Une nouvelle inscription araméenne d’Asoka trou-
vée dans la vallée du Laghmén (Afghanistin)', Académie des inscriptions ef belles-
letires, comptes-rendus des séances de I'année 1970, 158-73. The author of the article
translates the inscription as follows (163): ‘At 200 ‘arcs’, the place called Tadmor is
there. This is the KNPTY route, that is (3a) the Garden (7) (route): more than 120
(‘arcs’). To Trt, here: 100. Above: 80". He supposes that Tadmor corresponds to
Palmyra (7).

37. Voyages (transl. Défréméry), t. IV, 42-3,

38. In fact, archaeologists are not really interested in them. The publications of
the Archaeological Survey of India sometimes mention pillars or rock mounds
situated along the roads; but, lacking any inscription, it is practically impossible to
identify them (L.A.R.C.P.B., 4-5; LA.RN.T., 545).

39. Vide our study on itinerary measures and milestones in thirteenth century
Tamil country in eur article, De la trouée de Palghat et du plateau de Maisur
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XIX. Ancient milestone in Tamil
country. found in the Tarmapuri
(Dharmapuri) district (adapted from
a photo taken by the author).

o [ . J

had served as route-indicators, dating from the Sultans’ period (fif-
teenth-sixteenth centuries).*

In the Aurangibad district, 33 km south of the Antir fort, a
rectangular stone pillar was found. A Persian inscription mentions, on
each pillar face, the name, the distance and direction of several towns
(Nagpur and Jalna, Mevir and Calisgamv, Antar and Burhinpur,
Daulatabad and Abmadnagar) and specifies that the pillar was erected
during the reign of Murtaza Nizim Sah in 1591:* evidence that road-
markers were known in the ancient realm of Ahmadnagar prior to the
Mughal conquest.

Along trails or mountain tracks, a diversity of markers were em-
ployed to prevent the travellers’ going astray: raised stones, such as
those indicated by Tod“ at the Mukandvira Pass in the district of Kotia

*

4 la pédiplaine tamoule: liaisons routiéres anciennes et vestiges de chemins,
B.E.F.E.O., 1. LXXVIIL, 1991, 70-71. 85 and 68-70, 84,
40. Vide Monim K.N., Route indicators of the Sultanate period in Gujarét,

Journal of the Maharaja Savajirao University of Baroda (Humanities), vol. XX1-
XXI11, No. 1, 1982-1983, 121-30,

4. LARNT.. 5.
42. Tod. Annals, 1873 edition, vol. [I, 644,
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set in place by the Basijdrd to guide their caravans through the forest; or
simple stacks of smaller stones, as were to be found in the difficult areas
of the Satlaj Valley.” These were, however, but points of reference.™
Tavernier” relates that small stones were placed at every 500 paces
along the roads throughout the seventeenth century India, which the
nearby villagers were to whiten from time 1o time, so that couriers
might distinguish the way in nights of darkness and rain. In which case,
these would not have been merely signs serving as orientation, but
markers indicating the distances. These were divisional markers of the
Indian mile. corresponding to the hectometres between the kilometres
on the French roads. We have no knowledge of them, because, for one
reason, no one ¢lse has, as far as we know, made note of these stones;
and, for another, no vestiges of them have been found, not even
between the kos-minar which have been discovered on certain of the

imperial highways.

Mughal Kos-mindr

We are quite well-informed regarding the milestones on the imperial
routes radiating from Agrd.* Between Ajmer and Agrd (368 km) 110

43, Gerard, Koonawur, 39-40.

44, 1t should also be added that trees could well serve as boundary demarca-
tion, such as that pointed out by Anquetil Duperron (Zend. t. 1. I, XLVII) in 1756
‘which separates Bengal from the district of Patna or from the province of Bahar'.
Concerning this subject, it is interesting to call to mind what is said in the Laws of
Manu (bk. V111, 245-7, édition Loiseleur Deslongschamps, 288-9): ‘When a dispute
arises regarding the boundaries between two villages, the king should choose the
month of jyaistha to determine these boundaries, the markers then being easier to
discern, the sun’s intensity having entirely parched the grass. The boundaries
having been established, one should plant there large trees (there follows a list of
recommended species)... and earthen mounds are also to be raised there: by this
means the boundary cannot be destroyed’,

45. Tavernier, Travels, vol. 1, 233,

46, Shortly prior to the war of 1914, the Archaeological Survey of India had
undertaken an extensive investigation and, with the co-operation of the Public
Works Dept., the provincial authorities of the Pafjab, of Rijpatina and the U.P.,
a series of reports was prepared to determine the exact position of these ‘relics of
the Mughal civilisation': one hoped to draw a map indicating the course of the old
imperial highways. In 1914 the first results of the investigation were published
(Annual Progress Report, Northern Circle, for the Year ending 31st March 1914, 45-
51, pls. 44, 45) which gives the location of the kos-mindr lining the routes from
Ajmer to Agri and from Agri to Lahaur. Unfortunately, the other reporis have
not been published, in particular that which concerns the route from Agra to
llihabad. At the most, one finds in the Annual Progress Report, 1915 (17) several
corrections of the list of markers in the state of Kisangarh and in the following
report (Anmual Progress Report, 1917-9, 78, 81, 87) information regarding the
restoration of several mindr in the Pafjab and the U.P. Vide also A.5.R., 1920-21,
3; 1921-22, 4; 1922-23, 188; 1925-26, 17; 1926-27, 4-5; 1927-28, 18, 50, 91.
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have been registered,” 34 between Agra and Dehli (220 km). 78 be-
tween Dehli and Lahaur (600 km),* and at least twenty between Agra
and llahabid (470 km).* But such markers also existed on other roads™
and were noted by the eighteenth century travellers, as for example
between Faizabid and Agrd® and, in the Deccan in the vicinities of
Haidaribad and Macilipattapamu.” In addition, the Gorkha in Nepal,
imitating the Mughals, erected the same along their tracks.™ At the
time of a recent journey we found and identified at the exit from
Haidaribid some of the pillars mentioned by travellers:* we also

47. Annual Progress Report, 1914, 45-7.
48. Ibid., 48-51.

49. Montgomery (Statist. Report of the district of Cawnpoor. 1849, 83, No. 374,
103, No. 471, 108, No. 487) mentions them on the old Mughal route traversing
Kinpur district in the parganak of Sikandri, of Bhognipur (20), and of Ghitampur
(4). In the Annual Progress Report, 1917-19, (78-9), four are cited in the Itiva
district and 15 in the district of Kinpur.

50. In the Annual Progress Report, 1913, (T) one is said to exist in the district of
Muzaffarnagar having a height of 50 feet (15 metres), and plate 44 of the Annual
Progress Report, 1914, gives a sketch of a slightly conical column of some 8.5
metres in height, located in the Bulanddahar district. No later publication makes
mention thereof. Perhaps those are not Mughal markers (7).

51. Colonel Champion noted in 1774 that between Faizibad and Lakhnaii.
‘there are obelisques or stones of every coss’ (Macpherson. Soldiering. 105).
Modave (Voyage, 201). describing the road from Faizibad o Agrd in 1775
observed: ‘One sces several turrets to designate the distances’. Archaeologists do
nol tuke this into account.

52. Colonel Upton (Asiatic Annual Register, 18, Misc. Tracts. 26) mentions
theni in 1777: ‘From the Nullah to Mulkapore is an entire jungle; and almost the
whole of this day's journey at about the distance of every coss, we observed two
small pillars, between which the road runs. These pillars are about 18 feet high and
appear to have been put on purpose as a guide to travellers through the jungle.
They are now falling down'. Father Cocurdoux ( Lettres édifiantes, vol. XV, 154-5)
specifies that it was the only road in the entire Deccan to have been thus lined: ‘It
should not be thought that these pillars are to be found throughout all of India. 1
have not seen a single one on my various journeys, and Father Montjustin. who has
travelled the Deccan in all directions. as vou can recognise by the road map of the
French army drawn up from his memoirs, assurcs me that these pillars are indeed
rare, that he encountered them in the proximity of Masulipatam and Heéderabad,
and almost nowhere else’.

53. Traill (*Statist. Sketch of Kamaon®, Asiatic Researches, vol. XVI, 1828, 141-
2) specifies: "A road was also made under the Gorkha government through the
centre of the province from Kali or Gogra to the Alakananda and passing through
Almora to Srinagar which formed the continuation of a military road of commu-
nication extending from Nepal, and was regularly measured and marked off with
coss-stones’. Vide also Phillimore, Historical Records, vol. 11, 451.

54. Vide supra, n. 52; the results of our investigations will be found in our
article, Bornes milliaires de I'Andhra Prades, réservoirs & eau du Karpataka et
monuments religicux du Sud liés & la route, B. E.F.E.O.. 1. LXXV, 1986, 3742.
Our observations correspond exactly to a description made by Father Coeurdoux



(Asaans juucsiad @ uodn paseg) sanos wpeaciag syl vo pugEIvpIRE] JO e 2 e p ey 1 “plR1 CARD MRUON STUIMLE Y 1[S1g
fun uppmaamgngy iuspusiaadng ‘roday svaifoig ponuey woay) asip pidieaey 2w toq Lnduging weow (g) apuna-soy jo sadk | 1XX

08

e E =
w0, 4
|

X
i

peleH—T ===~
T
ey

1
1l
o
ES

|
|
9 .2 .Tlﬁ!.lll..o ety 9 24

==l = ]
W ——— e

ﬂ_ | 2 [ ]

O ——

[}

[ pma——

=L
F—--_'{J_ —f——

L

el
=6 ,pl

8%.9-




Road Engineering and Works 157

believe to have recognized several in the Aurangabad district between
Daulatabad and Rauzi on the old (untarred) Mughal road; however, as
they lacked inscription, our identification is not certain.

This absence of engraved characters is peculiar. The markers would
seem to have been made so as to bear inscriptions to guide travellers;
there should be indications of the distance between the initial point, the
capital city and the marker, as Father Coeurdoux™ confirms elsewhere:
‘Regardless of the fashion in which they have been made, one reads
there the number of coss from that point to this or that other place’.
However, investigations in Northern India have revealed none, nor
have we discovered any on the markers in the Deccan. They have most
likely vanished, the outer layer of mortar having been worn away;
perhaps the inscriptions were painted, and not engraved, and were
covered by the whitewash applied by the Public Works Department.,*
or they have been effaced by the wear of time.

Different types (vide Figs. XX and XXI)

The examination of the vestiges raises more questions than are thereby
resolved. The size and form of the mindr vary considerably from region
to region. The markers in the districts of Ravalpindi, Kanpur and
Haidarabad have a height of from 3 to 4 metres; the others, of from 6 to
10 metres. On the routes from Agrd to Ajmer and from Agra to
Lahaur, they are present as masonry columns of conical form, reposing
on octagonal bases; on the 1lahabad route were simple truncated cones,
pierced at the top to allow the passage of fire provided by a lighting
device installed in the interior, thus to guide night travellers, func-
tioning both as milestones and lanterns.” The mindr in the Ravalpindi
district are more enigmatic, as they appear to have assumed at the same
time the role of shelters. One can imagine that there is some connection
between these milestone-shelters and the towers mentioned by Babur
(vide infra. 158 n. 60); however, the relation of the forms is not well-
understood. We think they pertain to relay stations™ and not kos-

(Lettres édifiantes., vol, XV, 154): “These pillars are located on either side of the
road at a distance of six toises and are topped by a sphere in the style of Mughal
towers; they are round and their diameter is approx. 3 feet. In other places they are
only simple rocks, quite high, of a single piece and roughly hewn; in other places
these pillars are scarcely 3 feet high'.

55. Lettres édifiantes, vol. XV, 154.

56. A.S.R.. 1927-28, 91.

57. D.G.U.P.0., vol. XIX, Cawnpare, 86.

58. Burnes (Travels, vol. I, 127) noted at the beginning of the nineteenth
century on the North-West route the remains of relay stations constructed every 3
or 6 miles by the Mughal emperors to permit rapid liaisons between Dehli and
Kibul. He adds, that one could follow them as far as Balkh.
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mindr. In any case, the variety reflects not merely the character of the
regional architecture, but must have a deeper significance.” For the
time being, these archaeological indicia can only be clarified by means
of the literary sources which offer information regarding the emperors’
role in establishing the system of road markers.

Role of the Emperors

Under Babur relay stations were constructed between Agri and
Kabul,™ but Akbar was the first to have lined the routes with kos-
minar. It is almost certain that the milestones along the imperial
highway from Agra to Ajmer were erected during his reign. Finch,
Withington and Mundy make explicit statements to this effect.* Jahif-
gir would have pursued his work in the direction of Lahaur. He states in
his memoirs® that he gave the order to install these pillars (mil) during
the fourteenth year of his reign, i.e. anno 1619. It is true that neither
Finch, in 1610, nor Coryat, who in 1615 had admired the magnificent
tree-lined avenue, make mention of them.* Were they all erected by
this sovereign? We do not know; it is possible that Sahjahin had
completed the work. In any case. when Bernier journeyed to Dehli in
the mid-seventeenth century, the ‘small pyramids or towers' had all

59. Did the size of the mindr vary regularly from one region to another? Did
their form correspond to certain segments of the route, or to administrative
boundaries? Some of them were perhaps repaired or reconstructed at a later date
corresponding to a different style. If the exact distance separating the markers on
the main roads were to be known (precise measurements have only been taken in
the proximity of Dehlf), knowing the unit of measurement in use under each reign,
the markers could probably be approximately dated. The information presently
available to us is too summary to be able to respond to these questions,

60. In his memoirs (Babur-nima, vol. 11, 629), Babur states that after having
ordered the measurement of the route from Agri to Kibul, he had towers of 12
qari (7 or 10 metres) erected every 9 kuroh (or kas) with a cér-dara (7) at the top. Is
there a connection between these towers and the milestones cum shelters of the
Rivalpindi region which have been surveyed by the Archaeological Survey of
India? The structure of the latter does not cofrespond to that of Babur's works, but
their function would appear to be the same (viz. relay stations). They seem
nevertheless 0 have been constructed at a later date.

6L. Finch (1610), in E.T., 149; Withington (1614), in E.T., 225; Mundy (1633),
Travels, vol. 11, 226. The majority of the mindr still exist today; over a distance of
368 km, 110 have been found. One observes that their size does not vary signi-
ficantly (6 to 8 metres), nor does their form, which nonetheless shows local

varnations in ornamentation.
62, Tiezuk, vol, T1, 100.
63, Some of the milestones on the road
much those on the Ajmer road, others are
pyramidal ornamentation.

from Agri to Mathiira resemble very
more slender and terminate with a small
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been installed.™ If one gives credence to Manucci,” the markers on the
liahabad road were also the work of Jahdngir. It is nonetheless odd that
such an observant traveller as Mundy, who did not fail to mention the
mindr on the Ajmer road, did not make reference to them at the time
of his journey from Agra to Patni in 1632. It is possible that they were
erected at a later date ™

The road markers on the route from Faizibad to Agra via Lakhnai
were probably installed during the course of the eighteenth century, at
the time of the decline of the Mughal empire and the rapid develop-
ment of the provincial dynasties. Then, there are the kos-minar in the
Deccan, which perhaps owe their existence to a governor at the
beginning of the eighteenth century, considering that there is no
mention made of them by the travellers of the preceding century.

Be that as it may, the system of road markers, whose provision was
linked with the vigour of the state, was not further maintained from the
period of the empire’s decline, when it was no longer in a position to
concern itself with such undertakings. The kos-mindr were no longer
repaired. In the heart of the Mughal realm, the travellers deplored this
state of ruin:”

“They were perhaps previously more numerous’, wrote Father Cocurdoux

in 1760.* “for those which remain are falling to ruin in several places and it

might have been that time has destroyed those at other locations which
were constructed only of masonry. And the same may come 10 pass,
viewing the negligence of the Moor government, in the regions even nearer

to Delhi, where our French travellers say they have encountered them. A

Persian and man of wit, who has journeyed through all parts of Indoustan,

assured me that one only finds them near large cities and that they continue

o more than for one or two manzils or days’.

Conversely, everywhere on the main roads were to be found at
regular intervals shelters where man and animal could rest in tranquil-
lity, points with drinkable water and many types of other facilities
intended to satisfy the wayfarers’ material and moral needs.

64. Bernier, Travels, 284; Vovages, v. 11, 66-67.

65. Muonucci (Sroria, vol. 1. 164) wntes that Jahingir was reputed to have
installed some manner of pyramids from Multin to liahabad.

66. Moreover. these milestones cum lanterns are quite different than those
found on the other imperial highwiys.

#7. Law de Lauriston (1760), Mémaire, 511: Modave {1774), Vovage. 321;
Hodges (1783), Travels, 124; Heber (1824). Narrative, vol. II, 316, 324,

68, Lettres édifiantes, vol. XV, 155.



4. Rest-Houses

Halting points along the routes were of primary importance in long-
distance travel on the sub-continent. Reflecting the customs of the
inhabitants of a country having a hot climate who easily adapt them-
selves to a simple, unfurnished room, but little enhanced and exposed
to all winds, they also were the expression of a stratified society,
founded upon the notion of caste, wherein the injunctions regarding
alimentation played a significant role. Hence ensue the different types
of rest-houses which lent a veritable personality to the roadways.

These we shall group into two categories: the establishments of the
Indian peninsula which were based upon the economic and religious
foundations of Hindu society, and the caravanserais of the northern
plains created by the Mughal administration,

d. SATTRA AND CAvaDI oF PEMiNsULAR INDIA

The ancient rest-houses of peninsular India have not attracted the
attentjon of archaeologists;' yet, many are still to be found on the old
trunk roads, in particular along the routes followed by pilgrims. Some
are maintained by local authorities; in cities they have frequently been
repaired or even entirely reconstructed; but in the countryside, many
have fallen to ruin or have been abandoned to mendicants or 1o the
homeless. Europeans have designated them indiscriminantly by the
name choultry or chauderie.’ while the people of the country call them
sattra’ or cavadi.' These terms are frequently encountered in the local
toponymy in which they form the suffixes of numerous place-names.

Their number and their characteristics viry according to the signi-
ficance of the traffic and the region.

Types

The most simple were constructed of four posts bearing a palm-leaf

1. We have begun to make an inventory of them in Tamil country, especially
along the old pilgrimage route linking Kanci and Rimésvaram; the results of this
investigation will comprise the subject of & separate study,

2. The words choultry (Anglo-Indian) and chawderie (French) would have been
corruptions of cdvadi (vide Duperron, in Bernoulli, Description, 1. 11, 232, n. a:
Dupeuty-Trahon, Moniteur, 265; Hobson-Jobson. 211):

3. Sattra (Skt.), satra (Kan. ). sairamu {Tel.), cattiram (Tam, ).

4. Cavadi (Kan,, Tel.), cdvati (Mal., Tam.}, which would have been derived
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roof; basic and provisional structures where shelter from the sun was
found and drinkable water obtained, whence the name tannirppantal in
Tamil country.® In the isolated province of the Sarkdr, rectangular huts
were built of walls of dried mud or of clay, covered with palm-leaves or
thatch.*

To these humble habitations were contrasted abodes constructed in
more durable matenals: brick or stone. ‘In the country’, writes De-
grandpré,’ ‘it is usually only a square comprised of stone enclosed on
three sides by walls, the front being open; and when the building is
large, this front is embellished with two or three columns to support the
roof-top’.* These works of the mandapa® type in brick or stone with a
terrassed roof, or vaulted, supported by gneiss pillars, still exist in the
proximity of Tamil villages."

‘In the vicinity of large towns, they are partitioned in apartments or
cells in which each person might lodge alone, some having even an
adjacent house, better allotted for the use of important personages™."
These buildings of a more elaborate construction consisted of a sur-
rounding veranda, a number of rooms built around an inner courtyard,
rectangular or square in shape, open to the heavens and bordered by
columned gallery. Such is the Pillai cattiram, located 16 km west of
Sriperumputiir and constructed by a certain Vira Perumal Pillai at the
close of the eighteenth century, the description of which has been given
by Buchanan and Heyne” and which today is maintained by the
archaeological department (vide Fig. XXII). There is another con-

from the Sanskrit caiur (four), wija (road), place where four roads meet, cross-
roads.

5. Buchanan, Journey, vol. 1, 10; M.D.M., Tanjore (Row). 231. In fifteenth-
century Vijayanagara, drinking water was served along the roads in structures
called aravafige (South Indian Inscriptions, vol. IX, part 11, N. 436); within the city,
the streets were provided with buildings, called gopura, where one was given food
and drink (vide V. Filliozat, “Town Planning of Vijayanagara', Aarp, 14 December
1978, 61 and photo, fig. 8).

6. Heyne, Tracts, 251,

7. Degrandpré, Voyage, t. 1, 146.

8. Anquetil Duperron (Zend, t. L. 1. XXI) writes: “These are small buildings
having only a ground floor, elevated some fwo or three feet, which contain
somelimes several rooms: that in the middle is the largest; it is entirely open
towards the front’.

9. In the Kafci nrea, the mangdapa intended to shelter the idols at the oceasion
of processions were left 1o the disposition of travellers at other than festival times
{Buchanan, Journey, vol. 1, 8).

10. We have noted many on the road from Kinci to TipfivaNam, as well as in
the regions of Tafcivir and Tiruvanpamalai.

11. Degrandpré, Vovage, t. 1, 146.

12. Buchanan, Journey, vol. I, 7; Heyne, Tracts, 16.
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structed entirely of brick, with an archway gallery, in Periya Mutaliyar
Cavati, some 7 km to the north of Putuccéri {Pondicherry).

The most impressive works are found on the old Ramésgvaram route
in the present district of Taficiviir. Frequently comprised of several
buildings with inner courtyards, temples, ghdt on rivers or tanks, they
were constructed by the Maratha kings in the second half of the
eighteenth century and are known by the name rdja cattiram." Due to
lack of maintenance, many of them have today fallen to ruin.

Organization
These institutions owed their existence to pious or charitable dona-
tions" and subsisted upon revenues from lands which had been ac-
corded them. The donors might have been kings or princes, such as
Déva Raja in Maisiiru," queen Mankamma] in the Maturai region" and
the Maratha kings in Tafcavir; or then again, large landowners"” or
rich merchants, such as the Ceni in Tamil country.™

A diversity of foundations, they were, as some, either open to all
travellers, or as others, reserved for particular castes (brahmins, sadra,
etc.).” In Travancore there still existed recently along the roads chari-

13. The most celebrated of these are in Orattandqu, Nitgmankalam, VenniRu
cattiram (to the south-cast, east, north-east of Tafcavir), Tiricuram, Ammacat-
uram (west and north of Kumpakdnam), Rijamatam, ManaméRkuti and Mim-
pecal {on the coast, south of Pattukkottai) (vide M.D.M., Tanjore, 23340,

14. Inscriptions frequently mention these diverse foundations and provide
information regarding their statutes and management. Vide, for example, Anaual
Reports on Indian Epigraphy. 1922, No. 283; 1923, No. 579; 1925, No. 27; 1927,
No. 96: 1928, No. 14; 1933, No. 64; 1939 (Bombay Kamatak), Nos. 108 and 109,
1949, Nos. 19, 20-2, 25; 1951, No. 84; 1959, No. 483; 1960, No. 87: 1961, Nos. 322,
521, 522,

15. He was reputed to have installed sarra in all the villages and on the main
roads of the realm during the second half of the seventeenth century.

16. M.D.M., Madura, 140,

17. M.D.G.. Tanjore, 142. At the close of the cighteenth century many cafti-
ramt were 1o be found within a radius of 40 or 50 miles around Madris, which had
been erected at the expense of wealthy local merchants (Buchanan, Journey. vol.
I1. 528).

18. In the Nelliiru district at the close of the last century, all the satramu were
managed by the zamindir, their descendants or agents (M.D.M_, Nellore, 680).

19. In the list of cattiram in the Tirunelvéli district prepared at the end of the
lust century (M.D.M., Tinnevelly, 258-89), onc has specified to which caste the
different foundations were reserved. Frangois Martin ( Mémaires, t. 11, 241) noted,
1681, in his journal: *At that time large structures shaped like barns were found
along the road from Golconde to Masulipatam every four leagues, where each day
rice was cooked for all the brahmins who came and went on this route. This charity
was to such an extent reserved for those of that caste, that not @ drop of water
would have been given as alm to other persons, Christians, Mohammedans, nor
other gentiles’.
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table establishments called dffupura, where brahmins could be nou-
rished for & period of three days; the most important was to be found at
the Patmanabha temple in Tiruvanantapuram (Trivandrum).®

In certain of these rest-houses, only lodging was offered, and it was
thus prudent to have one's own provisions;” in others, beverages were
provided: fresh water, kanji,” i.e. rice water, or nirmor.,” i.e. butter-
milk mixed with water. On the pilgrimage routes or in the proximity of
holy places, meals were distributed gratis, at least to brahmins and
wandering monks. In any case, travellers could generally avail of these
establishments for but a single day.

As regards the equipping of the houses, the same diversity was to be
encountered. Some were but simple shelters, left to the disposition of
wayfarers, who had to accommodate themselves as best they could.
Dirty and never cleaned, gentlefolk preferred, during the fair-weather
season, the shade of a tree.” In yet others, there was at least a
caretaker responsible for the property of the premises,® or indeed a
brahmin cook who, for a small sum of money, could prepare a meal,*

Regional Examples

In the Nelliiru district of the last century, one found in the most
important rest-houses persons responsible for the maintenance of the
premises and at the service of travellers: a gomastd (agent of the
zaminddr), who managed affairs, a brahmin cook, a peon, a sweeper, a
caretaker, and in addition sometimes one or two servants

An idea of the cattiram in Tafcaviir might be gained by consulting
an investigation undertaken by the collector in 1873.* At that time, 694
charitable establishments were registered,” which for the most part
were maintained by private individuals, excepting seventeen govern-
ment institutions and the sixteen rdjd cattiram. In 33 of them (ten of
which were rdja cattiram) food was distributed gratis twice daily to all
travellers without distinction of caste: in 179 (five of which were rdja
cattiram), a meal was given 10 a determined number of brahmins only

20. M.G., 613; M.D.M.. Travancore State, 525-8.

21. Duperron, Zend, . I, T, XXXI.

22. Kiarji (H.), ganji (Tel.), kdrici (Tam.),

23. Nirmar (Tam.), water and butter-milk to which are added salt, lemon,
ginger and leaves from the plant called karuvémpu ( Bergera Koenigii),

24. Heyne, Tracts, 16,

25. Degrandpré, Voyage, t. 1, 143.

26. Buchanan, Journey, vol. 1, 149,

7. M.D.M._, Nellore, 680,

28. M.D.M., Tanjore, 230-2.

29. Without counting the innumerable tiruviceal or cdvati, small edifices
abandoned to poor travellers and mendicants.
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on the twelfth day of the lunar month; 273 others were rannirppantal,
only maintained during the hot season to slake the thirst of travellers;
while the remaining 209 were but simple shelters.

The best administered were the rdja cartiram™ intended principally
for the Raméévaram pilgrims. Disposing of prosperous finances based
on the large personal properties (35.000 acres of land) and on the
subventions provided by the Maratha princes. they were able to
maintain diverse works. There was no restriction as to the duration of
séjour nor upon the food distributed. Everyone could benefit from the
meals prepared in different kitchens according to caste, or rations of
uncooked food for those who wished themselves to prepare their own
food. Kariji was given to the mendicants mornings and evenings. In the
mid-nineteenth century, after the state had become responsible for
their management, a portion of the revenues was utilized to maintain
schools and dispenseries within these establishments. This underlines
the significance of the Ramésvaram route.

The Ramésvaram Pilgrimage Route

Of all the routes of the peninsula, that best provided with rest-houses
was the southern section of the great axis of pilgrimage from Kasi
(Baniras) to Ramésvaram, which is quite well known to us, at least
southwards of the Andhra deltas. It was divided into two principal
tracks, one following the coastline, the other linking the great temples
in the interior. At the close of the preceding century, the different
establishments lining the old roads of the Nelliiru district were regis-
tered.” For the districts of Cenkalpattu (Chingleput) and TeN Arkkatu
{South Arcot) we are less well-informed and but few vestiges remain of
these shelters except. in areas, on the coastal track between Madris
and the delta of the Kivéri, and on sections of the interior route
between Kaiici and TintivaNam, where they are numerous. In Tanca-
viir, where the other routes from the Deccan terminate, the old rest-
houses are abundant along the littoral, and in the districts of Rama-
natapuram and of Tirunelvéli on the roads linking KaNNiyakumari and
Ramé$varam.™

These arteries, connected by smaller veins, form a veritable circu-
latory system through which flowed all the religious life of the Tamil
country. The information which we have been able to glean, as well as

30, M.D.M., Tanjore, 233-40.

31. Vide the list in M.D.M., Nellore, 674-80.

32. M.D.G. (Tinnevelly, 258-89) lists the caftiram of the second half of the
nineteenth century, and valuable details concerning the history of the various
foundations. In M.D.M. ( Pudukkdnai State, vols 1 and IT) and the recent M.D.G.
{Ramanathapuram), scattered but valuable information is to be found regarding
these rest-houses.
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the field research we have undertaken, show that these foundations,
reflecting the traditional Hindu organization of rest-houses, have
endured without great damage the upheavals of history; the military
campaigns of the Mughals in the South, the Franco-English wars
scarcely affected them. The religious circulation did not slacken.
Consider how many princes and wealthy individuals constructed houses
for pilgrims during the period when fortresses and trading posts were
under siege. The multiplicity and diversity of these establishments
during that era shows that the eighteenth century, which throughout
India was a period of political decline, was for the Riméévaram
pilgrimage a kind of golden age.

b. SARAE oF HINDUSTHAN

To the north of the regions in which Dravidian languages are prevalent,
the rest-houses, called dharmasiala® were organized according to simi-
lar principles. In Maratha country at the close of the eighteenth
century, they existed in all towns and in almost all villages. At the time
of Moor’s passage.” one had been constructed at Athni which could
lodge at least five hundred people. The information is meagre con-
cerning these shelters, which were also very numerous in the religious
centres and along the pilgrimage routes of Hindusthin, because the
observers of Indian life in the northern plains under the Mughals were
primarily interested in the sarde® on the imperial highways.

These establishments were both pious or charitable foundations®
and creations of the state. The role of private individuals has been

33. Dharmastala (Ski., H.), dharmasald (Mar.). The etymology of the word
indicates its original religious function.

34. Moor, Narrative, 301-2,

35. Sard, sarde, sariy, commonly sardi (Pers., H.), mansion, palace, large
edifice, rest-house. European travellers, many of whom had visited Persia, used
the term kdrvdn-sarde, caravan house, from which is derived caravansérail
(French), caravanseral. In India, where the term generally used to designate a
convay of travellers (caravan) was qdfilak. one simply employed the word sarde.
These establishments have not been systematically studied by scholars. However
Iqtidar Alam Khan has tried to fill in this lacuna in his recent writings on Mughal
inns, particularly, *The Karwansarays of Mughal India: A Study of Surviving
Structures’, The Indian Historical Review. Vol. XIV, Nos. 1-2 (July 1987 and
January 1988), 111-137, especially 117, map of the structures explored along
Mughal highways, 118-31, ground-plans of the Karwinsardys and pis. I-X, photos
of some structures. The reader may refer to this excellent study which will
supplement our presentation.

36. “The majority of caramossoras’, writes Manrigue ( Travels, vol. 11, 100-01 )
‘arc sometimes constructed at the cost of the surrounding villages, sometimes with

the donations of princes or wealthy and powerful individuals who hoped thus o
immortalise their name or alleviate their conscience’.
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generally forgotten, excepting in areas where the toponymy has con-
served the name of the donor. Thus, Sarde Ekdil, to the south of I1ava,
owes its name to a caravanserai founded by a eunuch of the name Ekdil
Khan." B.K. Sarkar™ has observed that many of the rest-houses have
been constructed by the ancestors of wealthy Marviri, today noted for
the numerous institutions they finance in almost all the religious towns
of North India. Several names of the stages of journey mentioned by
eighteenth century travellers, such as Sarde Ajitmal, Sarde Jagadis,
Sarde Milcand, Mulukcand, Badridds, etc., clearly indicate that they
are of Jain origin. The majority, however, remain for us anonymous.

On the other hand, literary sources speak profusely of the work of
the Mughal sovereigns who directed the systematic construction of
sarae along the important routes.

The Policy of the Grand Mughals

Babur states in his memoirs® that he had a relay installed every 18
kuroh with six post horses whose maintenance was the responsibility of
local authorities. According to *Abbas Khan,* Ser Sah would have
constructed 1,700 shelters, separated by two kos, in which two horses
were always ready to bear messages. His son, Islim Sah, is reputed to
have doubled that number.* These figures appear 1o be unreasonable
or greatly exaggerated,” if one imagines that these buildings were
constructed of durable materials; but, they are more feasible if one
considers that they refer to simple relays, summarily built with palms or
in clay, intended to shelter the personnel and animals of the postal
service, as had been the huts for couriers in Tavernier’s time." In any
case, for the first Mughals the route was an instrument of government;

37. D.G.U.P.0., vol. X1, Etawak, 226

38. B.K. Sarkar, Infand Transpori, 42.

39. Babur-ndma, 629-30,

40, Ta'rikh-i-Ser $ahi, in Elliot, Mistory, vol. IV, 417-8, 424. One manuscript
even gives the figure of 2,500 sarde (ibid.. 417 n. 2).

41. Tarikh-i-Dd'idr, in Elliot, History, vol. IV, 479-80. According to Ta'rikh-i-
Khin Jahan, Ser Sih established relays so that he could each day receive news from
the Indus, Agrii and the farthest reaches of Bangal; and Islim Sah, to the purpose
of being certain that the post functioned well, had sent to him cach day. wherever
he might have been. a turban and a handful of fresh rice from Sondrgim (Elliot,
History, vol LV, 418 n. 1, 479 n. 3).

42, ‘Senseless lying', says Elliot (History, vol. IV, 418 n. 3). 1,700 sarde every
two kos would represent 3,400 kas or 6,800 road miles. So many brick buildings
could not have been constructed during such a short reign. If, furthermore, that
were to be true. one would have discovered vestiges. Probably, it has to do with
hurried constructions in perishable materials.

43. Tavernier (Travels, vol. |, 233) states, in fact, that every two leagues, i.c.
every kos, small huts were to be found where couriers were posted.
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the development of rest-houses was to have facilitated the transmission
of instructions, and also the imperial caravanserais, born of postal relay
stations, were the fruit of political design.

Ser Sah's successors only further developed, with more powerful
resources, the organization of the great Pathan sovereign. ‘Since the
time of Humayan', wrote Manucci,* ‘many more sarde have been built
upon the royal highways throughout the realm, from one end of it to
the other’. From Akbar to Aurangzeb, emperors, empresses (Nirjahin
in particular), provincial governors, undertook grandiose constructions
to satisfy the needs of administration and large-scale commerce.

Post houses, hostelries for government agents on tour, and for the
emperor himself when travelling, these buildings were fortified places
which sheltered the police forces charged with the protection of the
main roads. And above all, with their depots where diverse goods and
wares were stored, they were active markets to which the peasants from
the surrounding villages came to sell their agricultural products.*

During the Mughal era of peace the caravanserais were thus vital
organs in the system of land communications and transport.

Types of Rest-houses

They were not built according to a uniform style or plan; their con-
struction varied from region to region, and in relation to the impor-
tance of the traffic as well as the interest of the SOVEreigns or patrons.
Tavernier* states that the most common among them consisted only of
a large enclosure of walls and hedges, within which some fifty or sixty
thatch-roofed huts of clay were grouped. Frequently however, they
were pakka structures built of brick, stone and, in some parts of the
building, of marble. They usually consisted of a large courtyard open to
the heavens, square or rectangular, surrounded by high walls with one
or several towers, massive arched doorways (generally two such. more
rarely, four), flanked by guard-rooms. Along the walls, in the interior,
were arranged a series of slightly raised rooms of sufficient size to

shelter a man and his baggage or wares. The space in the centre was
reserved for cattle.

Badsahi Sarde

Some of these rest-houses earned the admiration of travellers, espe-
cially the imperial sarde (badsahi sarde). The Niarmahal-ki-sarde, at the
entrance to Agra, was constructed entirely of stone with vaulted rooms
surmounted by domes and could lodge from 2,000 to 3.000 persons and

44. Manucci, Storia, vol. I, 114-5.

45, Qanungo, Sher Shah, 391-2.

46. Tavernier, Travels, vol. 1, 45,
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XXII1. Sarde lining the Kagmir route, between Bhimbar and Rijauri: a., sarde at
Cangas, on the bank of the Tavi River: A., outer courtyard; B., inner courtyard; C.,
tower; D., mosque (plan by R. Temple, Journals, vol. 11, 9): b., sarde at Saiyidibid:
A., B., C., courtyards; c., passage; d. and f.. rooms; g.. mosque {plan by F. Drew,
Northern Barrier, 101).
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shelter some 500 horses.” That at Jijau, to the north of Dholpur, was
particularly appreciated for the elegance of the decoration:* however,
in the opinion of connoisseurs, the most beautiful in Hindusthian was
the sarde of Begam Sahib in Dehli,” eldest daughter of Sahjahan.

We reproduce here the plans of three different rest-houses which
demonstrate the variety of construction. The first, of which Temple®
has left a sketch, is that located in Cangas on the old imperial highway
from Kasmir. It is divided into two sections: an outer courtyard (A)
with two entrances, and an inner courtyard (B) contiguous 1o a tower
annex (C) and within which is a mosque (D) (vide Fig, XXIII, a.).

That at Saiyidabad, of which Drew" made a summary plan, located
on the same route as the former, is much more elaborate. [t contains
three large courtyards. Passing through the main entrance, one reaches
the first (A). the interior of which is bordered on all sides with small
vaulted rooms. In the middle of the southern side are three larger
rooms (d.) at a slightly higher level, which must originally have been
covered by a storey intended for the emperor. From there a narrow
passage (e.) leads to a group of similar rooms (f.) opening onto a
terrace in the interior of the second courtyard (B): it was probably the
apartment for the women (zananah) and their private garden; (2.)
represents the site of a small mosque. The third courtyard (C). which

does not communicate with the others, is bordered by a double row of
rooms (vide Fig. XXIII, b.).

47. Mundy (1632), Travels, vol. 11, 78: some of the buildings still exist,

48. *Sarai built by order of Shah Jahan, beyond comparison the most elegant he
had yet met with. The entrances are uncommonly grand, each consisting of two
munarcts tastefully decorated, with the gate and approprinte ornaments in the
centre. On the left is a musjeed not more remarquable for general beauty than for
delicacy of the stone with which it is built. It is of pale reddish hue inlaid with
ornaments of light yellow and white marble’ (Cruso (1781}, in Forbes, Orienral
Memoirs, vol. L1, 409). It has been restored by the Archacological Survey of India.
Vide description in C.5.R., vol. IV, 1871-72. 213.

49. "It is a large square with archways, like our Place Royale, but with this
difference, that an arch is separated from the other by a partitioning wall and that
in the back of each arch there is a small room, and that in addition above the
archways there is a gallery which runs all round the building to enter into as many
upper apartments as there are lower. This serrah s the meeting-place of great
Persian merchants, Usbeks and other forcigners who generally find here quite
comfortable vacant rooms where they might stay some time in great security, the
door being closed every evening. If there were 1o be some twenty suchlike
accommadations in different areas of Paris, foreigners newly arriving would not be
so ill-put as they frequently are 1o find a secure lodging for themselves' (Bernier,
Voyage, t. 11, 61-2; Travels, 281; Manucci, Storia, vol. 1. 212), Unfortunately, this
building no longer exists, having been destroyed subsequent to the 1857 revolt, On
its former site stands today the Delhi Instinute (Carr, Delhi, 256-T).

30. Temple, Journals, vol. 11, 9: in 1859 it was already in ruin.

51. Drew. Northern Barrier, 101-2.
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XXIV. Badsahi-sarde at Nirmahal (according 1o C.5.R., vol. XIV, pl. XXI).




172 Land Transport

The sarde at Niirmahal on the Grand Trunk Road, 25 km south of
Jalandhar, which was constructed by Zakariya Khan at the orders of
Nurjahén during the reign of Jahangir, was studied by Cunningham.® It
has the shape of a square, the sides being 165 metres in length, with
octagonal towers located in the four corners, The western gate is a two-
storied building, mantled with red sandstone from the Fatehpur Sikri
quarries; the gate to the east no longer exists. To the north of the
courtyard is a mosque and, in the centre, a lovely well. On either side
one counts 32 rooms of 3.30 metres the side and, at each corner. three
rooms having varying dimensions. The royal apartments formed the
central block of the southern side and constituted three storeys. The
central room was rectangular with a reinforcement forming an octa-
gonal half-section, such as the large room situated in the corner as seen
on the plan (Fig. XXIV). Some hundred persons could amply install
themselves therein; the remainder of the imperial entourage would
most probably have found lodging in an outer courtyard, the side-
lengths of which were approximately 600 metres, but which no longer
exist, Most likely, when not occupied by the emperor, the rooms of the
sarde, at least the outer courtyard, would have been used by travellers.
Furthermore, an inscription specifies that no payment should be
demanded of them for their stay,

Many of these constructions. such as the Chaparghatti sarde in the
Kanpur district, described by Finch (1611) and Mundy (1632),* have
disappeared; either having had 10 make place for new structures, or
having been demolished to the purpose of furnishing construction
materials for the surrounding hamlets.” Their vestiges are intermingled
with the multiple substructions which are scattered throughout some
north Indian towns. Unquestionably, a regional study would enable the
ientification of numerous ruins in the ancient fortified towns which
lined the route from Agri to Dehli, where now buffaloes are stabled
within walls of red sandstone, with columns and sculpted windows, and
where perhaps royal retinues had formerly been sheltered.

Barddse-khanah

Let us call to mind. that at the outset of the nineteenth century the
52. C5.R.. vol. XIV. I878-9, A2-5,

33, Several other surde have been described in publications of the Archaco-
logical Survey of India, in particular the Begam-ki-sarde in Atak (A.5.R., 1919-20,
20; 1920-1, 3. 19289, 24-5; 192930, 32, photo, pl. [V, b): the Dakhint-sarde
(A8 R, 15256, 17; 1926-7. 17; 1927-8. 1527: the Badli-ki-sarde (A.5.R., 1930-4,
12), ete. Tourists do not fail 1o visit those at Fatehpur Sikri and at Mindu.

3. Finch, in £.T.. 179; Mundy. Travels. vol. I1. 89,

33. Al the time of the decline of the central power, in the eighteenth century.

several surde had already been converted into fortresses or warchouses in the
regons under the Marathas (Forbes, Oriental Memoirs, vol. I1. 195).
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British government favoured the system of encampments on the Grand
Trunk Road, protected by armed guards and provided with depots,
called bardast-khanah, where travellers and soldiers could provision
themselves. Each bardast-khdnah included a walled area of some 30
metres by 18 metres, well-closed by means of a solid door, within which
were several shops arranged according to the plan reproduced in Fig.
XXV.™ At the height of the Mughal era, however, the sarde were still
nerve céntres of the road system.

Distribution of the Sarie

The testimonies of contemporary travellers, as well as investigations
undertaken by the Archacological Survey of India or by authors of the
old Gazetteers, allow us to collocate sufficient information so as to at-
tempt an analysis of their distribution.

In the opinion of those travelling the routes, the imperial highway
leading from the North-West Frontier to the delta of the Ganga was
that which was best provided with rest-houses.

Along the Grand Trunk Road, from the North-West Frontier to Agri

The two capitals, having been points of convergence of the Mughal
routes, were particularly well-provided. At Agra, the heart of the
empire until the reign of Sahjahan, one counted in 1638, according to
Mandelslo,” ‘eighty caravanserais for foreign merchants, the majority
having three storeys with very beautiful apartments, shops, vaults and
stables, along with galleries and corridors connecting the rooms’. Even
during the period of Aurangzeb, this city had ‘more beautiful caravan-
serais’ than Dehli,™ which certainly was not lacking in them.”

56. One could procure there food for men (milk, butter, curd, eggs, mutton,
fowl) and for animals (wheat husk - bhdsd — . grass, hay), as well as wood and
charcoal for fires, clay pots, etc. (R. Montgomery, ‘Memorandum regarding the
Trunk-Road’, 17 April 1847, in Selections from the Records of Government, North-
Western Provinces, vol. V, 56-63).

57. Mandelslo (Vovage, in Hist. Gén, des Voyages, t. 37, 211-2); vide also
Jourdain, Journal, 164. Information confirmed by Modave {Voyage, 195) at the
close of the eighteenth century: ‘One sees there a prodigious number of old
palaces, ruins of caravanserais...".

58. Bernier, Voyages, t. 11, 67; Travels, 284,

59. Modave (Voyage, 232) wrote in 1775: *One sees there five or six buildings
forming an enclosure separated from the other structures and which are intended
for the lodging of foreign merchants, They are designated by the name of the
country of those who usually lodge there. They are veritable caravanserais. There
is that of Samarcande, then of Tibet, and Caboul. The mast magnificent of all is

that of the Begum...' The latter has been described by Bernier (vide supra, 170
n. 49),
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They were to be found at regular intervals on the north-western
segment from Kabul to Agri, as well as on the branch linking Multan
with Lahaur. ‘Evzry five or six kos there is a sarde built by the king or
some great men’, observed Steel® in 1616, And Manrigue® adds in
1640; ‘Several of the latter are very attractive and are specially well
constructed; sometimes we cannot find a vacant room, this being due to
the throngs of travellers of all sorts and conditions who at this time
follow this route because of the presence of the royal court at Lahaur'.

These observations are confirmed by the discovery of ancient
structures in the regions of Jilandhar and Ludhiyana, as well as in the
Mathura district.” Between the Byas and Sarhind the old route was in
fact lined with beautiful caravanserais located in Sultanpur,” Dakhini™
(at 20 km), Narmahal® (at 20 km), Phillaur® (at 20 km), and, on the
other side of the Satlaj, in Ludhiyina (at 14 km), Doraha® (at 20 km),
Laskar K#an® (at 10 km), and finally in Khanna™ (at 13 km).

On the route from Dehli to Mathura they were generally nearer to
one another, and vestiges have been found at Hodal,” Kosi™ (at 13
km), Chata” (at 13 km), Caumuha™ (at 15 km), *‘Azamabad™ (at 15

6. On the route from Agra to Lahawr (Steel, in Purchas, vol. IV, 268; De
Laet, De Imperio, 55).

61. Manrique, Travels, vol. [T, 184, He adds (ibid., 221) & propos the route
from Lahaur to Multin: “everywhere we met with excellent caramossorus and
provisions at good prices’,

62. Neither should the celebrated Begam-ki-saride in Atak be forgotten, which
dated from Jahangic's epoch and consists of a courtyard some 100 metres wide.
Wheeler { Five Thousand Years of Pakistan, 93-4) stales that there are numerous
vestiges of these building in Pakistan. Vide A.5.R., 1919-20, 3; 1920-1, 3; 1928-9,
24-5; 1929-30, 32 and pl. IV, b.

63. It was constructed during the reign of Aurangzeb. Vide C.5.R., vol. XIV,
57 and pl. XIX.

64. 1t dates from Sihjahin’s times. Vide A.S.R., 1925-6, 17; 1927-8, 152.

65. It was built under Jahingir. Vide C.5.R., vol. XIV, 62-5 and pl. XXI;
A.5.R.. 1925-6, 17; 1926-7, 17; 1927-8, 16,

6. It was erected during the epoch of Sahjahin. Vide P.D.G., vol. XIV, A,
Jullundur, 301,

67. It disappearcd long ago, but at the beginning of this century, there were
several others which were private foundations. Vide P.D.G., vol. XV, A, Ludhi-
ana, 33,

68, fhid., 33.

9. A magnificent sarde constructed during the time of Aurangzeb and quite
well conserved (ibid.. 33).

70. The walls remain (ibid., 33).

71. Beautiful sarde in ruin (P.D.G., vol. IV, A, Gurgion, 249).

72. It forms the nucleus of the city; the principal market street traverses it in its
entire Jength, between the two old gates (D.G.U.P.O., vol. VII, Muttra, 73).

73. It was quite well preserved at the beginning of this century (ibid.).

74. But little remained some 60} years ago (ibid.).

75. It was the largest of all; demolished in part in 1875, its materials were used
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km), finally in Jamalpur™ (at 3 km), near to the Mathurd railway
station).

From Agri to the Gangetic Delta

The same organization of rest-houses was to be found between Agra
and Bangal. As was observed by Manrique™ in 1640, ‘this route is lined
with dwellings, large towns and small villages and it is much frequented
by travellers. For which reason it is well provided with caramaossoras,
several of which are famous, constructed at great expense by wealthy
individuals or by personages of high rank’. The toponymy has retained
the memory™ and ruins remain in the Doéb, at Sarae Ekdil,™ Sarie
Ajitmal® (at 30 km), Sikandra" (at some 40 km), Zainpur (at 12 km),
Chaparghattd® (at approx. 30 km). Banda (at 20 km), Ghiitampur (at 5
km), Paras (at 8 km), Nauranga (?),” Khajuha* (at 35 km), Fatehpur®
(at 33 km), Bilanda® (at 6 km), Sarde Manda" (at 18 km) and at Cunni-
ki-sarie" (some 20 km farther).

to pave the streets. The very deep foundations remain (ibid.).

76. At the beginning of this century, it served as a police station (ibid.).
According to local tradition, the third, fourth and fifth sarde were reputed to have
been built by Ser Sah; but, it is also said that E'tibar Kkin founded those at
Mathurd and Kosi, and Asaf Khan that at Chiti. The sarde at *Azamibad is
attributed to Prince ‘Azam. Aurangzeb’s son, but is probably the work of a local
governor, “Azam Khin Mir Mubammad Baqir, Faujdir of Mathurd from 1642 to
1645 (Growse, Mathura, 29-31),

77. Manrique, Travels, vol. II, 146. Same observation in Manucc (Storia, vol.
11, 89) and in Mundy (Travels, vol. 11, 99): *good accommodation for travellers, as
many faire saraes and tancks all the way’.

78. Vide in particular the stages mentioned by Mundy ( Travels, 11, 78-187) and
by Marshall (Notes, 160),

79. It was constructed in 1632 by Ekdil Khiin (D.G.U.P.O._ vol. X1, Etawah,
26; MA.LN.W.P.O., 92),

80. Ajitmal Kayasth built it during the reign of Sahjahan (ibid., 179).

8l. D.G.U.P.O., vol. XIX, Cawnpore, 341,

1. This magnificent surde, described by Finch (in E.T.. 179) and by Mundy
(Travels, vol. 11, 89), has been demolished.

83. These different establishments located in the Ghatampur rahgil have fallen
to ruin; only the foundations remain (D.G,U.P.0., vol. XIX. Cawnpore, 86-7).

84. Constructed by Aurangzeb, it had a surface area of ten acres, including 130
vaulted rooms, a mosque, two two-storeyed gates, surmounted by minarets
(D.G.U.P.0., vol. XX, Fatehpur. 73 and 243; M.A.LN.W.P.0.. 162),

85. It has been described by Heber {Narrative, vol, 11, 26-T).

6. Called Sarie Saiyid Kkan, after the name of its founder, it was demolished

at the time of the construction of the present road (D.G.U.P.O., vol, XX, Fateh-
pur, 73 and 179),

87. D.G.U.P.O.. vol. XX, Fatehpur, 73.
BH. Ihid,
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To the east of llahabad, the Archaeological Survey of India has only
found a few, in Naubatpur® (at 41 km east-south-east of Bandras), in
Daidnagar on the banks of the Son River,” in Munger." Rajmahal®
and in Dhaka.* However, they were in fact once as numerous as those
on the western segment.

Thus the Mughal Grand Trunk Road benefited from a remarkable
system of rest-houses, well-adapted to long-distance travel. In the
nineteenth century, new sarde were constructed and all the settlements
of any importance along this route had one or several, always open to
travellers, down to the creation of the railway which struck them a
serious blow. ™

Along the Kasmir Route

The sovereigns were particularly attentive as regards the Kasmir route.
It is known that there were no caravanserais in the Srinagar basin."”
Jahangir noted in his memoirs™ that he had given orders to construct at
each stage of the route buildings intended to shelter the emperor and
the harem. Several of these sarde still exist today and, if they were to be
somewhat maintained, could be used by travellers.” R. Temple, in
1859 noted those to be found between Bhimbar and the Pir Panjal
Pass:® leaving Bhimbar, in Saiyidabad (at 24 km). on the roadside
somewhat farther on in Nausahré (at 20 km), at two other places near
the Tavi River, in Cangas Sarfe (at 22 km), Réajauri (at 24 km), Thanna
(at 22 km). at the exit of Bahramgala (at 16 km), Pusivana (at 16 km)

89 MAILNW.P.O. 212

90. A fortified sarde constructed by Da'ad Khiin during the epoch of Aurang-
zeb (L.A.M.B., 334: A.R.B., 97). Mundy (Travels, vol. 11, 159 and n. 2) saw in
Patni ‘the fairest sarae that [ have yett seene in India’, which would have been the
madrasah of Saif Kkin (vide A.R.5., 414).

91. It was called ‘Begusarie’ (A.R. 8., 36).

92. This sarde has been described by Hodges { Travels, 32); it would have been
constructed by Sultin Suji’.

93. At Dhikd towards the end of the last cenlury, two katrd utilised by
travellers were noted: the grand kagrd, built in 1645, very well preserved with its
massive walls, and the small kagrd, erected by Saistah Khian somewhat later,
which is almost intact (L.A.M.B., 198).

4. The old District Gazetteers mentioned them regularly. especially those in
the Panjab (P.D.G.) and the United Provinces (D.G.U.P.0.) which treated of the
subject with substantial information; whereas, those of the former province of
Bangil (B.D.G.) attached much less importance 10 this question.

95. As Forster stated (Journey, vol. 11, 32-3). the foreign merchants lodged
with their kafmiri agents.

96. Tizuk, vol. 11, 178,

97, A.5.R., 1919-20, 32.

9. R. Temple, Journals, vol. 11, 3-10, 15, 20, 22, i
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and in “Afiabad on the other side of the pass (at 17 km): there beme
twelye caravanserais along 161 km, which represents an exceptional
development.

Elsewhere in the Northern Plains

One also has the impression that the main route from Bangil to Orisa
was foreseen with numerous shelters for pilgrims,” but these have not
been surveyed. On the other hand, in the principality of Avadh, a
number of structures have been found which testify to the interest
taken by local princes in the lodging of travellers.'™

On the Roads leading to the Gulf of Khambht

To the south of the grand axis, the route from Surat via >
which traversed the imperial territories, was well provided with rest-
houses, particularly between Agra and Sirofij, as indicated by the
toponymy (the place-names composed with ‘sarde’ are quite common
there), as well as by archaeological studies, Vestiges remain of these
buildings in Kacnar (north of Sirofij)" and in Magroni (6 km north of
Narvar)," and two very beautiful badsahi sarde have been restored in
Nurabad™ and in Jajau."™ Along the desert track passing through the
rdjput principalities, conversely, there was practically no shelter except
on the segment linking Agrdi and Ajmer," and travellers had to camp
in the open."™ They only encountered caravanserais in large towns on
the Gulf of Khambhat, such as Ahmadabad™ and Surat. "™

99. Vide Ray, Ohrissa, 154,

100 In Gorakhpur; Bisviin (35 km east of Sitapur); Nighiisan (38 km north of
Khiri); Majholi {24 km north-west of Sitapur); Gonda; Chibraman (27 km south-
west of Fatehgarh); Khodigadj (22 km south-east of Fatehgarh); Akbarpur (57 km
south-cast of Faizibad); Fatchabad (33 km south-east of Agrii); Sarde Aghat (68
km south-east of Eta), Exmpﬁnglhelaulhmc.lhnyaﬂdatc&mtheeightmmh
century (M.ALN.W.P.0O., 242, 257, 280, MM, T7, B, 300, 70, B8).

1. C.LS.G., Gwalior State, vol. 1, 247.

102, Ibid., 263,

103. Constructed during the reign of Jahdngir, it oniginally contained 84 rooms
(ibid., 276; C.S.R., vol. 11, 397),

14. Remarkable for the elegance of its construction, it dates from the epoch of
Sahjahin (C.5.R., vol. 1V, 213),

105. According to Withington (in E.T., 225), a caravanserai was to be found
every ten kos; there was a beautiful one in Fatehpur Sikri (MLA.LN.W.P.O., T4).

106. Mundy (Travels. vol. 11, 248, 264), missing the conveniences of the road
from Agri to Panii, whercthnr:sbhmwmmﬂﬂmhﬂagn.mmdh! 1633
that it was difficult to find a sarde during twelve days of journey,

107. Della Valle, Travels, vol. 1, 95: Thévenot, Travels, 12,

108. Forbes, Oriental Memoirs, vol. 1, 250: Stavorinus, Voyages (Engl. edi-
tion}), vol. I1, 477,
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Between these two lines, the secondary routes were but badly
provided. T, Roe," recounting his journey from Mandu to Ajmer in
1615, does no cite a single rest-house, and Modave, travelling from
Agra to Kotd in 1776, passed all his nights outside.' That would
indicate that the cross-country roads benefited but little from the
generosity of the great or of the state.'!

In the Deccan

Some of the large towns of the Deccan had magnificent caravanserais.
Thus, in a suburb of Aurangibid, Harsul, three sarde existed which
had been constructed by Aurangzeb. One of them consisted of 192
vaulted rooms.' In Haidardbid, according to Tavernier,'” one found
some which were two-storied, having large rooms which were always
cool. According to Bowrey," in the Golukonda kingdom at the close of
the seventeenth century, the shelters were remarkably deployed: there
were small houses every Y or 10 km where one could receive milk and
kariji at the king's expense, and every 20 km there were shelters where
everyone could lodge, constructed and maintained by the state; which
raises the gquestion of their organization.

Organization

Little is known regarding the management of the sarde. According to
‘Abbis Khan, it was Ser Sih who would have been responsible for their
administration: ‘In every sarai he built separate lodgings, both for
Hindus and Musulmans, and at the gate of every sarai he had placed
pots full of water, that anyone might drink; and in every sarai he settled
Brahmins for the entertainment of Hindus to provide hot and cold
water, and beds and food. and grain for their horses; and it was a rule in
these sarais, that whoever entered them received provision suitable to
his rank and food and hitter for his cattle, from the government.
Villagers were established all round the sarais. In the middle of every

109. Embassy, second edition, B1-4.

110. *The inconveniences of travel are not litile. One finds almost nowhere
aldeas. and one must be determined not only to eat very badly, but what s more, to
pass most of the nights beneath the stars’ (Modave, Vayage, 477).

111. Nevertheless, one could find in certain places marks of imperial bene-
volence, as for example in Diahod (Dohad), where Sihjahiin had a sarde con-
structed to commemorate the birth of Aurangzeb (R.LA.R.B.P., 98).

112, LARN.T., 12

113, Tavernier, Travels, vol. I, 123, He adds, that in the suburbs of the city
several mosques provided caravanserais to strangers. Vide also Thévenot, Travels,
133.

114. Geographical Account, 177,
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sarai was a well and a masjid of burnt brick; and he placed an imam and
& mua'zzin in every masjid, together with several watchmen; and all
these were maintained from the land near the sarai’,"®

Manucci'™ specifies the ingenuous method by which Ser Sah re-
cruited personnel responsible for the reception of travellers: he is said
to have purchased a large number of married slaves which he distri-
buted among the different establishments, instructing them to conduct
themselves with the travellers as if they were their own servants, to
provide them with all which they required (water, bed, meals, etc.),

At the King's Expense

In other words, these institutions would seem to have had a twofold
financial basis: on the one hand. the revenues from landed properties
allocated to them by their founders; and on the other (at least as
regards the bddsahi sarde), subventions from the state. Perhaps at their
inception travellers, and in any case touring functionaries. were lodged
and nourished gratis. However, as Manucci states.'” it is clear that
feeding and bedding could not have been gratis for a long time. for that
would have represented too great a burden for the majority of the
foundations. Apparently, each sarde disposed of sufficient resources to
maintain the premises and remunerate the personnel, but the travellers
had to make their contribution., paying a rent for certain objects
commonly used in everyday life. as well as for services rendered by the
employees, following a system that could not have greatly differed from
that of the present-day Travellers' Bungalows. where the attendants,
who receive a modest salary from the government, accept to cook or
provide other services in return for a small sum of money. '

1S, Ta'rikh-i-Ser Sahi, in Elliot, History, vol. IV, 417-8. Elsewhere (T rikby-i-
Da’ads. in Elliot, History, vol. IV, 480), it is said that his son. lslim Sih, was to
have distributed gratis food to the poor in each sarde.

116. Manucc, Storia, vol. 1, 114-5.

117. Ibid., 115.

8. This, at any rate, is what the European travellers would give to under-
stand. The personnel of the sarae contented themselves with a small remuneration
for room cleaning. installation of the bedding and preparation of food. Manrique
{Travels. vol. 11. 103) specifies that in Orisa. in 1640, one paid one or two debua
{dabbu) or paisd. Mundy ( Travels, vol. 11, 120). in 1632, indicates the same amount
in the Dodb, as well as Thévenot { Travels, 132} in Haidaribad {in 1666 he rented
two rooms in the most luxurious sarde for two rupees the month). In the Gangetic
Plain. Forster (Travels, vol. 1. 75) notes in 1783 that his daily expenditures were so
derisory, that on some days he could order a feast, paving two or three pence more.
Malet. in Gvaliyar in 1785, remarked that for two Ppaisa, or one penny, the poorest
traveller received a bed, bread and water (Forbes., Oriental memaoirs, vol. 11, 404):
proof that the globe-trotter, Thomas Coryat (1614-17), did not exaggerate when in a
letter to his mother he said 1o live in Hindusthin for two pence a day (ibid, , 404-5).
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Every traveller entering a caravanserai could benefit from a room
for himself and his entourage, and a certain space to store his merchan-
dise and tie his animals. Once he had taken possession. he could not be
dislodged and those arriving after him had to content themselves with
the other vacant rooms.""

At the traveller's disposition were a certain number of employees,
varying according to the importance of the rest-house. Firstly, the
Mehtar and Mehtarani,™ or sweepers, who watched over the property
of the premises and could eventually provide a trestle or rope bed to
whom so desired; ordinarily, travellers carried with them their bedding,
quilts (raza’i) or covers (gudri).”™ Then, there were the Bhathivara and
Bhathiyari,'* who prepared the meals, and the Kahdr, or
water-bearers."” To which must be added an entire assorted world of
small merchants vending hay, grains for the pack animals, offering
supplies and provisions, cloth, as well as ostlers, smithies, barbers,
tailors, doctors, musicians and dancers, without omitting prostitutes, ™

It would be necessary to differentiate this setting, which concerns
principally the imperial sarde. The rest-houses were not everywhere
organized in the same manner. Thus in Malava or Gujarat, according
to Terry,"” one had to convey with oneself provisions and cooking
utensils, as such things were not to be found in the caravanserais. In
many areas one was content with the provision of fate, camping near
villages.'® or lodging with inhabitants.”” The observations made by

119, Steel, Journals, 268.

120. Mehtar (Pers., H.): the word signifies ‘prince’, but is applied den-
sively to those of lower cast, such as sweepers; Mehtardni (H.), woman sweeper.

121. Manrique, Travels, vol, 11, 101; Forbes, Oriental Memairs, vol. 11, 404,
Hobson-Jobson, T2, 386,

122. According to a tradition recorded in Bihir. the Bhathiydrd would have
been organized by Ser Siih, when he established the sarde throughout the country
(Martin. Eastern [ndia, vol. 11, 449).

123. Mundy. Travels, vol. 11, 120-1.

124. Manucci, Sworia, vol. 1, 114-3.

125. Terry, in E.T., 311; same observation in Mandelslo, Voyages. Engl.
edition, 65,

126. In the old District Guazetteers information is generally to be found con-
cerning these camp areas, which could have been used by travellers provided with
tents and bedding. Vide in particular M.D.M., Nellore, 680-6. and Salem, vol, 11,
49, 121, 198, 256, 282-90, 321.

127. Anquetil Duperron (Zend, t, 1, 1, LVIII-LIX) describes thus his stops in
eastern India: “When [ slept in the towns, it was at the foot of some tree in the
centre of the place, or in the gallery of a caravanserai, exposed to all winds, or w
the entrance 10 some Moor or Indian house. The door to these houses is ordinarily
preceded by a kind of lean-to formed by a sloping roof and supported by several
pillars. Tt is there that the Indians take fresh air, smoke a hookah and converse,
crouching upon two banks of elevated earth on either side of the door. My bed,

beneath this sloping roof, was a large cow-hide spread out upon the ground; my
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Buchanan at the time of his investigations in the provinces of Bihir and
Bangal.' which provide information regarding the lodging conditions
of travellers in eastern India during the period of Mughal decline, will
allow one to more clearly understand the prevailing conditions.

Regional Examples: Bihdr and Bangal

Along the country roads there were different institutions which came (o
the aid of travellers, such as the houses (sadabrata or sadavrata)™
maintained by Muslims or Hindus, which distributed each day gratis
food to travellers. Wandering monks and mendicants generally found
shelter in a temple or in certain buildings reserved for ascetics (akha-
ra);'™" they could also request hospitality of the local chiefs (jeth ra‘iyar),
who fed them at the expense of the village community. Finally, the
shopkeepers (maodi) sometimes took in travellers,

On the more heavily travelled routes, conversely, there were
established at convenient distances sarde, known by the name bhathiydr-
khanah, upheld by Muslims of an inferior extraction, whose wives
refused nothing to assiduous clients. Each shelter consisted of several
rooms which were rented for the night to one or several travellers.
These were humble straw huts, 7 or 8 cubits in length and 5 or 6 cubits
wide, generally containing no furniture, except for those dwellings
reserved for travellers desiring to benefit from the favours of the
hostess. There was a covered area where the animals could be tethered
and vehicles parked. Hindus of higher caste only stopped at these
places when they could not do otherwise: and. in any case, prepared
the food outside. They paid one or two paisa for the night; the

rondache, beneath which | placed my arms and small baggage. served as my pillow,
and 1 had always in hand one of the stakes to which were attached the ropes
tethering my horse, fearing that during the night it might be stolen from me. When
L arrived at the sleeping place before the fall of night, my people prepared their

icheri (mixture of lentils and rice. simply cooked in water, to which then a bit of
butter and salt is added) and mine: if it was too late, # large glass of milk, lavoured
with a morsel of brown sugar constituted my evening meal. | took then four or five
hours rest, that is to say, from ten or eleven o'clock at night to three or four in the
morning; always taking care to be the last to sleep, and the first to awaken. Without
this precaution, I would have been exposed to theft, to being abandoned in the
evening by my people, and in the MOrming. 1o setting out at too late un hour, This
constraint is what most fatigued me during my journeys.’

128. Even though these observations were made at the beginning of the British
penod (1807), they remain valid for the eighteenth century, as these institutions
underwent but littie change prior to the railway,

129. Sadibrara or suddvrata (H.). daily distribution of food to travellers, the
poor and to mendicants.

130, Akhiri (H.), assembly place, building in which live mendicant monks.
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Muslims, who had a meal served to them, gave twice as much. Fire-
wood was also available, as were tobacco, clay pots, shoes and hay for
the horses."

The regions of the eastern Gangetic Plain were diversely provided
in this respect. In the districts of Bhagalpur and Bihar, where the
sadabrata were not numerous and where merchants but seldom took in
travellers, there were sufficient bhathivar-khanah along the main
roads; but no real security prevailed and, as a result of the frequent
thefts, and the exactions of the police. of which the managers com-
plained, several establishments had already been abandoned. '™

The other districts appear to have been less favoured. In Gorakh-
pur, only 34 bharhivard familics were registered and but few saddbrara
and sarde have been found. In Purniva, travellers could reckon with the
hospitality of the modi and wealthy individuals; and, in the south of the
district, there existed several bhathivar-khanah. Travellers lodged in
Dinajpur with those of the same caste, as there were no public
shelters.™

It will be noted that these establishments were light strucfures of
thatch or palm and that the large caravanserais constructed of brick
during the time of the Grand Mughals had fallen to ruin. In the
Rajmahal badsahi sarde, a portion having been destroyed, instead of
vaulted rooms, huts had been raised to receive travellers;™ the elegant
sarde in Ddddnagar, near the Son River, had been converted to a
private building by the descendents of the founder, who could no
longer decently live from the land revenues.'™ These two edifices were
located on the Bangal imperial highway. During this period. at the
other extremity of the peninsula, in Tafcivir, the Maratha kings
constructed their most beautiful cattiram on the Rimé$varam route.
The development of these foundations in Tamil country reflected the
religious vitality of South India; the decline of the rest-houses in the
North corresponded to the waning of the political power and the
inefficiency of the state.

131, Martin, Eastern India, vol. 11, 288-90,

132, Ibid.. vol. 11, 288-94); vol. 1. 388-9.

133, Ihid.. vol. [1, 449, 581, 1019; vol, 111, 350,
134, [bid., vol. T, 290,

135. Ihid., vol. [. 389.



5. Watering Places, Load Rests
and Religious Monuments

Closely iinked with the rest-houses are the watering places. In this hot
country, where journcys were undertaken mainly during the dry
season, travel was only feasible on those routes along which at regular
intervals an abundance of water' was to be found, enabling the
waylarer to slake his thirst, refresh himself, bathe, cook and water the
animals. For which reason, the Indian roads were punctuated with
reservoirs and wells.

a. Reservoirs anp WELLS

Since time immemorial, the wealthy of the land and princes’ have dug
reservoirs and sunk wells along the roads. Should the ensemble of these
works be represented on a map, it would be seen that they form a
dotted line. quite slack in the arid region but becoming denser in the
humid zone, running parallel to the lines of the road network.

Tanks

Practically everywhere in India, but especially in the Archaean zone of
the peninsula, water was stored in vast reservoirs. aldb (H.). talav
(Guj.), kulam (Tam.), which we designate with a term probably denved
from the Portuguese: tank.' There were in Hindusthan several which

I. The distribution of beverages on some roads was, as we have sCen supra
{161, 164}, but temporary. and only princes or the wealthy had the means to have
water conveyed by specialized bearers in water-skins or clay pots.

1. These works were considered to be of a charitable nature (vide, inter alia,
Thévenot, Travels, 81). Since the time of Asoka, according to the seventh pillar
edict, the princes were interested therein, The emperor Jahangir wrote in his
memoirs | Tiizuk. vol, 11, 100) that he had wells dug at every three kos on the route
from Agra to Lihaur. Bernier (Travels, 284) mentions them in his description of
the road linking Agra with Dehli and specifies that they provided drinking water 1o
travellers as well as serving 1o water the trees along the famous avenue.

3. Vide Hohson-Jobson, 898-9. Inscriptions frequently make mention of these
reservoirs. One of them. dating from the twelfth century { Epigraphia Indica, vol.
XIV, 1917-18, 97-109) commemorates the construction of the Porumimilla tank (in
the district of Kadapa) by king Bhaskara. son of Bukka 1. stating that for the
dyking of this body of water, |1 km by 4 km. every day for a period of two years
1000 labourers were employed to dig and move the earth, and that 100 carts were
utilised to transport the stones required to surface the structure.
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were very well-known,* either because of their size or the monuments
(palaces, mausoleums) which were bathed in their waters: as for
example, the Hauz-i-Qutb or Kankariva tank in Ahmadibad, one of
the largest in India and completed in 1451, or the Gopi raldv in Surat,
mentioned by most of the seventeenth century European travellers.”
But, it was in the South, particularly in Tamil land, that these reservoirs
were most directly associated with land travel. Almost everywhere the
kujam are coincident with the rest-houses. Generally rectangular in
shape, with steps of hewn stone on all sides, they were constructions as
meticulously treated as the tanks of the large ‘Dravidian’ temples. Very
beautiful tanks remain in the Kafcipuram region, and are to be found
on the Vantavici route almost every 3 or 4 km in the proximity of the
cattiram and mantapam. The same is to be observed in the district of
Tancivar. These bodies of water, often celebrated in popular legends,’
were a familiar sight in the daily stages of journey, as elsewhere the
wells, which were found mainly in the plains of the North.

Wells

The wells, of economic, social and religious importance in the villages,
existed not only concomitantly to the rest-houses, but were also 1o be
found along the roads. As is the case today, there were in the past
different types: kaccd wells, mere holes dug in the alluvial soil where
the water-level was near the surface, supported by a simple wattling;
or, pakka wells, more elaborately constructed in brick."

In the arid zones of the North-West, such as in Rajputani, they
were generally located in low-lying areas and were of a profound depth.
Many were sunk deeper than 100 metres, even 200 metres. Usually, the
custodians of the wells undertook to draw the water using their own

4. Vide Crooke (Things Indian, 456-60), s.v. rank). who gives & summary
description of the most important works.

5. Vide Thévenot, Travels, 11, 184; Burgess. Muham. Arch. of Ahmadabad,
part I, 52-3, pl. LXV.

6. Vide in particular Thévenot, Travels, 294. This structure, already in ruin in
the seventeenth century, no longer exists.

7. Cousens (L.A.R.C.P.8B,, 6) recounts the legend of the Masir tank (38 km
north of Niigpur) which, according to the local inhabitants. was reputed to have
been dug by a goddess named Hidimbd. She was to have provided to all travellers
who made there a halt. the requisite cooking utensils, under the obvious condition
that they were to be returned after use. Alas. one day an unscrupulous wayfarer
carried them off, provoking the anger of the goddess, who henceforth refused to
come to the aid of travellers. This legend probably conserves the memory of an
epoch when cooking vessels were at the disposition of travellers gratis. In any case,
the relation between the tank and travel is significant.

8. Vide Crooke’s excellent article in Things Indian (510-5, s.v. wells).
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cattle, receiving from the passers-by a contribution for each bucket
drawn.”

The roads in the Gangetic Plain were abundantly provided. and
Modave observed in 1774, between Patnd and Faizibad ‘an incredible
profusion of wells which for the most part are cased with bricks, but
almost all of them are just above ground, without any parapet; and.
there being a good number of them alongside the road, it could be
dangerous should one travel at night without a torch’. ™ Unfortunately,
it is scarcely possible to make x regional investigation of these strue-
tures; for, as the boring method has not changed over the vears, in most
cases they cannot be identified.

Bavalr

In Western and Central India. on the other hand, particularly in
Gujarat, very elaborate pakka wells are to be found bearing inscrip-
tions which often enable them to be dated. They are called bavali
(H.).," vavadi and vay (Guj. )"

These are brick-or stone-work constructions of rectangular, square
or octagonal shape, provided with a pullied elevating device and
consisting of corridors sunk into the earth down to the level of the
water. These subterrancan passages were frequently palleries,
deployed at different levels and connected by stairways, where travel-
lers could find coolness and tranquillity. Very richly ornamented. these
works have no comparison elsewhere in the world, excepting perhaps
the Italian Quattrocento: yet, one must recognize that the elegant
Florentine wells, from an architectural point of view, are scarcely
comparable to the bavali, "

In the Panjab. near Losar (8 km north-west of Taksasild), there is
located a brick-work bavali dating from the beginning of the seven-
teenth century, which has a depth of 30 metres and is surrounded by a
platform with, on one side. a water trough for the animals. "

At Bayani (80 km south-west of Agri). there is another (Jhdlar
bavalf) which was constructed in I318. Built of red stone, it forms a
square with sides of 39 metres. having an entrance at each of the four
cormers into a vaulted chamber. provided with stairs leading 10 an open

Y. lbid,
1. Modave, Vovage, 142,
Ll. Bdvalf, bavari, bdviart (H.). Vide Hobson-lobson, 108-9.

k2. Viavadi, vavari, viv | Giuij. ). Vaw designates the more elaborate tvpes of
wells,

13. Fergusson, Indian Architecture. vol. 11. I83. Percy Brown, Indian Archi-
fecture (fxlamic Period), 57-8,

4. Wheeler. Five Thousand Years of Pakisian, 04,
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XXVI. Vav at Mabmudibad (Gujarit): plan by Burgess (in Mugha! Architecture of Bharoch, pl. LXXVII).
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terrace and bordered by a type of cloister, the ceiling of which is
supported illars."”

The ma:f E:autiful works of this type are found near Ahmadabid,
at Adalaj and Asarva, where the well of Dada Harir is located,
Completed in 1485, having a length of 37 metres, a height of 5.5 metres
and a depth of 9 metres, it consists of three superposed galleries which
have been magnificently worked."

Reproduced here (Fig. XXVI) is the plan of a more simple well,
constructed during the late fifteenth century at Mabmadabad by
Mahmid Bigarah, and named Bhamariya vav. It was dug in rock.
Above the octagonally shaped opening are two arches bearing lintels
upon which was installed the elevating apparatus by means of which the
water intended for the two stone troughs situated to the north and the
west was drawn. In the four corners are circular rooms. From the
exterior, four stairways lead down to a lower floor, which, consisting of
eight chambers positioned around the water’s surface, must have been
very cool during the hot period of the day.”

The Archaeological Survey of India has registered many others,
mention of which is to be found in the publications of that depart-
ment." The study of their distribution shows that almost all of them are
located on the main roads. In the environs of Ahmadibad, where step-
wells are numerous, they can serve as reference points indicating the
courses of the ancient roads, in the same way as the kos-mindr around
Agri unquestionably indicate the courses of the imperial highways.
The map showing the distribution of the vav in the Ahmadabad region
1s thus of particular significance.™

15. Vide C.5.R., vol. XX, 69-70 and pl, X VI,

16. These structures have been studied in detail by Burgess: The Muhammedan
Architecture of Ahmuadabad, part 1T: M Bhavani's step well, 1-3 and pls. 11, X111
and XIV; Dadad Harir's wav or Baf Harir'’s wiv, 46 and pls. 11, XIV-XVI and
XVIIL; Adadlaj wav or step well and others, 10-3 and pls. VI, XXII, XXII1. XXX,
figs. 3 and 4. The plates contain admirable plans of these vav, Local anthorities
have undertaken nothing to cxploit the wells of Asirva, and they are today
surrounded by hovels.

17, Burgess, On the Muham. Arch. of Bharoch, Cambay, Dholka, Champanir
and Mahmudabad, 46 and pls. LXXXV, LXXXVIL Vide wlso Burgess and
Cousens, The Architectural Antiquities of Northern Gujarar, 94 and pl. LXXIV, 2:
well at Lotedvara (2%2 km west of Muajapur); 101 and pl. LXXX: well 81 Roho (7
km north-east of Varotrd); 112 and pls. CIV-CVI: old well at Viyad (22 km north-
cast of Patan); 112-3 and pl. CVII: well at Mindvi (8 km south of Amalyiird).

18. Vide in particular M.ALN.W.P.O., 10, 18, 34, 68, 83, &S, 90, 102, 140,
249, 278, 280-1, 320, 329, for Uttar Prades; R.L.A.R.B.P.. 956, 100, 102, 225,
227, 230, for Gujarit beyond the Ahmadibad region.

19. We utilize here the inventory made by RLARB.P. 8IS, 93.102.
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Wells and Roads Radiating around Ahmadabad

The road from Kathiyavad, in south-westerly direction, was punctuated
by the Sekhipur Kanpur, Paldi Kocrab and Vasna vav, and the large
reservoir at Sarkhe).™

XXVIIL. Distribution of wells (vdv) around Ahmadibad.

To the north, the main road from Rajpatana passed by the wells at
Daryapur Qazipur and Vadaj. the post-house a1 Kili. and the Adalaj
and Ovarsad vdv." It is probable that one could have also followed a
parallel road, somewhat to the east, by way of Acer, Budthal and Por.
where wells were also located. ™

The routes leading to the north-east and the cast were also well
provided. The first, setting out from Asarva. served Aspur Surpur
before dividing into two ramifications; one branch leading to Valad and
to Parantij, the other to Dehgim via Eniisan. stages which were all
provided with wells.” The second went by way of Rakhyal (which. with
its six vdvadi, was probably a road junction), the Odhav tank and the
well at Kubadthal.* The third led to Vastral via Mabmudiabad.~

20. Ihid., 85, 83, 81,

21. Ihid.. B3, 81, 83; Mir'd: (Supplement). 172
22. Ihid.. 82-3,

23, fhid., B5, 82, 83.

24, Jhid.. B2-3.

25, Ihid., 83.
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There were also several vdv at regular intervals on the Surat
highway, at Rajpur Hirpur, Godasar, Ropdi, Devdi and Barejdi,® as
well as on the Khambhat route at Behrimpur, Déini Limbda, Narol,
Aslali and Jetalpur.”

This regional example demonstrates very cleary the significance of
wells, not only in urban and village life, but also as regards land
communication. In the arid or semi-arid regions of western India, the
halting places were near water points (this is explicitly stated in some
inscriptions),™ and the activities taking place there must have been very
similar to those which one now witnesses around the large wells at the
pilgrimage places, where an entire heterogeneous world of travellers,
pilgrims, merchants and mendicants congregates, bustling about, bath-
ing, preparing meals, or praying.

b. Loap Rests

The innumerable load rests must also be noted, which were to be found
along the ancient routes throughout most of India.

Jahangir observed in his memoirs,” that the people of Gujarat
raised, with charitable intention, low walls along the roads, so that
wearied porters could deposit their load, and after having rested,
retrieve it without requiring assistance. Thévenot® states that they were
found near to all rest-houses. Rudolph and the fathers of the first
mission to the Grand Mughal court encountered them almost every-
where after having traversed the Tapti along the road leading to the
capital.” Davidson” remarked, around 1840, that the old pilgrimage

26. Ibid., 834, Farther into the Khedi (Kaird) district there were vdv in
Mabmidibad, Varod and Viisad (ibid., 93, 95),

27, Ibid., 84-5, 83, 82. In the Khedi (Kaird) district there are those at Sojitrd
and at Khambhat (ibid., 225, 96),

28. The inscription found on one of the wells at Dida Harir mentions that it is
both a splendid rest-house for travellers and a body of water to assauge the thirst of
man and animal (Bombay Gazerteer, vol. [V, Ahmadabad, 282). On the gate of the
Bayini well (Jhdlar bavali), it is specified that Kafur Sultin developed this facility
with drinking water alongside the road (C.5.R., vol. XX. 70).

29. Tizuk, vol. I, 420.

30. Thévenot, Travels, 81.

31. G. Goldie, The First Christian Mission to the Court of the Great Mogul
(1897), &0,

32. Davidson, Diary, vol. I, 79. It must be added, that among the megalithic
monuments of the Khisi Hills, stonc slabs have been found along the trails or at
market places. arranged horizontally on vertical supports {similar to our dolmens)
upon which travellers might have placed their burdens. In this region. where
human porterage ensured the essential transport, these load-rests, called maw-
shongthait, were particularly appreciated by travellers. H. Yule (*Notes on the
Khasia Hills', J.A.5. 8., vol. I1, 1844, 618) measured one that bore a stone slab of
9.6 metres length, 4.5 metres width and 0.6 metres thickness, supported by stones
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route following the Gangi in the direction of Haridvir was bordered by
a parapet 5 feet high with ‘ornamented platforms’ at regular intervals
upon which brahmins could seat themselves. Gore,” at the close of the
previous century, noted structures of this type on the Himilayan
border at Mandi. We have encountered these platforms in Nepil,* in
the Gangetic Plain, as well as in the desert of Rajpatana, where they
are utilized by cameleers to load and unload their animals. But, we
have not made such systematic observations regarding this subject as
was possible in the South of the peninsula, which after a residence of
several years is better known to us. ™

Platforms to Rest Burdens and Cisterns in the South of the Peninsula®

Throughout Tamil country, as well as in Kérala and Karnataka, one
finds at intervals along the main roads long slabs of stone (granite or
granulite) posed upon two upright stones. They have the height of an
average man, in a manner so as to permit travellers to unload and
retrieve without great difficulty the loads which they ordinarily carry on
their heads (vide Fig. XXVIIL, a.. c., d.)". They are called cumaitdrnki
in Tamil,” cumarutanni or attdni in Malayilam and emtugallu in Kan-
nada. Sometimes these slabs are accompanied by bench of the same
construction, having a height of approximately 50 centimetres, upon
which one might stretch out at full-length to rest (vide Fig. XXVIII, ¢.,
e.)." More rare are benches or platforms in masonry. Buchanan" noted
one on the road from Madris to Kinci; we have found two near a
cattiram ruin at MelakarunkuLi (6 km north of Maturintakam) and

1.500 metres high. Vide also P.R.T. Gurdon’s observations in The Khasis, 150-3.

33. Gore, Lighs, 112-3.

3. In Nepil, sometimes beneath a tree, often at the junction of wacks, one
encountered platforms made of earth or of bnck. where travellers could sit or pose
their loads; they are called catitdre.

35. Prof. P. Saran was very much interested in this question and thought that
the inventory of these works would shed light on the courses and organization of
ancient roads. We had envisioned to undertake together an investigation in the
plains of the Gangd when he retired; but alas, the project could not be realised.

36. We wish here to thank our friend, Emmuanuel Adicéam, who was Kind
enough to share with us his knowledge of Tamil country and provide valuable
indications which greatly facilitated our research.

37. Anquetil Duperron (Zend, t. 1. 1. XXXI), speaking of the cattiram in the
region of Cenc (Jinji), specifies: “To one side. outside. is a type of support to
relieve those who bear loads’,

38, Cumumn, load, burden, rnki, support.

39. They are particularly numerous all along the road from Tirovannimalai to
Kirusnakiri (Krsnagiri).

40. *A wall about 4 feet high® (Buchunan, Journey, vol. 1, 1-2).



f.

XXV Load rests and cisterns in the South of the Peninsula: a., c., d., e., cumai-

tanki of granite in Tamil country; b,, d., masonry benches of the same region: ..
tannirtiofi (cistern) from the eastern border of Karndtaka (based upon recent photo-
graphs).
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several others on the road from Kénci to Vantavici (vide Fig. XXVIIIL,
b. and d.). In the Ponnini region of Kérala, the attani are usually made
of blocks of laterite.

On the eastern border of the Maisiru plateau, one frequently
encounters a type of water reservoir, tanuirttofti (Tam. ), jalandhara
(Kan.), formed of granite slabs with cemented joints and supported by
four pillars, the base of which is at a man’s height. To reach it, a stone
bench or a step is usually provided (vide Fig. XXVIIIL, £.)." Sometimes
there is along the road an entire ensemble of installations intended for
travellers. comprising a load rest, a bench, a water tank and a shelter.®

To whom are these facilities to be attributed? Evidently to philan-
thropists of the past, princes and wealthy merchants. Also to more
humble individuals, for it remains still a custom in Tamilnadu at the
occasion of the death of a pregnant woman to erect a cumaitdnki, that
she free herself of her load (the infant dead before birth), and that thus
her spirit might be at peace.” At this point, one broaches the spiritual
domain, the beliefs which also have a significance for the life of the
road,

c. ReLicious MoNUMENTS

The innumerable cult precincts bordering the roads availed to the
satisfaction of the wayfarers’ spiritual needs. To begin with, the road
stations at which the travellers halted each evening were foreseen with
shrines: mosques in the imperial sarde, temples in the Hindu rest-
houses. Also, from one village to the other, there were notable
monuments of very different types: small temples, shrines, niches, etc.
sheltering the gods who corresponded to the diverse local cults; they
still abound throughout the Indian countryside. Inhabitants of the
surrounding villages were drawn to them, and travellers and pilgrims
did not fail to offer their devotions at these precincts. Sources of

41. Vide our recent article, Bornes milliaires de " Andhra Prades, réservoirs a
cau du Karnitaka et monuments religicux du Sud liés a la route, B EF.EO., 1.
LXXV. 1986, 42-46, pls. IV-VIl with a map. These tannirtofti or jalandhara are
numerous in the district of Kdlara, in the eastern part of the district of Bengaliiru in
Karnitaka,. and in the tiluk of Hosiiru, in Tamilnddu.

42, Ibid.. 43 and pl. V1. We have seen these facilities near Cikkaballdpura and
Anekallu in Karpataka.

43. Vide Lakshmanan Chettiar, Folklore of Tamil Nadu, 89. The explications
as given by the local inhabitants vary slightly in detail, but generally confirm that
this charitable act had o propitintory value. The grandmother of @ brahmin family
in Madris recounted to us the following story: Her sister had given birth to ten
children, all of whom had died at an early age. She thus requested that & cumaitanki
be erccted. in the hope that this pious work would result in better fortune, or
rather, would liberate her from her burden (the fatality). This was done, and she
later gave birth to ather children, who survived.
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spiritual succour, they also served as landmarks and represented
veritable religious milestones. Unfortunately, because of the dearth of
regional studies, one does not perceive in most cases the true relation-
ship in which they could have stood with land travel. The only informa-
tion which we have on this subject concerns the South of the peninsula,
where the elephant-headed god, Ganesa, also called Pillaiydr, ‘the son’
seems to have played a prominent role in man's faring from one place
to another.

Pillaiyir and the South Indian Route

Indeed, wayfarers regularly mention his presence at the journey stages.
De la Flotte* noted that "near the tanks one sees almost always a small
shrine in which reposes the stone figure of the god Pillaiydr'. Barto-
lomeo® states that there was also a stone image of Ganesa in the main
room of the rest-houses, and that on the main roads, in place of
milestones, one found everywhere statues of this god to guide stran-
rs.*

= We have been able to verify in the Tamil country that the important
cattiram are usually accompanied by a temple dedicated to Ganesa,
which is situated near to the kufam.” that the manfapam are provided
with niches which in earlier times must have contained his statue.* As
concerns the stone-blocks sculpted in his image, they probably had to
withdraw when the English enlarged the roads, for today they are
seldom to be seen.

All of which would signify that the worship of Gapesa, the Lord of
obstacles (Vighnesvara), who is invoked at the outset of all under-
takings, was very much alive in the South and had a particular signi-
ficance for travellers. If one gives credence to N. Subrahmanian.® this
privileged role of the elephant-headed god would have been resultant
of the fact that, at least in Tamil country, he would in the past have

44. De la Flotte, Exsais, 220,

45. Bartolomeo, Voyage, 69-70,

46. Ibid., "As the Greeks and the Romans tumed to the god Terminus to this
end, the Indians use their divinity Ganefa, whom the common people name Pij-
faivir’,

41. As, for example, at Ammicattiram, very near Kumpakonam, and at Periya
Mutaliyar Cavati, north of Pondicherry.

48. Today they are commonly vacant, but at Perunakar (18 km north of
Vantavaci) the statue of Gapeda is still in the niche of the manfapam on the
roadside.

49. N. Subrahmanian, Sangam Polity, 360-1.
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taken the place of an old local patron-divinity of the road.®

Given the present state of knowledge, one can scarcely proceed
further in this analysis. Let us retain the fact, that the Indian routes
were lined with establishments of all types, which responded to the
physical and moral needs of the wayfarer, and that they thus pertain to
the social (or rather, socio-cultural) history of India.

50. If Ganesa images are today seen on many roads i_n Tamilnidu, Hanumdn is
usually represented on stone slabs along the highways in Karnitaka and Andhra
Prades (vide our article mentioned supra, n. 41, B.EF.E.O. t. LXXV, 1986, 46
and pls. VII and VIII).



6. Diversity of Roads

All roadways, however, were far from having received the same
attention. The ordinary roads, humble works and anonymous, the
result of generations of peasant labour, were relinquished to the reign
of the seasons or the attention of private individuals. The main roads,
on the other hand, which were directly instrumental in the affairs of
state, were developed and maintained; it is these which were bordered
with trees or milestones, or benefited from that admirable system of
rest-houses and watering places. In the Mughal sphere of influence, the
large strategic and commercial axes, the Grand Trunk Road from
Kabul to Bangl, the route to the Gulf of Khambhit, were objects of
the great Timurid sovereigns’ concern. In the opinion of travellers,' the
results of this vigorous road policy were by no means negligible. The
best provided route was that between Agra and Lahaur (827 km), then
that from Agra to Ajmer (368 km), followed 1o a lesser degree by that
from Agra to llahabad (473 km) and a portion of the road from Agrato
Burhanpur). Should a circle be drawn passing through Lihaur, Ajmer
and llihabad, whose centre was a point between Dehli and Agra, it
would have a radius of some 480 km, which would seem to represent
the range of real state activity in the matter of road networks, covering
an area which could be considered as the heart of the Mughal empire.

Our documentation regarding the Deccan is too scant to allow of a
meaningful evaluation, except locally, of the role assumed by the
various governments. Nonetheless, it is known that the great trans-
versal route from Surat to Macilipattanamu, as well as the North-South
axis leading to Rame$varam by way of the Coromandel plains, were
both remarkably well organized.

Perhaps in the future, scholars will relate the history of the regional
routes and describe their organisation in detail.? In the meantime, it can
be said that despite the imperfection of the roadways, a system of
regular communications existed from one end of the country to the
other, which permitted the movement of men and transport of goods.

1. We take into consideration here the tree-lined avenues, kos-mindr and rest-
houses, which have been discussed separately supra.

2. For example, the examination of the old route from Kafci 10 Ramesévaram
would provide numerous new elements, It is possible to undertake similar investi-
gations elsewhere. We think in particular of the ancient pilgrimage route leading
from Ratnagiri to Papdharpur in Mahirsira which is punctuated with dharmasdla
(Vide Bombay Gazetteer, vol, XIX, Satara, 194).
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Assessments

Historians of the nineteenth century under-evaluated the road system
of the Indian sovereigns, so as to justify British occupation. Elliot, in
the introduction to his History of India,’ characterizes the Muslim
chronicles as panegyrics in bad taste, and affirms that prior to the
arnival of the English, there were no roads. He neglected to note that,
until the mid-nineteenth century, British administration undertook
practically nothing to maintain and improve the roads and allowed of
the deterioration of the old network. Lucid observers did not commit
comparable mistakes. Valentia* noted in 1803 that the British govern-
ment, interested only in extracting money from the population, might
well have taken inspiration from the magnificent road achievements
ensuing of the House of Tamerlane, and that the few bungalows
constructed by generous governors could not support comparison with
the tremendous badsahi sarie erected by the emperors on the Grand
Trunk Road. Spry, in Modern India, published in 1837," also stressed
the negligence of the British authorities and regretted that the Mughal
works (bridges, wells, caravanserais, etc.) were in ruin. Finally, Cap-
per, in The Three Presidencies of India (1853)," drawing a parallel
between the seventeenth century Europe and India, did not hesitate to
remark that the travelling conditions at that time were better in the
Mughal empire.

It is not a question of minimizing the achievements of the British
administration during the second half of the nineteenth century; how-
ever, it must indeed be admitted, that until the Mutiny, that adminis-
tration was but little concerned with the problem of communications,
excepting along few major axes. A century of anarchy wrought disas-
trous consequences regarding the communication routes: many rest-
houses, wells, had been abandoned; the tree-lined avenues of the
Gangetic Plain decimated; and the course of roads in those areas where
they had been left to the forces of nature, obliterated. Tod has given an
example of the state of ruin in the Mount Abi region, where the
Mughal main road from Agrd to Ahmadabad had passed. On 16 June
1822, at Sarotri, he noted that the route traversed a deep forest, barely

3. Hisiory of India, vol. 1, XXII-XXVIL

4, Valentia, Vovages, vol. 1, 81.

5. Volume IIL, 11-12.

6. J. Capper, The Three Presidencies, 354-5: *Each of these barbarous sove-
reigns expended as much money in works of public utility as would have supported
any of the standing armies of Europe in those days.... Their public spirit would be
well imitated by the present rulers of the Indian Empire who, with the narrow
views which prompt them to look no further than “1w-day™...dare not to venture to
copy the liberality of their Tartar teachers, and give back to their subjects some
portion of the fees in useful roads and wells'.
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accessible to those on foot and to pack animals, and that it had been
necessary to dispatch men to clear the way with axes.” This highway,
which in the seventeenth century had linked the great centres in the
North to the ports on the Gulf of Khambhat and which had witnessed
the passage of so many caravans, was thus overgrown by jungle.

Based upon this miserable condition of the roads, one hastily and
unjustly deduced that Mughal India had never known anything else,
without having the probity to consider the judgements of contem-
porancous observers, in particular of travellers, who testify to the
remarkable organization of the roadways as well as to the variety in the
means of transport.

7. Travels in Western India, 135-6: ‘No better proof can be given of the
abandoned condition of this country, once the highway of commerce between the
sea ports and Northern India, than this relapse of civilisation into a state of nature.
Here with all the wonders of Aboo, Taringi and Chandravati around us, the one
fallen. the other fast sinking into decay, we can speculate upon the Hindu doctrine
of the destruction of worlds, and the passion of their lordly inhabitants. These
roads once crowded with caravans of commerce and of pilgrims, or resounding to
the tramp of the war-horse, were now little trodden, save by the foot of the savage
Koli, who finds shelter amidst his own indigenous woods and rocks’.
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MODES OF TRANSPORT






The land routes thus corresponded to the techniques of travel and
transport based exclusively upon the use of the muscular force of man
and animal,' as utilized in three principal forms: hwnan porterage,
transport by pack animal and cartage.

1. The force of the animal motor is relatively weak: it functions in a disconti-
nuous manner in relation o the mechanism of the reconstitution of alimentary
reserves, which makes periods of rest necessary and thus limits the duration and
intensity of its effort. Its efficiency, dependent upon several factors (environment.,
weight, age, alimentation. resistance, etc.). cannot be determined by precise
numerical evaluation. However, remarkably supple, the animal motor can adapt
itself to vaned transport conditions; and. it is for this reason that it is still today
largely implemented in the Indian countryside, where it often successfully com-
petes with the steam engine and the internal combustion engine (vide Sorre. Fonde-
ments de la Géographie humaine, t. 1, 1° partie, 217-9).






1. Human Porterage

Human porterage, which has diminished along the Himalayan tracks,
and on the Indian peninsula is now confined to short-distance transport
in proximity of the railway stations or pilgnimage centres, played in the
past a much more prominent role. It occupied an entire legion of
bearers whose métier was regulated by secular traditions which deter-
mined such things as the manner in which the load was carried. the
capacity, as well as the professional organization of the various local or
regional groups.

Ways to Carry the Loads: Individual Porterage

The various modes of load distribution corresponded in effect 1o the
practices and to the muscular habits formed by long usage:' back-
porterage in the Himdlaya, porterage on the head or balanced upon the
shoulder on the peninsula,

In the upper valleys of the Himilaya, where human strength was the
principal sources of energy, the charge was distributed over the back
and the small of the back,” permitting the transport of heavy objects
over great distances. To the west, between Afghanistin and Nepal,
either a basket carried on the back was utilized, or a stick frame
provided with ropes and two straps passing over the shoulders. One
made use of a kind of T-shaped crutch which served as a walking staff
while on the march, and which, at the stops, was placed beneath the
load so that the bearer might rest. In Ladikh, the load was attached by
means of chest-straps and supported on the clavicles.” A back-basket

I. To the extent that these modes of conveyance have been continued until
present. they can be observed and thus the gaps in the ancient sources bridged. .
Szelagowski (Les moyens de transport dans I'Inde ancienne, 5-27) describes in her
chapter on human porterage the individual porterage by hand (in front of the chest.
at shoulder height, along the length of the body), on the head, on the back, on the
shoulder (without accessory, with the aid of some device, slung across the shoulder,
with the use of a pole). This detailed classification is, however, artificial: it does not
distinguish between gift bearers and porters.

2. A description of this procedure is to be found in a Begrim ivory, dating from
the first or second century, which shows a bearer of firewood (7) with a back-basket
(vide Auboyer, Vie quotidienne, 132, fig. 11). Kosambi { Culture and Civilisation,
133, fig. 21) has reproduced a magnificent manuscript illustration from the begin-
ning of the seventeenth century portraying Kadmirf bearers,

3. Vide, concerning Kasmir, Forster, Journev, vol. 1, 248: Drew, Norithern
Barrier, 93; Biscoe, Kashmir, 33; Lawrence, Kashsmir, photo f.p. 183; concerning
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was employed in the eastern region (Nepdl, Sikkim and the Assamese
mountains), or a bamboo support attached to the head by means of a
frontal band'. In other words, in the Western Himalaya the load was
mainly supported by the muscles of the waist and lower back; while to
the east of the mountain chain, primarily the muscles of the head and
neck were utilized.

These practices were unknown in the plains. Generally, objects
were borne in one of two manners: either by placing them on the head,
which was protected by a straw ring or by means of a rolled length of
cloth,” or by carrying them in two baskets suspended on either extre-
mity of a pole borne on the shoulders," equivalent to a shoulder yoke,
and called baharigi” in the North, kdvad® in the South. The implemen-
tation of these methods varied from region to region and among social
groups, as well as according to diverse factors which frequently elude
our knowledge.

The employment of the shoulder yoke would appear to have been
more common in Hindusthan than in the Deccan (at least in Tamil
country),” although there was no local uniformity. Hence, in the region
of the lower Godavani, upstream from the delta in the area of Bhadri-
calamu, where cartage was not practised, the conveyance of goods was

Garhvil, N.W.P.G., vol. X, 252; concerning the Satlaj valley, Lloyd, Narrative,
vol, I, 253. In the upper valleys of the Kumiyiim, the Bhotiya make use of a back-
basket held by straps and when the load is very heavy also use a frontal band which
holds the straps in position (good description in Pant, Social Economy, 205 and
photo of a bearer, f.p. 240).

4. Vide Kirkpatrick, Account of the Kingdom of Nepaul, 38-40, particularly the
prints f.p. 39: the Dhoka (doko, or back-basket) and Hammock, and f.p. 40
Natives of Nepaul (Hill-porters); Buchanan (F. Hamilton), Account of the King-
dom of Nepal, 233; R. Upadhyaya, Himalayan haul, photo Essay, Frontline, Nov.
24-Dec. 7. 1990, 62-T1, 12 photographs; J.R.G.5.L., vol. 11, *‘Account of the
Cossiah Country’, 94; Crooke, Things Indian, 109,

5. Head-porterage is represented in & bas-relief in the Krsna cave (seventh
century A.p.) in Mamallapuram,

6. A bearer with shoulder yoke is depicted at Bhirhut {Barua, Barfuu, bk. IT1,
pls. LXXVI, 99 and LXXX, 111), at Sinci (Marshall, Monuments of Sanchi, vol.
I1, pl. LI} and at Gioli (Ramachandran, Buddhist Sculptures, pl. 1. C). Such is also
to be found in later monuments, for example at the Somandthapura temple near
Maisdru.

7. Bahangi (H.), bangi (Mar.); vide the references in Hobson-Jobson, 60).

8, Kdvadi (Tel., Kan.), kévati (Tam., Mal.}.

9. Noted by Valentia (Voyages. vol. I, 348) in 1804. It was in Tamil country,
however, that the kdvadi was used at a very early time as a ritual instrument in
religious ceremonies. According to tradition, the two PaLani hillocks, celebrated
place of pilgrimage in the Maturai district, were reputed to have been borne there
by a disciple of the sage Agastyva in two baskets suspended from a pole. Also the
devout who today pilger to the shrine bear their offerings in a kavadi, This form of



XXX. Human porierage, based u

pon ancient illustrations: a., Kasmiri porters (miniature from the
beginning of the 17th century, reprod. in Kosambi, Culture and Civilisation, fig. 21); b., Nepalese

porters {drawing by Kirkpatrick (1793), Account, . p. 40); c., Bengali porter (print by Solvyns,
Les Hindous, t. 11, 5, v, ferry); d., Sikh porter (drawing by Mundy, Pen, vol. [, p. 132); ., litter
bome by two men (print by Solvyns, Les Hindous. 1. I, s.v. d'houly).
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effectuated solely be means of kdvadi." Geographic factors were
apparently not determinant in this domain; thus, in the foothills sepa-
rating the Paiijab and Kaémir, loads were carried on the head, whereas
eastwards in the Kathméandi basin, the Nevar utilized the baharigi."

Human factors played a greater role. In Bihar's Purniya district,
Buchanan” noted at the beginning of the nineteenth century that there
were two types of bearers: the Mofiyd, who transported loads on the
head, and the Bharyd, who employed the pole. He added, that no one
could introduce innovations into his profession, under penalty of
automatic exclusion from his caste. Just as the Beldar of Bangal always
carried earth in baskets on their heads, while the Kord utilized exclu-
sively the shoulder yoke. On the Nikobar Islands, the method of
conveyance was based upon sex distinction: the women placed the
objects on the head, whereas the men used pole.”

The different modes of load distribution in India were thus closely
linked to the traditions of the bearers and were resultant of a particular
economic and social complex" (vide Fig. XXX, a., b., c., d.).

Group Porterage: Heavy Loads

Conveyance by means of litter was widespread. Two types of vehicles
were used: the one-pole litter or palanquin,” consisting of a bodywork
suspended from a straight or lightly curved bamboo, the richness of
decoration or degree of comfort corresponding to the social rank of the

adoration originating in Palani was subsequently adopted by other MurukaN
temples (vide Somasundaram, Palni, 4).

10. Gazetteer of the Central Provinces (ed. Grant), 508,

1. Crooke, Things Indian, 109. Gaboricau (Népal, 89) observed that in Nepal
‘goods are carried on the man’s back according to technigues which Vary respective
to ethnic group: Tharu and Nevar bear loads with a balancing pole; some Hindus of
the plain place them on the head; the majority of people of caste and the tribals
carry the load on the back with a strap in the front’,

12. Martin, Eastern India, vol. 11, 349.

13. Crooke, Things Indian, 109-10,

14. The importance of tradition in this domain is underlined by Crooke ( Things
Indian, 109). He relates that at the close of the nineteenth century an English
entrepreneur charged with the construction of a railway had the idea to import
wheelbarrows, 50 as to facilitate the work of his labourers. He observed then, after
a certain time, to his great astonishment that the coolies bore them filled with eart
on their heads! Even today, the wheelbarrow is very little used on construction
sites, and the labourers continue as in the past to carry the loads on their heads or
with a pole.

15. Paryarika (Skt.), couch, sofa; pallaki (Kan.), palki (H.). The description of
the different palanquins and litters as used in India is given in our book, Contri-
bution & I'histoire de la voiture en Inde, 91-103, Figs. XXVII-XXX.



3
&
E:

HH

s

€

XXXI. Frame used for moving large masses of stone in Upper India {from Selecrions
from the Records of Government, North-Western Provinces, vol, V. 1869, f. p. 316,
and Ball, Manual of the Geology of India, part 111, pl. VIIL, £ p. 544).
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travellers;” and, the two-pole litter, made of a framework stretched
between two parallel bars, often covered and curtained, almost
exclusively reserved for the travel of sovereigns, the women of the
haram or the processions of the heavy temple statues.” The practices of
the palanquin bearers also varied according to the community; for
example, the Mahar in Konkan placed the bamboo on the shoulder, the
Kunbi, on the head™ (vide Fig. XXX, e.). As regards the displacement
of heavy loads which also necessitated work in groups, especially on
building sites, the most common method (still in use today) consisted of
the suspension of the load from the middle of a pole posed on the
shoulders of two men in the same fashion as was the bamboo shaft of a
palanquin (vide Fig. XXXVI, a., b.). To move a long object (pillar or
beam), one proceeded in like manner, hanging it at its ends from two
poles (vide Fig. XXXVI, ¢.)." Often it was indispensable to take
recourse to a more complicated method, utilizing an assemblage of
wooden pieces, the number of which varied according to the weight of
the object to be moved. For example, in the quarries of North India,
the procedure for raising a large stone block was to attach it between
two long shafts, themselves connected by means of a series of trans-
versal pieces which crossed at regular intervals the bamboo stems. It
was possible to add other bars arranged in the same manner, so as to

16. One of the most luxurious was the palanquin with fringes (fhalardar patk);
there were others of a more ordinary type (caupdld, muhdfah, mignah); some were
simple hammocks suspended from a pole, called doli in the northern plains, marsical
on the western coast and ddngi in the Himalaya (vide Solvyns’ prints, Les Hindous,
t. 1l s.v. dljehalledar, t'chaupar, mohhafa, mejanah, d'houlv; Hobson-Jobson,
3134, 596, 296).

17. The emperor was borne in a fakhi-i-ravin, or travelling throne, the women
of the haram in a candol (Bemicr, Voyages. t. 11, 215-6, 218). The princes of the
empire also used another litter called ndlki (Hobson-Jobson, 615). The jhappdn
should also be mentioned, an unsophisticated chair made of bamboo and carried on
two poles, which was used in the Himalaya ( Hobson-Jobson, 462-3: Forster, Jour-
ney, vol. 11, 2).

18. Fonseca, Goa, 34. The Bombay Gazetteer (vol. X, 41) specifies that in the
district of Ratnigiri the Kunbi carried litters on the head by means of transversal
sticks affixed to bamboo.

19. Two bas-reliefs in Khajurdho, dating from the ninth to twelfth centuries,
depict men transporting blocks of stone in this fashion (vide Vidya Prakash, Khaju-
raho, 127-8, photos Nos. 53 and 54, f.p. 89 and 104). An Akbar-ndmal miniature in
the Victoria and Albert Museum, London, also illustrates this procedure. It should
be added that according to local tradition, the megaliths of the Khasi Hills in Asam
would have been hauled from the quarries where they had been hewn to the place
where they were then erected on wooden wheels by a multitude of men harnessed
with cane-fibre ropes (Gurdon, The Khasis, 154). In North India, when one wanted
to transport large stone pillars, massive wooden wheels were affixed at the extre-
mities and, by means of cables linked by crude winches, were then moved in the
desired direction (Ball, Manual of the Geology of India, part 111, 544).
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distribute the load among a greater number of bearers (vide Fig.
XXXI). Generally, this structure was as heavy as the object to be
transported. The coolies lined up beside the bamboo (two at each
piece) and, at the signal from the head of the grodp, hoisted it to their
shoulders.™ This method (also practised in China)* enabled that large
loads be transported over a great distance.®

Power of the Human Motor

The efficiency of the human motor varied according to the conditions
of the region. In the plains or on the plateaux of the peninsula, where
high temperatures prevail throughout most of the year, the muscular
effort demanded of the bearers was not great, and the few figures
available to us are relatively modest. Buchanan, at the time of his
investigations in South India and Bangil, has noted several. The
average load borne on the head of the kuli of the Mangaliiru region on
the West coast was 33 kilos;” this was also the weight which the
baharigi-bardér of the Dinajpur district in Bangl accepted to take over
aday’s distance of 19 km.* The weight limit was 27 kilos in the Purpiya

20. Selections from the Records of Government, North-Western Provinces, vol.
V. 316 n., and Ball, Manual of the Geology of India, part 111, 544. In a quarry
hutndinlhcﬂihibidmgim.nmckmiglﬁngﬁmm.ml.?mm.mhcm
and 64 men were used to convey it to the Jamuni, where it was awaited by a boat
(Selections, op. cit., 302-8).

21. In fact, this procedure was also commonly practised in China. Major
Adrich, in Papers on Subjects connected with the duties of the Corps of Royal
Engineers (vol. X, 1849, 153-5), describes how in Hong Kong 36 Chinese coolies
transported with ease columns of 2,000 kilos over a distance of 800 metres. There is
in that article a detailed plan (pl. 1V), with scale, of this assemblage of wooden
picces, as well as a sketch showing the coolies at work and the manner in which the
different wood pieces were arranged during transport.

22. Seely (Ellora, 70) recounts how at the beginning of the nineteenth century
fourteen men transported along the difficult trails of the Western Ghags a barrel
containing 360 litres of wine attached to a solid bar, itself affixed by straps to seven
smaller wood pieces which were placed on the nape of the neck. This method is still
employed on the tracks of the Himilaya. Brook Northey (Land of the Gurkhas,
132) describes the conveyance of tractor parts carried by some 100 people advan-
cing but some lﬂ&nwtmadaymlhcmmmimscpnraﬂng India and Nepil on
slopes of 25" to 35°. He adds that the heaviest one-piece objects to have been
transported across the mountains are the statues of prime ministers, cach weighing
four tons. Landon (Nepal, vol. 11, 179) published a photograph showing how an
enormous crate was bome by some hundred persons. In National Geographic
Magazine (vol. 123, No. 3, March 1963, 415) a photograph taken by Desmond
Doig portrays the transport in the Sikkim mountains of a trunk carried on a simpler
bamboo construction. These picces are not placed on the coolies’ shoulders, but
conforraing to indigenous methods, are attached o 2 head-strap.

23, Buchanan, Journey, vol. I1, 389.

24. Martin, Eastern India, vol. 11, 1016. That was probably the maximum Joad



Modes of Transport 211

district” and 25 kilos in the hilly zone of the Western Ghats between
Panavel and Pupe.™ These numeric evaluations are quite summary and
it is probable that there were appreciable differences according to
region and usage, but one might reasonably estimate that the maximum
load from the Gangetic Plain to Cape Comorin varied from between 25
and 33 kilos,

A greater amount of data is available pertaining to the muscular
force of the Himalayvan populations, because porterage was there an
object of systematic observation on the part of European travellers.
The figures thus given situate the average load between 27 and 36 kilos
pro individual under normal conditions,” but it is practically certain
that previously (and even today, when a higher wage is promised) men
bore greater loads. Furthermore, the factor of altitude must be consi-
dered, which affects differences in efficiency. In Kasmir the kulf bore,
on the Ladikh trails, loads of 67 kilos;® whereas, on the Ravalpindi
route during the period of fruit harvest they could cover 320 km in
twelve days (a daily average of 26.6 km) with back-baskets containing
apples weighing from 72 to 108 kilos.”™ According to a study made by
Pant,” the bearers in the Kuméyiim mountains, at an altitude of above
3,500 metres, cover from 16 to 24 km a day with bags weighing from 26
to 36 kilos on their backs;" while at a lower altitude, they commonly
march with loads of more than 72 kilos, and the more robust among

accepted by the bearers. Buchanan specifies that in Dindjpur he was unable to find
people who wanted to do this work, even offering twice the normal rate (ibid.,
106},

25. It should be further noted, that regionally the rate prescribed by custom
was the same, whether borne on the head, or balanced on the shoulder (ibid., vol.
111, 349).

26. Secly, Ellora, 36, 70.

27. Estimates by Drew (Northern Barrier, B3) regarding Kasmir, by Pant
(Social Economy, 205) for Kumiyam. by Toni Hagen (National Geographic
Magazine, vol. 117, 1960, 366) for Nepal, and Waddell (in Crooke, Things Indian,
109) for Sikkim.

28. Vigne, Travels, vol. 11, 66.

29. Biscoe, Kashmir, 33, 64-5. Drew (in Crooke, Things Indian, 109) gives
examples of men who transported, one of them, a crate containing four dozen large
bottles of beer, the other, a load of 86 kilos, and cites the case of a kulf who
conveyed a load of 108 kilos over a distance of more than 160 km along the difficult
trails of Kasmir, despite the altimetric contrasts imposed by the relief (one of the
passes had an approximate altitude of 3,000 metres).

3. Pant, Social Economy of the Himalayas, 205.

31. On the tracks of the Upper Satlaj the kulf carried loads of from 35 to 45
kilos, according to Lloyd (1821) (MNarrative, vol. I, 253). At the close of the

nincteenth century, according to Gore (Light, 28), the maximum loads did not
exceed 31 kilos.
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them can even carry loads of from 108 to 144 kilos!

Buchanan (Hamilton)” estimated in 1819 the usual load of the
Nepalese bearers to be 45 kilos, while conceding that the stronger men
could well march with twice that weight. Hodgson,” in the mid-nine-
teenth century, recommended to the British government that the goods
destined for the Kathmandi basin be distributed in parcels weighing 72
kilos, adding that the Nepalese transported ‘that surprising weight’
across the mountains. Farther to the east, in the Khasi Hills, the
maximum load varied from between 36 to 54 kilos:* near Dorjeling,
the kwlf from the plantations commonly bore crates of from 50 to 58
kilos, and those who provided the conveyance of merchandise in the
Tibetan frontier could during the day climb and descend the steep
slopes with loads of from 70 to 90 kilos on their backs. "

It should be noted that in some regions women also assumed an
important role in porterage.® Tavernier” observed that in Nepal,
among those who lived from caravan traffic, ‘the greater part consists
of women and girls who come to negotiate with those of the caravan, to
carry men, merchandise and provisions beyond these mountains’. The
women of the Himalaya are particularly hardy. We encountered north
of Kathmanda, at an approximate altitude of 3,000 metres, a female
sherpa marching with an enormous tree trunk on her shoulders.* At
the close of the nineteenth century, a robust mountain woman Was
reputed to have carried a piano from the plains to the Nainital station!

32. Buchanan (F. Hamilton), Account of the Kingdom of Nepal, 233.

33. Hodgson, Essays on the Languages, 98.

M. LR.GS.L, vol. 11, 1832, 94,

35. B.D.G., Darjeeling, 136.

36. Which does not imply that today on the village level the situation regarding
domestic needs would have changed: the transport of loads is generally confided to
them, and it is common in the countryside to encounter a man walking with brisk
strides followed by his wife, bent under the weight of voluminous bundies. Among
the fishermen in the Mtdﬂsugim.hisusuaﬂythtwmnwhﬁcaﬂ}rth:ﬁshm
market in a basket placed on their heads; they proceed two-by-two at a brisk rate,
passing the basket from one to the other every 300 metres or so.

37. “This is the method by which they carry them, The women have a strap on
the shoulders to which a large cushion hanging on the back is atiached: upon it the
man seats himself. It takes three women who change in turns, to carry a man’
(Tavemier, Travels, vol. I, 206),

38. The Sherpas make in this domain no distinction as to sex, and women bear
loads as do the men (vide Fiarer-Haimendorf. Sherpasx, 12-14, 81),

39, Crooke, Things Indian, 110. Francke (Antiquities of Indian Tibet, part 1,
10-11) relates that in 1909 in the upper valley of the Satlaj, travellers' baggage was
carned by the women of the villages. Also in the plains to the North, as in the
Merath region, when the bearers were of insufficient number, the women accepted
to be employed to transport the loads (Skinner, Excursions (1832), vol. 11, 206-8).
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Efficiency and Training

How to explain the bearers’ often exceptional endurance?* One cannot
advance nutrition as a reason, for their diet is generally very poor; nor,
particular aptitudes which would be specific to certain ethnic groups. It
scems that the augmentation in terms of efficiency, as well as the
reduction of energy expenditure, would be principally a matter of
conditioning. Through training, by disciplining the nervous and muscu-
lar systems, the human organism can attain to a remarkable efficiency
as directed towards a determined objective." The palanquin bearers on
the West coast were accustomed since infancy to the friction of bamboo
on the shoulder; when the callosity formed in the area thus treated
became insensitive, they could then tolerate the load without discom-
fort.” In Nepil, the Sherpas learn at an early age to carry the back-

40. Theoretically the maximum weight which a man on a normal regimen can
carry is approximately equivalent to his own body weight, let us say 70 1o 75 kilos;
which supposes o much greater strength for those muscles involved in the work.
Thus, one would have found for the shoulder and neck muscles a maximum of 150
to 200 kilos (vide Sorre, Fondements de la géographic humaine, tome 11, lére
partie, 220). This explains the exploits of dockers and removal men over short
distances; but those are exceptional conditions having nothing to do with porterage
over longer distances in regions of very hilly or irregular terrain, such as in the
Himalaya. By way of example, we give here the results of personal experience. We
undertook by foot some thirty years ago during the month of May, i.e. when the
temperatures are higher, sustained by a poor diet (wheat cakes, rice and dal)
pilgrimages to the sources of the Gangd, from Rsikes to Kedamath (400 km round
trip). We had been conditioned by several years of hiking and carried a load of
approximately 25 kilos. Over the greater part of the distance the track followed the
river's course and presented no great slopes; we covered then regularly 32 km pro
day. But, the two last stages lead rapidly to almost 4,000 metres altitude and
demanded a much greater physical effort. Hence, we could only cover about 12 km
a day. The native bearers made approximately the same stages; they were generally
older than we, weighed less and sustained themselves on a less rich diet. Now,
some carried in their back-baskets stout pilgrims weighing from 70 to 90 kilos! On
the return to the plain, these men were apparently fresh and energetic. We had lost
al least ten kilos.

41. Monserrate (Mongolicae, 112), recalling the extraordinary couriers em-
ployed by Akbar, states that these men had been trained from infancy: ‘Among the
dispatch bearers there are some couriers who can run as fast as a rider at top speed.
Their livers are removed (7), one says, when they are infants, so as to preclude that
they suffer from shortness of breath. They are trained to run with leaden shoes or
undesgo the discipline of raising their feet and moving their legs without pause, the
while remaining in place, and such that their heels touch the buttocks. When they
doff their leaden shoes, they are magnificent runners, thanks to whom the king can
obtain very rapidly and regularly the news, or dispatch orders regarding all that
imvolves the peace of his realm”,

42. Bombay Gazetteer, vol. XV, part I, 79.
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basket, which they do not remove during their marches.® In order to
combat fatigue, the kulf also know very effective massage techniques
and other diverse expedients.” The training would also appear to be
enhanced by the consumption of certain stimulants, such as Indian
hemp (bharig), palm alcohol (tdr7) and opium. Earlier, the bearers as
well as the couriers made much use thereof. * The question, in any case,
is not so summarily resolved, because the human motor is not of a mere
mechanical simplicity.”

Expansion of Porterage
Pedestrian traffic predominated throughout the Himalayan Range,* as

43. Personal observations.

44. According to Biscoe (Kashmir, 65), the kafmiri bearers had themselves
massaged along the way when they were fatigued: the man lay on his stomach
exlmdndmlh:;rmmdmdlﬁsmrﬁm.whﬂ:nmdingmhisbod}r.m
massaged his muscles, from head to foot, with his toes. When the procedure had
ended, the first rendered the same service to the second, and both jauntily resumed
the march. This type of massage reminds of that which the kathakafi dancers of
Kérala receive, except they did not use oil,

45, M{WEM}.M}Wluqmﬂmmmm
Bhotiyd of Kumiyam: when they sense that their load is too heavy, they increase
dwwﬁghthyp.uﬁngmorﬁnh:g;nmplckedupﬂongth:nyhlhﬁrbul—
baskets, which necessitates a supplementary effort over a period of time. Then,
they remove the stones, and relieved, no longer feel themselves 1o be over-
burdened. The same attitude prevails regarding the cold: when the low tempe-
ratures become intolerable, and they have no reserve clothing with which to cover
themselves, they remove their blanket for some time, exposing themselves to the
cold, then re-cover themselves and feel thus warmed. Asin the curious story of the
man who hit himself on the head so that, when ceasing to do so, he would feel
better!

46. Grose (Voyage, 187-8), discussing the endurance of Indian couriers, writes:
“They cover their route speedily by means of the large amounts of opium which
they consume. They maintain that this use of opium gives them strength and
precludes fatigue while underway.... Not only the pattamares consume opium, but
all labourers and bearers take recourse to it. It is very certain that those latter
charge themselves with loads which the most vigorous Europeans would dare not
mﬂcmkctumm.lwumuadﬂmtmmcwkmuaiinghdm:.ﬁthmt
huingindhpomdinsmudusmmmnm{upiumnndﬂryamihm:wmhdmgm:
ease with which they tolerate the most tiresome labours’. Vide also Abbé Carré,
Travels, 226-7, 274; Forbes, Oriental Memoirs, vol. 1, 64,

47. Neither should one forget thlllhcznﬂaurdimryhtﬂmmlgcqui:ﬂy. that
very early their legs are covered with enormous varicose veins, and that they are
completely worn-out when they abandon their profession, as we have on several
occasions verified. It inrhnsmytnbe:immmpcctwhenmﬁngoflhe
resistance of so-called ‘primitive’ peoples.

48. Man, who perspires less than a poney, is very sure-footed; he can pass
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well as along the littoral and in the Western Ghits. Reading the ancient
travel accounts, one has the impression that the great Himdlayan
valleys were peopled by caravaneers and that, on the main tracks,
during the fair-weather season groups of bearers were always ready to
convey goods and merchandise across zones of difficult terrain.® An
idea of the amplitude of these movements is won, if one considers that
along the only passageway from Bhimbar to Srinagar the Mughal
emperor could assemble, according to Bernier's estimates,” 30,000
bearers!

This mode of transport was also very common along the thin strip of
the Western coast, incised by large rivers, and on the abrupt slopes of
the Ghits, covered daily by hundreds of people, such as the kuli of
whom Abbé Carré spoke,” who made their way back and forth
between Gova and Bijapur, bearing on their heads dried fish and
coconuts over a period of some 25 or 30 days, linking thus the plain to
the plateau.®

Conversely, in those zones in which animal transport or cartage
were widespread, porterage over long distances was not of such pri-
mary significance. In Bihdr and Bangal, excepting in the case of
specialized castes, such as the Mofivd of Dindjpur, who were steve-
dores, bearers did not accept wares or goods and only took the baggage
of travellers.” Furthermore, in many areas, but few were to be found.®
In the districts of Bihdr and Sihabad, weavers and cobblers were
exempted from certain taxes, on the condition that they bear the
personal effects of those travellers who approached them.® These
professions are little known to us; the scant information which we have
been able to glean concerns the palanquin bearers, who throughout

India enabled the rapid and relatively comfortable conveyance of
travellers.

Palki-Bardar

The real status of the palki-barddr eludes our knowledge, for they are
only mentioned incidentally. In North India, they were recruited from

through places which animals could not traverse, in particular at high altitudes
(Pant, Social Economy, 20M).

49. Forster, Journey, vol. |, 247-8,

50. Bemnier, Voyage, . 11, 251; Travels, 392

51. Carr, Travels, vol. 1, 226-7.

52. Fryer (New Account, vol. 1, 320) observed the same phenomenon between
Vasai (Bassein) and Junnar. Buchanan (Journey, vol. 11, 111, 389) makes similar
remarks concerning the significance of porterage in Malabar.

53. Buchanan, in Martin, Eastern India, vol. 111, 349; vol. I1, 288,

54. Ibid., vol. I1, 581.

55. Ibid., vol. 1, 387, 560.
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the Kahar* caste. Two sub-castes were especially active in Bihir at the
time of Buchanan:* the Ravdni of Patna and the Kharvar of Saran. In
Bangal were the Duliyd;* however, the most appreciated by European
travellers were the bearers of Orisd, called ‘oorya bearers’ in the
documents of the period.” In the southern part of the peninsula, they
belonged to the Bayi or the Besta.* Today, the members of these castes
exercise different professions and have for the most part forgotten their
past, except for certain communities of the Deccan which have retained
in their traditions the recollection of the migrations of their ancestors:
palanquin bearers in the service of Aurangzeb, they were to have
established themselves in the South in the wake of the emperor’s
campaigns at the close of the seventeenth century.*

The palki-bardar, then, constituted local and regional groups cha-
racterized by a close professional solidarity. Organized according to the
customs and regulations of their caste, they were answerable to an
assembly, directed by a chief who was charged to defend their interests,
but who was also responsible for their conduct.”® They were consigned

56. Kahdr, derived from skandha-kdra (Skt,), he who carries on the shoulder.
The name is mentioned by Ibn Battiitah, circa 1350 (Voyages, tome III, 415).
Hobson-Jobson (495) gives a number of references, s.v. kuhar, Vide the chapters
dealing with this caste in Crooke, Tribes of the North-West Provinces, vol. 111, 92-
101; Risley, Tribes of Bengal, vol. 1, 370-5; Enthoven, Castes of Bombay, vol, 11,
125-6, Russel, Tribes of the Central Provinces, vol. I11, 291-6.

57. These sub-castes still exist today, among others, mentioned by Risley
(Tribes of Bengal, vol. 1, 371). The most numerous sub-caste in Central India is
that of the Dhimar (Russel, Tribes of the Central Provinces, vol. II1, 291.

58. Solvyns, Les Hindous, t. I11, s.v. d'houly. According to Risley (op. cit., vol.
I, 374), Duliya is the name given to the Kahdr residents of Bangil. There also
existed at the end of the nineteenth century Muslim bearers called Daolivald, and all
bearers not of the Kahdr caste were called Mahra.

9. Vide Carey, Good Old Days, vol. 1, 170.

60. Bayi (Kan.), Boyi (Tel.), Bhoi (Mar.); Besta (Kan., Tel.). Vide the nume-
rous references given in Hobson-Jobson, 110-11, s.v. boy. According to Buchanan
(Journey, vol. 1, 190), the palanquin bearers (Bdyi) in Maisiiru belonged to the
Besta caste, and it was also from a similar caste that they were recruited in the
Mangaliiru region. The Bombay Gazeireer (vol. XV, part I, 79) confirms that on
the west coast the bearers belonged to certain sub-castes of fishermen. In 1852,
Louis de Charolais (‘Pondichéry il y a 100 ans’, Revue historigue de I'Etat de
Pondichéry, vol. IX, 1955, 159) noted that in the Madris region the bearers were
onginally from the Korangi coast: ‘It is a single caste in India, the cradle of which is
the Coringui coast, which has the training monopoly of palunquin bearers, agile,
mdefatigable and whose cadenced march is a gentle undulation. Just as the Savoie
provides for all of Europe the stove setters, and the Auvergne spreads throughout
the rest of France its stock of colliers and water-bearers, so the Coringui coast is the
coolies’ college’.

61. Enthoven, Castes of Bombay, vol. III, 125-6: Hasan, Castes of the Nizam's
Dominions, 300; Nanjundayya, Mysore Tribes, vol. II1, 502-3.

62. Tavernier, Travels, vol. [, 38.
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to groups of a size variable according to the distance to be covered: for
a very short journey, two men sufficed to bear a simple litter; four were
allocated to a palanquin. However, over long distances during which
frequent relays were necessary, at least cight and generally twelve
people were requisite,* with, in addition, torch bearers (masalci)™
during night marches. They were to nourish themselves along the
routes, and Forbes® has left a vivid description of their evening acti-
vities at the resting stages, beneath a tree or in a sarde, some occupied
with the preparation of the fire, cleaning the clay pots and cooking, the
others resting or being massaged or recounting stories to stay the
tiredness of their comrades until completion of the meal.

Very resistant and dextrous, supporting themselves while marching
on a stick to avoid stumbling, they were able in the hot sun or rain, on
rocky irregular terrain or in miry marshes, to bear their palanquin at a
rapid and supple pace, sometimes marking the rhythm by chanting.
They relayed while marching and with such adroitness that the change
went unnoticed by the passenger, and could cover a daily distance of
between 25 and 40 km,* for a meagre monthly salary of three or four
rupees.*

Organization
This system did not, however, function in a uniform manner. In the

63. Tavernier, Travels, vol. I, 38; Anquetl Duperron, Zend, 1. 1, XXIII.
Usually ‘the palangquin is carried by four men, two in front and two behind, who are
positioned beneath the intersecting support; that is two bear it on their right
shoulder, the two others on the left. Four others accompany them, so &s to replace
them when they are tired' (Dupeuty-Trahon, Le moniteur indien, s.v. palky).

64. Vide the references given in Hobson-Jobson, 601-2. In the case of journeys
undertaken by important personages (prince or nobleman), the palki-bardir were
accompanied by several other servants preceding, surrounding or following the
palanquin, to watch over the comfort and security of the distinguished passenger.
Several domestics marched ahead to clear the way, another bore the parasol
(chdtd) to protect his master from the sun, yet others bore betel, huggah or
maorchal (fly-swatters made from peacock tails); finally, there were the pigdak
(armed valets) and harkdrah (messengers) (Bernier, Travels, 283; Careri, Travels,
160; Solvyns, Les Hindous, t. 1L, s.v. d'jehalledar).

65. Forbes, Oriental Memoirs, vol. T1, 278,

66. Dupeuty-Trahon (op. cit., s.v. palky) writes that ‘the usual pace of the
bearers is four to five miles an hour’, Forbes (op. cit., vol. 11, 155) specifies that
they covered three to four miles an hour during five-hour march, According to
Tavernier ( Travels, vol. 1, 38), they covered an average of 13 to 14 leagues (41 to 44
km) a day. Bowrey (Geographical Account, BT) indicates 40 miles!

67. Tavernier states (op. cit., vol. 1, 38) that they received four rupees monthly,
and five rupees when the journey exceeded fifty days; according to Thévenot
(Travels, 76), nine to ten francs monthly; Abii'l-Fazl (A'fa, vol. 1, 264) states that
the bearers employed by the emperor received 120 to 160 dam (4.8 to 9.5 rupees).
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larger cities the palki-bardar associations were particularly well orga-
nized for long-distance transport and private individuals could always
hire teams of bearers for a specified itinerary on the main roads or the
pilgrimage routes.” However, in the smaller towns or in the country,
the range of the bearers seems to have been much more limited. In
eastern India, at the time of Buchanan’s study, many private indivi-
duals possessed litters or palanquins, but very few could permit
themselves to maintain a team of Kahdr, excepting the large pro-
prietors and their representatives, who gave them lands in exchange for
their services. The majority thus only hired bearers when there was a
specific need. They were to be found in the greater number of
settlements and were generally available, except during the marriage
season, from April to July, during which period they were almost daily
in demand in the villages. At that time travellers had great difficulty in
finding Kahar, even for short journeys. The remainder of the year
these latter accepted to convey people over shorter distances from
village to village; in other words, within a relatively limited radius.*
Only the sovereigns had the means to maintain permanently large
groups of bearers. The royal court at Vijayanagara utilized not less
than 20,000 litters and palanquins.™ The Grand Mughals employed
several thousand palki-bardar,” who probably played a role analogous
to that of the ‘dawk bearers’ maintained by the English Company at the
close of the eighteenth century. This was tantamount to invoking the
operation of the postal system prior to the advent of the machine age.

The Transmission of News™

The dispatch of correspondence took place primarily by means of

68. Carey (Good Old Days, vol. 11, 70) reports that in May 1803 it was almost
impassible to find palki-barddr in Kalikiti, because the oriyvd bearers, who ensured
the greater part of the palanquin transport (there were approximately one thouo-
sand), had accepted to convey the rich local merchants of the city to Puri on a
pilgrimage to Jaganndtha.

69. Buchanan, in Martin, Eastern India, vol. 1, 125 (Bihar): vol. [I, 703
(Dindjpur); vol. 111, 120 (Purniy3). He moreaver specifies that it was difficult to
find men who accepted to cover 12 or 14 miles, even if a good compensation was
promised.

70. According to Nuniz, in Sewell, Forgotien Empire, 370.

71. A'in, vol. 1, 264.

72. We have no intention to give here a history of the Indian postal system. On
this subject, the following works might be consulted: Syyed Sabahuddin, “The
Postal System during the Muslim Rule in India’, Islamic Culture, vol. XVIII, July,
1944, 269-82; *Early Days of Postal Administration, I, A succinct Account;, Bengal
Past and Present, vol. XXII, Nos. 434, June 1921, 159-200; B.K. Sarkar, Inland
Transpart, 72-82; Saran, Provincial Government, 421-3; Misra, Central Adminis-
tration, 415-49; Nayeem, History of Postal Administration in Hyderabad; Geoffrey
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professional couriers. Granted, the Muslim sovereigns, who established a
postal service in India based upon the model of the Arab barid, utilized
horse-back™ or camel-riding™ messengers for the conveyance of mail,
and on exceptional occasions pigeons were employed.” However, the
normal agent of transmission, for states as well as for private persons,
was everywhere the foot courier, known in the Mughal period by
different names: pattamar,”™ harkdrah,” gasid,” tappi,” pdyik * jasud ™
Individuals in rural India scarcely had the means to send their
messages, which were thus confided to wayfarers, monks or pilgrims.*
The local rdjds had their dispatches conveyed, within the boundaries of
their territories, from village to village by communal agents, caukidar
or kotvdr.” Nevertheless, private postal services existed in many towns.
Merchants employed them at their own expense, and in the Patna of
1620, for example, all letters were given to professional messengers

Clarke, The Posi-Office in India and its Story; lvie G.J. Hamilton, An Outline of
the Postal Hisiory and Practice, with a Hisiory of the Post Office in India. It should
be noted that in the vernacular languages, the terms corresponding to our word
‘post’, ddk in the North, fappal (Mar.), tappdiu (Tel.), tapdl (Tam.) in the South,
designated originally the relays established from place to place to transmit news.

73. Vide infra, 232 and n. 26.

74. Vide infra, 238 n. 65.

75. The Muslims of the Middle East made much use of carrier pigeons, but this
usage does not seem to have been firmly implanted in India; there was no sup-
porting tradition and the birds risked going astray in the clouded skies and storms
of the monsoon. Nevertheless, Jahdngir utilized several to transmit the news from
Mindu to Burhinpur, but he himself specified that it was not common and that he
had done so to emulate the postal pigeons of the Abbassids (Tidzuk, vol. 1, 387).
Pelsaert (Jahangir's India, 58) mentions that, in case of necessity, the king had
pigeons to convey letters. Manucci (Sioria, new edition, vol. 11, 438-9) states that
they were used at the imperial court to remain apprised as to the movements of the
sovercign. Since the end of World War 11, the Orisa police use some one thousand
carrier pigeons to convey messages in the wooded regions and those of difficult
terrain (vide the article by Anjali Pal: ‘Pigeons in the service of Orissa Police’, in
Sunday Standard, 15 December 1974).

T6. Pattarmar: this word designates a certain ship on the Konkan coast; how-
ever, in many European documents of the seventeenth and eighteenth centuries, it
signifies foor courier. Vide the references given in Hobson-Jobson, 687,

T7. Harkarah (H.), courrier, envoy, spy (Hobson-Johson, 430).

78. Qdyid (Ar.. H.) counier, runner (Hobson-Johson, 262-3),

79. Tappi (Tel.), courier.

BO. Payik (H.), courier, messenger.

81. Jasad (Mar.), courier.

8Z. Even the Maratha chiefs in Orisd at the close of the eighteenth century
utilized the itinerant monks out of fear that their messages would be intercepted by
the enemy (Ray, Orissa under Marathas, 157).

#3. As was the case in the ancient state of Rivd in Baghelkand until the mid-
nincteenth century (C.L5.G., vol. IV, Rewah State, 47-8).
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who could be found in the main bdzar and were known under the name
of bazar qdsid ™ The European Companies employed such couriers;
agents of the East India Company repeatedly make reference to them
in their correspondence,* and Ananda Ranga Pillai never fails to
mention in his diary the brahmins in the service of Dupleix who
conveyed the letters from Mahé to Pondicherry.®

The autocracies which succeeded one another in India during the

Muslim era possessed the means to improve the procedure and estab-
lish relays at which the couriers could replace each other. They orga-
nized thus the transmission of news in a systematic manner to the
exclusive benefit of the sovereigns.” The distance separating the post

B4, Factory Records, Patna, vol. 1, 29 December, 1620 and 17 September 1621;
Mundy, Travels, vol. 11, 367-8.

BS. Videinter alia, E.F., 1618-21, 11, 181, 266; 1630-33. 57 n. 4, 110, 160; 1634-
6. 152; Wilson, Early Annals, vol. TI, part T1, 4, 8, 12, 16, 21-2, 24, 30, 44, 9, 130,
141, 160, 185, 217, 2224, 227, 230-1, 236. Vide also the information collected by
Nayeem, Hist, of Postal Administration, 27-31,

86. Ananda Raiga Pillai, Diary, vol. I1, 165, 194; vol. 111, 302, 408; vol. TV,
200; vol. V, 213; vol. VI, 82, 125; vol. IX, 133, I88.

47. The royal postal system conveyed administrative correspondence. diplo-
matic dispatches, information of a military nature, and at times transported persons
or things. but remained essentially a state monopoly. Tbn Bagjitah (Voyages, t. 11,
95-6) has left a description of the system as it functioned during the period of
Muhammad Tughlaq (circa 1340): “The barid in India is of two types. Regarding
the post as conveyed by horse, it is called @lag. It is effectuated by means of the
sultan’s horses, stationed every four miles. As for the post as conveyed by foot
courier, it is constituted as follows: each mile is divided into three equal distances,
called davah, which means third of a mile. The mile is termed by the Indians kuroh.
MNow, at every third part of the mile there is a well-populated settlement, outside of
which are three tents where men are seated and ready to set forth. These people
wait in readiness, and next to each is a whip of two cubits’ length whose upper part
terminates with copper bells. When the courier leaves the town, he holds his letter
in one hand. and the whip with bells in the other. He thus sets off running with all
his strength. When those in the next tents hear the noise of the ringing bells, they
make themselves ready to receive the courier and, at his arrival, one of them takes
the letter and in his turn sets off at greatest speed. He shakes his whip until he has
arrived at the next davah. These couriers do not halt until the letter has arrived at
its destination.

This type of post system is more rapid that that utilizing horses, and often those
fruits of the Khorasan which are sought after throughout India are transported by
this means. They are placed on a platter and conveyed at a run until having arnived
at the sultin. It is also thus that criminals are transported: each of these are put in a
seat which the couriers put on their heads and with which they march at running
pace. Finally. it-is in the same manner that the drinking water for the sultin is
transported when he is in Daulatibad. One bears him water drawn from the river
Giangi where the Indians go on pilgrimage; this river is some forty days distam
from the city”. (Concerning the transport of fruit by the couriers of the Mughal era,
vide Tzuk, vol, 11, 170; Tavernier, Travels, vol. I, 246.)

Tavernier (Voyages, 184; Travels, vol. I, 233) gives further information regard-
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stations was not uniform. They were only 1 km distgnt from one
another in the network as established by Muhammad Tughlaq: each
runner, at maximum effort, covered this distance in approximately five
minutes, then relayed the message to the next — which goes to explain
the extraordinary rapidity of the dispatch of information in this period:
260 km a day.™ On the Mughal roads, the length of the stages to be
covered by the messengers was much greater and, according to the
diverse information which we possess regarding this subject, vared
from 10 to 20 km.™ At the time of Aurangzeb, the postal route from
Ajmer to Ahmadabid (486 km) was punctuated by 27 relays with an
average intervening distance of 18 km, and permanently occupied 62
runners; that from Ahmadibid to Bharuc (169 km), to which were
attached 35 messengers, comprised sixteen stages of some dozen
kilometres each.™ In British India at the beginning of the nineteenth

ing the conveyance of messages at the time of Aurangzreb (crca 1650): *But it
should be remarked that in India all the letters which kings, generals of armies, and
governors of provinces send by footmen go much faster than by horsemen, the
reason being that at every two leagues there are small huts, where two or three
mnners are posted, and immediately when the carrier of a letter arrives at one of
these huts he throws it to the others sitting at the entrance, and one of them takes it
up and at once starts to run. It is considered unlucky to give a letter into the hand of
the messenger; it is therefore thrown at his feet and he must lift it up®.

Parsons (Travels, 225) observed around 1775 the relay system adopted by
Haidar “Ali in the Maisiiru kingdom: “From the capital to every part of the sea
coast, they receive letters in 30 or 34 hours, which is at the rate of 10 to 12 miles an
hour. At the distance of every 10 or 12 miles (according to the situation) is built a
watch tower of stone in which are placed 5 or 6 men, 2 or 3 of whom are remarkable
for running very fast. The first man who sets off as a courier, as soon as he gets in
sight of the first tower, displays a white handkerchief at the end of his stick, if by
day, if by might fires off a pistol, when immediately another man is made ready,
which is done by oiling his joints with cocoanut oil, as he is naked (excepting a cloth
about his waist). This man takes the paquet from the first, and thus is handed on in
succession at each stage. They run from stage to stage within the hour'.

88. ‘Between the Sindh province and the sultin’s residence, which is Dehli,
there is a march of 50 days. When the news officials write from Sindh to the sultin,
the letter reaches him in the period of five days’ (Ibn Battotah, Voyages, 1. 111, 94).
According to Renncll (Memoir, 1792, 323), the distunce from Tattd to Dehli by
trail was 810 miles, or 1,300 km, which makes a daily average of 260 km!

89. The distance separating the relays was two kos (8 km) under Ser $ih
(Elliot, History of India, vol. IV, 417); five kos (20 km({ under Akbar (Firi$tah,
transl. Briggs, Hist. of the Rise of the Muham. Power, vol. 11, 173:4); two kox (8
km) under Aurafigzeb (Tavernier, Travels, vol. 1, 233); ten miles (16 km) at the
beginning of the eighteenth century (Hamilton, New Account, vol. 1, 150); from
ten to twelve miles (16 or 19 km) in the kingdom of Haidar “Ali (Parsons, Travels,
225).

W). Mir'ar-i-AhmadP (Suppl.), 151-2. The author gives the names of all the
relays of the imperial post between Ajmer and Bharue. They are, moreover, all
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century, the dik-cauki were separated by similar distances.” These
regional variations corresponded mainly to practical considerations,
such as the proximity of a settlement, or the existence of a watering
place.

Speed

The couriers did not circulate at the same pace. The private postal
services utilized by the merchants took into account reasonable delays
and normally demanded that their messengers cover daily distances of
from 40 to 50 km;" to convey urgent messages, they could obtain from
them, by promise of recompense, average rates of 60 and even 80 km.*
The messengers employed by princely courts were to have sustained an
accelerated rhythm, determined by precise regulation.* When com-
manded to run at maximum pace without halt, impressive speeds could
be achieved. Some among them accomplished over very long distances
scarcely credible exploits. Babur recounts in his memoirs® that Bian

located along the Mughal main highway.

91. The distance between the post-houses of the different Presidencies varied
from six to eleven miles (9.6 to 17.6 km), according to a report anno 1836 repro-
duced in Bengal Past and Present, vol. XXI1, 1921, 173,

U2, The figures which we have gleaned indicate that the runners covered on the
average cach day: 52 km from Tarafkampiti (Tranquebar) to Madris (264 km in
five days, Thévenot, Travels, 128); 45 km from Mahé to Pondicherry (550 km in 12
days, Ananda Ranga Pillai, Diary, vol. 111, 165, 194); 45 km from Ta{td to Surat
(902 km in 20 days, E.F., 1634-6, 152): 41 km from Macilipattanamu to Pondi-
cherry (627 km in 15 days, Ananda Ranga Pillai, Diary, VI, 125); from 43.5 to0 36.2
km from Agri to Surat (1,088 km in 25 or 30 days, E.F., 1618-21, 266 n. 4); 36 km
from Govi to Madris (720 km in 20 days, Love, Vestiges, vol. I, 198).

93. In Patnd in 1620-21, the bdzar qdyid who conveyed the letters to Agra
covered the distance (870 km) in 15 days, sometimes 25 days; but under good
conditions they made the journey in only 11 days, at an average rate of 79 km each
day (Factory Records, Patna, vol. 1, letters of 29 December 1620 and 17 September
1721, in Mundy, Travels, vol. I1, 367-8). In Dehli, 1716, the English ambassador to
the Grand Mughal court, John Surman, reckoned 15 or 20 days to dispatch a letter
to Surat (1,029 km) by the *nimble cossids’ (gdsid) by making them *fair promises’
(Wilson. Early Annals, vol. 11, part I1, %0). The exigencies of certain messengers
were on occasion exorbitant; in a letter of 1 August 1716, Hugh Baker requests the
payment of Rs 25 to a qdsid, which represents for that time an enormous amount
(ibid. , 130).

M. At the tume of Aurangzeb, the runners responsible for postal relations
between Dehli and Abmadibad were to cover one jaribi-kos (4 km) in one ghari
(24 minutes), according to Mir'd-i-Akmadr (Suppl., 151); during the era of Tipa
Sultan in Maisiiru, the messengers had 1o cover this distance in 1% gharf (or 36
minutes), under pain of being whipped (Tippoo Sultan, Select Letters, cited in
Hobson-dobson, 373).

95, Babur-nima, vol. I1, 621 and n. 5.
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Saikh, in the service of Humiyin, covered in 1528 a distance of 1,878
km, from Kiém (in Badakhéin) to Agra, in 31 days; and that on another
occasion, he went from Qila*-i-zafar (in BadakA$in) to Qandahar (928
km) in eleven days, making thus an average of 60 and 80 km a day
respectively. In 1627 a Hindu messenger, Bandrasi, brought to Sah-
jahan at Junnar, in the Deccan, the news of Jahangir’s demise from the
Kas$mir frontier (1,600 km) in twenty days, at a daily rate of 80 km.™ In,
Rajasthin, the gdsid of the darbdr of Bikiner linked this city to Jaypur
{272 km) in three days and nights and, when necessary, in 42 hours.
One runner has been remembered, who covered 50 kos (or 135 km) in
eight pahar (or 24 hours), but generally the very good couriers covered
within the same period of time, at the maximum, 110 km. One might
assume that under normal conditions a messenger could attain an
average of 60 to 80 km at a streich.”

With the relay system, the news was conveyed more rapidly and the
distances covered exceeded 100 km pro day. In 1652, during the siege
of Qandahir, express messengers transmitted the emperor's orders
from Kabul to the former city (508 km) in four days.® On 22 March
1707, Muhammad Mu'azzam, in Jamrid (20 km west of Pesdvar),
learned of the death of his father, Aurangzeb; the message had taken
twenty days to arrive from Ahmadnagar, located at a distance of 2,240
km."™ During the period of Akbar's reign, along a regular postal route,
such as that from Agra to Ahmadibad (854 km), urgent dispatches
were communicated in five days, making daily average-rate of 171
km."™

Following these principles, the English Company succeeded in
developing an excellent postal organization, permitting it to link the
vital centres of British acquisition. Between Kalikdta and Madras
(1,760 km), for example, letters were carried, prior to the beginning of
the eighteenth century, by private messengers in two or three months;
as of 1712, a relay system was established permitting the period of trans-
mission to be reduced to approximately 30 days." In 1789 the system

9. According to Mu'tamid Kkin, in lgbdl-ndma, cited by Prasad, Johangir,
308, 402,

97. Rajputana Gazetteer (Ermkine), vol. III, A, 354. A1 the close of the
cighteenth century, the gdsid linked Kibul and Pesivar (336 km) in four days, at an
average daily rate of 84 km (Elphinstone, Caubul, 243).

98. Sarkar, History of Aurangzeb, 1973 edition, vol. 1, 91.

99. lrvine, Later Mughals, vol. 1, 18,

LK) Firistah, transl. Briggs, Hiviory of the Rise of the Muham, Power, vol. I,
1734,

101, In 1712 the Company posted eight teams of gdsid at different places along
the Madris route: two at Fort William, two at Baledvara, two at Gafjim and two at
Visikhapattapamu. From there, the governor of Madris had foreseen fappi to

ensure the transmission of news to the southern metrapolis (Wilson, Early Annals,
vol. I1. part 1. 45.
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was further improved and messages arrived in nineteen days." Ten
years later, at the time of Wellesley, a more rational distribution of post
stations diminished vet further the route time, and no more than
twelve-and-one-half days were required between the two cities.'"™ At
the outset of the nineteenth century the system was improved once
more: in 1824 especially well-trained couriers covered the distance in
ten days and one hour;"™ on 13 February 1836, the achievement of the
last two express messengers from Madras was announced, who reached
Kalikati in seven days and thirteen hours and seven days and sixteen
hours respectively."™ This average rate of 230 km in 24 hours approches
the 260 km covered by the messengers of Muhammad Tughlag,

At the same time as they organized the dispatch of letters and
parcels (ddk-bahargi), the English envisaged the creation in 1778 of a
special service on the roads radiating around Kalikiti charged with the
conveyance of Company employees and eventually of private indi-
viduals. To this purpose they recruited a large number of specially
chosen Kahdr, at the recommendation of the village headmen, con-
signed to teams commanded by a sardar and comprising eight palki-
bardar, two mas'alci and one bahanigivald. Relayed every ten miles (16
km). they were, in principle, to cover 96 miles (153 km) a day."™ In fact,
their rate varied according to itinerary, and they attained on the
average only some 100 km daily." They are known in the annals of the
English Company as the ‘dawk bearers’.

102. Just as the travelling times along the route between Madris and Mumbai,
which were 28 or 33 days, were reduced; a first time to 20 or 25 days, then to 17
days (Love, Vestiges of Old Madras, vol. 111, 344).

103. Vide the information concerning the years 1796- 1800, collected in tabular
form by Misra, Central Administration, 433.

104. "We have to record a wonderful rapidity in the transmission of the ddk. An
express arrived from Madras in the extraordinary short period of 10 days | hour;
being 5 hours less than ever before known, Journal of Calcutta, cited by Seely,
Ellora, 86),

105. Letter from the Post Office Committee 1o the Government, from 13
February 1836, reproduced in Bengal Past and Present. vol, XXII, Nos. 434, June
1921, 176.

106. This organizational plan, perfected by Capt. John Harvey, was accepted
by the Governor-General in July 1778 (vide Misra, Central Administration, 436-40:
Carey, Good Old Days, vol, 1, 491).

107, In 1813, one required 5% days from Kalikiti to Patna (675 km), 3 days
from Kalikiiti to Dhiki (273 km) and 2\ days from Kalikiti to Balesvara (249
km) (Bengal Public Consultations, 21 May 1813, cited by Misra, Central Adminis-
tration, 440). Seely (Ellora, 70-1) relates that at the time of an official journey in
Western India organized by the collector of the district, he and his family covered

270 miles, without halting, day and night, in four palanquins with 56 bearers who
reluyved every ten miles.
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Begar

In conclusion it remains to mention that, prior to the pax britannica,
the sovereigns and the powerful abused the human motor by coercing
certain categories of the population to bear loads, as and when required
for their travel or the necessities of war. In normal times, this forced
labour of begdr affected only several lower castes, who could be
requisitioned by the large proprictors to effectuate diverse transport."™
Modave'™ discovered in the Avadh province a curious custom which
obliged the women (probably of low caste) to bear gratis travellers’
baggage from one village to the next. In hilly regions, such as the
Himalayan border, the begar was yet more wide-spread, and every
personage having some authority considered those of low extraction as
his beasts of burden. When the emperor went to Kasmir, the governor
of the province and the local chieftains assembled thousands of people
to transport the personal belongings of the royal guests.'" In the Panjab
of Ranjit Singh, where no one could journey without permission,
Hugel'® noted that the bearers were forced by the authorities to fulfill
their duty gratis. When the armies marched, it was common to mobilize
the poor in the countryside to have them carry the loads. There were
thousands in the Maratha armies who, as states Broughton,'* were fed
at the expense of the general and earned a few pence by selling grass or
wood during the halts,

These inevitable exactions demonstrate that despite its relatively
low efficiency quotient, human energy played an important role in
transport and communications, which was also greatly dependent upon
the motive power of animals.

108. Habib (Agrarign System, 150 and n. 52, 248 and n. 35) has found docu-
ments proving that the Baldhar, the Thori, the Dhinuk and the Camdr were
obliged to serve as bearers for the zamindir. It is furthermore significant that the
Camir were also called Begdri.

IW. Modave, Voyage, 202,

110, Bemier, Travels, 392.

111. Hugel, Travels, 34,

112. Broughton, Letters. 170. The same system existed in the Sikh armies (vide
Bajwa. Military System, 212-3).



2. Animal Porterage

The complex of animal motive force, in India as elsewhere, is very
ancient and linked with the origins of domestication. One will not
attempt here to determine at which time and under which conditions
quadrupeds were initially employed to generate mechanical energy.' It
will be sufficient to our purposes to constate that, on the vast Indian
subcontinent, diverse animals were trained for transportation: bovines
(oxen, buffaloes, yaks), cameloids (dromedaries), equidae (horses,
mules, donkeys), elephants and even ovines and caprines (sheep and
goats).

We shall begin with the discussion of the most localized types in the
Himilayan mountains.

a. EMpLOYMENT OF DIFFERENT SPECIES

Firstly, those pack animals closely confined to the Tibetan border
should be mentioned, the yaks, the dzo and the migrating herds of
goats and sheep which nourished themselves on the meagre pasturage
at stopping places, and which played a significant role in transhima-
layan commerce prior to the closure of the frontiers.

Yaks and Dzo

The yak (Bos grunniens),’ a long-haired bovine with a horse-like tail.
living at an altitude of between 3,000 and 6,000 metres, is the caravan
animal par excellence on the Tibetan plateau. Being robust, it trans-
ports with ease 70 to 80 kilos in deep snow, but adapts with difficulty to

1. Among the kinds of animals used for transport, the ox (Bas indicus) seems
to have played a major role in the pre-historic civilization of western India. In
comparison, the horse, whichmperhnpsumadydmnmmdnmupcﬁnd.
would not appear to have been fully employed until the Vedic period, Other
animals, such is camels, elephants, mules, donkeys, goats and sheep, scem also to
have been included in the livestock of the ancient inhabitants of the Indus Valley.
In any case, they are to be found on the monuments dating from the beginning of
the Christian era (vide Srivastava's clarification, who collocated information
provided by archaeological and literary sources in Trade, 135-45).

2. Yak, g¥ag (Tib.). Turner (Embassy, 185-90) has given a detailed description
along with an engraving (pl. X) representing ‘the Yak of Tartary’. Vide Hobson-
Jobson, 975-6, which gives an excellent historic note; Watt, Commercial Products,
733; Pant. Social Economy, 210, Teichman (Travels in Eastern Tibet, 223) des-
cribes the ways (Tibetan and Chinese) of arranging loads on their backs.
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climatic change. Therefore the Bhotiya, particularly in the western part
of the mountain chain, prefer to utilize hybrids, such as the dzo,’ which
can tolerate the cold of very high mountains and the heat of low valleys.
Docile and hardy, they convey across rocky terrain and glaciers the
load of three bearers at a pace of 5 to 6 km an hour.

Sheep and Goats

At the same altitudes, the least costly means of transport are the sheep
and goats which graze alongside the trails and which are then killed
when no longer useful. All merchandise which can be distributed in
small loads, such as wool, grains, salt or borax, i5 consigned to them in
stitched bags consisting of two double leather pouches placed on the
back of the animals like saddles and attached by means of chest-straps
and cruppers.* Sheep can carry loads of from 5 to 11 kilos over a daily
distance of some 8 km; they usually follow behind the more hardy
goats, which carry from 7 to 18 kilos of merchandise in their bags.’
These animals march four or five hours in the morning at an average
pace of 2 km an hour; at mid-day they are unloaded and then graze
until fall of night. Formerly, extensive movements took place following
the melting of the snows, from June to October, between the valleys
and the upper mountain, permitting the transport of grains in one
direction and of Tibetan salt in the other. The caravans could under-
take five journeys during this period, which represents a substantial
traffic; for even estimating an average load of 6 kilos carried by each

3. Dzo, mdzo (Tib.); mdzo-po, male, mdzo-mo, female; hybrid of yak and
cow. There are others utilized as beasts of burden, in particular the bri-mdzo or
garjer, bred by a bull and a female yak, but they do not have the hardiness of the
dzo (vide Calcuria Review, vol. 18, 1852, July-Dec., 98-9; N.W.P.G., vol. XI1,
Himalayan Disiricts, 143; Pant, Social Econemy, 210 and photograph f.p. 224,
showing a dzo bearing its load (two large bags) fastened by ropes to a simple
carpet).

4. A photograph of a goat loaded with a shoulder bag is to be found in Pant,
Social Economy, f.p. 224. Rnganhngshmpherdsufudnkh vide Cunningham,
Ladik, 210-1; Biscoe, Kashmir, 207-8; concerning those of the Satlaj Valley and
Mina Pass, vide .., vol. XI1, 495, and N.W.P.G., vol. XII, Himalayan Districts,
91.

5. The loads entrusted to sheep were from 6 to 12 ser (5.6 to 11.1 kilos) in
Bhitin, sccording to Pemberton (Report on Bhootan, T0); 40 Ibs (18 kilos) in
Sikkim. where loads could be transported 12 miles (19 km) daily, according to
Hooker (Himalavan Journals, vol. 1, 272); the load in Nepal was 42 [bs (19 kilos),
according to Kirkpatrick (Nepaul, 134), or 80 Ibs (36 kilos) according to Hamilton
(Nepal, 214); Tavernier states ( Travels, vol. 11, 206) that hilly goats could carry as
much as 150 Ibs (68 kilos)! In the regions of Garhvil and Kumiyump the load of
sheep was estimated as varying between 5 and 12 ser (4.6 to 11.1 kilos) and that of
goats from 8 to 20 ser (7.4 to 18 kilos) in the Calcutta Review (vol. 18, 1852, 98) and
according o N.W.P.G. (vol. XII, Himalayan Districis, 143) and Pant (Social
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anmimal, it is recorded that 30,000 sheep could convey 900 tons of
merchandise during the summer season.*

At the next lower altitudg, i.c. less than 3,000 metres, primarily
ponies and mules were utilized, which will now be considered along
with the horses of the peninsula.

Harses

Horses assumed in former days almost no role in the rural and eco-
nomic life of the Indian plains. Allocated to the more aristocratic
occupations of war, pageantry or riding,’ rather than to servile chores,
they were almost never employed for pack or draught. Lively and light
saddle animals, they were used in such great number in the armies or
princely courts, that the Indian breeding centres could not satisfy the

Economy, 207), In the Satlaj Valley, according to Gore (Lights, 14) the Tibetan
goats carried 16 Ihs (or 7.2 kilos).

6. Calcutta Review, ibid., 99; N.W.P.G., vol. XII, ibid.. 143. It should be
added, that the goat and the ram seem to have been used at an earlier date as beasts
of burden or draught in the Indian plains, for andient texts make allusions to this
effect (vide Srivastava, Trade, 144-5). One has even found & Gandhira scu
representing a pair of rams harnessed to a cant (C.M. Kar, Classical Indian
Sculpture, fig. 49). Della Valle ( Travels, vol. 1, 185) recounts that at the beginning
of the seventeenth century he saw in Govi a ram, saddled and with bridle and
stirrups, mounted by a young Portuguese.

7. As far as can be ascertained from the literary sources, the horse was initially
used in India to draw a light war chariot, which plaved an impartant role in battles
until the Christian era, at which time it was definitively eliminated by the rapid
development of the cavalry. The importance of the saddle horse encouraged Indian
breeders to select lively and swift breeds and to neglect the draught horses, hardier,
but less agile. But, in any case, they could not have competed with the oxen as far
as transport was concerned, as the latter were much better adapted to the climatic
conditions. These questions pertaining to the origin and differentiation of horse
breeds have not been thoroughly studied: nor have the traiming methods or
harnessing techniques been examined fully. From what is presently known (vide
our book, Horses and Riding Equipment in Indian Art), one can say that in ancient
India, riders used not only the snaffle-bit, but also the cavesson (a bitless device)
and the combination of the two; they also knew, beside the horse-cloth, the padded
saddle and the ngid saddle. Hanging loops serving as foot-rests seen in some
carvings dating back to second century w.c. third century a.p. point out that the
germ of the stirrup idea was already there, but very likely Indians did not become
familiar with the real stirrup until the ninth and tenth century. The thirteenth
century appears to be a crucial period for the evolution of the horse-harness; the
old complicated headstall is replaced by a more simple one, the saddle, growing
hollow, becomes a large seat. the breast-plate and the martingale are commonly
used. finally the nailed horse-shoe is introduced in the subcontinent; the rider has
thus at his disposal all the pieces constituting the modern hamess, except the curb-
bit which appears in documents of the sixteenih century.
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demand, and thus over the centuries it was necessary to import in large
numbers horses from Arabia, Persia or Central Asia." This foreign
stock probably served to improve, through cross-breeding, the local
races.

Indigenous Races

There existed in the India of the Mughal period several good breeds of
light horses.” The most highly esteemed were those of Kacch and of
Kathiyavad, issues of Arabian and indigenous cross-breedings which
are probably ancestors of today's kahiyavadi and marvidri, the best of
India's horses.™ But there were others equally robust, ensuing of the
breeding centres of the Pafjab or the regions of Agrd and Ajmer." The
most common horses of the northern plains, fagni and tazi, were not of
such high quality.” On the other hand, horses of a small breed with

8. This movement, effectuated by way of sea and the routes of the North-West,
is mentioned by the majority of Evropean travellers subsequent to Marco Polo.
The importation of horses was a monopoly of the Muslims until the sixteenth
century; then, it made the fortune of the Portuguese, who were the exclusive
suppliers of the southern kingdoms. Nuniz (in Sewell, Forgonten Empire, 362, 294)
states that the Vijayanagara king purchased each year 13,000 horses from Ormuz
for his own use and that of his captains. The inexpediencies and hazards of this
system can be easily imagined: during these long and tedious voyages by sea, as
well as upon arrival during the period of acclimation, the loss of animals must have
been appalling; which would explain their elevated cost price far exceeding the
average rate. However, the sovereigns did not shrink back from the expenditure,
so much did they value the presénce of these animals necessary in their armies
{vide, inter alia, the information collected by Mahalingam in Economic Life in the
Vijayanagar Empire, 111-12}.

9. Itis probable that the pax britannica, in reducing the significance of princely
armies and, at the same time, dimmishing the demand for horses, dried up the
breeding sources and brought about the degeneration of good breeds, such as those
of Kacch which have almost disappeared. On the other hand, the need for more
powerful animals, better adapted to the conditions of modern warfare, is at the
origin of artificial cross-breeding, in view primarily of size, and has produced larger
but badly proportioned horses (Watt, Commercial Products, 750).

10. A'in, vol. 1, 140; Finch, in E.T., 174; Forbes, Oriental Memoirs, vol. 1,
185-6; Modave, Vovage, 327,

11. A’in, vol. I, 140; Modave (Voyage, 326-7) specifies: “There are as well in
the djongols (fangal) of Lahor several large stud farms which provide a good
number of horses, These have the anractiveness of Persian horses combined with
the strength of those of Turkestan'. The Sikh were in fact great horse breeders and
Ranjit Singh maintained numerous stud farms in the various regions of the Panjab
{Fauja Singh Bajwa, Military System, 208).

12. “The most common breed 1s that which one calls tatous. One can be had for
from 15 to 50 rupees and the greater part of the cavalrymen are mounted on this
mean breed. | have seen some as small as our Corsican horses which were very
firey, light-footed and attractive’ (Modave, Vavage, 327). Vide A'in, vol. 1, 244-5.



230 Land Transport

exceptional endurance were to be found in the Deccan, and it was with
these horses that the Marathas and the Pendhdri (Pindari) undertook
their extraordinary cavalcades.” Lastly, the excellent Himilayan
ponies should be noted, such as the gungh of the western mountains and
the pdrigan of Bhitan."

G :
These animals required extensive care. The Mughal emperors, at
whose bidding many were to come from abroad, were particularly
interested in their grooming. Akbar created a special department
responsible for the imperial stables. Meticulously detailed administra-
tive regulations, as have been described by Aba'l-Fazl,” defined the
functions of a specialized staff of inspectors, grooms, veterinarians and
experts who examined the pedigree of the animals," ete. The horses
were categorized according to their origin and qualities.” Thus, one
distinguished in order of descending efficiency: the Arabian, Persian,
munjanna (akin to the Persian horses), the murki," yabii (issue of cross-
breeding with local races), and finally the indigenous horses, dzi,
jariglah and fafra.” Modave saw in this classification, which also deter-
mined the manner in which the animals were fed, groomed, harnessed,
ctc., a veritable caste system.”

Concerning the tdzi, agyi and jarigali of the Purniyi and Dindijpur districts, vide
Buchanan, in Martin, Eastern India, vol. 11, 703-4; vol. I1l, 117-8, 269, 348. Other
references are to be found in Hobson-Jobson, 902-4.

13. Broughton (Letrers, 45-6) describes those he saw at a Sindhiyd camp;
Shakespear (Wild Spores of India. 241-9) gives details of the breeding regions and
horse markets in Maratha country at the beginning of the nineteenth century.

14. A'in, vol. 1, 140; Finch, in E.T., 181; Pemberton, Report on Bootan, 71-2;
Buchanan, in Martin, Eastern India, vol. I1, 703-4; vol. 111, 117-8; Hobson-Jobson,
387, 808,

15. A'n, vol. 1, 140-50,

16. Regarding the importance which experts attached to certain markings on
the animal, as well as its colour, vide Parks Fanny, Wanderings, vol. Il, 9-12, and
Crooke, Things Indian, 255-6. The characteristics (markings, colours, etc. ) of good
horses are systematically compiled in Sanskrit treatises; vide Asvaddstram, by
MNakula.

17. A'tn, vol. 1, 243-4.

18. According to Modave (Voyage, 326), ‘those from Turkestan are large and
heavy but excellent in terms of endurance. Those from Persia are finer and of a
maore beautiful colouring and have a pleasant bearing’.

19. At the time of Auraigzeb, horses were still classified in about the same
manner (Irvine, Army, 51).

20. *Horses are divided into castes, as are men, either with respect to the
country of origin. or based upon the mixture of breeds and other such circum-
stances. The specific names of the castes are Iranian to designate Persian horses,
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Their alimentation was basically pea-mash, and the care given them
was based upon massage.” Horses which were to be mounted were
equipped with bridle, saddle, stirrups and shoes, as in the West,” but
the fabrics were more colourful with embroidery and pompoms.”
However, the Indian bit seems to have been particularly harsh™ and the
horse-shoes quite weak.”

Turkish to indicate those issuing from Turkestan, thit is to say from Balk and
Bocara, tazis, tangones, tatous’ (Modave, Voyages, 327). Evidently, the price
varied according to those criteria, In Akbar’s time, they were 1o be found for an
amount varying from between Rs. 2,000 and 5.000 (A in, vol. 1, 150). At the close
of the eighteenth century, the most common breed (fafnd) valued between Rs. 15
and 50, but one could not have a decent mount for less than Rs, 300 to 400; and,
when it was the question of a horse of known pedigree, fantastic sums might be
given. Particularly the Arabian horses were ‘very few in number and of an
exorbitant price’ (Modave, Voyages. 327). This last detail shows that in the
declining empire the Arabian horses had become too costly and, no longer being
imported as before, they no longer assumed the first place in the imperial siables.
Vide the figures given by European travellers (Finch, in E.T., 174; Ovington,
Vovage, 150-1; Pyrard de Laval, Veyages, vol. I, 67; Linschoten, Voyage, vol. 1,
54; Tavernier, Travels, vol. 1, 302; Fryer, New Account, vol. I, 295) mentioned by
Sarkar (Inland Transport, 24-5), Mahalingam ( Economic Life, 111-2) has compiled
Nuniz's information (in Sewell, Forgotten Empire, 294, 343, 362), and that of
Varthema (Travels, 1863 edition, 126) and Barbosa (Book, vol. 1, 210).

21. There were generally two men to tend to a horse: the groom (sa'is),
responsible for its grooming and care, and the grass-cutter (ghasivdrd), who
walched over its feeding. Fodder being rare, the animal was given diverse beans (of
which koflu in the South) cooked with clarified butter (ghf) and sugar (Thévenot,
Travels, 62-3; de La Flotte, Essais, 350). This is as was prescribed by the imperial
regulations (A'in, vol. 1, 142-3). At times a more strengthening food was provided:
mutton boiled with rice, of which a kind of mash was made. Marco Polo observed it
being prepared on the east coast, and Modave in the east of ridjpiir country; even
today it 1s fed to those horses in the Kacch which render a great effort (Crooke,
Things Indian. 255; Modave, Vovage, 469), Rather than currying the animal, it was
massaged to refresh it, and it seems that it was frequently purged so as 1o enable it
to better tolerate the great heat (de La Fotte, Essais, 350), Some European experts
have highly criticized this alimentation which, by causing a deterioration of the
liver, was responsible for a very high mortality of horses in the princely stables
{vide the remarks made by R. Wallace, in Kipling, Beasr, 185-7).

22. In A'in (vol. 1, 143-5 and pl. XVI, f.p. 144) a description is to be found of
the harness of the Mughal horses, as well as a plate of sketches showing the
different parts. Vide also Irvine, Army, 72.

23. Thévenot, Travels, 63.

24. Vide Kipling (Beast, 191-2) who gives (192) an engraving representing the
different bits (Indian ‘thorn bits’),

25. Ovington (Vovage, 150-1) states that the horse shoes did not last long. One
of Akbar’s regulations required that they be replaced twice yearly (A'in, vol. I,
145). Regarding the manner of shoeing horses in India, vide Moor, Narrative, 93-4,
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Horses were mainly employed in the cavalry or postal service,® and
were retained by the wealthy for their private travel. When journeying,
according to Burnes (who carefully studied their hourly pace),” they
covered an average of 6 km in an hour in flat country such as the
Panjab, and only 4,8 km in a region of more uneven terrain, such as
Afghanistin. It is obvious that over short distances some fast horses
could reach speeds approaching 60 km an hour, but the popular
imagination has spun fantastic tales on this subject.®

Horses were practically never used as pack or draught animals,®
excepting certain common breeds, like the faynd of the Himalayan
border, which carried loads of from 70 to 110 kilos over shorter
distances;™ a few other breeds were harnessed on occasion to light
vehicles.™

The loads were reserved for the beasts of burden belonging to the
same family, but more rustic and less highly esteemed: mules and
donkeys.

Mules

Even though it would be an ideal pack-animal for transport in the
mountains because of its endurance and sure-footedness, the mule has
been used but very little in India, even in the Himalaya. Perhaps this
fact is connected with the aversion the Hindus feel towards this type of
hybridization, considered to be a monstrous act which mates an impure
and ignoble animal (the donkey) with a noble and pure creature (the
mare). ™ ’

26. Based upon the Arabian model, the Muslim sovereigns established horse
stations in North India, with a system of relays where couriers could change
mounts. Syyed Sabahuddin has collected the information provided by Mushm
sources in Islamic Culture (vol. XVIII, July, 1944, 269-82: “The Postal System
during the Muslim Rule in India').

27. Burnes, Travels, vol. 11, 147.

2B. For example, the exploit of the rider who was said to have covered the
route from Cittaur to Gaur (which are separated by 1,280 km) in three days, which
would be a daily average of 426 km! (Elliot, History of India, vol. IV, 418, n. 3).

29. Forbes (Oriental Memoirs, vol. 11, 185) states explicitly: ‘Horses are seldom
employed for the pack or draft’.

30. Vide Buchanan, in Martin, Eastern India, vol. 111, 269, 348,

31. Mrs Meer Hassan Ali (Observations, 323) noted in approx. 1830: 'l have
never seen horses harnessed to any vehicle in India, except to such gentlemen’s
carmages as are built on the English principles’. Modave ( Vovage. 119) had written
some S0 years earlier in his diary: ‘I do not believe that there are any countries with
fewer horses. If the English had not maintained some for their barouches, the hunt
and for other diversions, one would find almost none”,

32. Kipling, Beast, 227-8; Watt, Commercial Products, 752.
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They were, nevertheless, bred in the Paijab, north of Ravalpindi be-
tween Atak and Kasmir,” as well as from the Indus to Kabul.* Some
mules were also to be found in the Eastern Himilaya, as in Bhitan,
where they were bred from Tibetan donkeys and local mares.” Their
qualities were esteemed by the Mughal emperors who reserved for
them special stables® and used them when they travelled in the
mountains to the north-west. They were usually confided with ‘the
baggage and kitchen appurtenances’.” The sikh armies employed them
in the same fashion.® However, it does not appear that the mule played
any noteworthy role in other regions.”

Donkeys

The donkey, however, is to be encountered throughout India. espe-
cially in the semi-arid region to the west. Unfortunately, despite its
qualities (strength and resignation), it is considered to be impure® and

33, A'in, vol. 1. 160-1.

3. Elphinstone (Caubul, 143) observed at the beginning of the ninetecnth
century that the quality of breeds of mules improved to the west of the Indus and
that the Alghiin mules were better than those of the Panjab.

35. Pemberton, Report on Bootan, T2.

36. A'ln, vol. 1, 160-1.

37. Bemnier, Voyage, 1. I, 201, 250; Travels, 359, 392.

38. Fauja Singh Bajwa, Military System, 209-11. They were also employed in
Afghinistan at the beginning of the nineteenth century by the armies or wealthy
individuals to transport baggage (Elphinstone, op. cir., 143). They were the main
pack animals in the Persiun army (Irwin, "Memoir on the Climate... of Afghanistan
and the neighbouring Countries’. J.A.5. 8., vol. VIIL. 1839, 1012). According 1o
Burnes ( Travels, vol. 11, 147), when charged with a light load they covered 4.8 km
an hour. In Kuméayim, the mules of the Bhosivid which went to Tibet carried 2 man
{approx. 75 kilos) (Pant. Social Economy. 209). Based upon Kumar's text [Agri-
culture in India. vol. 111, 53). one might assume that they could cover from 24 to 32
km a day.

JU. The English endeavoured 1o advance the breeding of mules (Watt, Com-
mercial Products, 751-2). The Indians ure today actively interested in this develop-
ment, because of the strategic importance of the Himilayan frontier. The results
are, however, as yet mediocre,

40, “The vehicle of Alaksmi and of Kilartri, the donkey is associated with the
Gandharva cycle. no doubt through its quality as a lustful beast. serving in the
ritual of expiation of sexual misdeeds. s cry is held w0 be baneful’ {Renou. in fnde
Classigue. 1. 1, 336), Forbes (Oriental Memaoirs, vol. 1. 410) emphasizes the abusive
treatment to which it was submitted, and gives the example of Hindus, who would
sacrifice one of these poor creatures so as to terminate a dispute. During the
Mughal period. criminals were. prior to their execution. frequently marched
through the streets facing backwards astride a donkev 1o the voaferation of the
crowds. In certin remote villages this was but recently done to bumiliate mis-
creants { Kipling. Beasi, %-1). This treatment is inflicted by the Badjird on men
who have seduced an unmarmed woman { Nanjundayva., Myvsare Tribes.vol, 11, 170).
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thus reserved for those of lower caste. It is mainly the pack animal of
the launderers (dhobi)," as well as of certain pedlars of lower extrac-
tion.” Buchanan® was surprised that the donkey would not have been
more widely employed in commerce, for it was a more economical pack
animal than oxen: a good donkey was valued then at five rupees and
could cover three kos or 16 km daily with a load of some 40 kilos, all the
while nourishing itself at practically no expense.

Elephants

The Indian elephant® is of smaller stature and less weight than that of
Africa, and has a somewhat different profile. Its domain is today
limited to forests and the Himalayan border, Asam, the Western
Ghays, Maisiiru and Central India. Formerly, however, its prevalence
was more widespread and extended far into the plains of the North.*
lts enormous size (3,000 kilos on the average) enabled it to deploy a
considerable strength by means of its trunk, by sheer massiveness or by

41. Buchanan, in Martin, Eastern India, vol. 1. 599; vol. 11, 581; vide also A ‘in.
vol, I, 162,

42. According to Buchanan (Jourmey, vol. 1, 5, 143), the donkey was always
used in Tamil country by five types of people, all of lower caste; the Vanndr, or
launderers; the KuRavar, who transported salt from the coast to the interior: the
KaNNar, or tinkers: the VajaivaRkdrar. bangle merchants; and, a destitute group
called Cericukkdrar. They were employed by some salt and grain transporters in
Maisiru. Likewise in Paina (Martin, Eastern India, vol. [, 387).

43. Buchanan, Journev, vol. [, 416,

44. The elephant assumes a significant place in Hindu culture, in which it is at
the root of representations of Ganesa. ‘Symbolic of power and wisdom, fragments
of myth have been concentrated around elephants; their origin is held 1o be
miraculous, and the image comparing them to clouds is more than a mere rhetorical
figure' (Renou, in [nde Classique, t. |, 536). A good historical note regarding
elephants is found in Watt, Commercial Products, 696-7, as well as in an article by
H.W. Clarke, ‘Notes on Elephants and their Transport by Railway’, Professional
Papers on Indian Engineering, 2nd series, vol. VIII, 1879, 243-99, The charac-
teristics of good elephants {markings, colours, etc.) are to be found in Sanskrit
treatises; vide Matarigalild of Nilakantha, The Elephani-Lore of the Hindus, The
Elephant Sport, transl. by F. Edgerton.

45. According to the Arthafdsira (book 11, 50), clephants bred in Kalinga
(coastal region situated between the Mahanadi and the Godavari), in Anga (Bhé-
galpur region of Bihir), Karisa (zone in Kaimiir mountains), and in the castern
countries were the best; those of Dasima (east of Milava) and the western
countries were of average quality; finally, those of Saurdstra (Kathiyiavad) and
Pancajana country (in the vicinity of the Sarasvati River) were of inferior quality.
Abil'l Fazl (A'in, vol. 1, 129-30) mentions that during the period of Akbar they
were found in the provinces of Agri, llahabad, Bihir, Bangal, Orisa, Milava and

the Gongdvani. Thévenot (Travels, 63) speaks of those from Gilukonda and from
Kocci (Cochin).
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traction. It does significant work in the jungle or those zones of difficult
access where heavy loads are to be moved. It is, nevertheless, whatever
might be said, a delicate animal which does not tolerate exposure to the
sun, and requires constant surveillance and care, while demanding
abundant food.*

Utilization

Having an ‘armoured epidermis’, the elephant was very much em-
ployed in military operations during the Hindu period.* Subsequent to
the introduction of fire-arms to India at the time of Babur, the elephant
ceased to assume an offensive function in battles, and became no more
than a parade animal and beast of burden.

Every prince, from the humblest rdja to the emperor, was obliged to
possess a certain number. As Grose* wrote, ‘nothing indeed is more
suited to lend the impression of grandeur and pomp and to inspire
veneration than to see a great personage majestically seated upon a
throne at such height on such an enormous animal superbly capari-
soned’. The Vijayanagara kings maintained several hundred.” and
today the ruins of their stables can be seen which had once sheltered
part of them in the centre of the ancient capital.” The Mughal sove-
reigns retained several thousand™ in special locations where they were
tended to by a qualified staff.” Only a few were intended for use during
war; a goodly number among them were reserved for the tiger and lion

46, It is estimated in the Indian army that an average elephant requires a daily
ration of 6.8 kilos of grains, 80 kilos of hay and 180 kilos of grass (90 kilos of hay
and 215 kilos of grass for a large animal) (H. Singh, Domestic Animals, 114). In a
country where forage is rare, this represents an enormous expenditure (vide in
A'in, vol. 1, 129-31, the rations given them in Akbar's army).

47. It would appear to have been domesticated during the Vedic period and
employed in military operations dunng the subsequent epoch; its role was signi-
ficant at the time of the Macedonian invasion and was progressively augmented
during the first centuries of the Christian era. The elephant did not. however,
prevent the Muslim cavalry from shattering the Hindu armies. Vide Chakravarty's
excellent chapter (Art of War, 45-57) which concludes: “The Hindus erred not in
the use of elephants, but in the emphasis they put on that use’. Elephants being led
to war arc portrayed in the friezes of the Khajurdho temples (reprod. in Vidya
Prakash. Khajuraho, photographs 40-4) and also in the Konirak temple (reprod. in
Ganguly, Konarak, photographs 69-70).

48. Grose, Vovage, 248.

49. 400, according to Varthema (Travels. 1863 edition, 126).

50. Vide Longhurst, Hampi Ruins, 82 and photograph, 8L

51. 30,000 according to Coryat (in E.T., 247); 14,000 according to Terry (in
E.T., 304) under Jahdngir; 3,000 sccording to Careri (Travels, 218-9) under
Aurangzeb. Tavernier (Travels, vol. [, 224) specifies that in Dehli the emperor had
only 500, of which but 80 or %0 were intended for warfare.

52. A'in, vol. 1, 123-39,
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hunt; others were trained for single combat.” which was a favourite
past-time of the court and attracted throngs of spectators; finally,
others were used during journeys to convey the women of the harem as
well as heavy baggage.™ They were also employed by the large Hindu
temples for processions.” Several princes of the eighteenth century,
despite the great expense their maintenance entailed, surrounded
themselves with a prodigious number of these creatures, simply to the
purpose of personal gratification.™ There were then litters, particularly
large and heavy (candol), the shafis of which were attached by means
of straps to the backs of two small elephants,” but ‘the most superb and
striking mounting’ was a palanquin fitted atop the elephant, placed on a
thick mattress covering the animal’s back and held by ropes (neck-loop,
girth-strap, crupper) to prevent its slipping to the sides or backwards. It
was called haudah or ‘amdri, and its dimensions and decoration varied
according to the stature of the animals and their functions (hunt, travel,
war)* (vide Fig. XXXII. d.).

Thus the elephant, which can carry 400 to 500 kilos (being the
equivalent of the load of eight donkeys or ponies, of five oxen and of
three camels),” possesses a strength which is disproportionate to the
ordinary work demanded of it in transportation. The elephant’s domain
remains the forest, whence it comes and where it renders exceptional
service. Thus, when all is considered, it is recognized that apart from
the ancient and mediaeval periods, during which it was employed as a
machine of war, the elephant has been more an ornamental animal,
enjoying an immense prestige, symbol of princely power and the wealth

53. Elephant combat is a favourite theme of Mugha! miniatures.

54. Manucci, Storia, vol. 11, 339-40; Bermier, Travels, 359; Tavernier, Travels,
vol. I, 224; Irvine, Army, 175-6. In the Hindu principalities of western India, the
clephant served also upon occasion in the execution of criminals (Crooke, Things
fndian, 173),

33. Vide Buchanan, in Martin, Eastern India, vol. 111, 117. Some large temples
in the South. especially in Kérala, possess hundreds of elephants which can be seen
in processions at the time of important ceremonies.

36. Nizim-ul Mulk had taken 1.026 elephants with him during one of his
campaigns in 1730, When he had a cannon fired 1o ascertain the extent of their
habituation to the noise of fire-arms, there resulted such a headlong dispersion,
that 306 soldiers were trampled to death by the enraged creatures. Asaf-ud-daulah,
navab of Avadh (1775-97), possessed more than 1,000 elephants which served no
other purpose than to lend hin an appearance of power, which he did not in fact
have (Irvine, Army, 180),

57. As shown in a drawing by Mundy (Travels, vol. I1, 190-1 and f.p. 192).

38. It is very often represented in Mughal miniatures (vide Verma, Art and
Material Culture, 106 and pl. LXIX, 23-6). Vide also Bernier, Voyage, t. 11, 216:
Manucci, Storia, vol. 11, 339-40; Tavernier, Travels, vol, [, 224: Irvine, Army, 175-
6. Hobson-Jobson, 17, 427-8.

59. Kipling, Beast. 266; Humbley, Journal of a Cavalry (Xficer, 25-6,
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of temples, than a genuine beast of burden. The role assigned to the
elephant today in the plantations better corresponds to its nature and
capacities. The most utilized pack animals in India were the camel and
the ox.

Dromedaries

In the arid regions of India, the camel with one hump, or dromedary ™
was raised in an extensive manner on a much larger scale than today.*
Its qualities are known: hardiness, perfect adaptability to desert condi-
tions and the capability to live several days without water (but, when it
does drink. it stores 60 to 70 litres). It is, furthermore, sufficiently
supple to lend itself to diverse types of work: it can be mounted, loaded
with heavy weights as well as harnessed to the cart or plough and the
Persian wheel. On the other hand, it is not at ease in mountainous
regions, on rocky tracks which injure its paws, nor on slippery terrain.®

Generally these animals are classified according to their aptitude as
pack or saddle animal. And, it was based upon such criteria that they
were grouped in the imperial stables where. among the numerous
breeds of camels (Ajmer, Nagaur, Bikiner, Jaisalmer, Bhatinda and
Bhatner, etc.), that of Kacch was especially esteemed and considered
to be the best; that of Sindh excelled as a pack animal; while the Ajmer
breed provided the swiftest animals.™

6. The Bactrinn camel, usually with two humps and corresponding to the
climatic conditions of Central Asia, is unknown to India. There, only the so-called
Arabian camel, or dromedary, always with one hump, is employed. The drome-
dary is also found in western Asia, south of the Caspian, and in the desert and
mediterrunean zone of Africa. It would seem to have been domesticated as carly as
the Harappan period. In any case, the classic texts speak of its emplovment, mainly
in the nrmies, as pack and draught animal (vide Chakrvarty. Art of War, 57 n. 5,
103 n. 3; Srivastava, Trade, 144-5), The representation of mounted or loaded
camels is rare in ancient monuments; nevertheless, a camel procession is depicted
in the Laksmana temple in Khajurdho (reprod. in Vidya Prakash, Khajuraho,
photograph No. 50), as well as on the southern wall of the Vijavanagara ‘throne
platform’ {reprod. in Longhurst, Hampi Ruins, 62, fig. 23).

fil. With the development of irmigation and intensive deforestation of the
northern plains, the zones of camel breeding gradually diminished, and today the
dromedaries encountered in the Panjib and in Uttar Prades originate for the most
part in the desert regions of Réajasthiin and in Gujarit (Kumar, Agriculture in
India, vol. [11. 69; Watt, Dictionary of the Economic Products of India, vol. I1, 50-
64).

62, It is held to be the most useful and least costly of domesticated animals in
the rural life of arid India. As says the proverb: “The camel can do everything for its
master, except cook’ (Kumar, op. cir., 74, 67T).

63. A'in, vol. I, 151. The best breeds duning the Afghiin war were judged to be,
in order of decreasing efficacy, those of Bikiner, followed by those of the Panjab
and then those issuing from Sindh (Crooke, Things Indian, 76). According to
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Pace and Load

Those dromedaries meant for use as saddled mounts,™ light and
mimble, can cover 60 to B0 km daily over ten to fifteen days at a
stretch.” Well-fed and trained, the best among them are capable, if it
be a matter of urgency, to cover twice that distance,” and exploits of
this type are by no means rare in the desert annals.*

The pack animals are equipped with a saddle™ to which the load is
affixed. At Akbar’s time, regulations of usage restricted the load to six,
eight or ten man (148, 198 or 247 kilos), respective of the different
categories of camels.™ The armies of British India only selected those
animals capable of carrying 480 pounds (216 kilos).™ In commercial
caravans, there was no uniformity: the Sindh dromedaries, which by
stages of 20 to 32 km provided the transport of merchandise as far as
Qandahar traversing the gaps of the western border, were consigned

today’s experts, the Bikiner dromedaries ure the hardiest saddle animals and the
Indian Camel Corps uses only this breed (Kumar, op. cit., 69).

4. The saddle for the dromedary (kdghi), which is remarkably decorated in the
Padijab and Sindh, s comprised of two parts: at the rear is the passenger’s seat, and
at the front. that for the cameleer. who directs the animal by pulling its nose-ring
with a simple lead (Baden Powell, Handbook, 132; Postans, Personal Observa-
tions, 108; Murdo. "An Account of the country of Sind", LR.A.5._ vol. I, 1834,
230).

5. In Akbar's royal stables. certain of the lighter camels were specially trained
s as 1o rapidly cover long distances and to convey the imperial courier (Ain, vol. 1,
155-6). The Muslim princes of South India retsined several to CONVEY NEWS
(Ananda Ranga Pillai, Diary, vol. 11, 310). Father Coeurdoux ( Lertres édifiantes, 1.
XV. 157) wrote in 1760 that the Moors of the Deccan used couriers mounted on
dromedaries. named asviri or dak asvdri, who covered up to 50 kos a day,

66. Mundy (Travels. vol. 11, 190) was told in 1633 that the camels employed in
the postal service generally covered T kos daily (at least 150 km). The swiftest
saddle camels were supposed to be those from Siva (south of Jaisalmer); they are
called Rdma Thaliva, and are able to travel without difficulty a distance of 130 1o
160 km in one night (Rajputana Gazetteer (Erskine), vol. 11 A, 106).

67. The Sukraniti (ch. IV, 11, 201-2) states that a good camel can travel 30
vejara (240 km) in one day, which seems improbable. Nevertheless, Charles
Napier, at the time of a mounted expedition to capture a rebel chief, covered with
his company of ‘meharists’ 112 km during one night, seized the bandit and returped
to his point of departure during the day, hiving covered a total of 224 km in 24
hours! (Kipling, Beast, 281 .) .

68. This pack-saddle (pdldn) is made of two arches connected by two cross-
picces; fashioned according to the size of the particular animal. it is individual and
cannot be utilized for another (Baden Powell, Handbook, 132, Kumar, op. cit..
72).

6. A'in. vol. 1, 156 (akbari man = 24.75 kilos).

0. Humbley, Journal of a Cavalry Officer. 25-6.
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XXXI. Animal porterage: a., b., c., pack-oxen (based upon drawings from the beginning of the
19th century: Solvyns, Les Hindows, 1. IIL, s.v. ladou-byl, and G. Chinnery, drawing conserved at
the India Office Library and reproduced in Archer, British Drawings, vol. 11, 572, pl. 72); d.,

‘amdri or “'princess seat”™; ¢., seat of the same type on a dromedary (from Mughal miniatures of the
Bibliothéque Narionale, Paris, reproduced in Manucci, Storig, vol, IV, {. p. 58 and 368).
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loads of only 86 kilos;" between Agra and Surat, in comparison, over
less irregular terrain the strongest animals were loaded with up to 225
kilos.” Normally, however, it was estimated that the camels could
cover some 32 km a day with an average charge of from 150 to 200
kilos.™

The dromedaries were utilized for very diverse tasks. Other than
transport of merchandise they were employed among the nobility to
convey the women in muhdfah, the shafts of which were affixed by
means of straps to the backs of two animals:™ seats similar to the
haudah could also be adapted to the dromedaries’ humps™ (vide Fig.
XXXII, e.). Finally, women of modest status travelled in large baskets,
known by the name kajdvah, attached by yokes to the animal’s back.™
They could also carry light cannons or zambiirak.” At the close of the
last century, it was common to encounter on the roads of the Pafjib

large two-tiered vehicles, filled with passengers and harnessed to four
or six camels.™

71. 12 stones or 86 kilos (Murdo, *An Account of the country of Sind’, J.R.
A.S., vol. 1, 1834, 230). According to the testimony of Steel and Crowther
(Purchas, vol. IV, 26), because the sea route leading to Persia was closed as a result
of the war, 12,000 to 14,000 camels loaded with goods set out in 1615 to Qandahir,
whereas in normal times only 3,000 would have journeyed. Moreland (India at the
death of Akbar, 206-7), estimating the average load carried by a dromedary to be
225 kilos, concludes that this traffic represented in the first case 2,700 or 3,000 tons,
and in the second, 675 tons. If the figure provided by Murdo is given credence,
Moreland's estimate would be much exaggerated.

72. In February 1619 goods were expedited from Agri to Surat via camels; the
pakkd loads were 9 man, i.e. 222 or 267 kilos, following the adopted units (1 akbari
man = 24.75 kilos, 1 jahdsgiri man = 29,70 kilos); but, half the animals bore a
lesser load. In December 1635, camels were hired 1o undertake a transport from
liriﬁandarlu'l‘nni;pakkdhadsufﬁmmmﬁﬂkilm(ﬂﬁjMMIIlJ
kilos) were reckoned (E.F., 1618-20, 74; 1634-6, 125). Moreland {From Akbar to
Aurangzeb, 340-1) estimates that the bales of indigo from Agri weighed some 250
Ibs; as two such were affixed to the pack of the camel, that made a load of 500 Ibs,
or 225 kilos.

73. Burnes (Travels, vol. I1, 148), following careful observations, found that an
a road passing through the plains, appropriately charged dromedaries covered 2
milcsL’-l]]ymds.nrJ,Si:mhuurlrunlhe:w:thuthdrpmwumnr:rtpid
during the early hours than at night; and, that after having journeyed 41 km, they
wuhencd.ﬂ:elmdc:ni:dwnsfmmﬂﬂﬂ:uﬂ]lh.mﬂlu;mhhdm
(Voyage, 328) and Jacquemont (Découverte, 55); some 500 lbs, or 225 kilos,
according to Forbes (Oriental Memairs, vol. 1, 357). Following Crooke ({Things
Indian, T7), it can be estimated that seven camels would transport one ton over a
distance of 32 km while marching from berween 8 and 10 hours a day.

4. A'in, vol. 1, 153

75. Vide Manucci, Storia, vol. 1V, illustration f.p. 392,

T6. Forster, Journey, vol. 11, 934,

17. Irvine, Army, 136-7.

T8. Ibid.; Kipling, Beast, 281-8,



Modes of Transport 241

Indispensable animals, the dromedaries thus facilitated transport
and communication in the entire zone of the North-West, where their
only concurrence was the ox.”

Oxen

The Indian ox (Bos indicus), or hump-backed ox,* which plays an
essential role in the emotional, social and religious life of the Hindus,"
was the means of transport par excellence in tropical India: used as a
mount and pack animal, it served also for draught and was employed to
draw almost all the carts.”

79. As Modave wrote (Voyage, 328): "The employment of these animals is in a
way absolutely necessary in Indoustan, where there are few or no mules. The
nobles, military men, wealthy merchants and other travellers make use of camels to
transport their baggage. Above all, the armies truil them along with them in
prodigious numbers. | do not think that there would be less than 100,000 camels in
the four cities of Fezabad, Laknau, Delhi and Agra. 1 recollect having seen them
sppear by the hundreds in the fields along the route leading to the two imperial
cities’.

80. The Indian ox, which has an adipose hump between the shoulder blades, is
called zebu by zoologists, a term quite unknown in India (vide, regarding this
subject. Hobson-Jobson, 979).

81. The cow remains in India the sacred animal par excellence. Rituals utilize
as purificatory agents the paricagavya, the five products of this animal: milk, curd,
butter, urine, dung. A number of legends are associated with goloka, the ‘cow
world® which designates one of the Brahmanic heavens. The metaphors in the
classic texts formed of the name of the cow and the operations in which the cow is
instrumental, notably regarding the milking, are very numerous (Renou, in Inde
Classigue, t. 1, 535). In the sphere of everyday life, the attention given the cow is
reflected in the vocabulary, which distinguishes precisely the specific attributes
{favourable markings, coat, eyes, horns, hump, members, hooves), as well as in the
protection which it enjoys (injunction against its killing) and in the role which it
plays in certain religious festivals, such as maguporikal (boiling (of rice) for cattle)
in Tamil country, at which time the animals receive garlands of greenery and
flowers (vide A'in, vol. 1, 157; Linschoten, Voyage, vol. 1, 257, 300; Bemnier,
Travels, 326; Thévenot, Travels, 91; Kipling, Beasi, 114-35; W.D. Gunn, Caitle of
Southern India, 47-8). A noble animal, it could upon occasion be used by the
emperor himself. Thomas Roe ( Embassy, 426) recounts that one day Jahangir went
for a stroll with his beloved, Niirjahin, in a covered vehicle drawn by oxen. The
president of the English trading estblishment in Surat dispatched an Indian can
hamessed with two white oxen to receive the German aristocrat Mandelslo (Man-
delslo, Travels, ed. Commissariat, 14},

82, “This animal fulfills all the functions intended for horses and mules in other
countries. It draws carriages; it serves as mount; it is charged with travel gear and
bundles; it transports grain from one province to another; it works the earth which
is ploughed; it threshes grain by trampling upon it; it does not quit a chore to which
it has been submitted” (Pernin, Voyage, vol. 1, 101).
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Breeds

Because its domestication is ancient,” local differentiation has resulted
in numerous varieties, ranging from the animal of small stature, slender
and light, to the large ox, long-legged, boney and very muscular.™ It
remains unknown to which extent the Indians have been concerned
with the improvement of the existing breeds through intentional cross-
breeding. Akbar seems to have taken interest in doing so. Abi'l-Fazl®
mentions that the Mughal sovereign was aware of the problem, and
that the animals were grouped according to categories in the imperial
stables and attended to by a qualified staff, Howewver, it was the
sovereigns of Maisiiru who, during the seventeenth and eighteenth
centuries, made the most sustained efforts in this respect. A thorough
selectioning of the best local animals and judicious cross-breeding
enabled them to produce the hardy breed of amrta mahal® which
subsequently coniributed to the exploits of Haidar *Ali and of Tipi
Sultan.”

83. Excavations made in the Indus Valley have unearthed skeletons dating
from the 3rd millennium. It was a domestic animal in the Harappan period
(Piggott, Prehistoric India, 121, 155).

84, *These oxen are of different sizes and very hardy, so that some of them will
travel 15 leagues a day. There is dne kind of them, almost 6 foot high, but they are
rare; and on the contrary another which they call dwarfs, because they are not 3
foot high; these have a bunch on their backs as the rest have, go very fast and have
to draw waggons' (Thévenot, Travels, 73). Vide also A'in, vol. I, 157-8: Finch, in
E.T., 18; Terry, in E.T., 297-8, 311; Kipling, Beast, 131,

BS. A'in, vol. 1, 157-60. Watt (Commercial Products, 735) is not convinced by
the chromicler’s arguments; he judges that his description ‘reads more like a
proctamation of the pageant of the all-wise and good emperor than a statement of
his efforts towards the improvement of the cattle in India’.

86. It was in fact the rdjd of Maisiiru, in particular Cikka Dévarija Odeyar
(1672-1704), who created a special department charged with the improvement of
the cattle, and supervised the process of selection in the royal stables. When Haidar
*Ali usurped the throne, he appropriated the enormous herds of the nijd and other
dignitaries so as to use them in his army (he was reputed by tradition to have had
600,000 oxen). His son, Tipt, reorganised the administrative department of the rdjd
and gave it the pompous name ‘amrta mahdl’ (ampta, nectar, milk). He established
an entire reglementation which was adopted by the English subsequent to the
capture of Srirangapaftana: the ‘amildir were responsible for the training of the
young animals which were then classed in different categories according 1o their
aptitudes with plough. cart or as pack animals. Each year the sovereign had the
animals pass in review (W.D. Gunn. Cattle of Southern India, 8-10).

87. It was due to these oxen that Haidar ‘Ali, after having suffered a bitter
defeat, could make a 162 km march in two days and was able to take with him his
cannons, and it was also because of them that Tipih Saltin succeeded in traversing

the entire south of the peninsula in one month to re-capture Bedandiru (ibid.
10-19).
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From region to region the quality, the requirements and efficiency
of the oxen differ significantly. Only mediocre animals are raised in the
abundantly watered regions, the deltaic plains corresponding to rice-
growing country, where the pastures are inadequate and selectioning
not practised, as on the western coast, Bagal or Asam. Conversely, in
those zones of weak rainfall, good work breeds are raised whose
aptitudes for draught and porterage were recognized al a very early
date.® The most esteemed oxen in the South are those originating in
Vangolu (Ongole) or Nelliiru, which are strong and able to pull heavy
carts, but slow; and, those from Maisiiru which are of average size, very
hardy and able to make long journeys with moderate loads.™ In the
North-West, among the Paiijab varieties, that of Hamsi is valued for
heavy transport. Those from Mailava, solid and tough but not very
swift, would have been the preferred pack animals of the Barijard, who
carried on an active commerce with the Deccan.” Animals well adapt-
ed to porterage originate on the Kathiyivad peninsula; their large
hooves, however, are overly sensitive to hard surfaces. Finally, the best
oxen in India are those of Gujarét; able to carry or draw heavy loads,
and having a lively and alert gait, they were highly regarded by
European travellers and Akbar’s chronicler.”™

Those animals intended for transport were often shod.” They
received a more substantial nourishment than the others: their meagre
ration of fodder was complemented by a mixture of rice, lentils (daf) or

88. Watt, Commercial Products, T32-43; Kipling, Beast, 114-70; Crooke,
Things Indian, 90-5, L.G. (1908), vol. 111, 76-83; Kumar, Agriculture, vol. 111, 1-22,

89. Buchanan, Journey, vol. I, 142-3, 290; Perrin, Voyage, vol. I, 102; Crooke,
ap. cit., 93.

9. Crooke, op. cif., 95.

91. Vide, inter alia, Forbes, COrriental Memoirs, vol. 11, 184-5; A'in, vol. 1, 157.
The ordinary animals were not expensive. A letter from Bharue, dated 20 Septem-
ber 1647 (in E.F., 1646-50, 156), stated that they were valued at Rs. 10 and that it
was necessary to find a place where they were yet less costly. Perrin (Voyage, vol. 1,
105) specifies that this common animal was very cheap and that one could "have a
choice ox for 12 francs of our money”. But the ox of good breed or with favourable
markings, considered as a sign of prestige, could cost fortunes. Tavernier (Travels,
vol. 1, 37) gave Rs, 600 for the two oxen of his team, According to Thévenol
(Vovage, 152), the Dutch had purchased white oxen at 200 écus a head. Finally,
Akbar was reputed to have paid Rs. 500 for a pair (A'in, vol. 1, 157).

92. Thévenot (Vovage, 151; Travels, 72-3) describes the procedure thus: ‘They
cast them with a rope fastened to two of their legs and so soon as they are down,
they tie their four feet together, which they put upon an engine made of two sticks
in form of an X; and then they take two little thin and light pieces of iron, which
they apply to each foot, one picce covering but one half foot, and that they fasten
with three nails above an inch long, which are clenched upon the side of the
hooves, as horses with us are shod'. Buchanan (Journey, vol. 1, 143) states that in
Maisiiru they are shod “with slight iron shoes'.
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peas (koflu). with clarified butter and sugar.” Especially the draught
animals were cared for attentively.™

It was common to utilize the ox as a mount, placing a carpet or
saddle on its back and guiding it by means of a lead traversing the nasal
septum.” And then, above all, it was employed as a pack animal.

Pack-oxen™ (vide Fig. XXXII. a.. b., c.)

An ox generally carries its load in a bag formed of two large pouches,
made fast by ropes to a thick carpet or padded cushion, itself affixed by

93, A'im, vol. I, 158; Thévenot, Voyage, 155; Travels, 73. Modave (Voyage,
469) judged that the food supplement enabled the pack animals to better endure
the fatigue: “Those oxen in service which are daily provided with grain better
support this change (of season), with the help above all of masdld. These masdla
are the secret of the subsistance of the beasts of burden in Hindusthin, as well as of
horses and even elephants. It is a mixture of flour, butter, sugar and other
ingredients, including sometimes even opium. With these one makes fist-sized balls
which are stuffed down the animal's throat until the pills have been swallowed. This
serves 1o sustain them and renew their forces, and is administered to them more or
less frequently in proportion to the ardours of the journey’,

94, *When an ox is intended for the harmess, its fate is different from that of its
companions. [1s fortune is made, and it has pothing to fear in the future. It is
lavished with caresses and every attention: it is nourished delicately and groomed
with exactitude; not the least stain is tolerated on its coar. Furthermore, it is
decorated more or less magnificently according to the role it is 1o play. The least
that one does is to encase each of its horns with brass and to put around its neck a
necklace made of polished metal strips. But, if it has been favoured by fate to enter
into the stables of a prince, it becomes itself a figure of distinction. The casing of its
homs is of massive gold; its necklace is made of the same metal, or of polished
silver; its straps are comprised of rich fabrics. There remains nothing for it to desire
beyond the sentiment of its dignity" (Pernin, Voyage, 103). Vide also Thévenot,
Voyage, 152; Travels, T3; Fryer, New Account, vol. I, 296,

95. 'Seeing the oxen in the Indies are very tame, many people make use of
them in travelling, and ride them like horses; though commonly they go but at a
very slow pace. Instead of a bit they put one or two small strings through the gristle
of the ox’s nostrils, and throw over his head a good lurge rope fastened to these
strings, as a bridle which is held up by the bunch he hath on the fore part of his
back. that our oxen have not. They saddle him as they do a horse and if he be but a
little spurred, he'll go very fast; and there are some that will go-as fast as a good
horse’ (Thévenot, Voyage, 151; Travels, 73). Ovington (Voyage, 151) and Perrin
{Voyvage, 104) make the same observation. The sketch of a mounted ox is to be
found in Mundy's account { Travels, vol. II, 192, pl. 12, D).

96. Pack oxen are but rarely represented in ancient art. However, convoys of
oxen laden with bags are sculpted in the friezes of the Kondrak temple (reprod. in
Ganguly, Korarak, photographs 67-8). Mughal miniatures sometimes portray
these animals in scenes depicting daily life, as for example the painting which
recounts of the construction of Fatehpur Sikri, where oxen are to be seen trans-
porting sand (Akbar-ndmak in the Victoria and Albert Museum, London, reprod.
in Verma, Arr and Material Culture, pl. LXXVII), The degree of interest in this
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means of a strap gbout the stomach and a crupper.” The weight of the
load it must carry varies from region to region in relation to its stamina.
On the Maisiiru plateau, the best of the animals were employed to
convey bales of cotton weighing from 148 to 185 kilos over a daily
distance of 19 km."™ Spices, pepper, betel, etc., were consigned to these
animals of lesser quality, distributed in bags weighing 93 kilos.™
Finally, for the transport of grains, the most ordinary oxen (or don-
keys) were utilized, which could carry lighter loads (from 54 to 72 kilos)
at a slow and irregular pace. Merchants did not risk entrusting them
with valuable merchandise, being apprehensive that the prices might in
the meantime change and thus their advantage be forfeited."™ On the
Gangetic Plain, in Bihér, the animals used for transport usually covered
19 km while carrying some 113 kilos on their backs." From Mumbai to
Pune, on the difficult tracks of the Ghats, their load was limited to 73
kilos."™ The British army in India selected only those animals able to

mode of transport is reflected linguistically in the abundance of names which
denote the packs, bags and baskets affixed on the backs of animals. Grierson
(Bihar Peasant Life, 24-5) made note of this vocabulary in Bihar, where it vanes
from region 1o region.

97. As is shown in a print by Solvyns depicting a laddi bail (pack ox) (in Les
Hindous, . 11, s.v. fadoubyl) and in a drawing by G. Chinnery (circa 1810-22)
treating of the same subject (reproduced in Archer, British Drawings, vol. 1L, pl.
72). Grierson (op. cir., 24) specifies that in Bihir one utilized a large cushion
stuffed with straw and covered by a leather piece. This thick carpet was adequate
when well-balanced bags of salt or grains were placed upon it; however, for the
transport of hard objects, there was a pack-saddle consisting of a wooden frame-
work with padded strips, which is still to be seen in certain isolated regions of Orisa
(vide Cenxus 1961, Village Monographs, vol. XII, part VI, N. 4, photograph of a
pack oax).

98, A load of 12 to 15 man, or of 3272 to 409 |bs (Buchanan, Journey, vol. 1,
142). According to Tavernier ( Travels, vol. [, 32), the celebrated oxen of Gujarit
carnied from 300 to 350 lbs (140 o 170 kilos).

99, A load of 8 man on the average, or 206 lbs (Buchanan, op. cil., vol. 1,
143). At Sird, the average load for oxen was about the same: 8 man, or 213 lbs
{ibid. . 290); that of pack animals traversing the Ghils was also 8 man, or 194 1bs, or
B8 kilos (ibid., 416),

100. Buchanan, Journey, vol. 1, 143, The same distinction was made among
oxen in Kiraikkil at the begimning of the nincteenth century: “The load of a pack
ox is fixed at 4 galons and 6 markals of nelly (158 kilos). There are none in our
aldeas able to carry such a load. In our area there are those which carry 3 galons
(105 kilos), or others, 2 g. 6 m. (88 kilos). some again carry 2 g. (70 kilos), and the
weakest, ¥4 g. 6 m. (53 kilos). The average term of these 4 different weightsis2g. 3
m. (80 kilos). The pack ox which is not employed for ploughing carries 3 g. (105
kilos) of nelly’ (Cordier, Historigue, 121).

101. Buchanan, in Martin, Eastern India, vol. 1. 387, 559; vol. 111, 269.

102. Seely, Ellora, 37. On the west coast, south of Govi, the pedlars loaded
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transport 95 kilos."” When all is considered, the average load of oxen of
good breed can be roughly estimated at 150 to 170 kilos, while that of
animals of a more ordinary variety at 80 to 100, and that of common
oxen at 50 to 70 kilos.

Buffaloes

The buffalo (Bos bubalus), having been domesticated at the same time
as the ox.™ is better suited than the latter to zones of heavy rainfall or
regions where work is done in water." It adapts itself very well 1o pack
and draught, and can even bear heavier loads and draw heavier carts
than an ox of equal size. Nevertheless, the buffalo has played a
negligible role in long-distance transport, because it does not tolerate
well the heat and has need of frequent baths. It was usually employed
to carry water." Sometimes it was hamessed to a cart over shorter
distances." In some regions it served as a pack animal: the large
buffaloes employed by the cloth merchants of Bengaliru could cover
from 19 to 24 km a day with an average load of 185 kilos;"™ those of Sira
carried 145 kilos over a distance of only 14 km."™

Thus the ox was by far the animal most used for transport in tropical
India, followed by the dromedary which assumed an equivalent role in
the arid region. The latter has retained its function in desert areas; but
the ox. which is still harnessed to the cart in rural areas and remains the
main draught animal, is practically no longer employed as beast of
burden. It is therefore appropriate to recollect how this mode of
transport was organised.

their oxen with only modest packs of 3 or 4 man (at 28 Ibs each, about 37 to 50
kilos) (Bombay Gazetteer, vol. XV, Kanara, part [, 80.)

103, Humbley, Journal of a Cavalry Officer, 25-6.

104. It was a domesticated animal in Harappa (Piggott, Prehistoric India, 156).
The Laws of Manu (book X1, 69) mention it often. Among the Todava (Todas) of
the Nilagiri (Nilgiris) it plays today an important role in religious ceremonies
(M.G., 904-5).

105. The best species are, however, found in the areas of average water fall in
western India (Watt, Commercial Products, 735-6; 1.G. (1908), vol. IIl. BI-3;
Kumar, Agriculnure, vol. 111, 9-10).

106. It was the main labour of the buffaloes in Akbar's imperial stables (A'in,
vol. I, 158). Vide also Ovington, Vovage, 151; Fryer, New Account, vol. 1, 295.

107. Buchanan, Journey, vol. 1. 2; Ovington, Voyage, 151.

108. A load of 15 man, or 410 Ibs (Buchanan, Journey, vol. 1, 143),

109. A load of 12 man, or 320 Ibs (ibid., 290). Kosambi (Culture and Civili-
sation, £.p. 133, fig. 4) gives a photograph of a buffalo with pack saddle bearing

provisions and material to the Niine pass, west of Junnar in Mahiirastra.
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b. OrcamizaTion oF TransPoRT BY MEANS OF PAck ANIMALS

The rhythm of economic life was linked with the slow pace of these
animal porters, In 1800 in Maisiiru, the transport of merchandise was
effectuated almost exclusively by means of pack-oxen." The situation
was similar on the eastern coast,'"' as well as in Bihar and Central
India.'” The peasants in the countryside used their animals to go to
fairs or the local markets; during the off-season, they used them to
convey their harvest to the neighbouring cities,'" or to undertake small
commercial transactions.”™ At Buchanan's time, some kannada com-
munities were specialized in animal porterage. Thus, in Bengaliru
among the banajigdru merchants, there were many who raised oxen
which were for hire. The cost of transport was calculated on the basis of
an average load of eight man, or 93 kilos, and the distance covered, but
never according to the duration of the journey. It was furthermore
understood that the goods were expedited at the risk of the sender, who
had to dispatch a reliable person to accompany the consignment.'" Just
as in eastern India tradesmen such as the baldivd or laddi bepari,
conducted commerce with their own pack animals, which they occa-
sionally hired outr when these were not occupied.'™ There prevailed in
this respect no uniformity. These movements, which corresponded 10
the needs of an essentially rural population and the quite limited
relations among provinces, were complemented by the circulation of
professional transporters who played a major role in inter-regional
communications: the Barijdrd.

Barijara
Known by different names from region to region (Basijdra, Birifijari,

110, Buchanan (Journey, vols. I and II), at the time of his journey across the
plateau, nowhere mentions having seen goods being transported in another
manner. Heyne ( Tracts, 82) specifies that all goods were conveyed on the backs of
OXen,
111. Place’s Report on the State of the Jaghir, dated 6 June 1799 (Tamilnadu
Archives, ms. No. 18858-493, 287-8).

112. Buchanan, in Martin, Eastern India, vol. 1. 387, 557; vol. [, 269;
Colebrooke, ‘Narrative of a Journcy from Mirzapur to Nagpur', Asiatic Annual
Register for the Year 1806, Misc. Tracts, 34-5, 38.

113. Letter from Munro to the Board of Revenue, dated 11 January 1805 (cted
in Sarada Raju. Economic Conditions, 188).

114. Buchanan, in Martin, Eastern India, vol. I1, 1017.

115. Buchanan, Journey, vol. I, 143. In Davangere, some fivabhakia, Muslims
and Marathas provided for transport under similar conditions (ibid. . vol. 11, 432).

116. Bochanan, in Martin, Eastern India, vol. I, 379 (Bihar); vol. 11, 288
(Bhagalpur); vol. 11, 569 (Gorakhpur); vol. I, 1017 (Dinajpur). Concerning the
different communities of merchants in South India, vide Sarada Raju, Economic
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Lambadi, Lambani),"” they constituted local and regional groups' of
itinerant cattle breeders who earned their living by transporting goods
from one region to another. Each group, led by a hereditary or elected
chief, called nayaka in the Deccan," formed a fdndd (camp or cara-
van), the importance of which corresponded to the size of the herd
possessed: ranging from several hundred to several thousand."™

Role

Above all the role they assumed in the provision of armies is known,
for they are incidentally mentioned since the fifteenth century in the
accounts of military campaigns. In 1417, at the time of a rebellion in the
Bahmani kingdom, the chronicler mentions the interception of one of
their convoys coming from Barér.” In 1505, during Sikandar Lodi’s
campaign against Dholpur, they were in the sovereign's service.™
When the vazir of Sahjahan invaded the Deccan in 1630, he had with
him two groups of Barijdra, the first consisting of 52,000 and the second

Conditions, 186-90,

117, Regarding etymological points, vide Wilson, Glossary, 60, 308, and
Hobson-Jobson, 114-5, 502. Even though these transporters are mentioned only as
of the Muslim period, it cannot be said that they came to India with the invaders
from western Asia. On the contrary, when their traditions are considered, and the
inviolable freedom which they enjoyed in this country as well as the almost
religious respect which they inspired, it can with all probability be supposed that
they are of Indian origin. Specialists think that they issved from the Cdran or Bhdr
caste, bards and transporters from Rijpatini, and that subsequent to the establish-
ment of the Muslim dynasties they offered their services to the various emperors
and merged with other transporters, Hindu and Muslim, to constitute a new group.
or rather local and regional groups of a professional caste (7). As pertains to their
ongin, traditions and life, vide Crooke, Tribes, vol. 1, 149-67; Nanjundayya,
Tribes, vol. 11, 137-97; Thurston, Castes, vol. IV, 207-32; Russell, Tribes, vol. 11,
162 sq.

118. According to Tavernier (Travels, vol. 1, 34), they comprised four groups
specialized in the transport of wheat, rice, vegetables and salt. Nanjundayya
(Tribes, vol. 11, 150) describing the internal structure of this caste, states that it was
divided into three principal groups.

119. Heyne, Trocts, 83; Briggs, Account of Origin, History and Manners... of
Bunjara, cited by Manjundayva, op. eit., 175,

120, Between Govi and the Deccan plateau, these caravans consisted ‘usually
of five to six hundred oxen. the greater number of which carry the goods and
provisions. The others serve as mounts for the drivers’ women and children’
(Anguetil Duperron, Zend, t. 1, I, CCXXII). According to Briggs (op. cit., in
Nanjundayya. Tribes. vol. 1, 175), each member of the community possessed from
4 to 200 oxen and a fdndd could easily number 30,000 oxen.

121. Briggs, History of the Rise of the Mahomedan Power, vol. 11, 243,
122. Elliot, History of India, vol. ¥V, 100,
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of 180,000 oxen.”™ Finally, Jahangir specifies in his memoirs'™ that
between Multin and Qandahir they followed the army with some
100,000 animals.

Their name recurs then repeatedly in the accounts of military
operations. They not only provided fresh supplies to the imperial
armies, but also to the Maratha camps, the troops of Tipa Sultan and
the European soldiers. The English generals make frequent allusion to
them in their reports.” Without their support, it would have been
impossible to feed the soldiers on campaign. No large-scale military
operation could have been undertaken without the aid of the Banjara:
during the Mughal period. they represented a veritable institution.

If they assumed during war time the role of suppliers to armies, it is
because they were, prior to the establishment of the railways, the only
transporters capable of conveying over long distances and in large
quantities the basic foodstuffs (grain, salt, sugar) from the zones of
production to centres of consumption. This aspect of their activity is
not well known, because the foreign observers of the period were
above all susceptible to the picturesqueness of their life; and, then
again, the goods with which they were charged were destined princi-
pally for consumption and were thus not recorded in any ledger; finally,
because their enormous caravans eventually disappeared from the
Indian countryside and. with them, the memory of the transactions
they effectuated.

Nevertheless, throughout the country, particularly in those regions
in which communications were difficult, as in the jungle of Central
India, the terrain of the Ghiits or the Deccan Plateau, they assured the
transport of indispensable products among different and sometimes
complementary economic regions. Usually, they conveyed the salt
from the coast to the interior of the country. whence they returned with
grains; but, often they loaded themselves with more diversified pro-
ducts. foodstuffs and manufactured items.* Forbes™' states that from
the plateau to the western littoral, they transported grains. oil. cotton
cloth and silk; returning mainly with salt and also raw cotton, spices,
iron, copper and mmported articles. Buchanan™ specifies that in

123. Berar Gazetteer, cited by Crooke { Tribes, vol, [, 151) and by Nanjundayya
(Tribes, vol. 1L, 1349).

124, Tiizuk, vol. 11, 233.

125, Vide Wilks. Mistorical Skerches, vol. 11, 236-7; Moor, Narraiive, 131-2.
Briggs {op. cit., in Nanjundayya, Tribes, vol. 11, 141) relates that in 179, at the
time of the campaign against Tipi. the English representative advanced them Rs.
150,000 to search for the grains necessary for the subsistence of the British troops
who besicged Srirangapattana. Even though the city had been taken prior to their
arrival, the English general accepied the entire consignment.

126. Heyne. Tracts, 82; F. Martin, Mémuofres, 1. 11, 265,

127. Forbes, Oriental Memoiry, vol. 11, 276-7,

128. Buchanun, Journey, vol. 1, 419,
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Maisiru at the time of Haidar *Ali, the Lambadi had obtained from the
sultan the monopoly of all commerce which took place between the
coast and the Ghips, save for cloth, tobacco and clarified butter.

One of the most characteristic features of these groups was the
immunity which they enjoyed throughout India, even in time of war.™
Until the close of the eighteenth century, the Basijdrd could circulate
freely through different regions of the subcontinent, without anyone
daring to impede their movements. Their person and property were
respected by all political authorities; and, if they should at certain
borders be obliged to pay the normal passage rights, at many others
they passed freely. They were considered as neutrals in zones of
combat and provided supplies without discrimination to the one or the
other camp. Even should the goods destined for one army have been
seized by the soldiers of the enemy camp, they were paid normally
without any further complication having troubled the transaction. It
was only at the end of the Mughal empire, when they had begun to
indulge in pillage, then in criminal acts, that they forfeited their
privileges.

Tandd on the March

Veritable nomads,"™ they were continually underway during the fair-
weather season.” Each day they travelled on with their oxen,™ which

129. This astonishing privilege explains that one could have made a connection
between the Caran or Bhat of Rajpitana and the Bajard. As Tod states (Annals,
1884 edition, vol. II, 674) ‘It was the sanctity of their office which converted our
bardais into bunjarris, for their persons being sacred, the immunity extended
likewise to their goods and saved them from all imposts’.

130. “These people take an entire family along with them: the women give birth
along the way and suckle their children who are born, live and die, as it were, as
wayfarers' (Anquetil Duperron, Zend, . 1, I, CCXXIT). Today they are settled
almost everywhere.

131. These people, continuously on the move in often inhospitable regions,
were very superstitious and practised quite commonly human sacrifice before
undertaking their long wanderings. They would kidnap a child and it would be
interred up to the shoulders, after which they drove their oxen over the unfortunate
victim, in the belief that this act would favour their expedition. On the way, they
were of the habit to attach a piece of cloth or small bells to certain bushes, which
had religious import, but served as well as milestones. In other places they erected
piles of stones in honour of the goddess, these alo representing points of reference
(Cumberledge, Some Account of the Bunjarrah Class, 18-20; Abbé Dubois, Hindu
Manners, 70, Moor, Narrative, 212; J. Cain, *“The Bhadrachelam and Rekapalli
Taluqas', Indian Antiquary, vol. VIII, 1879, 219).

132. According to Forbes (Oriental Memoirs, vol. 11, 277), they conveyed their
goods in two phases: accompanied by women and children, they first took half the
goods 1o a pre-determined point, where they unloaded the animals; leaving their
families and the goods under the surveillance of guardians, they returned with the
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probably carried light loads of some 60 or 70 kilos." They advanced
very slowly, for each time they came upon new pastures, the animals
were unloaded so that they might graze. Under such conditions, but
relatively short daily stages were achieved: some 12 or 15 km.™
Nevertheless, marching thus every day they were able to cover several
thousand kilometres during the months preceding the monsoon
season.'"

At the close of the last century, some fandd were still active in
certain regions of difficult accessibility. South of Gova were the Lam-
bdni, who went back and forth between the coast and the plateau,
remaining at the summit of the Ghats during the monsoon period in

oxen to the point of departure to take the second half of the consignment, which
was also transported to the stopping place. There the animals took rest, then set
out on the second stage, as before with half the goods. returning in the same way to
take the second half, This binary rhythm with the break mid-way enabled the whole
of the community to reconcile at one time the exigencies of transport with those of
family life. In the evenings they stopped near a water point (well or nver),
unloaded the animals and stacking the bags of grain or salt in such o fashion as 10
form a kind of rectangular wall upon which they put cloth (protectiom against
eventual rain}; they tethered with rope their animais, the heads directed outwards,
to form a circle which neither man nor animal could approach because of the dogs
which remained outside. In the camp the families again gathered. the women
setting about to cook and attend to the children. In the evening, when all had been
prepared for the coming day. they slept, not to awaken until the time of departure.
(Vide also Broughton, Letters, 41-2; Bevan, Thirty Years in India, 252-3.)

133, In E.F. (1655-60, 63), loads of saltpeter are mentioned weighing 4'2 man
(sahjahdni), or 140 kilos, and Marshall { Notes, 425) speaks of 4 man, or 133 kilos;
but, this refers to local transporters, and not to the Badjdrd. Mundy ( Travels, vol.
I, 98). however. estimated that their oxen carried bags or sugar weighing 2%
hundred-weights, or 127 kilos, and sacks of rice at 4 large man (jahdngiri). or 120
kilos. It is possible that some randi, specialized in the conveyance of manufactured
products, had used good varieties of oxen capable of bearing such loads; however,
it seems that the majority of the wheat or salt caravans, uncertain whether as to
find adequate pastures along the way, had employed the most common and least
costly breed of oxen which, as has been mentioned supra, 245, could tolerate only
moderate loads of 30 to 70 kilos. The calculations which might be taken as
reference regarding the tonnage of goods transported by these pack animals vary in
relation to this basic figure: Moreland (India at the death of Akbar, 227), relying on
the figures provided by Tavernier (300 to 350 lbs), estimates that a caravan
consisting of 10,000 oxen transported at least 1,500 tons; we think that it would be
more realistic to say that usually a féngdd could convey but half that amount.

134. Mundy ( Travels, vol. I1. 96) estimated that they covered no more than 6 or
7 miles a day. and that during the cool season, The rate of their movements
evidently depended upon the local conditions, but it does not appear to have
excecded a dozen miles (16 km) (Crooke, Things Indian, T1).

135. 700 or 800 leagues, according to Frangois Martin (Mémaires, 1. 11, 265);
1,500 or 2.KN) miles according to Forbes (Oriental Memuoirs, vol. 1L, 277).



252 Land Transport

bamboo huts which they constructed near villages or in the proximity of
pastures."™ Those Basijdrd who conveyed salt from the ¢astern coast to
Chattisgarh followed tortuous trails traversing mountains and forests,
fatal to sick animals and, as they never bothered to take fodder with
them, entire herds could famish in case of drought. They set out from
the saltworks of Ganjam and Kalingapattanamu in April, and either by
way of Bauddh and Sambalpur, or of Bisimkattak, arrived in the
Raypur region at the end of June, where they sold their salt cargo and
led their oxen to pasture in the jungle, leaving them there until the
rains subsided; then, between December and February they returned
to the coast.”™

This demonstrates the importance of oxen as pack animals in the
transport of goods over long distances. The English trader, Peter
Mundy, who encountered on the route between Agrii and Ildhdbad at
the beginning of the seventeenth century a caravan consisting of 14,000
oxen loaded with wheat and rice, and another rdnda of 20,000 animals
bearing sugar between Sirofij and Agra, noted his impression of these
movements in his diary:

Sitting on the topp of a little Hill we saw a baniare (caravan) and many

thousand of oxen laden with provision. It was at least 1% mile in length

and as many more returning emtie 1o be reladen, and all the face of the

earth as farr and distant as we could discerne, covered with green Comn. '™

As a means of circulation, these long convoys transporting in great
quantities indispensabie produce played a role analogous to that of
today’s railway. excepting that they travelled at a slower pace.

Camel Caravans

Conjointly with oxen, camels were utilized in the arid strip of tropical
India which extends in the form of a crescent to the west of Gondvina,
roughly from Banaras to Haidarabad. Throughout this region camels
could be hired from breeders and from merchants in the majority of the
large towns.'™ In steppes and deserts of the arid region, where the

136. Bombay Gazenteer, vol. XV, Kanara, part 1, 338,

137. M.D.M.. Ganjam. 232. A complete study remains to be made concerning
the salt routes followed since very eariest times, particularly in Central India.
which does not lack in settlements named Barijdrd: however, these local investiga-

tions should not be postponed. for the generations retaining a memory thereof will
have soon disappeareed.

138. Mundy. Travels, vol. 11, 56,

139, Modave {Vovage, 470, 483) hured them at Savai Midhopur (in the cast of
Rajasthin} in 1776; at Koti, which was then a large camel market. he purchased
seven 1o make his way to Haidaribad. Jacquemont ( Découverte de Minde érernelle.
34-5). travelling up the Gangetic Valley. wrote in November 1829 “In Banaras |
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dromedary is the best pack animal, porterage was effectuated in one of
two ways, depending upon whether or not it was related to the pastoral
life and its migrations.

On those tracks which lay outside the great movements of trans-
humance, such as the route from Atak to Kibul or the north-south axis
along the Indus, the goods were transported by regular caravans
according to fixed itineraries by animals belonging to the traders
themselves or to specialised transporters from the cities."" But else-
where, especially between the mid-valley of the Indus and the Afghin
mountains, there existed a little known traffic. conducted by semi-
nomadic shepherds, which to a certain measure corresponded to that of
the Barjara on the remainder of the subcontinent.

The Role of the Pastoral Tribes of the North-West

These dromedary breeders combined their annual migrations with the
transport of goods. Those who had a small capital invested their money
in certain products which they then directly sold themselves: others
hired out their camels to wealthy traders, who had either to accompany
their cargo or have it watched over by their agents. In any case, for
reasons of security, the pack animals always travelled with the tribe to
which they belonged." Some knowledge is available concerning the
Lohdni.' who followed in their movements the Gomal Valley. Babur

hired camels to go to Delhi.... One says that the camels are admirable; they are
hired out for nine rupees (25 francs) per month, and seven rupees when one takes
more than three. One need not occupy oneselfl either with their food, or that of
their drivers.... But, on this first part of the route (from Kalikita to Banaras) there
are no camels at all.... From Delhi to the foot of the mountans, passing through
part of Sikh territory, [ shall continue with the camels’.

140, They bred many on the uncultivated lands around the cities { Elphinstone,
Caubed, 291, 293). A study made in 1852 in three towns in Sindh shows that in the
course of that year Karici merchants numbering 28 dispatched goods having a
value of Rs. 927950 in the saddle-packs of 7406 camels and 25 fapii: that 9
tradesmen from Sikdrpur dispatched merchandise at a value of Rs. 508.800 on
169 dromedanes; and finally, that 11 merchants from Tattd loaded 1,600 camels
and 430 agni with products valuing Rs. 281 (0. Taking an average of these figures,
it 1s seen that the Karaci merchants utilized 264 camels each, those of Sikirpur 188
and those of Tatta 148, with some 40 fagri (based upon information collected by W,
Chapman, in Andrew, The Scinde Railway, %6-T).

141. Elphinstone, op. cit.. 290,

142. A generic term designating several groups. According to Burnes (Cabeool,
177). the Lohdni were comprised of the Miagn Khail, the Ndsar and the Kharoti,
According to Elphinstone (op. cit., 368). this term included a greater number of
tribes, amongst which the Babar. Vide H.A. Rose. Glossary, vol. 1, 495; vol. II,
101, 162-3.
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states in his memoirs' that he encountered them in 1505, and Burnes'*
observed their activities at the beginning of the nineteenth century.

They remained during the winter in the plains and set out for the
mountains at the end of April."* Advancing through very inhospitable
regions at a daily rate of 13 to 16 km, they were obliged to provision
themselves with supplies and water and to take very strict security
measures in those zones inhabited by hostile tribes.'® They would reach
Kibul or Qandahar towards mid-June, just in time to expedite goods to
Herat or Bukhara. Then, the caravan dispersed and the camels were
led out to pasture. At the end of October, the different groups returned
to the plains with products from Afghanistin and Central Asia." They
thus played a major role in the commercial transactions effectuated
between the Indus Valley and the ‘North-West Frontier','*

Camels and oxen were therefore the principal pack animals on the
Indian subcontinent, with the exception of the Himalaya, where ponies
and mules were utilized. Together with human porters, they assumed a
predominant function in human inter-relation; and vehicular transport
would appear in comparison to have been more limited.

143. He mentions in fact ( Babur-nama, 235) having pillaged the Lohdnf traders
and recuperated a large quantity of doth, aromatic unguents, sugar and numerous
horses.

144. The nature of their commerce had not changed at the time of Burnes'
study (Caubool, 78-9; Travels, vol. I1, 415-6).

145. The manner in which they travelled varied according to the different
group customs. Thus, the Mian Khail for example, led by their chief, moved with
all their families, and all strangers joining up with them were obliged to strictly
follow their customs. In comparison, among the Babar, the greater part of the
caravan wis composed of those not belonging to the tribe. They themselves
journeyed as simple merchants without their families, and the leader’s authority
exiended only to clan members, and others were not abliged to obey him.
Generally, however. they elected him gdfilah basi (leader of the caravan), which
permitted him 1o sovereignly direct the march (Elphinstone, op. cif., 200-2).

146, [fhid., 292.3,

147. Bumnes (Cabool, 78) states that in 1836, according to the customs register
of Déraban, 5,140 camels loaded with goods passed, not counting those carrying
baggage, tents, etc., the number of which increased to 24,000 (17,000 for the
Nasar, 4,000 for the Mian Khail and 3,000 for the Kharotf).

148. It is possible that the significance of these tribes regarding the transport of
goods had increased with the decline of the Mughal empire, after which the royal
highway from Dehli to Kabul via Lahaur and the Khaibar Pass had been practically
abuandoned by large-scale commerce because of the prevailing insecurity and the
exactions of the local authorities, In any case, it is certain that even during normal

times camels and pastoral tribes must have comprised a not insignificant part of this
traffic.



3. Wheeled Transport: Ox-Carts

The use of wheeled vehicles in western Asia and India would appear to
be very ancient, for documents dating from the Mesopotamian and
Harappan civilizations testify to this effect.' However, whereas this
mode of transport has through the ages almost disappeared in the Near
East to the advantage of the camel, the pack animal best adapted to
traversal of the vast arid regions.’ it has not had the same fate in India,
where it has always co-existed with human or animal porterage. This
was a major source of astonishment for travellers arriving in India by
way of Persia.’

Buddhist literature frequently makes mention of merchants who
transported their goods by means of vehicles; it is related, for example,
that a wealthy brahmin used five hundred ox-carts to transport his
commercial products.* Ancient Tamil texts also make reference there-
to, and one reads of twenty thousand carts laden with merchandise of
all sorts coming from the North, and of thousands of carts utilized by
the armies.” Many inscriptions mention the tolls 1o be paid by wag-
goners in various regions.® Finally, archaeological finds offer several

1. Vide G. Contencau, ‘Mésopotamie et pays voising’, in Daumas, Histoire
générale des technigues, t. 1, 133-4; Marshall, Mohenjo-Daro, vol. 1. 28; vol. 11,
554; Mackay, Chanhu Daro, 162-4; Vats, Harappa, vol. 1, 99.

2. “The wheeled vehicle could not contend with the concurrence of the camel,
the introduction of which into the road economy brought about a radical change in
the modality of transport. The Orient, between 400 and 1300, was dependent upon
the camel...' {G. Wiet, ‘Le monde musulman’, in Daumas, Histoire générale des
technigues, 1. 1. 353-4).

3. *Contrary 1o whatever we found in any place of Persia, where are neither
carts, coaches, with caphales of oxen, camels and buffaloes with heavy waggons
drawn by teams of oxen... bringing and carrying goods of all sorts’ (Fryer, New
Account, vol. 111, 156).

4. Mahd Sutasoma Jitaka, vol. ¥, 71, cited by Srivastava ( Trade, 24).

5. Cilappatikiram, XXV1, 125-40; R. Dikshitar, Studies in Tamil Literature
and History, 239. Carts are mentioned in the PuRandNiru (116, 18) which, laden
with salt, travelled from the coast to the interior of the country i caravans
(reference communicated by N. Subrahmanian). According to the Paripdral (XX,
14-17, transl. F. Gros, 126), the Tamil pilgrims who journeyed to bathe in the
Vaigai used, among other means, wheeled conveyances: "Awakened from their
sleep, arising to the sound of the water flowing along the high ramparts. they
harnessed horses from the heavy waggons 1o the coaches: they drew the heavy
waggons with oxen from the coaches. ...

6. Regarding Telugu country, vide South Indian Inscriptions. vol. IV, No. 637;
Telingana Inscriptions, part 1, No. 22, utilized by Vaidehi Krishnamoorty (Social
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pictorial representations of these vehicles.’

Scholars have hastily drawn the conclusion. that wheeled convey-
ance had been in general practice throughout the country since anti-
quity." The information which is available pertaining to a more recent
period does not, however, confirm this opinion, and requires us to
provide more differentiated judgements.

Expansion of Wheeled Vehicles

In fact, cartage was not practised in a good number of regions whose
terrain was little favourable to the wheel; and. even in regions offering
natural facilities for traffic, the employment of carts was limited.

This mode of transport was unknown in the Himilayan valleys,
isolated by the mountainous foothills; while in Kasmir, for example.
the harvests were carried on the backs of men. even at the close of the
nineteenth century.” Cartage was not to be found along the moun-
tainous western border, nor in Afghanistin, where all transport was
effectuated by pack animal. "

It was equally unknown in the low-lying zones with a hypertrophied
water network. In Asam. around 1853 as Mill travelled through the
country, there were no carts.” In 1859, the commissioner-in-chief of
Asam wrote that since his last visit, carts had been introduced in Koc
Bihar and were used to transport the products of the country to the ghdf
on the rivers, and that he hoped to see the adoption of the same

ard Ecomomic Conditions, 99), Concerning Tamil ‘country. vide South Indian
Inseriptions, vol. V1. No. 369; vide also the observations made by Appadorai (in
Econamic Conditions, vol, 1, 31, 427) pertaining to the value of epigraphic sources
in this domain. The toponymy sometimes bears witness to the employment of carts.
Thus, *Karnilu' would be derived from kandena (Tel.), a mixture of oil and ashes
used to grease the cart wheels, and from profu (Tel.). meaning village. When the
neighbouring temple of Alampuramu wis being constructed, it was at this place, as

tradition would have it, that the carts conveying hewn stones would stop to have
the wheels greased (M. G, 426).

7. Vide Motichandra, Trade, 232-7,

8. Agrawala (India as known to Panini. 149), noting the frequency of allusions
to carts in the Buddhist literature, judges this to be an indicium of the growing
importance of cartage in the transport of heavy goods, Chakraborti ( Trade, 84),
after having mentioned the information regarding carts as found in Tamil texts,
concludes that they must have been atilized throughout South India at the begin-

ning of the Christian era to transport the products of large commerce, as well as to
convey people of quality (1),

9. Lawrence, Vallev of Kashmir, 325.

10 As pertains to the absence of wheeled conveyance in the region of Kvatti
(Quetta) and in Afghinistan, vide J. Postans, ‘Report on Upper Scinde”, 7. A.5.8.
vol. XIL part 1. 1843, 44; Elphinstone, Caubul. 2400, 290, 308,

11, Grait, Assam, 346,
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solution in Asam. In the interior of the Maymansimh district in 1805,
the cart was still unknown.” In lower Bangal, particularly the region
around Dhika, one did very well without them until the close of the
eighteenth century. According to a report made by a collector of the
district, the first carts appeared there in Dhika in 1790, having been
brought by a corps of the British army. Fifty years later, in 1840, only
twelve were counted. In the north of the district, where the land lies
relatively high and the river branches dry up very rapidly, the merchan-
dise was transported by pack oxen; while in the lower-lying terrain,
where all the villages are situated within 5 or 6 km of a navigable river,
all traffic was provided by boat.”

Nor is it probable that the cart was used to a greater extent in the
plain of Orisi or on the coastal border of the Sarkdr (to the north of the
Andhra deltas). The collector of the Visikhapattanamu district noted
in 1849 that there did not exist ‘a mile of road in the district along which
you can drive a gig or a pig"."

The western coast, from Daman to Cape Comorin, separated from
the hinterland by the Ghits was no more favourable to the introduction
of cartage. Ibn Battiitah had already observed this in the fourteenth
century, when he went to Kérala: ‘No one travels in this country on a
mount, and there are only the sultan's horses. The main vehicle of the
inhabitants is the palanquin bome on the shoulders of slaves or
hirelings; those who have baggage or chattel, whether packages of
merchandise or other things, hire men who carry them on their backs’."”
Buchanan," emphasizing the importance of human porterage in the
region at the beginning of the nineteenth century, confirms this
observation of the Arabian traveller, Haulage between Koyamuttir
(Coimbatore) and TrsSivappérur ( Trichur) dates from 1844. When one
day twelve bullock-carts laden with merchandise arnived at Trssivap-
périir, where such had not been previously seen by the majority of the

12. Government of Bengal Papers, XXXVI, 1859, cited by Guha in LE.S.H.R.,
vol. X. L. 1973, 87. LLH.T. Roberdcau. Register to the Zillah Judge of
Maymansimh, noted in 1805: ‘Indeed large roads are not very necessary, for
excepting what may belong to gentlemen at the Station, there is not a wheel
carriage of any sort, kind or description throughout Mymensingh® (*A Young
Civilian in Bengal in 1805", Bengal Past and Present, vol. XXIX, Nos. 57-38, 1925,
134).

13. J. Taylor, Sketch of Dacca, 120, According to a census made in 1906, the
number of rural carts in the Dhiiké district varied from area to area: 2,758 in the
Sadr sub-division, 267 in that of Manikgafj, only 47 in the Nariyangafj sub-
division and nil in that of Mundigaij (E.B.D.G., Dacca, 135).

14. M.D.G., Vizagapatam, 1907, 133,

5. Vovages (transl. Défréméry). t. IV, 734

16, Buchanan, Journey, vol. 11, 111. Same observation in Bevan, Thirty Years
in India, vol, 11, 206.
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people, there was according to all accounts more excitement than when
the first train arrived 58 years later.”

In the Daksina Kannada district (South Canara), vehicles were not
utilized in 1838," and in 1851, they were unknown in the district of
Ratnagiri there were not even tracks upon which the pack oxen could
circulate, and all goods were conveyed to the markets by bearers.”

Farther to the north the conditions were no better;® however,
because of the proximity to Mumbai (Bombay), the English adminis-
tration constructed roads there from the beginning of the nineteenth
century, after which the frequency of carts rapidly increased.

Elsewhere, in the region of difficult terrain, such as the Ghats or the
heavily wooded regions of Central India, carts could scarcely be
employed. If the local Gazerteer” is to be believed, there was until 1831
but a single pass accessible to pack animals in the western Ghits of
Karnataka! In Bastar, covered with forests, the tracks in 1850 were so
narrow that two people could only with difficulty walk abreast and the
use of vehicles was practically impossible.” In those regions neighbour-
ing the Godavari, in the vicinities of Bhadracalamu and Rékapalli,
there were no carts in 1870, despite the efforts of the government.*

The utilization of vehicles was furthermore very restricted in the
southern plains or on the Deccan Plateau.® In Tamil country their use
seems to have played only a mediocre role. Father de Bourzes, from

17. M.DM., Cochin State (Menon), 165,

I18. *Before the British occupation roads were mere paths very stony and steep
and, where led up the ghauts, almost impassable.., and over such tract it may be
imagined no carts can run; in 1838 not one wheeled conveyance was to be found in

all South Canara’ (Prof. Papers on Indian Engineering, 1st Series, vol. I11, 1866,
118).

19. Bombay Gazeneer, vol. X, Ratnagiri, 168

20. Vide the experiences of seventeenth century travellers: Tavernier, Travely,
vol. I, 142-3; Carré, Travels, vol. 1, 166-220: La Boullaye-le-Gouz, Voyages, 192,
194,

2l. Mysore Gazetteer (Rao), vol. [1. 111. This observation seems to be exag-
gerated, for animal porterage was very important everywhere on the Ghirs. In
1849, between 1 January and 30 June, 144,664 pack oxen traversed the Kumbhirli
Pass (district of Satara), which makes an average of approx. 1,000 pack animals
daily (Bombay Gazetteer, vol. XIX, Satara, 196 n. 1).

22. Walker, in M.J,L.S., vol. XVI. 1850, 233. In 1909, according to the author
of the Gazenteer of the Central Provinces (C.P.D.G., Chhatisgarh Fewdarory States,
53), carts were rare in Bastar; those which did exist had solid wheels of wood: they
were heavy and difficult to manoeuvre. The settlers having come from neighbour-

ing regions had brought with them a type of lighter vehicle, but the Gond preferred
to carry loads on their shoulders,

23. Gazetteer of the Central Provinces {Grant), 508,

24. *As the Deccan is devoid of a single navigable river and has no roads that
admit of wheel carriages, the whole of this extensive course is carried on by laden
bullocks’ (Briges, Accounr of... Bunjaras, cited in Hobsan-Jobson, 115).



Modes of Transport 259

the Maturai mission, wrote in a letter, anno 1713: *Carts are no more
evident than ploughs; there are so few that 1 do not think to have seen
six since having been in this country... One does not know here what a
carriage is; the grand seigneurs have themselves conveyed by means of
palanquins, but they must first have the prince’s permission to do so’.®
This is confirmed by a study undertaken at the close of the eighteenth
century: in certain zones of the present Cenkalpattu district, com-
prising more than five hundred villages, there was ‘literally not a single
vehicle™.™ In the Nelliiru district all goods transport was effectuated by
beasts of burden; and. in 1847, the collector mentioned that he had
made use of carts during his tours of inspection, as if this were a
novelty.” It is clear from the various reports of the period that in the
district of Koyamuttiir (Coimbatore), there were no vehicles in 1800.*
Briefly, according to documentation by the Commission of Public
Works dating from 1852, one encountered in the former Presidency of
Madras, because of the miserable condition of the roads, only crude
waggons with solid wheels. used to convey stone blocks to building sites
or harvests in the villages. To these must be added several light vehicles
with spoked wheels, which were used by wealthy proprietors.”

At the beginning of the nineteenth century, the judicious observer,
Buchanan, judged the role of carts (with solid wheels) in Maisiru to be
derisory; furthermore, these were employed almost only to transport
dung® (vide Fig. XXXIII). According to an official evaluation made in
1839 " in the four collectorates of the Deccan comprising the regions of

25. Lenres édifiantes, t. XI1, 74-5.

26. Place's Repori on the State of the Jaghir, dated 6 June 1799, Tamilnddu
Archives, ms No. 18858-493, 289. It pertamns (o the regions of Karwikuli and
Uttaramérir, north of Maturintakam. Reading Ananda Ranga Pillai’s diary, in
which he noted the minutest details of daily life in the Pondicherry of Dupleix’s
time, one notices that he never makes mention of goods transported by cart, but of
bags of rice carried by oxen as provision for the town (vide in particular, Diary, vol.
IV, 379-81, 437, 455).

27. S.R. Srinivasa, Memorandum, XIX, 33,

28. Ibid., 34; M.D.M., Coimbatore, 292,

29. S.R. Srinivasa, ibid., 33-4.

30. Buchanan, Journey, vol. 1, 184.

31. “In the Dharwar collectorate there is one cart to 13 farmers. The unusual
number of pack bullocks which carry loads on their backs in the Dharwar collec-
torate would scem to indicate that they are the chief means by which agricultural
and other produce is transported from place to place, In Khandesh there is the least
number of pack cattle and the greatest proportional number of carts. In Poona a
great number of pack cattle and only one cart 1o 11 farmers. The proportion in
Ahmadnagur, | do not know' (*Special Report on the Statistics of the four
Collectorates of Dukhan under the British Government’, M.J. LS., 1839, 398). It
was thus only a1 Khindes that cartage played a role. For, it was there that the main
route from the Gangetic Plain passed to the Gulf of Khambhit, The relation
between road and cart is significant,
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XXXIL Cart with solid wheels from Maisiiru, based upon a sketch by
Buchanan (1800) (Jowrney, vol. 1, pl. V, fig. 11, £ p. B3).

Dharavad (Dharvar), Pune, Ahmadnagar and of Khindes, the heavy
gada with solid wheels, used only during the harvest, was limited in
number and assumed but a negligible part in local traffic as compared
with the pack animal.

Conversely, in the northern plains one has clearly the impression
that wheeled transport was much more common than in peninsular
India. Buchanan, in an extensive study of the districts of eastern India
which he made a few years later, mentions the regular employment of
carts to transport merchandise and convey travellers in villages and
towns. In the district of Patni. ‘two wheeled carriages drawn by oxen
are here called chakrd and many of them are hackneys standing for hire
in the streets or in country parts are let from stage to stage'.™ In the
Gorakhpur district, ‘wheel carriages are a good deal used for the
conveyance of goods and would become general did the roads admit of
them. The cart (farhi) of this country resembles entirely in structure
that of Mysore. It is not quite so rude, the wheels having spokes, and
being of course much lighter'.” In the district of Purniya, ‘many others
have a proper carriage for travelling made neater and lighter than that
used by carriers. These are of two kinds., masijholi and rahr@ which
differ chiefly in the manner by which the traveller sits’ *

32. InMartin, Eastern India, vol. 1, 124. He adds (ehid ., 386): “The natives here
are fully sensible of the vast advantage attending the use of carts in preference 1o

pack loads; and the roads through which | saw carts conducted really astonished
ina?

33. Ibid.. vol. 1. S81.
3. fbid.. vol. 111, 1189,
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All of which goes to say, that there existed in these regions a variety
of wheeled vehicles which were unknown 1o peninsular India. Further-
more, the testimony of other foreign observers is unequivocal: whereas
in the North, in the valleys of the Gangi, or from the Jamuni to the
Gulf of Khambhit,” hundreds of carts were frequently used in caravans
to transport goods, in the Vijayanagara kingdom all transport was
effectuated by pack animals.® Tavernier” specifies in his account that
south of Golukonda carts were not used for travelling and that only
pack animals and palanquins were employed,

A Much Debated Question

This then apparently contradicts ancient texts and inscriptions,” and
seems to be an excessive simplification. If there had been carts in South
India during the first centuries of the Christian era, why then did one
during the sixteenth century in the great Vijayanagara kingdom prefer
to effectuate the transport of goods by means of pack animals? The
interpretation of the documents at our disposal is problematic.™ It is
quite evident that wheeled vehicles existed in the southern plains: carts
were used by the armies and in processions, as depicted in the war

35. Mundy, Travels, vol, I1, 45; Coryat, in E. T, 260; Tavernier, Travels, vol, 1,
33; Della Valle, Travels, 63; Fryer. New - Account. vol. 111, 156,

36, Paes and Nuniz, in Sewell, A Forgotten Empire, 248, 347.

37. Tavermier, Travels, vol. [, 142,

38. Appadorai { Economic Conditions, vol. 1, 31, 425-7), noting that vehicles
are mentioned in the inscriptions, conjectures that European travellers, such as
Tavernier, perhaps did not encounter them in the regions through which they
passed!

39. In the course of our study, we have requested the collaboration of several
people in different regions of India, and were surprised to constate that the terms
of a simple questionnaire could upset local sensitivity. Here is an example drawn
from an exchange regarding this subject with a professor in Kérala. We noted in an
initial letter the passages from Ibn Batpigah and from C.A, Menon (in M.D. M.,
Cochin State) concerning the absence of cartage in Malabar, which resulted in an
indignant response; “Bhirat has meant bullock-carts and vice-versa for centuries,
Kilidisa refers to them and certainly Kilidisa is not a 19th century poet! If we did
not have bullock-carts, what did we have? Jeeps and thunderbirds? To say that we
had no bullock-carts is to suggest that the invention of the wheel had not pene-
trated to us. Early 17th century malayilam writings refer to carts drawn by one or
two bullocks.... Some of the old songs of North Malabar mention delectable
maidens going on pilgrimages in covered bullock—carts; those songs are certainly
older than two centuries...” In the succeeding letters our correspondent adopted a
somewhat less aggressive attitude, and after having consulted the son of the author
of M.D.M., Cochin Stare, he ultimately avowed that the information compiled by
C.A. Menon was from serious sources and that most probably there had., in fact,
existed in Malabar no road accessible to carts, nor even to pack animals. prior to
the mid-mneteenth century!
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scenes or portrayals of parades in the bas-reliefs of the large temples.®
However, the carts as used in the countryside were few and played a
meagre role in long-distance transport. This is to be concluded from the
testimony of attentive observers such as Tavernier, Buchanan and
various employees of the English Company.

How is this fact to be explained? Geographical circumstance is only
to a certain extent responsible. Granted, mountains such as the Ghaps,
or low-lying regions furrowed by rivers, such as the strip along the
western coast, were not favourable to the wheel. But elsewere, on the
Deccan plateaux or the castern plains, the natural conditions were just
as favourable to cartage as were the flat regions in the North. Human
factors would appear to be more decisive. It has been observed above,
that the populations of Hindusthin gave evidence of much greater
ingenuity than those of the Deccan as pertains to the construction of
carts, and that they had produced different vehicles well adapted to the
roads such as they previously had been. It should also be noted that this
advantage which the North had over the South was perhaps resultant of
the fact that over the centuries greater attention was given there to
roads and their maintenance than on the peninsula: at least since
Asoka, the sovereigns of the Gangetic Plain were interested in the
question of roads, and particularly in the good condition of the Grand
Trunk Road and the axes leading to the Gulf of Khambhit. Finally, the
main reason is indubitably more simple.

As for the southern region, south of the Andhra deltas, it might be
asked if there had not been a phenomenon of compensation, and if the
modes of transport would not have remained rudimentary as a result of
the hypertrophy of maritime transport. It is interesting to note that
enlightened people, whom we have consulted on this subject, have all
had the same thought: The majority of the southern commercial
centres are located at a distance of less than 100 miles from the coast;
each region produced just about everything required for its subsistence.
excepting salt; thus, it would have been sufficient to have transported
those products destined for large commerce as far as the nearest port by
means of pack animal, whence they could have been conveyed
anywhere by boat. It was therefore not necessary to construct at great
cost carriageways and to make use of wheeled conveyance

Vehicles

We shall not undertake here to write a history of vehicles in India: thus.

40. For example, at Béliru and Halébigu.

41, In tropical India porterage by means of pack oxen was a transport mode at
once powerful and supple: admirably adapted to the ancient travel conditions. it
could not be considered inferior to cartage. Thus in the southern realms, one
generally sufficed with pack animals for the conveyance of goods, as these were
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such questions as pertain to the different types of wheels are not
discussed: solid wheels, present in almost all regions of India, especially
on the peninsular plateau; spoked wheels, previously less extensively
utilised than today; and, above all, wheels with double transversal
shafts passing through a thick hub, only to be found north of the
Vindhya. A separate study is reserved for this subject.“

The only precise information available relating to the Mughal
period pertains to vehicles north of Hindusthan.” There were at that
time two types: the carts which were used by travellers, and the
waggons intended for the transport of goods. The first, generally drawn
by oxen (bahali, masjholi, rahri, etc.), or occasionally by horses (ghor
bahal, ekkd) (vide Fig. XXXIV), were fitted out with a seat and a kind
of baldaquin, supported by bamboos, and were decorated according to
the social status of the passengers,* with a carrying capacity of one or
several persons. In western India they could cover some 50 km a day
with oxen of good quality which were able to sustain a reasonably brisk
pace.* In the countryside of eastern Bihdr (Purniya district), where the
animals were less efficient, the manajholi and rahri covered at the ume
of Buchanan a daily distance of only some 20 or 32 miles.* One also

oltimately more efficient and reliable than were vehicles.

42. Contribution & kistoire de la voiture en [nde, 1-103, pls. F-X30X1.

43. Among the European travellers to have visited the Mughal empire, some
have described the Indian vehicles, albeit in a vague fashion (Thévenot, Travels,
75; Tavernier, Travels, vol. I, 35-7; Della Valle, Travels, 21; Ovington, Vovage,
151-2; Fryer, New Account, vol. III, 157; Grose, Voyage, 254-5; Degrandpré,
Voyage, t. I, 228-9; Broughton, Letters, 156; Hodges, Travels, 5; Forbes, Oriental
Memoirs, vol. 1, 150; vol. 11, 253; vol. 111, 376). Only Buchanan, in the course of
his studies in Maisiiru, Bihiir and Bangil (Journey, vol. 1, 184 and fig. 11, {.p. 83;
Martin, Eastern India, vol. I, 124; vol. 11, 581; vol. I11, 118) took care to note the
characteristics of the vehicles and their local names. Pictorial depictions of vehicles
are not numerous: Rajput, Mughal and Himélayan miniatures sometimes represent
light vehicles intended 1o convey travellers (vide S5.P. Verma, Art and Material
Culrure, 107-8 and pl. LXX); Solvyns presents in his magnificent prints (Les
Hindous, 1. TIT) several types of vehicles of Eastern India, which we have repro-
duced here (Fig. XXXIV).

44, Fitch (in E.T., 18) states that during Akbar’s time, numerous light two-
wheeled conveyances trafficked between Agrii and Fatehpur Sikr, covered with
silk cloth embroidered with gold and drawn by two small oxen the size of large
English dogs.

45. Tavernier (Travels, vol. I, 37) specifies that the animals which he used
could in the course of a long journey of two months coveér each day between 12 and
15 French leagues (48 and 60 km). Thévenot (Voyage, 152) and Perrin (Voyage,
vol. 1, 104) make the same observation. This is approximately what Forbes indi-
cutes (Oriental Memoirs, vol. 11, 184): 30 to 40 miles, while stating that this daily
pace was only possible with the strong oxen of Gujarat.

46. Buchanan, in Martin, Eastern India, vol. 111, 1189,



XXXIV. Rural vehicles of North India, based upon engravings from the end of the 18th century;
a., bahii of Gujarit (from Forbes, Oriental Memoirs. 1813 edition, vol. I, f. p. 84); b.. ghor bahal;

c.. rahrit; d.. ekkd; 1., saggar, vehicles of Bangil (from Solvyns, Les Hindous, v. [11),
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found in the western plains light four-wheeled carts drawn by oxen and
reserved for the wealthy, bankers or dance groups,” More robust carts
(chakra, larhi, saggar)." also having spoked wheels, were utilized for
field work and the transport of goods, as well as heavy waggons with
solid wheels drawn by several pairs of oxen,” which have today
disappeared except in a few archaic and isolated corners.

¥ o
These solid carts could nevertheless not carry heavy loads. Certainly,
over short distances, as for example from the farm to the market, using
a sufficient number of draught animals these carts with solid wheels
could be laden with about a ton of goods.™ Marshall" mentions in 1671
that in Patni a cart drawn by two oxen could convey 40 fdhjahdni man,
or 1,330 kilos. However, these figures are not confirmed by the
merchants. In Patni, the Englishman Parker, wanting in the year 1621
to send his merchandise to Agrd, confided it to carriers who distributed
the goods in waggons on the basis of one ton to each vehicle. He was
greatly surprised to then see at the exit of the city that the men had
unloaded the carts, judging that the weight of the merchandise was too
heavy.® Thomas Roe, in a letter to the English Company, dated 1
December 1616, specified that a cart could carry the equivalent of
three camel-loads, being approximately 600 kilos, which corresponds to

47. Solvyns, op. cit., s.v. routh; Buchanan, in Martin, Eastern India, vol. 1.
124; vol. II1. 118; Broughton, Letters, 1892 edition, 117.

48. Vide Buchanan, in op. ait., vol. 1, 124, 559; vol. 11, 288, 703, 1017; vol. 111,
118, 319, 348,

49, “The wheels of waggons or carts, for carrying of goods, have no spokes;
they are made of one whole picce of solid timber, in form of a mill-stone and the
bottom of the cart is always a thick frame of wood® (Thévenot, Travels, 75; vide
also Tavernier, Travels, vol. 1, 37).

50, That was the load which was consigned to a stone-wheeled cart in the south
of the peninsula at the beginning of the nineteenth century (S.R. Srinivasa, Memo-
randum, 33-4). one loaded 40 man, or 1.200 kilos on the carts in the Danlatibad
district (M.J.L.5., vol, XV, 1849, 503); 1V5 tons on the vehicles of the Pafic Mahal
in Gujariit (Bombay Gazetteer, vol. 111, Kaira and Panch Mahals, 242). Tn the mid-
nineteenth century one used for the transport of wood in the tardi of the Western
Himilaya, between Kumiyim and Pilibhit, carts which, drawn by 4 or & pairs of
oxen, could carry a load of 200 man (7 to 8 tons); this being two or three times the
load of a cart constructed according to European principles (F.J. Burgess, "Topo-
graphical Notice of the Bhabur and Turai Tracts lying between Kumaon and
Pilleebheet, 1853, in Selections from the Records of Government, N.W. Provinces,
val. 111, 133).

51. Marshall, Notes. 425-6.

52. Factory Records, Patna, vol. 1, letters of 11 April and 19 May, 1621;
Mundy, Travels, vel. 11, 367,

53. Lenters Received. vol. 1V, 250.



266 Land Transport

the figures given by Buchanan concerning the capacity of carts in Bihar,
where the transported loads varied from between seven to fifteen man,
i.e. from approximately 300 to 560 kilos.* Roe’s information also tallies
with that provided by Cordier at the beginning of the nineteenth
century regarding the carts of Karaikkil, which transported between
500 and 700 kilos of rice,” as well as with the results of a study
undertaken in Mumbai (Bombay) in 1837, in which it was estimated
that the weight which could be consigned to the carts of Maratha
country was 1,500 pounds, or 675 kilos.*

Even by harnessing several pairs of oxen and augmenting the force
of traction, one could not escape the constraints of the wheel, which
has a tendency to sink into friable soils, can be easily halted by
protruding obstacles and, furthermore, obliges that the load be distri-
buted higher than the spoke, which results in the upward displacement
of the cart’s centre-of-gravity and thus reduces its stability. In the
northern plains, the loads could indeed be augmented during the dry
season (still, it was necessary to anticipate the more difficult passages,
fords in particular); but in regions of arduous relief, certain limits could
not be exceeded. Also, one was obliged to increase the amount of
human energy expended, and engage men to prevent that the carts be
upset or come to ruin.” In Akbar’s time, according to official regula-
tions in usage m the imperial stables, each group of ten carts must
necessarily have been accompanied by a carpenter.® The carts com-
monly carried spare parts.” It was usual practice in Central India to

54. In the district of Dindjpur, where the carts were smaller and the oxen of
inferior quality, the loads were quite light: between 7 and 10 man (of 98.5 Ibs.), i.e.
between 313 and 446 kilos; in the Purniya district, 12 man (of 98.5 Ibs.), or 535
kilos: from Patni 1o Gayi (115 km), the vehicles carried from 12 to 15 man {of 82
Ibs.). or from 445 to 557 kilos (Buchanan, in Martin, Eastern India. vol. II, 1017;
vol. 11, 319; vol. 1, 387.

55. ‘Each cart ordinarily carries 20 galons 30 markals (713 kilos), if the oxen are
sturdy; those which are weak and harnessed to carts only transport from 15 to 18
galons (from 528 to 633 kilos) of nelly’ (Cordier, Historigue, 121). Place’s Report
on the State of the Jaghir (Tamilnddu Archives, ms. No. 18858-493, 288) specifies
that a cart could carry a load equivalent to that of 10 oxen.

56. ‘Memorial from inhabitants of Bombay', dated 20 September 1837, No. 4,
434 n., ated by Guha, in LES.H.R., vol. IX, 1, 1972, 21,

37. *When a merchant conveys anything of consequence, he ought to have four
soldiers or four peons by the side of the waggon: to hold the ends of the ropes that
are tied to it, to keep it from overturning, if it come to heel in a bad way; and it is

thus in all caravans’' (Thévenot, Travels, 75: same observation in Tavernier,
Travels, vol. 1, 35).

58. A'in, vol. I, 159,

59. This fact is mentioned in the Tamil texts (PuRanaNiRu, 102, cited by N.

Subrahmanian in Sangam Polity, 115), and it is confirmed by the old Gazeneers
(Bombay Gazeteer, vol. XII, Khandesh, 145),
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calculate the length of a journey in terms of the number of axles broken
on the way.*

Under such conditions, with a maximum load which could scarcely
exceed 600 kilos,* the carts covered but relatively short distances in
one day: some 20 km,* which nevertheless offered certain advantages
over pack animals.”

Comparison with Contemporary Carts

A comparison with the capacities and rates of today’s carts is of
interest. The table below, taken from a recent study™ made in five

60. Thus a long journey corresponded to s0 many hundred broken axles
(C.P.D.G., Yeoimal, 141).

61, It has been estimated that in South India at the beginning of the nineteenth
mmmmﬁumﬂmmﬂunhﬂmwwﬁhwhichﬂmrmum
have been laden, had the roads been good and built with solid foundations (R.
Srinivasa, Memorandum, 34).

62. It is interesting to note, that the figures provided by the observers of the
period concord almost exactly: Forbes (Oriental Memoirs, 1813 edition, vol. 11,
407) indicates 10 or 12 miles on the roads of western India, and Buchanan (in
Martin, Eastern India, vol. TI, 1017: vol. 111, 319) mentions 12 miles on the roads in
the Purpiyd and Dindjpur districts.

63. Thomas Roe, in his letter of 1 December 1616 (Letters Received, vol. IV,
250-2), judges that the transport by cart was less costly, and both more convenient
mdun:inthanmimﬂpunuqmﬂ:mphuim&iupunimhrthﬂgmdnwhich
need not be loaded and unloaded daily suffered much less from transport. At the
close of the cighteenth and beginning of the nincteeth centuries, the English
administration was interested in this question, which was linked with that regarding
the creation of solid roads. In 1799, Place noted in his report on the Cenkalpattu
district that the pack oxen covered daily distances of 8 miles with loads of 8 mercaly
ﬁﬂhh?}.mmﬂumﬂuhdmﬁ:ﬂbyﬂmtm:whﬂmnmm
by one pair of oxen could cover at least 20 miles a day and convey at least 50
mercals (780 kilos?), representing the load of ten oxen (Place’s Report on the State
of the Jaghir, Tamilnidu Archives, ms. No. 18858-493, 288). In Mumbai, according
mhulﬂamnﬂmshmcywlm.lpckmmumnmﬂrnnjﬁomMm
250 Ibs. (from 108 to 113 kilos) over a daily distance of § to 10 miles, and a large ox,
hnmpﬁmﬂm.wmﬂnlb:.fmkﬂmlhpuirofmn.nnmcmhnhmd,
harnessed to a light vehicle, could transport 1,500 Ibs. or 679 kilos, if not more,
over some 20 miles. Whercas the pack oxen must have been laden and unladen at
least twice each day, so as to graze, the draught oxen could be unharnessed without
mmmmmMthﬂmum.ulmﬂm.thﬁmmquimdm
hnnm}mpah:u!mndidnmnmudaqummutmatmywlmdﬁm
oxen. Thus, an ox harnessed to a cart had an efficiency 6 or 7 times greater than
that of a pack ox (‘Memorial’, cited in [.E.5.H.R., vol. IX, 1 March, 1972, 21).

64, RakqfﬂuﬂnckrmmndTmhhﬂmﬂTmum—Cmrm, 1963,
12-114. Five markets were chosen: Sarhind, Patiyila district, in Pafijib; Gorakh-
pur, in Uttar Prades: TintivaNam, South Arcot district, in Tamilnidu; Lasalgimy,
Nasik district, in Mahdrastra; and, Sainthiy, Birbhiim district, in West Bangal.
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Fig. XXXV Ox-cams in India uslay: five regional exarmples

capacity (moman)  actual foad hourly rate daily distance

Tegins Transparted {in miles) covered (in miles)
Incal (b wvens) on roads according 10 season
varabions  average kocod  pakkd

Sarhind, 135 nm 8.2 1L.%2% 23 115 25
Panjib (686 k)
Gm'ul:hpur. 1525 18.%0 (X 115 2258 1.4 L3
Littar Pracded (625 kg)
TinfivaNam. 14- 14 15.76 1.6 3 4 1514
Tamilnddu (437 kg)
Lasalgimy, 12-15 135 0.2 i-2 23 7 4
Mahiiristra 1384 kg)
Shinthivd, 820 115 78 13 2 155 42
Bangil (2% kgl

Indian states. provides figures which do not appreciably differ from
those which we have gleaned from the ancient texts.

The carts in the northern plains (Sarhind and Gorakhpur), which
have a greater capacity and are more fully utilized than those of other
regions in India, transport loads (625 to 686 kilos) which are somewhat
greater than those mentioned by Buchanan for western Bihar at the
beginning of the nineteenth century;* but, elsewhere, the capacities are
quite low (437, 384, 294 kilos), As regards the hourly rate and the daily
progress, these have evidently not increased except on the pakkd,
tarred roads.

Nevertheless, there exists a significant difference between times
past and present. Since the railways have diverted 1o their advantage
long-distance traffic,* carts are only utilized within a small radius,

cartage.
For very heavy cartage, vehicles with four (or more) large solid

5. 12 to 15 man (445 1o 557 kilos) in Patna (Buchanan, in Martin, Eastern

India, vol. I, 387). This increase is probably resultant of the amelioration of the
roads.

Manmad, has to a great extent halted long-distance cartage to Pune and Mumbai
(Bombay Gazetteer, vol. XVII, Akmadnagar, 343,
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wheels and drawn by several pairs of oxen or buffaloes were used. In
this manner, stone blocks weighing several tons were conveyed over
very long distances. The transport of an enormous pillar of fourteen
metres’ length is portrayed on a wall of the Raycaru fortress, dating
from 1294, Large artillery was displaced in this manner during the
military operations of the Mughal period” (vide Fig. XXXVI, d.).

Carriers

Several types of carriers were distinguished at local and regional levels.
Firstly, there were the peasants or merchants who utilized their own
carts to transport their harvests or merchandise to neighbouring
markets. Thus, in Bihdar, the larhiyad bepdri, large farmers who at the
same time engaged in commerce with grain and fire-wood, possessed a
good number of draught animals which they harnessed to their carts
(larhiya).™ Many landowners found occasion to supplement their reve-
nues by hiring out their carts at the beginning of the hot season, when
field work demanded less attention.” It would seem moreover, that
certain castes had done this more readily than others.™ In the Gulf of
Khambhit region, which was a terminating point for large-scale inter-
national commerce, cartage was provided by professional carriers,
Muslims, the Naghori in Surat, and the Ghadrici in the Panc Mahal, ™

Naturally, there was no prevailing uniformity and conditions were
variable from region to region. In eastern India, for example, it was
easy at the time of Buchanan to procure carts so as to travel or
transport goods in the interior of the Purniya district.™ Light carts for
travellers were found everywhere in the Bihar region, and could be
hired from stage to stage of the journey;” while in the Dindjpur area,
vehicles of this type were few in number, except in the capital.™ Finally,
in the Sahabad region, they were scarcely utilised.”™

67. Annual Report of the Arch. Surv. of his Exalted Highness the Nizam's
Dominions, 1929-30, pl. VII, a. An Akbar-ndmak miniature (reprod. in Hambly
Gavin, Cities, pl. 21) depicts the transport of a large cannon at the time of the siege
of the Rantambhor fortress; an engraving by Creighton (Narrarive, pl. 8. f.p. 145)
shows the transport of the famous Bharatpur cannon, 18 January, 1526

68. Buchanan. in Martin, Eastern [ndia, vol. 11, 569,

69, Ihid., vol. 111, 348; Bombay Gazeteer, vol. XV, Ahmuadnagar, 342,

70. In the district of Ahmadnagar, carters were recruited among the Kdsar, the
Kunbi, the Lingdit, the Mdli, the Mdrvdri, the Teli and the Muslims (ibid., 342);
also ibid., vol. X1, Kolaba and Janjira, 121).

71. Bombav Gazetieer. vol. 11, Surat and Broach, 425; vol. T, Kaira and
FPanch Mahals, 241.

72. Buchanan, in Martin, Eastern India, vol. 111, 345, 319,

73, ibid., vol. 1, 124.

T4, fhid., vol. 11, 1017, 703,

75, fbid., vol. I, 558-9.
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This scant amount of information is valuable, for little is known
concerning the inter-regional carriers who carted the luxury products
from the centres of collection to the trading centres on the coast. The
English agents of the seventeenth century refer repeatedly in their
correspondence to the contracts which they signed with these carmers,
but having neglected to describe them, these men remain anonymous,
For the Europeans who travelled in Hindosthan, all the cameleers were
Balici, and all the waggoners, Jar.™

The Qafilah”

It is known that on long journeys the vehicles, whose number vaned
according 1o actual requirements,™ were generally associated with the
pack animals in the gidfilah, or caravans. These, for reasons of securnty,
were often formed in a spontancous manner around the nucleus of
privileged travellers, merchants accompanied by guards, or noblemen
followed by an armed escort.™ The weaknesses of these heterogeneous
groupings are obvious. Other than disciplinary problems and those
regarding food posed by the multitude of men and animals,™ there were

76. Mundy, Travels, vol. 1, 257,

T7. In Muslim India, the Ambian word gdfilah was used to designute caravan,
rather than the Persian word karvin (vide Hobson-Jobson, 161).

78. Carriers accepted to transport greatly varying loads; mention is made of
two carts dispatched from Paina to Agri on 19 May 1621, and of eleven carts sent
from Agra to Burhinpur (E.F., 1618-21, 256; 1622-23, %)). According to Tavernier
{ Travels, vol. 1, 35), the number of vehicles in the convoy did not exceed 200.

79. Mundy (op. cit., vol. 11, 45), while on the route from Surat to Agri, saw the
caravan increase from 150 persons to 1,700 in less than ten days; the number of
carts and pack animals had increased in the same proportions: ‘Besides the caphila
consisted of such a multitude of carts and people which drew to such a length, that
hitherto we could never see both ends from one place and yet increased day by
day’. Modave (Voyvage, 320-1) made the same observation in 1775: “The Hindu
merchants and generally all travellers fear so greatly these thieves that they dare
not set out without the most extreme precautions. When they know that Europeans
miust be passing, they await and join up with them. During the first journey which 1
made to Dehif, [ collected such a large number in the first days of my itinerary that
a caravan of 400 to 500 persons was formed. They all followed me constantly until
we had come within view of Dehli. Everyone then went about his own affairs and
they departed without thanking me for the security with which I had provided
them',

B0, Tavernier ( Travels, vol. I, 35) states that the size of some gifilah was such,
that travellers coming from the opposite direction were sometimes obliged to wait
two or three days until they had finished passing. Della Valle ( Travels. 63) noted at
Jambusar (to the south of Bharuc): “The Kafila was so great and the coaches so
many that in certain narrow places we were bound to stay a good while before they
could go forward, just as it happens in the sireets of Naples and Rome at solemn
pomps’,
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also difficulties in harmonising the regular advance of the different
modes of transport. Camels, pack oxen and oxen harnessed to the
heavy carts of Hindusthan did not proceed at the same rate. When. in
addition, it was necessary to adapt to the pace of light equipages of
some wealthy patron travelling with swift elephants, only deplorable
contretemps could result. To give a vivid example, we relate here the
experience of Peter Mundy, who in 1633 had been charged to conduct
the last caravan of the season, consisting of 268 camels and 109 carts,
from Agra to Surat. Underway Mundy encountered the new governor
of Gujarat, Baqir Khan, who was Jjourneying to his residency along
with his entourage, and asked to accompany him in the hope that he
would thus avoid payment of local taxes and thereby reduce the
transport expenses. This decision proved to be imprudent and costly.
The troubles soon began. It was impaossible for Mundy's caravan to
keep pace with the fast rhythm of the official escort. At Khamva, a
sand-storm broke, followed by profuse rains: the camels were thus
delayed and reached the next stage one day after the carts. Fortunately,
the governor had halted because of the rain, and together they conti-
nued onwards to Bayina. Two miles before arriving at that destination,
one cart wrecked and another became stuck in the river; it was impos-
sible to extricate it, and the men had 1o carry the bales of indigo on
their shoulders. The 170 servants whom Mundy had hired took advan-
tage of the cover of night to vanish. The merchandise was damaged and
it was almost midnight when all the carts could be assembled. By
chance, Bagir Khan had made another halt so as to preside over a
reception offered by local authorities. To the west of Ajmer the track
was in bad condition. Ten or twelve oxen were needed to pull a single
cart over a quarter-mile of deep sand, and almost two nights were
required to pass through. The news that a Dutch caravan had been
attacked recalled the necessity to remain in the governor’s company. A
stop at Merta allowed Mundy to re-assemble his dispersed cattle and
goods, as well as to regulate the demands made by the waggoners. In
the meantime, a multitude of pilgrims and merchants had joined the
caravan. Eight days transpired during which one attempted 1o remain
in contact with the official convoy; but, several carts had fallen behind
despite the efforts made by the men to advance the ‘poor cattle’, which
did not even have time to graze. Mundy was therefore obliged to
scparate from his protector, who now made haste. The effort had
already caused ‘the exhaustion or death of around 350 oxen, not to
count the camels®, It was necessary to remain in Jilor for two days so
as 10 repair ‘the tottering and broken carts’. To heighten the mis-
fortune, the carriers again complicated his task, Three carts did not
arrive at Sirohi with the remainder of the caravan: the cameleers
complained that their goods had not been weighed and that their
camels were over-loaded. At the announcement that bandits were
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laying an ambush for them, the leader had to hire the services of
cavalrymen and foot soldiers, which successfully countervailed an
attack. But then, a quarrel broke out between cameleers and wag-
goners; blood flowed. It was, deplored Mundy, ‘the result of the
combination of carts and camels, of Jdr and Baliici in one and the same
caravan’. At last, they arrived in Ahmadibad.*

Animal and human porterage, and above all cartage, were thus
susceptible to physical and geographical factors, particularly to the
nature of the terrain and to rainfall, which determined the rythm of
land travel.

81. Mundy, Travels, vol. I, 225-87.



4. The Rhythm of Land Travel

a. Tue Seasons

vaclwasinfaﬂpunctuamdbythemdimlaﬁemaﬁnnnfmdk&nnly
contrasted seasons, the humid and the dry, which are prolonged by
intermediary seasons and marked by significant regional variations.

The Monsoon Interim

The humid monsoon,' an immense “tidal bore’ invading the subconti-
nent, impelled by an irresistible force, signified the slackening of
normal activities.? It approaches the south-western coast in the begin-
ning of June, then slowly advances, such that its effects are only felt
throughout the country towards mid-July. Long-distance travel had to
reckon with this progressive movement. If it might still have been
possible to travel in the mid-Gangetic Plain as late as the 15th or 20th of
June, to envision thcdispatchingufnummntuwardslhepumun!he
Gulf of Khambhat was already out of question. The concern to avoid
being overtaken by the rains and thus to preclude the ensuring trans-
port difficulties, as well as the apprehension of arriving too late at the
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coastal ports and then not being able to ship the goods, are found again
and again in the documents of the European Companies.” The outbreak
of the monsoon, with its roaring thunder and cataracts of rain which
swelled streams and rivers beyond bounds, was fatal to tracks and
natural routes developed by man which did not resist the rushing
waters. Jacquemont spoke thereof with humour:

‘While on the march, it's diabolical when the rain persists. The tents then

become frightfully heavy and the camels which carry them slip with each

stride on the sodden earth; their thighs, very much jointed to their pelvis

{not displeasing divine providence) become dislocated, and can often not

be re-set; the bullock carts drawing the heavy baggage are buried in the

mud; all the servants, cattlemen, cameleers and soldiers are cresifallen and
their tails hang between their legs; they become deaf and dumb, half-
paralysed. The traveller’s lot is not always a gladsome thing.*

Should a caravan have been caught unawares by the bad-weather
season, it was liable to significant delays as well as to costly losses
(injured animals which would have to be abandoned, broken carts,
damaged goods).* It was for this reason that the agents of the European

ies were unable to find carriers during this period.* A report of
3 August 1621 indicates that it was impossible to secure any transport
on the route from Patna to Agra prior to the month of October, the
roadways being cleft by gullies.” Peter Mundy ventured this way with
eight carts in August 1632, and had to exert great efforts to get
through.' Modave, on the route from Agri to the Deccan, had to
surmount similar difficulties in July and August 1776." Traffic was thus

3. Inter alia, E F.. 1618-21, 284,

4. Découverte de I'Inde éterneile, 258.

5. Vide E.F., 1622-3, 96, 111, Ahmadibad, 25 June, 1622 and Burh@npur, 17
August, 1622; ibid., 1655-60, 69, Agra, 3 July, 1656.

6. Vide E.F., 1618-21, 283-4. Even offering threcfold the usual tariff, no one
wanted to transpori the purchased articles. The men who had consented to do so
for Hughes, abandoned the merchandise on the road and fled.

7. Vide E.F., 1618-21, 258,

8. He was the first trader to have travelled with carts subsequent to the
beginning of the rainy scason. In the account of his tribulations, he recollects the
storms which reminded him of those at sea; thunder, lightning, wind and rain; the
carts, sunk to the axles in ruts, which the screaming cameleers attempted to support
(Mundy, Travels, vol. 11, 133-4, 110-1).

9, 22 (July), it rained throughout the day and the roads were so impassable,
that the camels sank and collapsed at cvery moment. They stopped at Nagdd,
having marched but two coss... We intended to set out the following day, but a
considerable rain, lasting almost all the night, brought the decision to remain the
day of the 29th (August) at Pacpahar, in the hope that the roads might dry
somewhat. These hopes came to naught, for the day was as rainy as had been the
night... 30th, the roads were so miry that our march covered but two coss... 31st,
the roads were so bad that one had great trouble getting through. The animals sank
in the mud to the point that we all were occupied in extricating them. One of my
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not entirely brought to a halt, but considerably retarded. The inclement
weather, which marked an abatement of economic life, also signified a
respite in military operations.” It was a period of rest, peace and
negotiations. Recalling the life of the Marathas, Modave observed:
"When the rainy season approaches, these warriors retire to their
homes in army corps by separate groups.... They set about everywhere
putting an abiding order in their affairs, so these will not deteriorate
during the period of the new expedition for which they make them-
selves ready amidst these docile and pacific occupations’. "

Resumption of Activities and Travel

As of the beginning of October the continental winds re-appear,
bringing fair weather to the Gangetic Plain, and then onwards to the
peninsular plateau. The rivers, having again become calm, are easily
traversed; the earth is firm, grass grows everywhere along the road-
ways. India thus gradually opened itself to overland travel. The dasa-

camels fell imaahultmdhmkeitshnck.mﬂulmemnhﬁg:dmubmﬁmh
after having removed its load. .. I shall say here that we made the way from Man-
dind to Mukandvdrd across fields, without finding any vestige whatsoever of the
beaten track, either because our guides led us astray, or because the rains had so
drenched the countryside, that one could no longer discern the tracks of the road; it
is impossible 1o have greater difficulty and make a nastier march... 8th and 9th
(Sept.), the continuous rains held us back. At a haif-coss from Bhambori there is
quite a large river flowing in a deep ravine, the banks of which appear to be of
slate. Two of my camels remained on the other bank of the river. The load of one
was left near to the riverside, A nising of water, which occurred during the night,
carried it away... the 14th we left to advance along the bank of the Cambal, boping
to traverse it immediately. However, the waters ran so high, the ferrymen dared
not hazard the crossing. We passed the night on the right bank. We were shown a
place in the riverbed where the water made a whirlpool. We were told that it was
the top of an extremely high rock, which was inundated, and that it would have to
be uncovered, before the passage could be risked® (Modave, Voyage, 474, 486-7,
492-3). Further references: Ovington, Voyage, 81; Hodges. Travels, 149; Valentia,
Voyage, vol. 1. 179; Buchanan, in Martin, Eastern India. vol. 1, 386, S58; vol, 11,
286-7; Sleeman, Rambles, 301-2: *All roads in India soon become watercourses”,

10. While the rains would immobilise a simple caravan, they could expose the
movements of armies to a pitiful confusion. Forbes (Oriental Memoirs, vol. 1, 399
400) hasleﬁapﬂnhuhrtym;i:dmripﬁm of an entire army caught unawares by
the violence of a monsoon storm on the shore of a lake: ‘It requires a lively
imagination to conceive the situation of 100,000 elephants, camels, horses and
oxen, suddenly overwhelmed by this dreadful storm... No language can describe
the wreck of a large encampment thus instantaneously destroyed and covered with
water.., During this dreadful night more than 200 persons and 3,000 cattle perished
and the morning dawn exhibited a shocking spectucle’,

11. Modave, Vovage, 400,
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hara" festival announced the end of diplomatic discussions, the com-
mencement of large military campaigns. It was also the resumption of
commercial traffic and divali (dipavali) ‘festival of illumination’ is in
certain parts of India the first day of the year for the merchants, who
then open their new ledgers." Conversely, the south-east of India
experiences its maximum rainfall between October and December,
which is for this region the veritable monsoon.'

Everywhere in India the climatic conditions which prevail from the
end of December to March are favourable to exchange and communi-
cations. The air is dry, the sky clear; temperatures with maximum
averages in January of 20° to 27° Celsius are favourable to prolonged
efforts of both man and animal, permitting of long-distance travel.
Even though the diurnal variations can be considerable, from 12° to 15°
Celsius, with an abrupt cooling at fall of night,"” they assured temperate
conditions for the repose of caravans at the way stations.

Beginning with March and continuing until June, the vertical rays of
the sun produce a rapid heating of the lower atmosphere; it is the
period of intense heat; the nights are hot, the days stifling. Tempera-
tures of from 42° to 45° Celsius are not rare in North India, and even 50°
in the shade has been registered in Sindh, Réjasthin and the Paijab. °1

12. This festival in honour of Durga, commemorating also the victory of Rama
over Rivana, was celebrated by all warrior castes, who on that day worshipped the
instruments and animals uvtilised in combat: cannons, elephants, horses, etc. A
Sivaji cult developed in Mahiirastra, and he became the god of battles; The dafa-
hard was considered to be favourable to military enterprise (Underhill, Hindu
Religious Year, 55-8; Hobson-Jobson. 333). It is intcresting to note that these
ceremonies inaugurated the expeditions of the Thag, the notorious bandits who
ravaged India during the first half of the 19th century. Leaving their peaceable
villages, they gathered to invoke the goddess Kdlf or Bhavdrd, initinted new
members of their organisation and thus gave a sucred character to their activities
during the dry season (Sleeman, Ramaseena, 651).

13. Underhill. Hindu Religious Year, 55-8; Wilson, Glossary, 144; C.1.5.G.,
vol. V. A, Malwa, 137 und 44],

14. Ananda Ranga Pillai (Diary, vol. IV, 200) noted in his diary, 10 Nov.,
1747: ""He (Dupleix) called me in and said, "The rivers are going down. Have you
had any news from the South?’ As they are only beginning to sink, | answer, we
shall not get news till tomormow or the day after. Even now there are five or six
hundred bullock loads of grain the other side of Ariyinkuppam River, and they
cannot be brought over yet. “That is true, it is still dangerous’, he observed... 12
October, 1750 (ibid., vol. VIL, 404): The news from ARkifu is as follows: the
heavy rains every day, the storm and the floods in the Ceyviir River are putting
Nisir Jang's troops encamped this side of Kaluvai to indescnibable difficulty, Sinoji
and Rémachandra Rio. who were ordered 1o march as an advance guard, refused
as it would be dangerous and they could do nothing, and they urged that war should
cease and peace be made,.. ",

15. Jacquemont ( Etat politique et social, . 11, 69), noted in March 1832, that in
the Cittaur region he was indisposed by the “very great changes in temperature”,
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declare, without the least exaggeration, that | have been reduced by the
intenseness of the heat to the last extremity; scarcely believing when |
rose in the morning that I should outlive the day’, wrote Bernier in 1665
from Bhimbar, while on the Kasmir trail."* These intolerable tempe-
ratures obliged the caravans to journey by night, or to set out very early
in the morning, advancing until about 9 or 10 o'clock, and then to
remain during the period of most intense heat in the shade of a tree or
some other shelter, before taking to the route again in the evening. The
stop-overs during the day were, however, not always possible, and the
marching armies in particular could suffer terribly from the sun’s
fervour,” as well as from the scorching winds which arose in the
morning, at times even continuing on into the night.” These ‘whirl-
winds of dust, very discommodious for the travellers™ retarded consi-
derably the journeys. They are called pisac, or daemons, in the arid
west; they “advanced rapidly over the sandy plain... rolling immense
torrents of burning sand giving such a density to the atmosphere that
the sun, which appeared at first as red as blood, was afterwards by the
gradual increase of the opacity totally eclipsed’.®

However, one ventured to travel despite the heat. The emperor and
the nobility hurried to leave behind the inferno of the plain, making for
Kasmir, ‘garden of eternal spring’. Merchants bustled about and the
caravans hastened to arrive intact before the breaking of the monsoon,
which would announce the suspension of large transactions.

16. Bernier, Travels, 385.

17. Vide in particular the journal of a British officer, John Pester, recounting
his campaigns in North India at the beginning of the 19th century. We note here
several pertinent remarks concerning the hot season of 1805: *14 April: the
mtheri:;ﬂtingd:udmllyhmnndmnyniﬂwofﬂmultﬂﬂu:armynn:ﬁ
certificates... 20 April: this morning was excessively hot and a Quarter-Master of
dragoons dropped dead from the effect of the sun.., 26 April: the burning sand
over which we marched this moming seemed greatly to distress the
soldiers and | remarked an increased number of elephants laden with them... 27
April: the weather was excessively hot indeed, and it was with great difficulty that
we got the men to pass the numerous wells on the march containing stagnant water,
which would have proved the death of many had they been suffered to drink... 24
May: dreadfully hot and the sun shone through our tents as hot as fire... 3 June:
cursedly hot and many European soldiers dropped dead on the line of march. It
was a melancholy procession and really the British soldiers appeared more as if
they were marching a funeral party than anything else... 12 June: nights were so
vilely hot... 13 June: wind and sun dreadfully hot. Several of our bearers dropped
under the palanquins and we were able to go but lit*le faster than at foot pace... 17
June: all my friends declared that the climate had changed me so materially that
they scarcely recognised me™ (J. Pester, War and Sport, 394, 396, 401, 402, 409,
413, 417, 419),

I8. Vide in particular, Corbett, The Climate and Resources of Upper India, 2-8.

19. Modave, Voyage, 353,

20. Thom, Memaoir, 348-9; Vide also Pester, War and Sport, 202, 406, 410. The
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The Importance of Soil Tvpes

This overly simplified schema can be differentiated by taking into
consideration the nature of the soil. The documents of the period
indicate that this was a matter of concern for those who travelled.
During the dry season, pack animals and even bullock carts could move
along almost everywhere on the surfaces hardened by the sun: how-
ever, as soon as it would rain, the impermeable terrains became
unsuitable for travel. Heyne remarked at the close of the eighteenth
century that in Tamil country, the road conditions corresponded to the
nature of the agriculture: ‘where sugar and rice are cultivated in
abundance, one can be certain that during the rainy season the roads
will be narrow and bad; while the elevated and sandy terrains, which
cannot be inundated, will have good roads even in this season’.”
Relations could also be maintained between the capital and the
ports on the Gulf of Khambhat during the monsoon by following the
desert trails. A report made by the English Company specifies that
Abhmadabid ‘has a type of soil which is suitable for winter travel and
allows one to go by way of Vadodara (Baroda) and Khambhat at any
time; whereas at Surat, one is blocked when the rains persist, without
being able to go a half-mile beyond the city'.® Tavernier, considering
the two routes leading from Surat to Agra, states that during the
monsoon the eastern route traversing the heavy and fertile soils of
Milava, furrowed as it was by numerous rivers in spate, was imprac-
ticable. That from Rajpatana, although much more hazardous at that
epoch, was never closed because of its permeable soil, which did not
retain the water.” Usually, travellers preferred to await the end of the
rainy season, before embarking on the Burhinpur route. However, the
merchant in haste, who having purchased his merchandise in Agri and
needing, cost what it might, to arrive at Surat in time, did not shun the
risk of travelling the western track. It was this consideration which
impelled Jourdain to follow it in July 1611.* The conditions were

people of the country often suffered as much as the Europeans from the difficult
climate. Thorn (op. cif., 346) states that during the military campaigns a great
number of bikifi, or bearers, died of exhaustion. Furthermore. it suffices to open a
newspaper during the months of May or June to learn that hundreds of people die
of sunstroke each year in the Gangetic Plain.

21. Heyne, Tracts, 14-5,

22. E.F., 1634-36, 217, 28 April. 1636. Cf. also Bombay Gazetteér, vol. IV,
Ahmadabad, 81.

23, Tavernier, Travels, vol. 1, 31.

24, 'Wee were determined not lo goe the waye wee came (via Burhdnpur)
because the winter was not vet ended; therefore wee went the waye of Amadauar
{Ahmadabad)' (Jourdain, Journal, 167).
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reversed at the height of the dry season. On the steppes of Rajpiitina it
was difficult to find water and forage; hence. the Malava route was
preferred. as it presented significantly fewer difficulties.

Thus, the life on the road was directly related to climatic factors and
had to submit above all to the constraints imposed by the rains. The
temperature was of lesser import; the caravans knew to accommodate
themselves and scheduled their halts to coincide with the hottest hours.
Rain, on the other hand, the swelling of rivers, the furrowing of
roadways, paralysed long-distance travel. Certainly, the humid mon-
soon could perhaps be interrupted by intervals of general dryness,
sometimes quite prolonged. which momentarily revitalised local traffic;
but the merchants and soldiers could not undertake long journeys, or
risk finding themselves foundered on the road.

b. Sreep oF TraveL: Days on THE Roap

OF course. not evervone travelled at the same pace: those who were
little pressed for time would content themselves to proceed during the
¢ool hours of the morning and of the evening; others hastened, cover-
ing more lengthy stages: some even journeyed at night, acompanied by
torch-bearers. And, it was necessary to reckon with the inevitable
delays resultant of untoward complications, illness, accidents or lack of
sccurity. Thus, each day on the road was different from the next.

Nevertheless, other than during the season of rains, which slowed
considerably communications. movements were usually effectuated
with a certain regularity; and. a collation of pertinent data reveals the
average rates which could normally and reasonably be attained in one
day.” Even though they do not constitute a homogeneous series, we
have collected here a number of figures provided by contemporaries of
different periods, for they are vividly suggestive and evoke the rhythm
which animated the route in times past.

The very great speeds were attained by the couriers. The private
gayid covered an average of 40 to 60 km daily: the express couriers
could achieve B0 km and the messengers relaying at each stage. more
than 100 km™ (vide Figs. XXXVII and XXXVIII).

Soldiers. merchants and diverse travellers proceeded at a much
slower pace. The imperial armies marched ' la moghole’,” foregoing
great haste.™ There did exist at the Court an official regulation speci-

25. To determine the distances covered and deduce the daily rates, we have
generally used the Tables of Distances given by Rennell in his Memoir of 1792 (315-
M.

26. Vide also supra, 222-24.

27. Bermier. Vovage. L. 1L, 199,

28. Irvine has studied this guestion in his book on the Mughal army (Army.
215-22: length of marches).
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XXXVIL Transmission of dispatches by fiot couriers during the
Mughal period: severnl examples,

distance  number dily
Stages covered  of average references
from to in km dovs in km
DPehli Tana | 30 5 2640 (e, 130 Thn Bafiwtah,
relay Vievages, 1 111 94
Agri Abmaditid H54 5 170.8 fc. ieaNk) Hriggs, Hist. of
relay the Rise of the Mg
Power. vol. 11 1734,
Kibul Oandahir 508 4 127 {1652) Sarkar, Hise. of
relay Anrprgzeh, vol, 1, Y.
Dehili Abmadabad 976 from 7 from 1394 (c. 1K) M wr-s-
relay 1o 12 o B1.3 Abmadi (suppl ) 151
Jnmrind Ahmadnagar 2.2 20 nz (7). Ivane, Laner
relny Mughuls, vol 1. 1K
Kitm Agrh 1.R7R 3 a5 (1525) Bibviir-rdrria,
Badakkiin CxXpress vol, 11, 621
Oila'-i-zafar  Oandahdir 928 11 B3 (L528) Rabwir-ndem,
Badakhiin express vol. 11 621
Kadmir Junnar (LT 20 Hi (1627 Prosod, Jufuingir,
eXpress RN, 402
Kibul Pedivar 336 1 B4 {e. 18K Elphinsione.
CXPIEsS Caribwil, 243
Diehii Mahedvar SO0 13 6.5 {e. 17500 Scn., Adminiy-
express irative Svasem of the
Murathay, 47T
Surat Delhi 1208 from 15 from 86 (1718) Wilson, Early
cxpress to 2 fin bl 4 Anmafs. vl 11,
part 11,
Surnt Agra 1088 from 25 fromd43.5  (162m) EF., [618-21.
o 30 to 362 266 n. 4
Surnt Tatta o2 20 45,1 (1636 E.F., 1634-6. 152
Surat Macilipattanamu | 244 24 518 (In3) EF,, 163741, 4
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Patnd Agri 70 from 1) from 79 {1620-1) Mundy. Tre-
15 M vels, vol_ 11, 368.
to 25 to 3.8
Hugali Bilcivara 26 frown 4 from b6 [(1679) 5. Masier,
wé o 44 [igries, vol. 1. 262,
T78. MT.
Hugali Drhiki K3 fram 7 from 40,4 (V6TY) fhisl., 252,
wh w3l4 268, 281, 355
Hugali Patni Hil fromm 11 from S48 (1679) Ml 272,
1o 15 tar 4} Im.an
Mndris Gowvi [Goa) T20 20 36 (1662), Love. Viestigey af
o Madras, vol. 1, 19,
Madris Tarankampil b 5 Lv.§ ] e i) Thivenod,
{ Tranguebar) Traveix, 128,
Putuccén Macilipatiapamu 627 I5 ALK (VT48) A Rang Pillt,
Pondicherry Diary, wol. V1. 125,
Putuccen Mayyali 530 iz 455 (1T46-T) Ihail
Pondicherry  (Mahé) wol, 1L, IS, U,
XXXV Postal organisation (¢dk) of the British East India Company.
A. Fool couriers on the route: Madrfis-Kalikati, 1,760 km
period mumber of duily average references
days in km
prior 1o the -5 2.3-195 Love. Vestiges of (d Madras,
1Bth cent. wol. 11, 136,
1712 30 SH.6 Thid,, wol. T, 136,
17R% 19 9.6 Ihid., wol, 111, 344,
1706 12 ¥ 40K Misra, Central Admimisera-
fiow, 433,
1524 i 176 Seely, Ellora, 86
1836 T 2346 Bragal Past and Present, .

vol. XXIL, 174
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H. “Dak bearers” on the moules radiating from Kalikitd in 1813
{**Bengal Public Consultations™ 21 May. 1813, in Misra,
Central Administration, 440).

From Kalikith o distunce covered number of daily average
in km days in km
Balcévara 49 2% W6
Baniiras 912 f 114
Dhaka 27 3 9l
Jagunnatha-Puri 468 5 036
Paina 675 5% 2.7
Rajmabal 337 Iy 6.2

XXXIX. Movements of Bahfidur Sih's srmy between November 1707 and August 1711
(from Irvine, Army, 220),

number pumber  total  distance diaily
Stages of of number covered average
from o marches halis  ofdays  inkm  (excluding halis)

Agri Jaypur 0 50 0 248 124
Jaypur Merti it 12 o 224 14
Mertd Ajmer 14 17 3 T2 51
Ajmer Burhinpur a0 3 e 6H3 7
Burhinpur Huidaribad 61 144 2005 576 D4
Hudaribad Aurangibid H &7 131 504 14
Aurngibid  Burhanpur 15 k' 53 216 14.4
Burhinpur R Narmadd 11 17 2% 15 10.4
B Narmiadi  Ajmer 5il 130 180) S6H 1.3

Ajmer Sonipat 21 o7 18 so8 24,1
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Sonipat Thincdvar ] 11 19 108 135
Thinesva Sadhauri T L 13 T 10.8
Sadhaura Lihaur 3 200 m 352 1.6

TOTAL k) B0 1.190 4250 12.6

fying the daily stages of functionaries or of contingents charged with an
official mission at seven faribi kos (or 29 km).” In exceptional circum-
stances, the men could be obliged to make forced marches,” but
generally over long distances one proceeded at a much slower pace.
Figure XXXIX, which indicates in tabular form the movements under-
taken by Bahadur Sah’s army from Agri to the banks of the Narmada,
then to Lahaur, shows that the greater part of the stages covered by the
soldiers varied on the average from 12 to 14 km. Irvine, after having
compared a large number of itineraries followed by the Mughal sove-
reigns, estimated that in ordinary times the daily progress of the armies
never exceeded 4': kos (or 18.7 km) and that often the distance was
limited to 1% kos (or 5.2 km)."

As regards commercial traffic, the conveyance of goods took place
atl a pace scarcely exceeding some 20 km a day, whichever mode of
transport be considered. It is interesting 1o note this constant in
Buchanan’s studies made in Maisiiru or in Bihar: they indicate always
twelve miles (19.2 km). whether pertaining to bearers, pack oxen or

29, Dasttir-al “amal from the beginming of the 18th century, cited by Irvine,
Army, 216,

3. In 1758, Mirzi Mubammad went from Dehli to Jalalibad (53 keos) in five
days. being 1) kax or 43.2 km a day: he also returned to Dehli in five stages. The
following vear he proceeded to Rahiin's parganah in the Jilandhar dodb (320 km)
in 12 marches, at a daily rate of 26.6 km (Irvine, Army, 218). Bussy, in January,
1758, was reputed to have covered the 768 km separating Rijamahéndravaramu
and Aurangibid in 21 days; General Goddard in 1719 covered 480 km in 19 days;
Gieneral Smith, in 1805, 1,120 km in 43 days; representing averages of 36.5,25.2
and 26 km per day respectively (M.D .M., Kistna, 53 n. 1), But the most celebrated
exploits were achieved by Haidar *Alf who, in 1781, covered with his soldiers 160
km in 2% davs. and by Tipi Sultin, who in 1790, advanced with his men 100 km in
2 days: the daily average of the former was 64 km, and of the latter. 50 km
{Blucker, Memoir, 281). It should be added that the sikk armies moved much more
quickly than the Mughal troops: on one occasion, the distance of 452 km from
Pesavar to Lahaur was covered in 5 days by the cavalry and in 9 days by an infantry
corps. which makes a daily progression of % and 50 km; another time the sikh

soldiers covered 480 km in 12 days, i.e. 40 km a day (Bajwa, Mifitary System of the
KNikhx, 203).

3. Irvine, fhid.. 220,
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XL Dayson the Indian road, sccording o the seventeenth Century truvellers

disiance  pumber daily

Stages covered ol uveTnge references and remarks
in km days in km

from Agra TAmE 350 3272 sccordmg 1o Tavernier ( Travels, vol. 1,

10 Surat i 73 149 T2-35. Mundy {Travels, vol. 11, 225-Ts)

(via Ajmer) made with a difficult caravan the voyage
mn 73 days (excluding the halt in
Ahmadibad).

from Agri 1228 3337: 32330 according to Munucci (Storia, vol 1,

o Surat (vis 5 ny 64-9) and Withington (£ T., 222). Mundy

Burhiinpur] {op. cir., 39-65) covered this distance with a
carivan in 47 days; Jourdain (Jowrnal,
141-54), in 51 days, and Finch (E.T..
136-46), in 54 days (excluding halis).

from Agri &0 5N .83 sccording o Tavemier (op. cit., 92-9)

1o Patnil 5; Ha and Manrigue { Travels, vol. 11, 1455 A

44 19.7 curnvan usually took 35 days (E.F..
I61K-21, 191, 199, 212), Mundy (op cff..
TE-187) covered this distance during the
rains b6 44 days.

from Agrii K27 12, 41.3-37.5; acconding to Coryat (E.T., 244), Steel

to Liahaur 24 £ { Prervhas, vol. 1V, 267-8) and Manrigque
{op. cit., 1T9-R4). Finch (E.T.. 135-60)
covered this distance with a caravan in
24 days.

from Lahaur et ) 20-25; 36.7-29.3; sccording 1o de Lact (De Imiperio, 35-6)

1o Kabul ' 25.3; and Tavernier (op. cit., 76-T), Finch
(E.T.. |67-8) indicates 29 days.

from Kibul SOE 24 211 sccording to Tavernier (op. cr.. T4).

1o Qundahir

from

Habdarabiad a0 Pl v 34-28.7:  sccording to Tavermer (op. cir.,

o Surmt 36 5.5 116200 Thévenot (Travels, 102, 112},
who made the journey with two carts,
took 36 duys.

from

Haidarabad 5 17-22 39.1-3),2  pccording to Tavernier (op. cit., 146)

1oy Growil (Goa) 30.2 Carré { Travels, vol. 1, 221-70; vol. 11,

J7-20).
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carts.™ This synchronisation of transport modes would reflect a tacit
local regulation, probably corresponding to the rhythm of caravans and
to the distance between resting places. It is also an expression of the
slowness of communications in general.

The conveyance of travellers by palanquin, saddled mount, or by
cart, was evidently more rapid. But the maximum speeds (60 km a day)
were not common, because one necessarily had to adapt oneself to the
slower rhythm of pack animals utilised to transport baggage. Thus, the
observers of the period estimated the length of a day on the road, for
the ordinary traveller, at 35 or 40 km." The table (Fig. XL), which we
have compiled from the information provided by the seventeenth
century European travellers, confirms these facts. It also indicates that
the greatest daily distances were achieved on the route from Agri to
Lihaur, which was then the best maintained route in Hindusthan, upon
which travellers with light loads covered on the average some 40 km
and over which trade caravans could cover more than 30 km. These
statistical documents must, however, be interpreted cautiously; they
have only significance if one reckons with the factors of vaniation which
were imposed not alone by the elements, but also by the animal and
human motor itself, which does not function mechanically and requires
periods of rest so as 1o reconstitute its energy reserves.™

32. Buchanan, Journey, vol. 1, 142: Martin, Eastern India, vol. 1, 387 vol. 1,
1016; vol., 111, 120, 319,

33. Tavernier, Travels, vol. 1, 37; Thévenot, Vovage, 152; Perrin, Voyage, vol.
1. 1M4; Forbes, Oriental Memairs, vol, 11, 184; Buchanan, in Martin, Eastern India,
vol, L 1189, Rennell (Memair (1792), 317) considered that an ordinary traveller
covered an average of 22 miles, or 35 km, a day.

3. Men and animals had to in fact periodically make halt; but, each time that
they took a day of rest, the average speed of their advance was reduced. Thus, in
1785, Crusot and Malet required 55 days (including halts) to make the journey on
horse from Surat to Agri via Vadodara (Baroda) and Ujjain; a particularly difficult
route (Forbes, Oriental Mempirs, 1813 edition, vol. IV, 5-37). If the distance as
estimated by the travellers (1,017 km) is comrect, that would result in a daily
average of only 18.4 km!



Conclusion

The uncertainty pertaining to the pace of travel indicates to which
extent the distances were insufficiently mastered. Vastness dictated
long durations of travel, and one had become accustomed to the
slowness of land transport, as well as to the low carrying capacities. In
the proximity of the sea, or on the plains of the Ganga and the Indus, it
was possible to avail of the waterways, which substantially comple-
mented land traffic, especially in the case of heavy transports. The
waterways cannot be dissociated from the roadways to which they were
closely linked. The study of these will constitute the subject matter of
the second volume of the present work.



APPENDIX

Itinerary Measures

The ‘metrological’ facts in India extend to remotest antiquity, as is
evidenced by literary and epigraphic documents, and have not over the
course of the years been subject to significant variations. Like other
measures of dimension, the itinerary measures were numerous, the
terms of designation diverse; without, for all of that, the same expres-
sion having corresponded to identical values. Moreover, distance was
evaluated, at least originally, according to either the range of certain
cries (of man or animal), or the effort expended to span a given
distance. Thus, krofa (Ski.) — whence is derived kos (H.) — signifies
‘call’, "ery’, ‘range of voice’, i.e. the distance at which the cry of a man
could be heard: just as gau (H.) or gavada (Kan.) means: as far as the
cow’s lowing can be heard.' and parugu (Tel.): the distance a man can
run at a single stretch.’

It is therefore not surprising that the terminology of itinerary
measures would often be identical with those pertaining to times. As
Father Coeurdoux wrote:*

Nothing was more natural than to apply the division of time to that of

space; hence the ancient Indians did so. Taking the terms of the Tamil

language as example, they count by ‘naliguei’ (ndLikai) of road. as they
reckon by *naliguei’ of time. Continuing the analogy, from seven ‘naliguei’
and a half of time, they make a great league, the measure of which is the
march of a man walking neither too guickly nor too slowly in the period of
one night watch; but with this difference, that night-watch is called ‘jaman’

(cdmam) and the great league ‘cidam’ (kdtam), whereas the short hour and

the short league have the same name, ‘naliguei’. Moreover, this manner of

measuring space by means of time is not entirely foreign, since we also
sometimes reckon by hours and days of road.

This terminology generally clouds with ambiguity the evaluation of

1. In the forests of Sri Lanka, distance is estimated on the basis of the range of
a dog’s or cock’s call; barking = %4 mile; cock’s crow = a bit more than ¥ mile
(Tennent. Cevlon, vol. 11, 582).

2. The units of measure on the Makrin coast corresponded to the distance
covered at a single stretch by a laden camel or a horse (D.G. Bal . Makran, 1907,
215).

3. Lewnres édifiantes, t. XV, 140-1. Same observation in Buchanan, Journey,
vol. 1, 416-7, 437,
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units of measure. ‘But-in which country might the people pride them-
selves to speak with precision when it comes to leagues and roadways?"™

Itinerary measures in the Deccan’

In the Deccan, one thus counted in terms of road hour (= 24 minutes),
ghati or nadi (Skt.), ndLikai (Tam.), ghalige (Kan.), ghadiva (Tel.),
ghadi (Mar.), or in terms of 7% hours of road, kdtam (Tam.), givada
(Kan.), dmada (Tel.), gau (H., Mar.); however, the value of the base
unit or its multiples sometimes varied according to region.

(a) in Tamil country
= 1 nidLikai = 3/8 of one common French league, according to Coeurdoux
(op. cir., 142): according to Buchanan (Journey, vol, 1. 416-T), it was
this which the Europeans in Madris called Malabar mile, probably
corresponding 1o what Rennell terms Carnatic kos.
— 1 kdram = 3 common French leagues, according to Coeurdoux (op. cit.,
142); from 5 to 10 miles, according to M.G., 150,

(b) in Kannada country

— 1 ghalige = 1 ndl.ikai (supra).

— 1 haradiri = 2 ghalige, according to Coeurdoux (ap. cit., 145); I sultdni
kos, according to Buchanan (Jouwrney, vol. 1, 437); 2V miles, ac-
cording to Wilson (Glossary, 200).

1 gavada = 4 haradiri, according to Coeurdoux (op. cit., 145); between
8 and 10 miles, according to Wilson (Glassary, 171); 10 miles, accord-
ing to M.G. (54),

|

(c) in Telugu country
— 1 ghadiva = 1 ndLikai (supra).
— 1 parugu = 1 kos, according to Coeurdoux (ep. cir., 146); 1%: miles,
according 1o M. G. (655).
1 dmada = 4 parugu, according to Coeurdoux (op. cit., 146); 10 miles,
according 1o M. G. (54).

I

(d) in Maratha country and Gujarai

1 ghadi or ghatikd = 1 ndlLikai (supra),

1 kos = 2 ghadi; 1 common French league, according to Coeurdoux (op.
., 151-2).

1 pau = 4 kos or 4 leagues, according to Coeurdoux (op. cit., 151-2); this
is probably the gokos mentioned in A'In-i-Akbari (vol. 11, 417) for
Guijarit, and listed by Molesworth in his Mariithi dictionary. Accord-
ing to Tavernier (Travels, chpis. XII, XVIII), it was the unit of
measure used from Surat to Govi and equalled 4 kos or 4 leagues, i.e.
8 or 9 miles.*

4. Ihid., 145,
5. Table based on Father Cocurdoux’s letter, *On measures in commaon use in
Eastern India, Pondicherry, 12 Feb. 1760, in Lentres édifiantes, t. XV, 139-58,
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However, as one more nearly approached Hindusthiin, these terms
were progressively replaced by the kos:
Advancing towards the northernmost part of Carnatic, one still speaks in
terms of ‘amada’, but the designation ‘ghadia’ is no longer used to express
the short hour, which, as we have said, corresponds to 24 minutes; one uses
here the word kos when speaking of the road. I see no other reason for this
change of expression, or perhaps even of itinerary measure itself, than the
greater association with the Moors to whom this country is immediately

subjugated. The masters of the country speak incessantly of kes, the people
have more-or-less accustomed themselves to their manner of expression;

and, in adopting this term as well as several others from the Hindusthan
language, they have as if forgotten the word peculiar to their mother
.T - w
This ancient measure, however, attired very diverse units of
measure.

Variations in the Length of the kos in Hindusthan®

It has been observed that in effect the length of the kos diminished in
the northern plains from Orisd to the Pafjab, that inversely, it in-
creased from the Gulf of Khambhat to the valley of the Gangd, and that
it was finally the longest in the centre of the peninsula.

(a) in the northern plains
— in Orisa = 2% or 3 miles, according to Marshall (Nores, 62, 64).
— in Bangil = 2% miles, according to Marshall (Notes, 65); more than 2
miles, according to Beames (Memoir, vol. 11, 196).
— in the Pafijib = 1% miles, according to Hodge (Travels, 110); 1'% or
1% miles, according to Beames (Memoir, ibid., 196),

(b) between Khambhit and the Ganga
~ from Surat to Siddhapur (Gujarit) and from Surat to Burhinpur (Khan-
des) = 1% miles, according to Mundy (Travels, vol. 11, 66, 272).
~ from Siddhapur to Agrd and from Burhiinpur to Agri = 1'% miles,
according to Mundy (ibid., 66, 272).

(€) in the central region of the peninsula
- gondi kos = 3 paces, according 10 Law de Lauriston (Memoire, 515);

6. It will be observed that other than in Tamil country, the great Indian league
was in fact considered to be equivalent to 8 small leagues (ghalige, ghadiya, ghadi),
and not to Tl

7. Coeurdoux, Lettres édifiantes, t. XV, 147,

8. Vide J. Beames, Memoirs, vol. I, 194-6 (Elliot, Glossary); E. Thomas,
Essays on Indian Antiguities, vol. 11, 122-30; Wilson, Glossary, 294-5; Raverty,
Notes on Afghanistan, 1 and 2 n.: the kuroh; Habib, Agrarian Svstem, 353-62
(Measures of land); History of Road Development, 26-30 {Measures of Distance in
Ancient and Medieval India); finally, we have also broached this guestion in our
Recherches, T4-81.
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4 or 5 miles, according o Colebrooke (Narrative, 29); 4 miles,
according to Beames (ap. cir., 196); it equalled 4 miles in the Balaghay
district (C.P.D.G., Balaghat, 204), 2% or 3 miles in the Bilispur
district (C.P.D.G., Bilaspur, 168), 3 miles in the district of Raypur
(base unit: 1 hdrik, ‘as far as a man’s voice can be heard’ = 6 furlongs;
I dhidp, “as far as a man can march without being winded' = 2 hank or
1% miles; 1 kos = 2 dhdp or 3 miles) (C.P.D.G., Raipur, 179-80).
These variations were reflected in the vocabulary used by the
wayfarers. The European travellers reckoned in grear kos or small, long
or short, or in commeon kes. The inhabitants of the country often
distinguished between pakka and kacca kos (the former having gene-
rally the twofold value of the latter), in Gorakhpur, Bihir, the length of
the kaccd kos was, according to Beames," one mile, and sometimes less.
One spoke also of the rasami kos, which corresponded probably to the
travellers’ short kos, and the value of which varied regionally; it
equalled 1% miles in North-West India." The roads in Hindusthan
were measured, except during the period which extended from Akbar’s
reform to the end of Aurangzeb’s reign, in hindiistdni kos or common
kos, which was 1%. miles in length, according to Rennell," or one mile
and 7 furlongs according to Wilford."
These measures, so very diverse at the local level, had nonetheless a
stable value., The vanations of the units which have been constated
seem to have been only of political origin.

Reforms of Akbar and Sahjahdn: Kuroh-i-Pad$ahi or Jaribi Kos

Akbar and Sahjahiin attempted to achieve a uniformity of measures on
the basis of new units.” These royal kos (kuroh-i-Pad$ahr), measured
in jarib, following official instructions, were also called jaribi kos.
According to Habib," Sihjahin’s kos corresponded to the average
distance measured by Elliot between the kos-mindr of the Dehli region:
2 miles 3 furlongs 158 yards” — which poses a problem. For, if one

9. Op. cit., 19.

10, Wilford, J.A.5.B., vol. XX, 1851, 246; Irvine, Army, 217.

11. Rennell, Memoir, 4.

12. Wilford, J.A.5.B., vol. XX, 1851, 246.

13. The most recent clarification has been made by Habib, Agrarian System,
353-62; the basic unit was the gaz, termed sometimes zind' or dira'h. The kos was
formed of a certain number of tanab or of jardb, themselves multiples of the gaz. lis
value was thus dependent on the base unit. Until Akbar’s reign, one used the gaz-i-
Hahi, which equalled 32 or 32.5 inches; beginning with Sahjahin's reign until at
least the end of Aurangzeb’s reign, one used the zind’-i-Padsahi, having a value of
32,808 inches.

14. Habib, ibid., 362.

15. According to Rennell { Memoir, 4), the length of the roval kos was 2 miles 5
furlongs under Akbar, and 2 miles 6 furlongs from Sihjahin onwards.
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gives credence to literary sources, the kos-mindr between Dehli and
Agri would have been installed by Jahangir (vide supra, 158-59) prior to
the reform of his son. The question is indeed far from having been
resolved. We are unaware of the exact course of the imperial highway
between the different mindr; it probably followed the irregularities of
the terrain and described curves. According to Elliot, the distance
between the markers in the vicinity of Dehli varied from 2 miles 3
furlongs to 2 miles 5 furlongs. Is this same variation to be found on the
other roads radiating around Agra? The study by the Archaeological
Survey concerning the kos-mindar” indicates in several instances minar
on the road from Ajmer to Agra located at 2%4 miles from the
preceeding; between Agra and Fatehpur Sikri, from mile 9 to mile 15,
we note, if our calculations are correct, 1 mile 5 furlongs, 1 mile 6
furlongs, 2 miles 3 furlongs between the mindr. On the route from Agra
to Lahaur, before arriving at Dehli, distances of 2 miles 5 furlongs and
214 miles have been found; in the Kamal region, a distance of 3 miles,
and nearer to Lihaur distances which vary from between less than 2
miles and 2% miles. Apparently, it is between Agrd and Karnal that
the markers most distant from one another were found (?). When all is
said and done, it must be admitted that, to be fruitful, the study of the
kos-mindr must be made the object of a much more systematic
investigation,

16. Ann. Progress Repori, 1914, 45-51.



Toponymic Index'

Abbottibad, 11, 15.

Abohar, 11, IV, 35 & n. 54.

Aba (Mt), VIIL, 54 n. 34, 197.

Accaravikkam, XI.

Acer, XXVII, 189,

Acerat (7), 43 n. 23,

Adilaj, XXVIIL, 188-9.

Adivad, VIII, 52 & n. 23.

Adavini, XI, 75 n. 11.

Addanki, XI, 77 0. 13 and 14.

Adilabad, XII, 86 & n. 20,

Adittahaur (=Bhadaur?), 32 n. 40

Afghiinistin, 12, 24 n. 1, 27-31, 36, 44,
56, 151, 203, 232, 233 n. 38, 254, 256
& n. 10.

Agori, XI1, 88 n. 28,

Agrd, I, IV, VII, XVII, XXXVII,
XXXIX, XL, 324 & n. 48, 37, 38
n 7, 43, 523 & n. 26, 54 & n. 37,
55, 56 n. 45 and 47, 57 n. 58, 58 &
n. 62, 59 n. 63, 60, 63 n. 2, 72, 90,
92-3, 14 & n. 23,120 & n. B7, 122,
139, 144 n. 3, 147 & n. 16, 148 &
n. 25 and 26, 149, 150, 153 & n. 46,
155, 157-9 & n. 60 and 63, 167 n. 41,
168, 172, 174-5 & n. 60, 178 & n. 10,
179, 184 n. 2, 186, 196-7, 222 n. 92
and 93, 223, 220, 234 n. 45, 240 &
n. 72, 241 n. 79, 252, 263, 265, 271
n. 78and 79, 272, 275, 279, 284 286,
290, 292.

Agroha, IV, 32 0. 37,

Abhmadibad, VII, XVII, XXXVII, 51

18,52, 53 & n. 27Tand 28, M &

30 and 31, 56 & n. 45 and 46, 57

n. 58, 58, 92, 124 n. 2, 178, 185,

BE & n. 18, 189, 197, 221, 222

.94, 223, 273, 29,

Abmadnagar, VII, X, XXXVII, 50-1,

=P

69n. 34,70 &n. 34, 70 & n. 34 and
35, 71 & n. 38, 152, 223, 259 n. 31,
260,

Aigale, 69 n. 30.

Aindpur, X, 69 n. 31, 70 n. 37.

Ajai (R.) V.

Aj-Rukkij (=Qandahdr), 24 n. 1.

Ajfantd, VI, XT1, XVIIL, 48, 51 n. 18, 64
n 9.

Ajmer, VIII, XXXIX, XL, 524 &
n. 32, 36 and 37, 55 & n. 42, 56, 58
& n. 60 and 61, 92, 153 & n. 46, 157-
9 & n. 63, 178-9, 196, 221 & n. 90,
229, 37, 112, 292.

Ajidahdn, 35 n. 54.

Akbarpur (Faiziibad dist.), IV, XVII,
140 n. 65, 178 n. 100,

Akbarpur (Nimdr dist.), VIIL IX, 52 &
n. 24, 60, 125.

Akkalkot, X.

Akhniir, 17.

Akliij, 70 n. 35.

Akold, XII, BS n. 17.

Akot, XI1, 85 n. 16.

Alakanandi (R.), I, 18 n. 43 and 46,
155 n. 53.

Alampuramu, 256 n. 6.

Alappula, Alleppey, XI.

Alexandria in Arachosia, 25 n. 8, 30,

Alexandna under Caucasus (=Parvin),
1.

All, IXL

*Allibad Sarde, 16, 178,

*‘Aldigarh, IV.

‘Ali-Masjid, I1I, 33 n. 4.

Allahabad, see Ilhdbad.

Alllru, X1, 77 n. 13.

Almord, 38 n. 7, 155 n. 53,

Alvar, VIII, 55 n. 43.

AlLvirkuRicci, 146,

Amalyira, 188 n, 17.

Aminat Khan, IV.

Amangal, 64 n. 11.

1. The roman numbers correspond to the figures.
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Amarivafi (Amaravati dist. ), XI1, 85 &
n. 17.

Amarivati (R.), T n. 6,

Amarkantak, XII, 82 n. 2,83 & n. 6, 88
& n. 27.

Amarnith, 11.

Amarpitan, XII, 85 n. 14,

Amarit, V.

Ambad, X, 63 n. 6.

Ambigarh Cauki, XII, 84n. 9.

Ambaghat, X, 69 n. 33.

Ambala, IV, 3, 36, 38 n. 7.

Amber, VIII, 55.

Ambiki (R.). X, 63 n. 4.

Ambikapur, XII

Ambolighir, X, 69 & n, 30,

Ambitru, X1.

Amindbad, 11, IV, 33 & n. 46.

Amjhara, IX.

Ammicattitam, 163 0. 13, 194 n. 47,

Ampiir, Ambur, 146 n.9.

Amptsar, [V, 33, 35 & n. 56, 92.

Amroha, IV,

Amii-daryd (R.), L.

ANaimalai (Hills), 73.

Anakallu, 195 n. 42

Anakipalle, X, 66 n.17.

Anandpur, VIIIL

Anantagiri, X, 64 n. 11.

Anantapalli, X, 66 n. 17.

Anantapura, XI.

Anantapuramu, XI.

Anaval, 63 n. 4.

Ancatti, X1, 79, 121.

Andhra Prade$, 9, 10, 52 n. 22, 62 &
nl,65&n. 14,66, 75 &n. 11,93,
106 n. 37, 165, 195 n. 50, 257, 262.

Anekallu, XI, 193 n. 42

Afiga, 234 n. 45.

Angbali, V.

Angul, XII, 87 n. 25.

Anhilvada, 59.

Ankdil, X, 63 n. 5.

Ankledvar, VIII, 53 n. 27.

AnnatippuRam, Angadipuram, XI, 78
n. 20.

Antri, 53 n. 26.

Antar, 152,

Anipéahar, IV,

Apiiilpurina, V1.
Ar, IV, V.

Land Transport

Arabia, 229,

Arabian Sea, 47, 68 n. 29, 69, 75.

Arachosia (=region of Qandahir), 30,

Arikdn, 5n. 1.

Arakhpur, V1, XVI1, 46,

Aramboli (P.), see AruvamoLi.

Arang (Riypur dist.), §7 n. 24,

Arang (Sangli dist.), 68 n, 29,

Arani, X1.

ARantanki, X1.

AravakkuRicei, XI.

Aravali (Rge), VIIL, 6, 8B, 54, 57.

Arghandab (R.) 1I. 30.

Arcot, see :

Arghandeh, II, 30.

Arikamedu, 74 n. 4.

Arnyinkuppam, 277 n, 14.

ARkiitu, Arcot, X1, 79, 277 n. 14.

Armiiru, 86 n. 20,

Arpi, XI1, 86 n. 19.

ARumukam, Armagon, 75 n. 12.

Arun (R.), 1, 20

Aruvimoli, Aramboli, XI, 74 & n. 7,
n 22

Arval, IV, V.

Asim 7, 11 n. 1, 21 n. 59, 44-5, 111-3,
118, 121, 132, 137, 205, 234, 243,
256.

Asansol, V, 44.

Asirva, XXVII, 188-9.

Asirgarh, VII, VIIL IX, 51 n. 18, 52 &
n. 24, 53 n. 25

Aslall, XXVII, 190.

Aspur Surpur, XXVII, 189,

Asa, IX.

Astami, X, 68 n. 24 and 27,

Aste, X, 68 n. 28 and 29,

Asti, XII, 85 n. 16.

Astor, 13.

Atak, Artock, 1, IT, 11, 31, 33 & n. 44
and 46, 61, 114 n. 69, 125, 130 &
n. 29, 140 n, 68, 147 n. 16, 172
n. 43, 233, 253,

Athni, X, 68 n. 29, 69 & n. 30 and 31,
166.

Athva, 146,

AWt x. 68 n. 28,

Arrgi (R.), XIV.

Arri, X1V,

Analika (=Mandi), 16 n. 27,

Aftappiti Attappadi, XI, 78 n. 20.
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Attir, X1

Auraiva, IV.

Aurafigibid, X, XII, XTI, XXXIX,
623 & n.5and 6, 4 & n. 9. T &
n. 35, 71-2, 85 & n. 17, 86 n. 18, 92-3,
139, 152, 157, 179, 284 n. 30.

Avadh, 39, 178, 225.

Avapid (P.), 68 n. 27.

Aviisgarh, IX.

Ayodhyl, XVII, 84 n. 10,

Ayiura, V.

‘Azamiibad, 1756 & n. 76.

‘Azamgarh, IV, XVIL.

‘Azimgadj, VI, 43 & n. 23,

Bactra, 12 n. 5.

Bactria { Afghin Turkestan), 30, 237 n.
6l

Badakhsin, 13, 223.

Badani, 29 n. 24.

Badanpur, XII, 83 & n, 5, 85 n. 14,

Badarvas, IX.

Badndvar, VIII, IX, 58 n. 60,

Badodari, XXVIL

Badriibad, V.

Badrindth, I, 11, 18 & n. 44 and 46.

Badéahpur, 55 n. 43,

Baghelkhand, 47, 59 & n. 63, 219 n. 83.

Baghirhat, XVII, 109,

Baglin, 63.

Bagodar, V.

Bagri, 54 n. 34,

Bagurd, Bogra, V, XIV, 42 n. 22, 110.

Bahavalpar, I1, 35, 56.

Bahriic, IV.

Bahrimgala, I, 16 & n. 28, 120 n. 91,
135 n. 49, 177.

Bahuriband, XII, 83 n. 5.

Baikunthapur, 40 n. 20.

Baitiil, XII, 85 n. 15, 145 0. 6.

Bij-gih, I, 13 n. 6.

Bikiner, IX.

Bakkar, I, 27, 56 & n. 47.

Baksi-Dvir, 1, 21-2,

Baksar, IV, V, 37.

Balighay, 291.

Balipur, XII, 85 & n. 17.

Bileévara, Balasore, (Orisd), VI,
XXXVIT, XXXVIIL, 46, 65 n. 14,
140, 223 n. 101, 224 n. 107.

Baliya (Mufiger dist.), V1
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Baliya (R.), XTIV, 108.

Balkh, 13, 30, 157 n. 58, 231 n. 20.

Bilkopda, 86 n. 20

Balldri, XL

Balliivar (=Phillaur?), 32 n. 39,

Biloda (Bilaspur dist.), XI1.

Biloda (Raypur dist.), XII, 84 n. 9.

Balrimpur, 1V.

Baltistan, [, 13.

Biltoro (glacier), 1, 13.

Balicistin, 24 & n. 1 and 2,25 & n. 9,
29n. 26

Balurghiy, XIV.

Bamongola, XIV.

Bamiyan, I1, 12 & n. 5, 30.

Bamsi, IV.

Bamsihari Hat, XIV, 108,

Bamskoh, VIII, 55.

Bamsvira, IX.

Banagiom, VI.

Banfiras, IV, V. VIII, XII,
XXVIIL, 37,38 & n. 7, 39,
B5 RR & n. 28,92, 165, 177,
n. 139.

Banas (R.), VIIL.

Bapagala (P.) (=Banihal), 17 n. 35.

Banasvada, X, ¢4 n. 8.

Banda (Banda disi.), VIIL

Banda (Kanpur dist.), 176.

Bindi ( Ratnagini dist. ), X, 68 n. 24.

Bindhogarh, XII, 83 n. 5.

Bangil, Bengal, 7, 21 n. 59, 36-7, 39, 42
& n. 21,434 46n. 40, 65 n. 14, 66
T4-5, 8BS, BE, 90, 92, 101 n. 6, lt‘lﬁ,
113, 114 n. 63, 115, 139, 141, 147
n. 16, 167 n. 41, 176, 177 n. 94, 178,
182, 196, 207, 210, 215-6, 234 n. 45,
243, 257, 268, 290.

Bangarmau, IV,

Bangas, 28.

Banihal (P.). I, 15 & n. 25, 17.

Baniyacang, V1.

Banjari, 85 n. 14,

Bankipur, XI, 75 n. 11.

Bankipur, V.

Bankura, V, 40, 44.

Bannii, II.

Bapatla, X1, 75 n. 12, 106 n. 36.

Baracati, V.

Birahgarhi, 19 n. 50,

Barakar (R.) V.

XV,
40, 44,
252.253
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Barakpur, V, 113 n. 62,

Bird Laca (P.) 1, 17, 18 n. 41.

Baramafi. X.

Baramul, XII, 87 n. 24.

Biardmila, [, 14-5, 135 & n. 51,

Baran, IX.

Barapili, XII.

Barir, 83, 84 n. 11, 88 n. 29, 89,

Birasat, VL.

Baraut, I'V.

Barddhamin, Bardvin, V, 43-6, 108
n. 39.

Bardhi, IX.

Bardi, XII.

Birdoli, VIII, X. 52 n. 23,63 n. 5.

Bardvian, sec Barddhamin.

Bireja, V111, 54 n. 29,

Barejdi, XXVII, 19,

Bareli, IV, 38 n. 7, 39.

Bargarh, XII, 87 n. 24.

Birh, V, 42 n. 20,

Barhi, V.

Barkatta, V.

Barodi, see Vadodari.

Barrai, VIIL, IX, 52 n. 24, 53 n. 25.

Baruin, VI, XVIIL.

Barun, 38, n. 6.

Barvi, XII.

Barviha, IX, 60.

Barviin (P.). 51.

Barviini, IX.

Barygaza (=Bharukaccha), 48 n. 8 and
10,62 n. 1.

Basariiru, 98 n. 4.

Basoli, 1.

Bassein, see Vasai,

Bastar, 7n. 2, 8 & n. 7, 258 & n. 22.

Basti, IV.

Bauddh, 87 n. 24, 252,

Bivda. X, 70 n. 35.

Bayini, VI, 54 & n. 37, 5%n. 62, 186,
190 n. 28, 272

Bazargiv, XII, 85 n. 16.

Bedaniira, XV, 242 n. §7.

Bedse, VII, 50,

Begrim of Old Kabul, IIL.

Begrim of Magarahiira, III.

Begrim of Kapisi, II1, 203 n. 2.

Behrimpur, XXVII, 190,

Bejavada, X, X1, 65n. 12, 75n. 12,77
n. 13.

Land Transport

Beli (Balticistan), I1.

Bela (Itava dist.), IV.

Belgimv (Belgamv dist.), X, 69 n. 30,
70,

Belgimv (Durga dist.), XII, 87 n. 22.

Belkuci, V1.

Bélaru, X1, 266 n. 40.

Benares, see Bandras,

Bengal, see Bangil.

Bengalaru, X1, 79. 146 & n. 9, 193
n. 41, 246-7.

Béppir, XI, 79.

Beraghat, XI1.

Berasiya, IX.

Bétamangala, XVIIL.

Betiya, 1, IV, VI, 19 n. 50.

Betva (R.), VIIL, IX.

Bhabdnipur, XIV, 110.

Bhadaur, 1V, 32 & n. 40.

Bhadracalamu, 205, 258,

Bhadrmakh, VI, XVII, 46.

Bhadramkara (=Syilkof). 32 n, 37,

Bhadvag, VIII, 52 n. 23,

Bhagi (R.), L, 19.

Bhagalpur, V, 42 n 20, 182, 234 n_ 45.

Bhagaviinpur (Nepal), 19 n. 50.

Bhagavanpur (Réjasthan), 54 n. 36.

Bhagirathi (R.) (U. P.), 18 n. 46.

Bhagirathi (R.) (Bangal), V, 42-3, 108
n. 39,

Bhairavagala (=Bahramgala), 16 n. 28,

Bhije. VII, 50.

Bhilavapi, X, 70 n. 35,

Bhilki, X, 64 n. 7, 7Tl n. 39.

Bhim, XI, 86 n. 19,

Bhambori, 276 n. 9.

Bhiindak, XII, XVII, B4, 137 n. 58.

Bhandara, XII, 86 & n. 22.

Bhinpura, IX, 59 n. 62.

Bhiinrer (Rge), XIL.

Bhiirhut, 48, 102 n. 9, 205 n. 5.

Bharuc, Broach, VII, VIII, X, 47,53 &
n. 27and 28, 54n. 29,62 &n. 1, 145
n. 6, 221 & n, 90, 271 n. B,

Bharukaccha, VII, 47-8 & n. 8 and 10,
62 n. 1. .

Bharviini, VIII, 54 n. 32.

Bhatgimv, XII, 87 n. 24,

Bhatinda, 237.

Bhatkal, XI, XVII, 137 n. 58.

Bhatner, IV, 35 n. 54, 237.
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Bhiavanagar, VIIL

Bhera, I, 34.

Bheraghdt, XII, 83 n. 5.

Bhikangamv, VII1, IX 52 n, 24,

Bhilsa, VIII, IX, XI1, 48,

Bhilvada, VIIL. 58 n. 61.

Bhimi (R.), X, 68, 70 n. 34 and 35. 71
&n. 39, 72,126,

Bhimbar; 1, TV, 16, 135 n. 49, 177, 215,

278.
Bhimphedi, 20 n, 51
Bhimunipattagamu, 65 n. 14,
Bhing, VIII

Bhinmal, VIII, 54 & n. 31 and 3.
Bhisi, XIL.

Bhognipur, IV, 155 n. 49,

Bhojpur, V.

Bhopil, VHL, IX, 59-60, 82, 103 n. 19.

Bhotmiiri, 109,

Bhubanedvar, V1, XVIL

Bhij, VI, 57 & n. 56,

Bhtin, 1, 21 & n. 60, 22, 1324, 727
n. 5,233,

Bicchiyikori, 19 n. 50.

Bichiyi, XII, 87 n. 26,

Bicolim. X, 68 n. 24,

Bidare, Bidar, X, 64 & n. 7-and B, 70
n M, 71 n 39

Bihir, V., XVIL, 42 n. 19, 434, 88, 92,
125 n. 8, 127 n, 18, 182 n. 3, 207,
215-6, 234 n, 45,245 & n. Y6 and 97,
247, 263, 266, 2689, 284, 20

Bijagarh. IX.

Bijaygarh, XVIL

Bijapur, Bijapur, VII, 51, 68 & n. 29,
69 & n. 30 and M, 70 & n. 34, 35
and 37, 215.

Bijbehira, 135 n. 51,

Bijerighogarh, XII, 83 n. 5.

Bijni-Dvir, V. 22.

Bikiner, 11, 56, 223, 237 & n. 63.

Bikndiru. X. 64 n. 8.

Bikram, V.

Bikrampur, 42 & n. 21,

Bilanda, 176.

Bilaspur (Bilaspur dist.). X1I, 291.

Bilaspur (Mandi dist.), 1. 36.

Bilgram, IV.

Bilhari, XII, 85 n. 14.

Biligundalu, XI.
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Birbhoim, 40,

Birkiiru, X, 64 n. &,

Birmal, 28.

Bisimkattak, XII, 252.

Bisauli, IV.

Bisvin, IV, 178 n. 100,

Boiliyi, VI.

Bodhan, X, 64 n. 8.

Bodhgayi, 102 n. 9.

Bodvad, X, 64 0. 9.

Bogri, see Bagurd.

Bolasa, TX.

Bombay, see Mumbaf,

Borgamv, VIIL 53 n. 25.

Borghat, VII, X, 50,51 n. 17, 71.

Borli, XI1, 87 n. 26.

Borsad, VIIL, 54 n. 30.

Brihmani (R.), VIL, XVII, 46.

Brahmapur, V.

Brahmaputra (R.), 1 VI, 7, 21, 45, 110-
1 & n. 54,

Brihui (Rge). 11, 25.

Budhibalanga, V1.

Bidikdte, X1, 79, 121, 146 n. 9.

Badil (P.}. 1. 17.

Budhm, 103 n. 19,

Budthal, XXVII, 189,

Bukfiiria, 254.

Bulandsahar, 1V, 155 n. 50,

Bulsar, see Valasid.

Bundelkhand, VIII, 8 n. 7,47, 57. 59 &
n. 63 and 64, 82.

Bindi. [X.

Burhanpur, VII. VIIL, IX, X, XII,
XXXIX, XL, 51 n. 18, 52.& n. 23
and 24, 59 n. 63, 64 & n. 9 and 10,
T7m. 15 85& n. 16and 17,92, 152,
178, 196, 219 n. 75, 271 n, 78, 279.
2490,

Burhi Gandak (R.), L.

Buri Ganga (R.}), XVII.

Burma, 5 n. 1.

Burzl, L

Butkhik, ITI, 33 n. 44,

Buviki, 51 n. 18.

Byis (R.), IV, 17, 140 n. 68, 175,

CiigalamaRRi, X1, 77 n. 15.
Cahir-dir (P.). 13 n. 6,
Cakai, V.

Caleutta, see Kalikati.
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Calicut, see KoLikkotu. T9n 22
Calisgimv, VI, X, 48, 152. Cenniiru, 77 n. 15.
Cambay, see Khambhit. Cenpur. XXVIIL.

Cambal (R. ) . VIIL, IX. 8n. 7. 58, 124
21350 7. 2760 9.

Campéran, 104 n. 22.

Canib (R.), 1, 11, IV, 17, 35, 140 n. 68.

Cinda, XI1, B4 n. 12. 86 & n. 21.

Candankiyari, V.

Candampéta, X1, 77 n.14.

Chandavad, Candor, VI1, 48 & n. 10,

Canderi, VIIL

Candgad. X, 69 n. 30.

Céandpur, V1,

Candra-Bhiga (R. ), 17.

Candragiri, XI, 75 n. 11.

Candragiri (Nepil), 20 n. 51

Candranagar, V, 19 n. 50.

Cangas, XXIIL, 170, 177.

Cannanore, see Kannir,

Cannapaffana, X1

Cannariyapattana, XL

Carsadda, [

Carva, VIII, 53 n. 25, 100 n. 5.

Cis, V.

Catpagrama, Catgam, Chirtagong, VI,
44, 45 & n. 35,

Cama, V.

Catrii, V.

Catrd Catri, V.

Ciitsii, 54 n, 37.

Cavcasus (Mt), 11 nu 1.

Cauddagrima, VI

Caugrama, XIV, 110,

Caukipura, 85 n. 15.

Caul, VII, X. 51 & n. 17, 67 n. 22, 68
n. 24 and 27.

Caumuha, 175.

Caunri, XII, 85 n. 14,

Caupira, 11, 28, 34,

Cauparan, V.

Cousi, V.

Cautari, 20 n. 52.

Cavak, 64 n. 9.

Cawnpur, see Kinpur.

Célam, Salem, XI, 80,

Cenci, Jiiji, Gingee, X1, 103 n. 18, 191
n. 37.

Cenkalpatiu, Chingleput, X1, 165, 259,
267 n. 63,

Cenkoftai, Shencottah, X1, ™4 n. 7,

Central Asia, 5, 11. 12n. §, 13, 24, 34.
229,

Central India, 6, 8, 55, 58, 82, 83 n. 3,
88. B9 n. 30, 234, 247, 249, 252
n. 137, 254, 258, 266,

CeraNmuakdtévi, Chernnmahadevi, 146,

Ceylan, 114, 137 n. 54,

Chadavad, XXVIL

Chimbar, 16 n. 27.

Chapara, XI1, 85 n. 14,

Chaparghattd. IV, XVII, 172, 176.
. IV

Chiitd, 1756 & n. 76.

Chatarpur, VIII, 59 n. 63.

Chattisgarh, XII, B6 & n. 22, 87 n. 26,
89 m. 30, 252,

Chibramau, 178 n . 100,

China, 11, 13, 14, 19, 21, 210 & n. 21.

Chosyiing, 20 n. 52,

Chotid Nigpur, XII, 8 & n. 7, 39, 40 &
n. 16, 43, 44, 88 & n. 29, 105, 120.

Cicgad, XII, B6 & n. 22,

Cicoli. 85 n. 15, 145 n. 6.

Cikkaballapura, XI, 193 n. 42,

Cilika (lake), VI, X, XVII, 65-6.

Cimiir, XII, 86 n. 21.

Cingarous (R.)?, 140 n. 68,

Cinikarfippéttai, XI.

Cinsuri, see Cumcura.

Cintalapijemu, XI, 77 n. 14.

Cipalin, Chiplun, VI1, X, 50 n. 14, 67,
68 n. 24,

Cirang-Dwvir, 22,

Cirivaghdit, 19 n. 50,

Cisopénigarhi, 20 & n. 51.

Citamparam, Chidambaram, XI, 75
n 1l

Citlang, 20 n. 51.

Citradurga, XI.

Citrdl, L

Citrimv, XII, 89 n. 27.

Cittaurgarh, VIIL IX, XVII, S50n. 8, 58
& n. 61, 139, 232 n. 28.

Cirtiru, X1, 146.

Civacailam, Sivasailam, 146

Civakankai, Sivaganga, X1

Cochin, see Kocci.

Coimbatore, see Koyamuitir.



Toponymic Index

CoLavaram, XI, 77 n. 15, 93 n. 3.

Comorin, see KaNNivikumari.

Copda, VIIIL, IX, X, 52 & n. 23,

Corbad, 13 n. 13.

Corbivall, XII, 85 n. 14

Corhar, XI1, 89 n. 27.

Coromandel, coast of, 62 n. 1,6Tn. 22,
75, B0 n. 26, 90 n. 11, 196,

Cranganore, see Kotuanallir.

Cumbi, 20, 21 & n. 57,

Curicura, Cinsurd, V.

Cumi, I, 22,23 & n. 57.

Cundér, IV, V.8 0. B, 44,

Cunni-ki-sarie, 176

Curi, XII, 88 n. 28,

Catiyili, 27.

Cuttack, see Katak.

Dabhadi, XI1, 86 n. 18,

Dabhol, VII. X, 50 n. 14, 51, 68 &
n. 29.

Dabka, VIIL, 53 & n. 28.

Dacca, see Dhilka.

Dicépalle, 77 n. 14.

Dahinu, X, 67 n. 23,

Dahmila (=Narpur?}), 32 n. 39.

Diihod, Dohad, VII, VIIL, IX, 48, 58 &
n. 60, 179 n. 111

Dukhini Sarde. XVII, 175.

Dakka. TI1. 33 & n. 44 and 45,

Daksina Kannada, 258 & n. 18.

Diatingkot, VL

Daltangadj, V.

Diaman (Pakistan), 34.

Daman, VII, X, 67 n. 22 and 23, 257.

Damodar (R.), V.

Dénapur, V.

Dandaka. 82 n. 2.

Déani Limbda, XXVIL 1'%

Dankhar. 18 n. 41.

Diintivadi, VIIL, 54 n. 31.

Daphlapur, X, 70 n. 35,

Diraban, 11, 35 n. 56, 254 n. 147.

Darauli, IV.

Darbhanga, V1. 44.

Dardistén, 12 n. 5.

Darhal (P.), 1. 16

Daryiibad, IV.

Daryiipur, 42 n. 20,

Daryapur Qdzipur. XXVIL. 189,

Dasima, 234 n, 45.
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Datiyi, VIIL, 59 n. 63.

Déandnagar, TV, V. 38 n. 6, 177, 183.

Diddkandi, VI.

Daulatdbad, V1I, X, 48 n. 10, 50-1, 62,
63 n. 4 and 5, 64 n. 9, 10, 152, 155,
220 n. 87, 265 n. 50.

Davangere, 247 n. 115,

Debal, I1.

Debangiri, 22.

Debikof, X1V, 108 & n. 39 and 42

Deccan, 9, 46, 47 & n. 4, 52 n. 22, 53,
57-9, 61-2, 64-5, 68-9, 79, Bl-1, 90-1,
99, 100 n. 5, 114, 126, 137, 139, 155,
157, 159, 165, 179, 196, 205, 216,
223, 243, 248 & n. 120, 249, 2589,
262, 275.

Deg (R.), 1V.

Dehgiam, 189.

Dehii, 1, IV, VIII, XVII. XXXVII, 27
n 13, 324 & n. 48, 35 & n. 55, 37,
38 n. 7, 39, 43, 52, 55 & n. 42 and
43, 54, 59 n. 63, 60, 90, 92, 104 &
n. 23, 115, 122, 141, 149, 151, 157
n. 58, 158 & n. 59, 170, 172, 175, 184
n 2, 196, 221 n. B8, 222 n. 4. 235
n. 51, 241 o. 79, 2 n. 148, 271
n. 79, 284 n, 30, 291-2.

Delang, XVII.

Denkanikdfe, X1.

Depilpur, VIII, 52 0. 24.

Derd Ghazi Khin, 11,27, 28 & n. 24,29
n. 24, M, 34,

Derdi IsmaTl Khan, 11, 27-8, 29 n. 24,
34, 35n. 56,

Deitlgiv Raja. XII, B6 n. 18.

Deiilghif, X, 64 n. 10.

Devaband. IV,

Devagarh (Chindvira dist. ), 84 n. 12.

Devagarh (Santhal Pargana), V.

Devagin, VII, 62.

Devaprayig, 18.

Devapur, 20 n. 52,

Devas, IX.

Devatek, 84 n. 9.

Devathan, 63 n. 4.

Devdi, XXVIL 190.

Devgiv, X, 63 n. 5 and 6.

Devkar, XII, 86 n. 22.

Dhadhar (R.), V.

Dhaiti, VI, 52 n. 23.

Dhaka, Dacca, VL XVIL XXXVI,
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XXXV, 42 n. 19 and 21, 43 &
n 23, 44, 45 & n. 34, 35 and 36, 110
&n. 53 114n, 63,139,177 & n. 93,
24, 107, 257 & n. 13,

Dhalesbari (R.), 42 n. 21.

Dhamda. XIT, 86 n. 22.

Dhiamnagar. VI. XVII.

Dhimpur, IV.

Dhamtari, XI1, 84 n. 9,

Dhamrai, V1.

. VIIL

Dhandika, VIIL. 57 n. 53.

Drhangdin, V.

Dhanori. 42 n. 22,

Dhar, VIL, VI, X, 50-1, 58 n. &0,
151.

Dhampgimy, X. 63 n. §,

Dhiravad, Dharvar, 259 n. 31, 260,

Dharavat, XVIL

Dharmapuri (Dhir dist. ), IX

Dharmapun {Karimnagar dist.), XII,
86n. 21.

Dharmapuri {Tamilnadu), see Tarma-
puri.

Dharmasila, V1.

Dhirir, X, 64 n. 7.

Dhaulagini, 1.

Dhauli, XII, 83 n. .

Dhaund, 268 n. 66,

Dhenkinil, XI1, 87 n. 25.

Dhokaphedi, 20 n, 51.

Dholerd, VIII, 57.

Dholka, VIIL. 54 n. 3, 57 & n. 53.

Dholpur, VIII. 53 & n. 26, 125 n. 7,
170, 248.

Dhrangadhri, VIIL, 57 n. 56,

Dhrol, VIIL

Dhuburi, V1.

Dhule. Dhulivd, X, 72 . 41.

Dhima., X11, 85 n. 14.

Dibiinganj, V1.

Dihrd, V, 38 n. 6.

Dillod, VI, IX, 53 n. 25.

Dindjpur, VI, XIV, 44-5 & n. 35, 106,
127 n. 1B, 210, 211 n. 24, 215, 230
n. 12, 266 n. 54, 269,

Diinhdgi, VI

Dinkot, 11, 28, 34,

Dithori, 87 n. 26.

Diva, Diu, VIIL.

Dodb (Ganga-Jamuna), 36, 38, 53, 59,

Land Transport

149, 176, 180 n. 118.
Dobara, V.
Dohad, see Dihod.
Dohrighat, IV,
Dongargarh, X11, 86 n. 22,
Dongargamv, XIL
Dongartil, XII, 85 n. 14,
Dongri, VIII, XVIIL, 53 n. 26.
Dopana, 135 n. 52.
Dorahi (Ludhiyiina dist ), 175.
Dordhi (Sihor dist.), VII, IX, 48 n_ 5,
Bn 25,
Darjeling, Darjeeling, V1, 212,
Drang, 16 n. 27.
Dris, I, 13.
Druail, VI,
Dudakhut (P.), I, 13 n. 7.
Didhi, XIT, 88 n. 28,
Dugdhaghiita (=Dudakhut), 13 n. 7,
Diki, 1T, 27,

Dumka, V.

Dunfiri, VITI, 54 n. 32 and 35.
Dipédu, XI.

Durga, XI1, 86 & n. 22.
Durgauti (R.), V.

Duovviiru, X1, 77 n. 15.

Dwiir, 21,

Dviirakd, Dwarka, VII, 57 & n. 56,

Edalabad, X, XII, 64 n. 9, 85 n. 17.
Ekdili, XIV.

Eléévaram, Yellaisaram, X, 77 n. 14.
Elburz (Mt), 11 n. 1.

Elgandal, XII, 86 n. 21.

ELi (Mt), XI, 7R n. 19.

Elicpur, XI1, 85 & n. 16.

Ellora, VII, XI1. 48, 105.

Eldru, X, XI, 65 & n. 14, 66 n. 17.
Endsan, XXVII, 189,

English Bazar, XIV, 108.

Eniktala, 64 n. 7.

Erode, see Irotu,

Eta, 178 n. 100,

Everest (M), 1.

Faizabad, IV, XVII. 39, 119, 155 &
n. 51, 159, 178 n. 100, 186, 241
n 7.

Faridabid, IV, 34 n. 48,

Faridpur, VI, 43 n. 23, 45.

Farmiil, 28,
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Farrukhibad (Farrukkibad dist.), IV,
IBn 7, 39, 117.

FarrukAisbiad (KoLikkotu dist.), XI, 78
& m. 19,

Farrokfnagar (Harydpd), VIII, 355
n. 43,

Farrukfmagar (Mabbiibnagar dist. ), XI,
77 n. 14 and 15.

Fatehiahad (Agra dist.), 178 n. 100.

Fatehibid (Bangil), 43 n. 23,

Fatehdbad (Panjab), 1V, 34.

Fatchibdd (Ujjain dist.), IX.

Fatehgarh, 178 n. 100.

Fatehpur (Fatehpur dist.), IV, VIII, 37,
176

Fatehpur (Jalgamv dist.), 64 n 9.
Fatehpur-Sikri, VIII, 54 n. 37, 55, 59
n. 62, 104 & n. 23,172 & n. 53, 178
n. 105, 244 n. 96, 263 n. 44, 292
Fatuha, Fatva, V, XVII, 42 n. 20.
Firiizibad, 1V,

Gaddighat, X1, 83 & n. 6.

Galgali, 69 n. 30.

Ganadevi, X, 63 n, 4, 67 n. 23,

Gandak (R.), 1, IV, V, VL, 19,

Gandamak, I11, 33 n. 44.

Gandiva, IL

Gandhdira, 111, 12 n. 5, 14, 31, 228 n. 4.

Gandikota, X1

Gangapattapamu, 75 n. 12

Gangd, Ganges (R.). I. IV, V., VI,
VIII, XII. 610, 17, 18, 23, 31 &
n. 36, 37 & n. 1, 38-40, 424, 47
no4, 59&n 63,66, 82&n. 2,83, 84
n. 10, 85, §7-8. 90, 92, 105, 114-5,
124 n. 3, 125n. 5 and 6, 128 n. 23,
139, 148, 174, 191, 213 n. 40, 220
n. 87, 261, 287, 290.

Gangi (R.). XVIL.

Gangotri, 1, 18 & n. 4.

Ganjam, VI, X, XII, 65 n. 14, 66 &
nl7. 83 & n. 9, 88 & n. 30, 2123
n. 101, 252.

Garha, XII, 84 n. 12, 85 n. 14, 7.

Garhgaom, 111 n. 56,

Garhmuktesvar, I'V.

Garhvil, 18 & n. 44, 19 n. 46, 23, 205
n3 227 n. 5

Garpasard, 19 n. 5.

Gartok, 1.
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Gathauli, V, 38 n. 6,

Gauhati, see Guviahaii.

Gaur, V1, XIV, XVIL, 38, 42 & n. 22,
44, 108 & n. 39, 110, 232 n. 28.

Gaurandi, V.

Gavilgarh (Rge), XII, 85.

Gayi, V, 40, 266 n. 54.

Gejathatri, XI, 78 n. 19, 79 & n. 25.

Gevriil, X, 64 n. 7.

Gihiighrd (R.), IV, ¥V, XVIL

Gharaunda, 1V.

Ghis, Eastern, 66,

Ghiifs, Western, X, 6,7, 61 & n. 4, 66-9
&n Wand33, 71,73 &n. 2, TR &
n. 17, 79, 104, 121, 210 n. 22, 211,
215, 234, 245, 249-51, 257-8.

Ghitampur, IV, 37, 155 n. 49, 176 &
n. B3.

Ghauspur, 29 n. 24,

Ghizipur, TV, XVIL, 38 n. 7.

Ghami, I, 15, 27-8, 29 n. 24, 30, 32
n. 40, 35 n. 56, 262,

Ghogha, VI, 57.

Ghorighiy, VI, XIV, 44, 108 & n. 43,
109 & n-47.

Ghorband (R.), [T, 12, 30-1.

Ghumsars, X1I. 89 n. 30

Gilgit, I, 12-3 & n. 7.

Gingee, see Cenci.

Girad, XII, 86 n. 20.

Giriyak, 102.

Gimniér (Mr). 103.

Goda, see Govil.

Goalpara, see Govilpiri.

1 X, XI, XIL 6,7,
9 47-8. 50,51 n. 18, 62 n. 1. 04 &
n. Band 9. 65.68,. Tln. 38, T2, 82 &
n. 2. 115. 124 o 3,205, 225 n. 45,
258.
Godhra, VIII.
Gohad, VIIIL

Gohegiv, 64 n. 10,

Gokik, X, 69 n. 31.

Goli, 205 n. 6.

Golukonda, Golkunda, Goleonda, X,
X1 X1, 62, 689, 70 n. 34, 84 n. 10,
163 n_ 19, 179, 234 n. 45, 261.
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Gomal (R.), I, 25, 27-8, 35 n. 56, 253.

Gomati (R.), II, XVII, 129n. 28, 139 &
m 4.

Gomoh, V.

Gonaddha (=Dorihd), 48 & n. 5.

Gonda, 178 n. 100,

Gondal, VTII.

Gondviind, 9, 10, 43, 46 n. 43, 59, 82,
89, 92, 734 n. 45, 252.

Gondvira, VI.

God, see Govi,

Gopigafj, TV.

Gorakhpur, I, IV, XXXV, 38n. 7, 117,
127 n. 18, 178 n. 100, 183, 260, 268,
200,

Gaoregav, X, 68 n. 24,

Gosalpur, XII, 85 n. 14,

Govi, Goa, X, XI, XVII, XXXV,
XL, 6, 7 n. 6 66, 67 n 22, 68 &
n. 24, 69 n. 30 and 31, 70 n. 35 and
37,75 &n. 11, 78, 105, 139, 215,22
n. 92, 228 m. &, 245 n, 102, 248
n. 120, 251.

Govilpari, Goalpara, VI, 45 & n. 34
and 35,

Govindpur, V.

Giiidiiru (Krspa dist.), X, 64 n. 11.

Gidiory (Nelliru dist ), XI, 77 n. 13,

Gruhla, XVIL.

Gujarat (Pakistan), I, 11, IV, 11, 16, 33
& n. 46,

Gujarit, VII, 9, 50, 51 n. 18, 53, 56-8.
128 n. 23, 151, 181, 188 o, 18, 190,
237 n. 61, 243.

Gulbarga, X, 50, 69, TOn. 34, 71 n, 39,

Gul Koh (Rge), I1.

Gumiya, V.

Gundlakamma, XI, 78.

Gundugolanu, 66 n. 17,

Guntiro, XI, 77 & n. 13 and 14, 106
n. 6.

Gurez, [, 13.

Guvihiti, Gavhati, 1, VI, XVII. 137
n. 59,

Gwalivar, Gwalior, VIII, XVII1, 53 &
n. M, 59-60, 180 n. 118,

Gya, 1.

Gyang-tse, [, 21-2.

Haidurabid (Deccan), X, XI, XII,
XVIL XXXIX, XL, a2 &n. 1. 64 &

Land Transport

n. Sand 11, 65 n. 12 and 13, 66, 69
nM 71&n 39,72,.730.2,75.77
&n I4and 15, 84 n 10, 85n. 15,86
& n. 20 and 21, 923, 139 & n. 64,
155 & n. 52, 157, 179, 180 n. 118,
252 & n. 139,

Haidarabad (Sindh), I1, 56,

Hajigik (P.), IT, 30.

Haji Pir (P.), 1, 16,

Hajipur, IV, V.

Hajébidu, XVIL, 137 n. 60,

Hilkarni, 69 n. 30,

Halvad, VIII, 57 n. 56.

Hamsi, IV, 35 & n. 54, 56, 243.

Handapa, XI1, §7 n. 25.

Handiya (Hosangabid dist.), VI, IX,
53 & n. 25, 60-1, 100 n. 5.

Hanle, I.

Hiinu (P) 14 n. 13,

Hapur, IV.

Haradanhalli, X1, 79 n. 22.

Harappi, 35 n. 52, 47,

Hardd, IX, 100 n. 5.

Haridvir, I, IV, 7, 18, 38 n. 7. 191,

Harihargafj, V, 38 n. 6,

Hariharpur, XII, 88 n. 28,

Haripur, 1I1.

Harmard, 55 n. 42

Hamm, IL.

Harsul, 179.

Hartfile, 64 n. 9.

Hasandbad, VI, 43 n. 23.

Hasan *Abdal, 1, I11, 15, 33 n. 46, 105.

Hastinapura, 32, 37 n. 1.

Hastivadij, 1, 168 & n. 28,

Ha{ Banjiri, X11, 84 n. 9, 86 n. 22,

Hativa, (P), 1, 20,

Hatiyén, 135 n. 52.

Hatta. VIIL

Hayatnagar, X, 64 n. 11.

Hayéatpur, VI

Hazara, I

Huzaribagh, V, 40, 82 n. 1.

Helmand (R.), 11, 25.

Helvik, 68 n. 29,

Heriit, 29 n. 24, 254.

Hetauga, 19 n. 50, 20 n. 51,

Hili, XIV, 108-9.

Hilsa, V.

Himical Prades, 17.
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Himilaya, 5, 7, 10-21, 34-9, 128, 130-5,
140 n. 68, 203-5, 225-8, 2324, 256.

Hindaun, VIII, 54 & n. 37.

Hindiku€, I, 11-3 & n. 6, 22,24 0. |,
30.

Hindusthan, 9, 14, 1820, 24 n. 1, 28,
32, 34, 37, M4, 47, 55, 634, 72, 88,
129, 141-2, 147, 150, 166, 170, 178,
205, 244 n, 93, 263, 271-2, 286, 290,

Hirapur (Kasmir), I, 16 & n. 28, 120
n. 91.

Hirapur (Sagar dist.), VIIL

Hisar, IV, 32 0. 37, 56.

Hodal, IV, 34 n. 48, 175,

Honidvar, X1, 75 & n. 11, 78 n.17.

Hong-Kong, 210 n. 21.

Hosangibiad, VI, IX, XII, 85 & n. 15,

Hosapége, 109 n. 13.

HosGru, XI, 79, 121, 193 n. 41.

Hugali, Hugli, Hooghly, V. VI,
XXXVIL42&n. 19,43 & n, 25, 46
n, 39,

Hugali, Hugli, Hooghly (R.), VI, 40, 46
& n. 39.

Hunzi, 1. 12,

Hukén, X, 69'n. 30.

lecipuramu, X, 66 n. 17.

Icchdvar, VIIL IX. 53 o, 25, 59 &
n. 63,

[lahibdad, Allahabad, IV, VIII, XII,
XVII, 37, 38 n. 7, 39, 47. 59 n. 63,
BS, 92, 124 n. 3, 144 n. 3, 147 &
n. 16, 153 n. 46, 155, 157, 159 &
n. 65, 177, 196, 210 n. 20, 234 n. 45,
252

Ikkéri, 78 n. 17.

Imaus (Mt), 11 n. 1.

Indélvai, X, XII, 64 n. 8, 86 n. 20,

Inddpur, 70 n. 35.

Indaur, VIII, IX, 60, 92.

Indraprastha (=Dehli), 32, 37,

Indiiru, X, 64 & n. 8,

Indus (R} LIL 6, 7. 11mn. 1,12 &n. 5,
13, 14 n. 13, 16-8, 25, 279 & n. 24
and 26, 31 & n. 36, 334, 556, 61,
90, 114, 125, 128 & n. 23, 130, 147
n. 16, 167 n. 41, 233 & n. 34, 2534,
287.

Inkollu, XI, 77 n. 13,

frin, 5,24 & n. 1, 34.

Iravadi (R.), 5.

Irdfu, Erode, X1, 74 n. 6.

[sfahén, 30.

Islimnagar (Munger dist.), V.

Islimnagar { Bhopil dist.), 1X.

Itaiyankofta , XI.

Itava (Itava dist.), IV, VI, 37, 38n. 7,
155 n. 49, 167.

Iiavi (Sagar dist.), VIIL

Jabalpur, XII, 82 n. 1, 83 & n. 5. 85
n. 14, 87 & n. 26, BE n. 28,

Jafarabad, X, XII, 64 o 10, 86 & n. 18,

Jafarganj. VL. 43 n. 23,

Jagatyila, Jagtiyal, XII, 86 n. 21.

Jaganmitha-Puri, XXXVIII, 40, 46, 65,
B4, 87-8, 140, 218 n. 68,

Jagdalik, I, 33 n. 44,

Jagdalpur, 89 n. 30,

Jagdispur, IV.

Jah&ndbad (Hugali dist.), V.

Jahiinabad (Sahabad dist.). TV, V,

Jahdngird, V.

Jahangirpar, IX.

Jaindd, Jainath, XII.

Jaisalmer, IT, 6, 29 n. 27, 56 & n. 47,
237, 238 n. 66,

Jaitaran, 54 n. 36,

Jajau, VIII, XVII, 533 n. 26, 170 &
n. 48, 178.

Jajjanir (=Janer?), 32 n. 4.

Iajpur, VI, XVIL, 46, 139 n. 61.

Jalalabad (Afghamstan), 11, 11, 30-31,
33 & n. 44, 284 n. 30.

Jalalibid (Muzaffarnagar dist.), IV,

Jalalpur, XVII, 140 n. 65,

Jilandhar, IV, 35, 172, 175, 284 n. 30.

Jalangi, V1.

Jalapaiguri, VI, 109, n. 47.

Jaldhika (R.), XIV.

Jalesvar (Ega dist.), V.

Jalesvara (Biledvara dist.). V1. 46.

JalgAmv (Buldina dist.), XI1, 85 n. 16,

Jalgimv (Jalgamv dist.)., VI 51 n.
18.

Jilnd, XII, 86 & n. 18, 152

Jalor, VI, 54 & n. 32, M and 36, 272.

Jamilpur (Bangld Des), VI, 45 n. 34,

Jamalpur (Mathurd dist.), 176

Jambdti, X, 69 n, 30,

Jambdiilvadi, 69 n. 30,
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Jombusar, VIII, 54 n, 29 and 30, 271
n. 80,

Jamgamv, X, 71 n. 38,

Jambhilr, V.

Jammi, L, 15 n. 25, 17, 35-6.

Jamrud, ITT, 33 n. 44, 223,

Jamui, V.

Jamuni (R.). L. IV, VIIIL, 18, 32, 34-5,
3T &n. 1, 39, 47,52, 55. 579 &
n. 63, 115, 148, 210 n. 20.

Janer, 1V, 32 & n. 40.

Janjgir, XI1, 83 n. 7, §7 n. 24.

Jasvantnagar, IV, 148,

Jaugada, XIL

Jounpur, IV, XVIL XVIII, 38n. 7, 129
n. 28, 139 & n. 64, 140 & n. 65,

Javali, 71 n. 39,

Jivara, VIII, IX, 58 n. 61 and 62.

Yayntivapur, VI.

Jaypur (Asam), 111 n. 55.

Toaypur (Korapi| dist,, Orisd), XII, 89
n. 3.

Jaypur (Rijasthan), VIII, XXXIX, 55
& n. 40 and 43, 124 n. 2, 223.

Jerko-La. 1.

Jessore, see Yasohar,

Jetalpur, XXVIL, 190,

Jethiyan, V. 102,

Jetpur, VII1.

Jhalida, V.

Jhamsi. Jhansi, VII1.

Jhang. 11, 35 & n. 56,

Jhanidah. V1.

Jhanjhurpur, VI

Jhira-jhiri, 19 n. 50.

Jhiirkhand, 8, 40 & n. 16.

Jhelam (R.) 1, IT, IV, 14-7, 34-5, 128,
134-5, 140 n. 68

Jhasi, V.

Jigni. V1L

Jodhpur, 11, VI, 54.

Jonk (R.). XIL

Joriivarganj, V1.

Jubper, 535 n. 42,

Jujumird, 87 n. 24

Junagadh, VI, 57 & n. 50, 103,

Tunnar, VII. X, XXXVII. 50, 57. 68 &
n. 27, 215 n. 52, 223, 246 n. 109,

Kibul, 1. TI, 111, XXXVII, XL, 12-13,
24 & o 1. 278, 29 026, 303 &

Land Transport

n. 45 and 46, 35 & n. 55 and 56, 92,
105, 120, 130, 139, 141 n. 68, 147
n. 16, 150, 157 n. 58, 158, 175, 196,
213 & n. 97, 233, 2534, 255 n. 148.

Kibul (R.), III, 33 n. 44,

Kabura, 111.

Kac, 11, 25.

Kacch, Rap of, VIII, 56-7. 229 & n. 9,
3ln 21,237,

Kacnir, VIII, 53 n. 26, 178,

Kacnira, VIII, 58 n, 61.

Kadapa, X1.75. 77 & n. 15,93 n. 3, 184
n. 3

Kadi, VIII, 54 n. 33.

Kadra, 121,

Kifinstin, 1.

Kagmari, VI.

Kahalgimv, Colgong, V, 40 n. 20,

Kailiada (Mt), 1, 11.

Kaimiir (Rge), VIIL, XI1, 8, 83 & n. 4
and 5, 88, 234 n. 45,

Kairi, see Khega,

Kaithal, 1V, 32,

Kilibigh (on the Indus), 11

Kilabagh (Guné dist.) IX.

Kajahasti, XI, 75 & n. 11.

Kalakkatu, 146

Kalambd, 63 n. 4,

Kalit, I, 25 & n. 8, 29 n. 24.

Kalir-i-Ghilzai, 11, 30.

Kili, XXVII, 189,

Kili (R.), 18 n. 43,

Kalikita, Kalkand, Calcutta, V. VI,
XVIL XXXV 43-5& n, 35. 46 &
n 39, 8n. 1,880 29,92 113n. 61
and 62, 218 n. 68, 2234 & a. 107,
253n. 139,

Kalinga, 234 n. 45,

Kalingapattapamu, X, 66 n, 17, 252,

Kilifijar, Kiladjar, VIIL

Kili Sindh (R.), IX.

Kilnd, V.

Kiilol, VIII, 58 n, 60.

Kilpi (Jalaun dist.), IV, VIII. 59 &
n. 63 and 64,

Kalyana, V11, 47.

Kalyini, X, 62 n. 1.

Kimareddi, XI1, 86 n. 20,

Kamirgiom, 111 n. 55.

Kimaripa, 109, 111 n. 54.

Kimatapura, 109,



Toponymic Index

Kambhamu, X1, 78 n. 16,
Kiamthd, XII, 86 n. 22,
m! m, ES“- !4. Hn. ..
Kanacati, V.
Kanauwdi, 88 n. 27.
Kanauj, IV, 32 n, 39 and 40, 36 n. 61,
3T&n. 1,8n 7,47. 128 n. 13,
Kincipuram, Conjeevaram, X1, 74, 75
n. 11, B0 n. 29 and 32, 84 o 10, 160
n. 1, 161 n. 9and 10, 165, 185, 191,
193, 196 n. 2.

Kandal (P.). 1.

Kandhir, X, 64 n. 8.

Kandhla, I'V,

Kandukiru, X1, 77 n. 13.

Kimi m.

Kinholi, XII, 8 n. 19.

Kinhviira, XII.

Kiniviird, 87 n. 26.

Kinkini, VIII, 54 n. 3L

Kankayam, XI.

Kinker, XI1, B4 n. 9, 89 n. 30.

KaNNiyikumari, Cape Comorin, XI,
74 & n. 4, 79, B0, K1 n. 32, 165, 211,
257.

Kapnir, Cannanore, XI, 78 n. 19,

Kinpur, Cawnpore, IV, 38, 92, 155
n. 49, 157, 172

Kantanagar, VL

Kanth, IV.

Kantilo, XII, 87 n. 24,

Kinyakubja (=Kanauj}, 37 a. 1.

Kapifa, I, 12 n. §, 30

Kapidl, 111, 30-1.

Kara, IV, VIIIL.

Karici, I1. 29 n. 27, 253 n. 140,

Kardid, VII. X, 50 n. 14, 68 n. 28 and
29. 71 n. 37,

Karagoli, VI

Kiraikkil, Karkal, 114 & n. 65, 117
n. 79, 245 n. 100, 265.

Karaikkuti, XL

Karikoram, I, 114 & n. 14,

Karadji, XI1, 85 n. 16 and 17,

Karatoyi (R.). XIV.

Karauli, VII1, 59 n. 62.

Kiravir, Karvar, 121.

Kargil, 13.

Karikal, see Kirmkkil.

Karimnagar, XIL

Karnalai, XII, 83 n. 5.
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Kiriyan, IV.

Karkheli, X, XI1, 86 n. 19.

Kirkotadranga (=Drang), 16 & n. 27,

Kiarkkir, XI, 78 & n. 19, 121,

Karld, VII, X, 50, 71 n. 40.

Karmild, X, 71 n. 39.

Karmanisd (R.), IV, V. XVIL

Kamal, IV, XVII, 34, 292,

Karp&faka, 70-71, n. 37, 98 n. 4, 121,
191, 193 n. 41, 195 n. 50, 258.

Karniilu, XI, 77 n. 14 and 15, 102, 256
n. 6.

Karunkuli, X1, 259 n. 26.

Kamir, XI, 74,

Kariisa, 234 n, 45.

Karvii, 88 n. 27.

Karvar, see Karavir,

Kasarhari, 48 n. 10,

Kisegiv, X, 68 n. 29,

Kasganj, IV.

Kasgar, 12n. 5, 13 & n. 6.

Kifi (=Banfiras), XII, 83 &n. Sand 7,
B4 & n. 10, 165.

Kagmir, I 11 n. 1, 12 & n. 5,137, 22
n. 63, 32 0. 39, 36 & n. 61, 105, 120
&n. 91,128, 132, 134, 139, 170, 177,
2000 3,207,211 &n. 29,214 0. 44,
223, 225, 231, 256, 278.

Kasrivad, IX.

Katak, Cutiack, VI, XII, XVII, 43, 46,
Bin 8 B & n. 24, BR n. 29, BD
n. 30, 124 n. 3, 140.

Katiargam, 146,

Kithiyavad. [I1, VI, 9, 56-7 & n. 51.
103, 189, 229, 234 n. 45, 243,

Kathjuri (R.}, 127 n. 15.

Kithmagdu, 1, 19, 20 n. 51 and 52, 21-
. ¥

Katkamsandi, V.

Kagoya, Kafva, V.

Katri, V.

Kaftangiiru, X, 65 n. 12

Kipvia, see Kiitoya,

Kaugdmbi, 37 n. 1, 47-8.

Kivérn (R.). X1.6, 7. 74 & n. 6,75. 79,
80, 121, 137, 139, 165,

Kivérippattanam, XI,

Kavénpuram, X1,

Kayankulam, XII. 75 n. 1L

Kavattiir, 146 n. 11.

Kavar. XI1, 8 n. 20,
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Kayatha, 1X. Kherdi, 85 n. 14.
Kedarpiith, 18 & n. 44, 213 n. 40. Khetlil, V1.
Kendi, XII, 88 n. 27. Khiri, 178 n. 100,

Kémla, 73, ¥ n. 7, 78 & n. 17, 121,
142, 191, 193, 236 n. 55, 257.

Kesariys, VL.

Khabéris (=Tarankampati), 74 n. 4.

Khfcraud, VIII, IX, 59 n. 62.

Khaibar (P.), II, II1, 24, 31, 33 n. 45,
105, 254 n. 148,

Khairibad (near Atak), 111

Khairibéd (Koth dist.), VIIL, 59 n. 62.

Khairabad (Sitapur dist.), TV.

Khairdgarh, XII, 86 & n. 22, 87 n. 24.

Khajuhi, IV, 38, 176.

Khajird, V.

Khajurdho, VIII, 48, 52 & n. 21, 209
n. 19, 235 n. 47, 237 n. 60.

Khaliri, XII, 87 n. 24.

%
B¥
NRg
2
i 8
2

. B3 90,

.lTE m & n. 2’7 l'i'ﬁ, 198, 261-2,
269, 274, 279, 290.

Khampur, L

Khamvii, Khanua, VIII, 54 n. 37, 55,
272,

Khanabal, 135 & n. 51.

Khandpur, X, 69 n. 30 and 31.

Khandala. X, 70 n. 37.

Khipdes, VII, IX., 5] & n. 18, 52, 72,
82-3, BS, 259 n. 31, 260,

Khandva, [X.

Khanna, IV, I75.

Kharagdiha, V.

Khirepitapa. X, 68 n. 24.

Khargon, IX.

Khariyar, 89 n. 30,

Khisa, 20 n. 52.

Khiisi and Jayntiya (Hills), 190 n. 32,
29 n. 19, 212.

Khatorad, XII, 86 n. 21.

Khavik (P.). 13 n. 6.

Khavasspur, IV, 33 n. 46,

Khavat (R.), I1I.

Khed, X, 67, 68 n. 24,

Khedi, Kaird, VIII, 54 n. 30, 190 n. 26
and 27.

Khelnd, 70 n. 34.

Khigrpur, 110 n. 53.
Khojak (Rge), II, 27.
Khokard, IX.
Khoknd, 20 n. 51.
Khorasin, 28-9, 220 n. 87.
Khotan, 1. 1205, 14,
Khudaga#j, 178 n. 100.
Khuland, Khulna, VI, 109, 110 n. 53,
Khiird Kabul, TI1, 33 n. 44
Khurda, VI, XVIL
Khvajah Sarae, XVII.
Kilik (P.), I, 12.
Kirong, see Kyi-ron.
Kirthar (Rge), 11, 25.
Kirugpakiri, Krsoagiri, XI,
121, 146 n. 9, 191 n. 39.
Kisanganga (R.), I, 15.
K:saﬁglrh VIII, 54 n, 37, 55,

I{lﬂn {Bndnklﬂh}. XXXVIL, 223,

Kisorganj, 45 n. 36.

Kistavar, 1, 17.

Kiul (R.). V.

Koc Bihar, VI, XTIV, 44-5, 109 & n. 47,
256,

Kocci, Cochin, XI, 78 n. 17, 79 n. 22,
234 n. 45,

Kocrab, XX VII.

Kidiru, XI, 77 n. 15.

Kohir, X, 6 n. 7.

Kohistiin, 30,

Kohler, X, 63 n. 4.

Kaoil or ‘Aligarh, IV, 38 a. 7.

Kolabira, XI1.

Kolird, XI, 193 n. 41.

Koliras, VIII, IX. 53 n. 26.

Kolhdpur, X, 71 n. 37.

KoLikkdtu, Calicur, XI,
105, 121.

Kollam. X1, 79 n. 22.

Kommilapadu, 77 n. 14,

Konirak, VI, XVII. 235 n 47, 244
n. 96.

Kofc, VIIL.

Kondapalle, X, XI, 65 n. 12, 75 n. 11.

Kondavidu, XI, 75 n. 11, 77'n. 13.

Kondhili, 85 n. 16.

Konkanp, X, 50 & n. 12 and 14, 52 n. 22,

I n7,

153

78 & n. 19,
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66, 67 n. 21 and 22, 68, 70 n. 34 and
35, 209.

Konku, 74 n. 6,

Kord, IV, XVIL 38 n. 7, 148 & n. 25,

Karangi, 216 n. 60,

Korba, XI1.

md X. 70 & n 37.

KoRkai, 74.

Korvai, 1X, 6l

Kosi, IV, M n. 48, 175, 176 n. 76

Kosi (R.). V. VL

Kota (Mirzapur dist. ). XII, 88 n. I8,

Kotd (Rajasthan). VI, IX, 59 n. 62,
60, 152, 179, 252 n. 139.

"

Kotanni (P.), I1, 27.

Kotapad, 89 n. 30

Koth, VIII, 57 n. 53,

Kop Patli, VI, 55 n. 42 and 43,

Kotri, 11, 29 n. 24 and 27.

Kapjakal, 78 n. 20.

Kottapatfapamu. 75 n. 12.

Kotunnallir, Cranganore, 74 n. 4, 79,

Kovilkonda, X1, 75 n. 11.

Kavilpath, X1, 146 n. 11

Koyamuitir, Coimbatore, X1, 74 n. 6,
78 & n. 20, 257, 259.

Kramavarta, 16 n. 28,

Kmsod (R.). X, X1, 6, 7. 62-3, 65, 68, 69
n30.70n 37,73, 75&0. 12.77.77
o. 14 and 15, 102, 106 n. 37, 1256,
129 n. 27.

Krsnanagar, V1.

Krsoapattanamu, 73 n, 12,

Kubadthdl, XXVII, 189,

Kukarmundi, VII, 51 n. 18,

Kuksi, IX.

Kulapi, Kulpi (24-Pargana), V, VL

Ko, 1, 17.

Kumarkhali, VL

Kumiyam, Kumaon, I, 18 n. 44, 205
n. 3. 211, 214 n. 5,227 n. §5,'233
n. 38, 265 n. 50,

Kumbharlighig, X. 50 n. 14, 68 &
n. 29, 258 n. 21.

Kumilla, VI, 45.

Kuminyi, V1.

Kumpakdoam, Kumbakonam, XI, 163
n. 13, 1% n. 47.

Kiniar (R.), L

Kundaibiri, 48 n. 10,

Kundalviidi, X, 64 n. 8.

Kunhir (R.), 15.

Kunur (R.). V.

Kurai, XII.

Kurapkheda, XI1, 85 n. 17.

Kurram (R.), 11, 27-8.

Kusumgarh, XI1, 87 n. 24.

Kusurghag, X, 68, 71, 104,

Kustiva, VL.

Kufi (P.), 1. 20 & n. 52, 22-3.

Kvaitd, Quetta, 11, 24 & n. 2, 25, 29
n. 24, 256 n. 10

Kyi, 18 n. 41.

Kyi-ron, Kirong (P.). [, 20, 22

Lacalung, 1. 17.

Lacchaur, V.

Ladikh. [, 13, 18, 23, 203, 211, 227
n. 4.

Ladda, 32 n. 39,

Laghmiin, 31, 151 & n. 36.

Lihaur, Lahore 1, 11, IV. XV,
XXXIX, XL, 16, 28 n. 14, 302, &
n. 40, 335, 63 n. 2, 92, 14, 114
n. 69, 115, 122, 140 n. 68, 147-8 &
n. 25 and 26, 153 n. 46, 155, 157-8,
175 & n. 60 and 61, 184 n. 2, 196,
229 n. 11, 254 n. 148, 284 & n. 30,
286, 292,

Lihul, 17.

Lakai, VI.

Likhanvida, XII, 86 n. 18,

Lakarakundi, V.

Lakhnddon, XII, 85 n. 14.

Lakhnaii, 1V, XVII, 39, 155 n. 51, 159,
24l n. 1.

Lakhnauti (=Gaur), 108 & n. 39,

Lakhni, XII, 86 n. 22.

Lakhnir (=Kankjol), 108 & n, 39.

Lakhyi (R.), XVIL

Laksmanivati { =Gaur), 42.

Laksmipur, VI.

Lal Dang, IV, 36.

Lilganj, XI11.

Lilsot, VIII, 54 n. 37.

Lampaka (=Laghman) 111, 31.

Landi-khiina, 33 n. 44,

Landi Kotal, 111,

Ladji, XII, 86 n. 22.

Lanka (=Ceylan), 137 n. 54.

Lari Bandar, 56 n. 46, 240 n. 72.
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Larkdana, 11, 29 n. 27.

Lasalgmv, XXXV, 268.

Las Bela, 25.

Lasina, X, 64 n. 8,

Latkar Khkiin, 175.

Liasur, X, 63 n. 4 and 5.

Leh. I, 13-4 & n. 13, 17-8 & n. 41.
Lha-sa, 1. 13, 18, 19-22.

Limbdi, 57.

Listi, 20 n. 52.

Liy#h, I1, 35 n. 56.

Locipur, XII , 87 n . 24.

Logar (R.) 11, 111, 30.

Logiv, X, 64 n. 8.

Lohara (Kasmir). 15.

Lohiird (Usmanabad dist.), 71 n. 39.
Loraldi (R.). 11, 24 n. 2, 25, 27.
Losar {Himiical Prades), 1, 18 n. 41.
Losar (Pakistin), 186.

Lotesvara. 188 n. 17.

Ludhiyana, IV, 175.

Lini (R.), VIIL

Macerla, X1, 77 & n. 14, 78.

Macilipattanamu, Masulipatam, X, X1,
XVIL XXXV, 62 &n. 1,640 11,
65&n. 12and 13,66 n. 13, 75n. 12,
7T n. 13, B6, 115, 137 n. 56, 155 &
n. 52, 163 n. 19, 196, 222 n. 92.

Michivard, TV, 35.

Machu (R.), 22.

Madanpur, V.

Madapollam, see Midhaviyapdlemu.

Madaripur, XIV, 42 n. 22, 110,

Madddru, 64 n. 11.

Madhaviayapilemu, Madapollam, 65
n. 14,

Madhupur, V, VI,

Madras, XI, XXXVII, XXXVIII, 73
n. 2, 77n. 13and 15, T8 n. 17,79, 80
& n. 31,93n. 3, 106, 163 n. 17, 165,
191, 212 n. 37, 216 n. 60, 222 n. 92,
223 & n. 101, 224 & n. 102,

Madura, see Maturai.

Midyamika, 48 n. 8.

Madhya Prades, 7 n. 2, 103,

Magarvada, 54 n. M.

Magroni, 178.

Mahad, VIL.

Mahadeva (Rge), XII.

Mahéanadi (R.), VI, XII, XVII, 6, 7, 46,

Land Transport

B2n 2, 83 &n. 5 B4, 86, 87 n. 24,
124 n. 3, 127 n. 15, 234 n. 45.

Mahinandi (R.), XIV.

Mihar, XIIL.

Mahirisira, 9, 51 n. 17, 66, 67 n. 21,
196 n. 2,246 n. 109, 268, 277 n. 12

Mahiisthan, XIV.

Mahévalipur, V.

Mahé, see Mavyali.

Mahedvar, VI, IX, XXXVII, 47-8, 60,
105, 125, 127 n. 17.

Mahi (R ), 9, 534 & n. 29 and 30, 128
n.23.

Miahim, X, 67 n. 23.

Mihismati. VII. XII, 47-8 & n. 11, 60.

Mabmidabad, VI, 53 n. 27, 58 &
n. 60, 188-9, 190 n. 26.

Mahmadpur, 32 n. 40,

Maholi, IV.

Mihor, XII, 86 n. 19,

Mahuvd, VII.

Maihar, XII1.

Maikala (Rge), XI1, #7.

Mainpuri, IV.

Maisiiru, Maisiir, Mysore, X1, 73 n. 2,
Tdn 4 and 6, 75, TRB-O, 121, 146 &
n. 9, 163, 193, 205 n. 6, 221 n_ 87,
22 n.W, 234 & n. 42, 243, 245,
247, 259, 284,

Majhai (R. ), XVIL.

Majhaoli, XI1, 83 n. 6, 178 n. 100,

Makhdumpur, 35 n. 52,

Makmai, IX.

Makrain, 38 n. 6.

Makrin, 11, 24-5& n. 5, 288 n.. 2,

Makvinpur, 20 n. 51,

Malanga, XIV, 109.

MalappuRam, XI, 78 n. 19.

Milava, VII, 9, 50-2, 57-8, &1, 73
n. 3, B3, 85, 92-3, 181, 234 n_45,
243, 279,

Malavalli, XI1.

Mildah, V, VI, XIV, 109-10.

Miilegimv, X, 72 n. 41.

Malgimv, X, 70 n. 35 and 37.

Malhdrgarh, VIII, 58 n. 61.

Malkiapur (Buldini dist.), X, XII, 64
n 10, 8 n. 17.

Malkiapuram (MNalgonda dist.), X, XI,
65n. 12, 77 n. 14.

Mildejghat, VII, X. 50, 68, 104, 118,



Toponymic Index

Malud, X, 66 n. 17.
Mimn]lupunm Mahabalipyram, 205

Mlminl 55 n. 42.

Man (R.), 70 n. 35.

Mana (P.), LIB & n. 45, 227 n. 4.

ManaméRkuti, 163 n. 13,

Manis (R.). 22

Mandvar, [X.

Manbhim. 40.

Mundahiikir (=Lihaur?), 32 n. 40,

Mandéini, 276 n. 9.

Mandasaur, VIII, 58 & n. 61 and 62

Mindavgav, 70 n. 35.

Mindayi, Mandvi, VIIL

Mapdi (Himécal Prades), I, 17, 191,

Mandi (Kaémir), 16 n. 27.

Mandla, XII, 7 & n. 26,

Mandlesvar, IX,

Mandrivar (=Nicéa ?), L1

Mindu, VIL VIIL, IX, 52 & n. 24, 58
n. 59, 60 and 61, 83 n. 8. 172 n. 53,
179, 219 n. 75.

Mindva, 138 n. 17.

Mandvi, see Mindavi.

Miinesar, XII, 87 n. 24,

Mangalagiri, 77 n. 12,

Mangalaru, XI, 210.

Manikganj, 257 n. 13.

Minikpaftana. VL

Maniyari, 19 n. 50

Mifijara, Madijird (R.), X, XIL 64 n. 8,
70 n, 34,

Manmad, 268 n. 66.

Manniirakkim, 78 n. 20.

Mansahrd, 11, 15.

Miinsarovar (lake), 1. 11.

Mantridi, X, 66 n. 17.

Minvath, X, 64 o 8.

Miird, XI1, f3 n. 6, B8 n. 28.

Marbal (P.). 1, 17.

Mirgala, 105 & n, 31, 114 n. 69

Mari, 1, 15.

Markinda, 48 n. 10.

Marrag, X, 64 n. 7.

Marvas, XIT, 88 n. 27.

Masdyipeta. Masaipet, X, XII. 64 n. 8,
86 n. 20.

Masudibad, 35 n. 54.

Masulipatam, see Macilipattapamu.

Masiir, 71 n. 37, 185 0. 7.

Jo9

Mitar, VIIL, 54 n. 29.

Mathurd, TV, VI, 32 & n. 37, M
n 48, 37 & n. 1, 478, 158 n. 63,
1756 & n. 76.

Maitin, XI1, 88 n, 28,

Mattiir, 146 n. 9.

Maturai, Madurai, XI, XIII, 74, 78
n. 17, 80 & n. 29 and 32, 146 n. 11,
163, 205 n. 9, 259.

Maturiintakam, Madurantakam, XI, 81
n. 32, 191, 289 n. 26.

Mau, IV,

Maugadj, XII.

Miyani, X, 68 n. 28,

Mayavaram, XI1.

Mayilappiir, Mylapore, XI, 75 n. 11.

Maymansimh, Mymensingh, VI, 45
n. 36, 257,

Mayiirbhadj, 88 n. 29.

MayyaLi, Mahé. XXXVIH, 220, 222
o 92.

Mazir-i-Sarif. 30.

Medak, X, 64 n. 8

Medcal, X, 64 n. 8.

Medinipur, Midndpur, V, VI, XVII, 40
& n. 16,43, 46n. 39, 108 n. 39, 117,

Meghnd (R.), VI, XVIIL, 42 n. 21, 44,

Mehsani, VIII, 54 n. 31.

Mehsi, 19 n. 50.

Melakarunkuli, 191.

Merath, Meerut, 32, 37 n. 1. 38 n. 7,
212'n. 39,

Mei, VI, XXXIX, 54 & n. 32, 35
and 36, 272,

Mevar, X, 152

Micni (Fort), 11, 33 & n. 45,

Midnapur, see Medinipur.

Midutiru. XI1.

Mihsi, V1.

Mimpecal, Mimisal, 163 n. 13.

Minnagara, 48 n. B.

Miraj, X, 68 n. 29, 70 n.35 and 37.

Mirajan, 121.

Miriydlgida, X1, 77 n. 14

Mirkadim, XVIL

Mirzapur (Bangil), 45 n. 36,

Mirzapur (Uttar Prades), TV, VII, XII,
8, 59 & n, 63, BS & n. 28,

Mithankot, 11, 29 n. 24, 56.

Mogaliturru, 68 n. 17.

Mohadi, XI1, 86 n. 22.
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Mohiin, IV, XVII.

Mohéniya, V.

Mohanna (R.), V.

Momanpéta, X, 64 n. 7.

Montgomery, 35.

Mor (R.). V.

Morvi, VIII, 57 & n. 56.

Motihan, 1. 19.

Mozdbad, 54 n. 37.

Midabidn, XVII, 137 n. 58,

Mudhd|, X, 69 n. 30.

Mughal Sarfie (Banfras dist.), TV. V,
38,

Mughal Sarde (Guni dist.), [X

Muhamsdi, V.

Muhammadabad, 1V.

Mubammadpur, V1.

Mukandvird, VIIL IX. 8 n. 7,59 n. 62,
152, 276 n. 9.

Muli (R.) IL, 24 n. 2, 25.

Muli, VIII, 57 n. 55.

Multai, XI1, 85 n. 15.

Multin, II, 27, 28 n. 16, 34-5 & n. 54,
55 and 56, 92, 116, 147 n. 16, 159
n. 65, 175 & n. 61, 249,

Mumbai, Bombay, VII, X, XVII. 51,
59 n. 63, 60-1, 67, 68 n. 24, 68 n. 27,
69n 3.7l &n 40,72, 82 n. 1, 92-
3, 14, 224 n. 102, 245, 258, 266, 267
fi. 63, 268 n. 66,

Munagala, X, 65 n. 12.

Munger, Mongir, V., VI, XVII, 40 &
n. 16,42 & n. 19 and 20, 105, 177.

Mungthala, 54 n. 34.

Munjapur, 188 n, 17.

Munsigadj, 257 a. 13.

Muradabad, IV, 38 n. 7, 39.

Murdidabad, V, VI. 43 & n. 23, 45 &
n. 35, 110, 140,

Murtazipur, XII, 85 n. 17.

Murum, X. 71 o. 39.

Misi (R.), X, 139 n. 64,

Mugzaffaribad, 1, 15 & n. 24,

Muzaffarmagar, IV, 155 n. 50.

Muzins, 74 n. 4.

Mylapore, see Mayilippiir.

Nababgang, VI.
Nicangav, XII, 86 n. 19.
Nacol, XIV, 110
Nadiyi, V.

Land Transport

Madiyad, VIII, 53 n. 27, 58 & n. 60,
Nags, Naga (Hills), 111 n. 55
Nngnlﬂ.tl 102,

Nagard, X1, 77 n. 15

Niigar Karniilu, XI, 77 n. 14.

Nagar Parkar, VIIL

Nagaur, 237.

Nigda, 103, 275 n. 9.

Nagind, IV.

Nagod, VIIL

Nagothna, XVIL.

Nigpur, XII, XVIL, 9, 82 n. 1,83 n. 1
84-5 & n. 14 and 15, 86 & n. 19-22,
87&n. 23,88 n. 28 and 29, 89 n, 30,
92, 145n. 6, 152, 1850, 7.

Magra, 54 n. 29.

Nahan, 36

Nihargarh, IX.

Nainitdl, 212.

Nijhre, X, 70 n. 35.

Najibabad, I, IV, 36, 39.

NikappaitiNam, Nagapatnam, XI.

Nakarkallu, X, 65 n. 12.

Nakarkdvil, Nagereoil, XI1.

Nakodar, IV, 34.

Nial, I, 24 n. 2

Nilanda, 102.

Malbari, V1.

Naldafga, V1.

Nalgooda, X, X1, 64 n. 11. 77 n. 14,

Nallamala (Rge), XI, 77-8.

Namakkal, X1.

Nimpur, X, 63 n. 5.

Nanda Devi, L

Mandaliira, XI, 77 n. 15.

Nandan (lake), 16.

Ninded, X, XII, 64 n. B, 72, 86 &
n. 19,

Nindgamv, VIIIL, 53 n. 25.

Nandgiv, XI1, 85 n. 17,

Nandigama, X, 65 n. 12.

Nindurd, XII, 85 n. 17,

Nandiirbar, VII, VII, IX, X, 512 &
n 23

Nandyiila, XI, 77 n. 15,

Nineghit, VIL, X, 50, 68 & n. 27, 71,
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104, 246 0. 109,

Nanjonagiidu, X, XVIL

Nifkunéri, Nangunen, 146,

Narasimhapur, 82 n. 2.

Narasimhgarh. IX.

Nardyanagar, V, VI, XVII, 46 n. 39,

Nérdayapapura, 111.

Nariyspapuram, X1, 77 n. 14.

Nirayapavaramu, XI, 77 n. 15,93 n. 3.

Niriyangafij, VI, 257 n. 13.

Narayangarh, IX.

Niriyagpur. VIII, X, 52 n. 23,

Nirki, IV.

Narmiada (R.), VII, VIII, IX, X, XII,
XXXIX, 6,9,47-8,52-3,60,82n. 2,
3 & n. 5, 87, 100 n, 5, 105, 125, 127
n. 17, 145 n. 6, 284,

Nirnaul, VITI, XVII, 55 n. 43.

Narol, XXVIL, 190.

Narvar, VI, IX, XVII, 53 n. 26, 59 &
n. 63, 60, 139 & n. 64, 178,

NEsik, V11, 48, 50 & n. 12, 51 & n. 18,
72 & n. 41.

Nitepure, X.

Nithpur, VI.

Niitor, 110 & n. 52,

Naubatpur, ¥, 177.

Nauhiti, V1.

Nauratiga ?, 176,

Mauéahri (Kadmir), 177.

Nausahrd (Peivar dist.), [11, 33 n. 4.

Navibganj (Barabanki dist.), IV,

Navibgafij (Munger dist.), V.

Navibganj (Purpivd dist.), VL

Naviada, V.

Navigarh.

Navikot, 20 n. 53.

Mavinagar, VIII, 57 n. 56,

Mavipur, X, 63 & n. 5.

Mavasiri, X, 67 n. 23.

Nayudipéfa, 77 n. 13.

Nekarikallu, X1, 77 n. 14.

Nelliru, Nellore, XI, 77 & n. 13, 84
n. 10, 106 n. 37, 163 n. 18, 164-5,
243, 259,

Nepill, 1. 11 n. 1, 17, 1922, 127 &
n 19,132, 155& n. 53,191 & n. 34,
203, 205, 210 n. 22, 212, 227 n. 5.

Neérédikonda, XII, 86 n. 20.

Ner Pinglai. XII, 85 n. 16.

Nesari, X, 69 n. 30.

I

Nhiivi, 70 n. 37,

Nicaea, 151.

Nidumolu, 64 n, 1L

Nighasan, 178 n. 100,

Nijimupattanamu, Nizampatnam, 75
n. 12,

Nikobiir (islands), 207.

Nilib, I1, 334,

Nilagiri. Nilgiris (Hills), X1, 73, 246
n. 104.

Nilambar, X1, 78 n. 19.

Nimac, VIIL, 58 n. 61.

Nimgimv-ketki, X, 70 n. 35.

Nimla, I11, 33 n. 44,

Nirmal. XII, 86 n. 20.

Nitimankalam, Nidamangalam,
n. 13,

Niti (P.). 1.

Niziimabad, 64 n. 8.

Nizimpur (Dhule dist.), VII, 48 n. 10,

Niggmpur (Pupe dist.) X, 68 n. 27.

Niirdbad, VIII, XVII, 53 n. 26, 139,
178.

Nirmahal, IV, XXIV, 172, 175.

Nirpur, 32 n. 39.

Nir-ud-din Sariie, V1, 34.

Nyak-tso, L.

163

Odhav, XXVII, 189,

Okerah, V.

Ongole, see Vangdlu.

Orattandfu, 163 n. 13.

Ogisd, 7,8 & n. 7, 40 n. 16, 42 n. 19,
43, 456 & n. 39, 40 and 43, 65 &
n. 14, 82-3, 87 & n. 23, 92, 106, 108
n. 39, 126, 139, 140, 178, 180 n. 118,
216,219 n. 75 and 82, 234 n. 45, 257.
290,

Omuz, 229 n, 8.

Orugallu, Varangal, X, XI1, 84 & n. 10.

Ovarsad, XVII, 189.

Oxus (R.), 12.

Pibna, VI, 43 n. 23,

Pacpahar, 275 n. 9.

Padmd (R.) , V, 42-3 & n. 23, 108
n. 3.

Padmibati, XII, 87 n. 24.

Pacthana (=Paithin), 48 n. 10,62 n. 1.

Pagli, XVIL

Painam, XVI1.
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Paithan , VII, X, XII, 48 & n. 10,62 &
n.l.64n. 7.

Paivar Kotal, 11, 111, 27.
Pakli, 15.

Pakulla, VI.
Palaiyadkottai, XI.

Palakollu, X, 65 n. 14,

Pilakkifu, Pilghat, XI. 6. 73 & n. 2, 74
n 4and 7, 75n. 12, 79 n. 20, 80, 90.

Palakkitu (Tarmapun dist. ), X1, 79,

Pilam, X, 64 n. 8.

Palama, XI1, 40 n. 66,

Palani, Palni, 205 n. 9.

Pilagpur, VIIIL, 54 & n. 31.

PalaRu (R.), XI, 79,

Palasdev, X, 70 n. 35.

Palasi, Plassey, V.

PaLavéRkitu, Pulicat, XI, 75 & n. 11
and 12, 77, BO.

Paldi Kocrab, XXVII. 189.

Pali (Bilaspur dist.) XII, 83 n. 5.

Pali (Pali dist.) VI, 54 & n. 36, 56.

Pali {Sahdol dist. ), X11, 83 n. 7.

Palitand, VIIL, 57, 103,

Palkot, XIL

Palval, IV, 34 n. 48,

Pamir (Rge). 11 & n. 1, 13,

PampaN. Pamban, 103, 126.

Pampur, I, 135 n. 41.

PaNakkuti, XI, 79 n. 22.

Panavel, Panvel, VIT, X, 51 0. 17, T1
n. 40, 211.

Pasicaladhiramatha (=Pir Padjil), 16
n. 28.

Pancajana, 234 n. 45,

Paric Mahal, 265 n. 50, 269,

Pancnigal, 64 n. 7,

Pandariva, XII, 87 n. 26.

Pandharpur, X, 68, 70 n. 35, 71, 196
n2.

Pandhurnd, XI1, 85 n. 15.

Pindud, X1V, XVII, 108 & n. 40, 109
& n. 44,

Pangal, X, 64 n. 11.

Pangong (lake), I.

Panipat, IV, 32 & n. 40, 34 & n. 50, 35
n. 54 and 56.

Pafijib, 14-7, 27, 31, 34 n. 50, 35 n. 56,
114 n. 69, 115, 132, 140 n. 68, 153
n. 46, 177 n. 94, 186, 207, 225, 229,

Land Transport

2323 & n. M, n. 61 and 63, 238
n. 64, 240, 243, 268, 277, 29,

Paijnad, 34,

Panni, VIIL

Pansjir (R.), 31.

Panvel, see Panavel.

Paramakkuti, XI.

Parinda, X, 70 n. 34 and 35, 71 n. 39,

Pérandi (P.), 13 n. 6.

Parang (P.), 1, 18 n. 41.

Paranfij, 189.

Piras, 176.

Parasnith (Mt), V.

Parbafi (R.), IX.

Parbhani, X, 64 n. B.

Parchu (R.), 21.

Pamer X, 71 n. 38.

Parpoisa {=Piifich), 16 & n. 27.

Paro, 1, 21-22.

Partdabgarh, 1X.

Partiyila, X, 64 n. 11.

Pirvan, 1, 111, 13 n. 6,

Pasrir, IV.

Pasupatinith, 11.

Patdlaganga (R.), 102 n. 13.

Pataliputra, 37, 40, 42, 47.

Patan, 20 n. 51.

Piitape, X, 48, 63 n. 5.

Patas, X, 71 n. 39.

Pataudi, VIII, 55 n. 42.

Patganj, V.

Pathinkot, 32 n. 37.

Pitharghati, X1V, XVII, 108.

Pathri (Aurafgibad dist.), 64 n. 9,

Pithri (Parbhani dist.), X, XII, 63 &
n.6.64&n 7, 8 and 10,

Patiram, XIV, 108,

Patiyali, V.

Pammd, 1, IV, V. Vi, X, XVII,
XXXV, XXX VI, X1, 19,23, 37,
B&EN 7,39 42&n0. 19, 59 n 63,
63n. 2 92, 102, 119, 137 n. 55, 148,
159, 177 n. 90, 186, 216, 219, 222
n. 93, 224 n. 107, 234 n. 42, 260,
265, 266 n. 54, 268 n. 65, 271 n. TR
and 79, 275.

Pijodd, X, 63 n. 4, 64 n. 8.

Piitr, VIIL, 57 n. 56

Pattambi, XI. 79 n. 20,

Pattukkdgai, 163 o, 13,

Pauni, XI1, 86 n. 22.
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Pedapattanamu, 66 n. 17,
Peddapuramu, X.

Pedgiv. X, 70 n. 35, 71 0. 39,

Peking. 20,

Penarkon, V.

Pendra, XI1, 88 n. 27.

Penganga, XII, 86.

Penigaficiprolu, X, 64 n. 11.
hgiriﬂn- Ponnaiyar (R.), XI. 79,

PeNNikaram, X1

Pennéru, Penner (R.). XL

Penugonda, XI, 66 n. 17.

Penukonda, X1, 75 n. 11.

Périyd, XI, 78 & n. 19, 121.

Periyakulam, XI.

Periya Mutalivir Civati. 163, 194 n. 47,

PeriyiRu, Periyar (R.). XI, T8 n. 17.

Persia, 24 n. 1, 25, 27-8 & n. 14, 36,
229, 240 n. 71, 255.

Persian Guif, 47.

Perumukkal, X1.

Perunakar, Perunagar, 194 n. 48.

Pegdvar, 1, I1, 111, XXXVIL, 12 0. 5. 15
& n. 24, 31, 33 & n. 44 and 45, 130,
223 & n. 97, 284 n. 30.

Petlad, VI, 53 n. 28, 54 n. 30.

Petlavid, VIII, IX, 58 n. 60 and 61.

Phalgu (R.), V.

Phaltu, 20 n. 52,

Phari-jong, [, 21.

Pharping, 20 n. 51.

Phillaur, IV, 32 n. 39, 34, 175,

Phulbéri. VL

Pihani, IV.

Filibhit, IV, 265 n. 50.

Pimpalner (Bid dist.), X, 64 n. 7.

Pimpalner (Dhule dist.), X, 63 n. 5.

Pimpri, X, 63 n. 4, T1.

Pin (R.). 18 n. 41.

Pidjaur ?, 32 n, 39.

Pipalghiy, 105.

Fipar, VIII, 54 & n. 32.

Pipili, VI, XVII, 46.

Piploda, 1X.

Pipri, 19 n. 50

Pipri, 63 n. 6.

Pirganj, XIV, 109.

Pir Painti, V, 39, 42 n. 20.

Fir Panjal (P.), I, 16 & n. 28 and 33, 32,
177.
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Pigin, I1, 25, 27.

Pithipuramu, X.

Podile, XI.

Poduké (=Arikamedu), 74 n. 4.

Pollic, XI.

Palar, XI1.

Pooda, X, 69 n. 31.

Pondicherry, seec Putuccén.

Ponnani, XI, 78, 193,

Poona, see Pupe.

Pocnamallee, see Pintamalli.

Por, XXVII, 189,

Porbandar, VIIIL.

Porumamilla, 186 n. 3.

Pranhita (R.), XTI

Pratisthina (=Paithan), VII, 48, 50, 62
n 1.

Prayiga (=Hihabad), XII, 37, 82 n. 2,
Bl & n. 5and 6.

Pulicat, see PalavéRkatu.

Pul $ih Daulah, XVIL.

Puniikhi, I, 22,

Parnich, 1, 16 & n. 27, 120.

Pupe, Poona, VII, X, 43, 50, 69 n.
T0&n. Mand37, 7l n. 30, B8 n.
92, 145 n. 6. 211, 245, 259 n.
260, 268 n. b,

Punganiru, X1

Piinpin (R.), V.

Piintamalli, Poonamallee, X1, 77 n. 15,
93n. 3.

Purd, VI, X, XII, XVII, 46, 66 & n. 17,
$4n. 9, 139n. 61, 140.

Parpa (R.), XIL, 85.

Pirpabhaba, XIV, 108 n, 43,

Purniyd, VI, 45, 127 n. 18, 183, 207,
210, 230 n. 12, 260, 263, 266 n. 54,
269,

Puruliya, V.

Purusapura (=Pesdvar), Ill, 12 n. 5, 31.

Purvi, IV

Pusa, V1.

Pusiyind, 16 & n. 28, 135 n. 49, 177.

Pusiyipandda (=Pusiyind), 16 n. 28.

Puskaravati, 111, 31.

Putuccéri. Pondicherry, X1, XXXVII,
Tln. 39, 75n. 12, 80n. 31, 163, 1N
n. 47, 220, 22 n. 92,259 n. 26.

Puttiir, X1. 77 n. 15, 93 n. 3.

2BE

Qandahar, 11, XXXVII, XL, 24n. 1,27
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&n 13, 28&n. 13, Mdand 16, 9 &
n. 24, 30, 35, 223, 238, 249, 254,
Qiisimbizar, V, 43 n. 25, 145n. 7.
OQila"-i-zafar (Badakhsin), XXXVII,
3.
Ouetta, see Kvaild.
Qindiz, 1, 13,

Rabkob, XII.
Radhanpur, VIII, 54 & n. 33, 56-7.

Rijagin (=Rijaurd), 32 n, 39,

Rijamahéndravaramu, Rajahmundry,
X. XL 8n 8,65, 66n. 17, 75n. 11,
284 n. 30,

Rijamatam, 163 n. 13

Rajanagar, VL.

Rijipur, X. XVIL, 67 & n. 22 and 23,
68 n. 24.

Rijapuri (=Rijoauri), 16 & n. 28,

Rajusthin, 34, 48, 54, 56, 58 n. 62, 273,
237 n. 61, 252 n. 139, 277.

Rajauli, V,

Rajaur, 16 & n. 28, 32 n. 39, 177,

Rijgarh {Ajmer dist.), VIIL, 58 n. 61,

Rijgarh (Mirzipur dist.), XII, 83 n. 7.

Rajgir, V, 102.

Rijkof, VIII, 57 & n. 55.

Rijmahal, V, XTIV, XXXVIII, 39, 42 &
n 19 Mand 22, 43 & 0. 23, T3n. 3,
103, 103, 108, 177, 183,

Rajpipli, VII, 51 n. 18.

Rijpur, IX.

Rijpur Hirpur, 3X3XVII, 190

Rijpatini, 60, 92, 185, 189, 191, 248
n. 117, 279, 280,

Rajsihi, XIV, 42 n. 22, 110,

Rajiira, X. 64 n, 7.

Rakhyal, XXVII, 189,

Ramnad, X1, 165,

Riamayyapaiianamu, XI, 75 n. 12, 77
n. 13 and 14.

Rimésvaram, X1, 75 & n. 11, B0 &
n. 30, Bl n, 32, 84 & n. 10, 108, 126,
137 n. 54, 146, 160 0. |, 163, 165-4,
183,

Rimgarh (Bauddh Khondmil dist.), XI1.

Land Transport

Rimgarh (Haziiribagh dist.), V.

Rimgarh (Jhibud dist.), VIIL, IX, 58
n. &,

Ramgarh (Sarguja dist.), XI1, 87 n. 24,
BR n. 28,

Ramghi (Bulanddahar dist.), IV,

Himg;:.fmmigjriﬂn. o X, 60 &
n. 30.

Riampdl, XVII, 139,

Rumpur, Rangpur, VI, XIV, 45,

Rampur, I, IV, 18 n. 41,

Riampura, IX.

Rimpuri, X, 64 0. 7,

Rimiek, XII, 83 n. 5, 85 n. 14.

Rand, V, XII.

Rangimafi, 1.

Rangpur, see Rampur.

Ranigadj, XIV, XVIL. 109 & n. 44

Ripipéptai, 146,

Rantambhor, VII1, 58 n. 62, 121, 269
n. 67.

Ripii (R.), IV.

Rasudgarhi, 20 n. 53.

Ratan Pir (P.). 1, 16.

Ratanpur, XI1, 86 & n. 22, §7 n. 24 and
26, 88 m. 28,

Rath, Vil.

Ratlim, VIIIL, IX, 58 n. 61.

Rainagiri, X, 68, 196 n. 2, 209 n. 18,
258,

Rouzd, 105 & n. 26, 157.

Ravalpindi 1, 11, I11, IV, 156, 31, 33
n. 46, 105, 157, 158 n. 60, 211, 233,

Ravit, IV, 33 n. 46.

River, VIIL, X, 52 n. 73,

Rivi (R.) 11, IV, 35, 116, 140 n. 68,

Riya Bareli, V.

Rayadurga, X1.

Rayakdte, X1,

Riybig, X, 69 n. 30,

Rayciru, XI, 73, 75n. 11,79, 125, 260.

Riydih, XI1.

Riygad, X, 68 n. 27.

Riygarh, 89 n. 30,

Raypur, XI1, 86 & n. 22, 87 n. 24, &9
n. 30, 252, 291.

Riypuri, IX.

Riyrikhol, XII, 87 n. 25,

Riysen . VIII , IX.

Rizdiangan, 1, 13 n. 7.
Red Sea, 47.
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Rékapalli, 258.

Rendpur, X, 64 n. 7.

Rénigunta, X1, 77 n. 15,

Revari, VIII, 55 & n. 42.

Rham (lake), L.

Rind (R.), IV.

Rivi, VIIL, XII, 85 n. 14, §7-8 & n. 27,
219 n. 75.

Rohi, 54 n. 34,

Rohankheda, 64 n. 10,

Rohitaka (=Rohtak), 32 n. 37.

Roho, 188 n. 17.

Rohs, 29 n. 27, 56.

Rohtak, IV, 32 n. 37.

Rohtang (P.), 17.

Rohtids, on the Jhelam, II, IV, 33 &

n. 46.
Rohtisgarh, V, XII, 40 n. 16,
Rojhin, V, 29 n. 24.
Ropda, XX VII, 190.
Rsiked, 213 n. 40.
Rudok, I, XV, 13.
Rudraprayiig, 18.
Rilpanariyaga (R.), V.
Ripnith, XII, 83 n. 5.
Ripri (P.), L.
Rupéu, L.
Ruserd, V1.

Sabarmati (R.), VIIL, 9, 124 n. 2.

Sadr Gugerd, 35 n. 52.
Safed Koh, 24, 27, 29.
Sagar, VIII, 60,

Sagauli, 19 n. 50.

Sahibad (Bihdr), 215, 269.
Sahiibad (Karnil dist.), IV.
Sahabad (Kota dist.), VIII.

Sahada, VII, IX.
Sahdpur, 69 n. 30,
Sahara, 6.

Sahdranpur, IV, 36, 38 n. 7.

Sahagrim, Sasaram, IV, ¥V, XVIL, 38 &
n. 5, 434,

Sihdard (near Dehli), V.

Sihdard (near Lihaur), IV,
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Sihdard (Guna dist.), VI, IX, 53
n. 26

Sihdaulah Pul, IV.

Sihgad, X, 64 0. 7,

Sihibgadj, VI.

Sahjahinpur (Alvar dist.), 55 n. 43,

Sihjahinpur (Sdhjahinpur dist.), 1V,
Mn. 7.

Sahpur (Abmadibad dist.), 57 n. 55.

Sahpur (Baital dist.), XII, 85 n. 15.

Sahr-i-safi, 30,

Sahviin, 29 n. 27, 56.

Sahziadpur (Tlahabid dist.), TV,

Sahzidpur (Pabna dist.), VI, 42 n. 22,

Sai (R.), IV, XVIL

Saikhpura, 105.

Saila, XII, 86 n. 19.

Saipur, XII, 83 n. 7, 88 n. 28.

Saiyidibad, XXI11, 170, 177.

Sajapur, VIII, IX.

Sakala (=Syilkor), 31-2.

Sakhi-Sarvar, 11, 27,

Sakkar, Sukkur, 11, 27, 29 n. 27.

Sakfi, VIII, 52 n. 23.

Sikore, X, 63 n. 5.

Sakri (R.), V.

Sakrigali, V, 39 n. 11, 42 n. 20, 105.

53l (=0Quetta), 29 n. 24.

Salebhatta, XII, 87 n. 24.

Salem, see Célam.

Salnadi, Salandi (R.), VI, XVIL

Salpe ghit, X, 70 n. 37,

Salt Range, 33.

Saliru, XII, 89 n. 30

Samdnd, [V, 35 n. 54.

Sambalpur, XII, 82, 87 & n. 4, 124
n. 3, 252,

Sambhal, TV.

Sambhar, 55 n. 42,

Sami, VIII, 54 n. 33.

Samjhiyi, V1.

Saméimagar, V.

Sapand, VIII, 57 n. 55 and 56.

Sanci, VIII, 48, 52 & n. 21, 103, 205
n. 5.

Shndi, IV.

Sandir, 109 n. 13.

Sangamedévar, X, 68 n. 24,

Sankarapalli, X, 64 n. 8

Sankhu, 20 n. 52.
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Sannyasikiti, V1. Savant, V.

Santapur, X, 64 n, 8. Savargiv, X, 6d n. 7
Santhil Pargani, 40, Sayli, VIIL.

San Thome, 67 n. 22, 75 0. 12, Sekhpur Khinpur, XXVII, 189
Sénver, X Sendhvi, IX, T2 n. 41
Sarada (R.), 17. Sendri, 71 n. 39

Sarde Aghat, 178 n. 100. Sengar (R.), TV, 59 n. 63,
Sarde Ajitmal, IV, 167, 176. Séran, X, 71 n. 39

Sardie *Alamgir, V. Ser Dahén, I1.

Sarie Badridis, 167. Sergarh, V.

Sarie Ekdil, I'V, 167, 176. Snrghlﬁ. V.

Sariie Jagadis, 167. Ser Kotri, XXVII

Sarie Mandi |, 176.

Sarde Mulcand, 167,

Sarie Mulukcand, 167,

Sarie Saivid Khin, 176 n. 86,

Sarambara (=Chimbar), 16 n. 27,

Siran, 216.

Sarangarh, XI1, 87 n. 24,

Sarangpur, VIII, IX, 60,

Sarasvati (R.), 234 n._ 45.

Sarbhon, 53 n. 28.

Sarguja. XII, B8 & n. 28,

Sarhind, IV, XVII, XXXV, 34-5, 140
n. 68, 175, 268,

Sarka, 1.

Sarkar, Northern, 65 n. 15, 89 n. 30,
161, 257.

Sarkhej, VIIL, 57 n. 55 and 56, 189,

Sarkya, L.

Siirod, 54 n, 29,

Sarotrdi, VIII, 54 n. 34.

Sarsiivah, IV, 32 & n. 39, 37 n. 1, 197,

Sarvand (P.), 11, 27.

Sasvad, X, 71 n. 39,

Satdnd, X, 63 n. 5.

Satira, VII, X, 43, 50 n. 14, 51, 70, 92,
258 n. 21.

Satgimv, 108 n. 39.

Satlaj (R.), 1, I, IV, 17-8 & n. 41, 35,
129, 140 n. 68, 153, 175, 205 n. 3,
211 n. 31, 212 n. 39, 227 n. 4 and
5.

Satmaa (Rge), VII. X. 48 n. 10.

Sitpurd (Rge), VII, 8 & n. 7, 52.

Satrumijaya (M1), 103,

Satulanagar, X, 64 n. 8.

Sauriisira, 234 n. 45.

Savai Madhopur, VIII. 58 n. 62, 252
n. 139,

Sadvaner, XI1, 85 n. 15.

Serpur-Atiya, 42 n. 22.

Serpur-Murci, VI, XIV, 42 n. 22.

Sevariniiriyana, XI1, 83 & n. 7, B4 &
n 9, 87 n. 24,

Shencottah, see Cenkdqpai.

Sibar-ti (P.), 13 n. 6.

Sibgaij, VL.

Sibi, 11

Sibsagar, see Sivasigar,

Sidau (P.), 1, 17.

Siddhapatha (=Sidau), 17.
Siddhapur, VIII, 54 & n. 31 and 34,
290

Siddipéta, XII, 86 n. 21,

Siga-tse, 1.

Sthaurd, XI1, 85 n. 14.

Sihiiva, 89 n, 30,

Sihor, VIIL, IX, 53 & n. 25.

Sikandra (Agra dist.), IV.

Sikandra (Kanpur dist.), IV, 155 n. 49,
176,

Sikarpur, I, 27, 28, 29 n. 24 and 27,
253 n. 140,

Sikkim, 1, 20, 132, 205, 210'n, 22, 227
n 5.

Sikohibad, IV, 37-8.

Sikrara, XV1I, 140 n. 65.

Silpighat, XII, 83 & n. 6, 88 n, 28.

Simaliyii, VII1, 58 n. 60.

Simgd, XI1, 86 n. 22.

Simhadri, XI. 75 n. 11.

Simraun, 104 n, 22.

Sind (R.) (Kasmir), L

Sindh, 24 & n. 1, 25, 27, M. 36, 221
n. 88, 237 & n. 63, 238 & n. 64, 253
n. 140, 277.

Sindh (R.), VIIL, IX, 139 n. 64.
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Sindkheda (Buldina dist. ), X, XIL 64
n. 10.

Sindkheda (Dhule dist.), VIIL, IX. X,
52 n. 23.

Sindole, XII, 87 n. 24.

Singar, V.

Singhasini, 14 n, 22,

Singhiya, 19 n. 50,

Sifighpur, XII, 88 n. 27.

Sifigrimari, 45 n. 34,

Sipd, 20 n. 52.

Sipra (R.), IX.

Sipri. 53 n. 26,

Sird, XI, 245 n. 99, 246.

Sirniya, VI

Sirohi, VIII, 54 et n. 34, 272,

Siroiij, VI, IX, 52 & n. 24, 53 n. 25
and 26, 59 & n. 63 and 64, 60, BS
n. 15, 178, 252

Sirpur, X11, 84 n. 9.

Sirsd, IV.

Sirgaraha (=Sarsivah?), 32 n. 39.

Sitabaldi, 85 n. 14.

Sitdkund, VL

Sitdpur, 178 n. 100

Siudi, Sari. V.

Siva, 238 n. 66.

Sivagange, XL

Siviiluk, Siwaliks, 32.

Sivamoggi, Shimoga, X1, 78 n. 17.

Sivind, 54 n. 34,

Sivanasamucdra, Sivasamudra, X1, XVII,
75 & n. 11, 137 n. 58, 139 & n. 64,

Sivani, Seoni, 87 & n. 26.

Sivani Milava, IX.

Sivasagar, Sibsagar, 111 & n. 55.

Sivpuri, VI, IX, 53, 60.

Sivner, 118.

Skfirdd, 1, 13 & n. 13

Sohigpur, XI1, 82 n. 2, 83 n. 5 and 6.

Sojat, VIIL, 54 n. 36.

Sojitra, VIII, 53 n. 28, 54 n, 29 and 30,
190 n. 27.

So-kar (lake), 18 n. 41.

Solapur, X, 69 n. 34, 71.

Somandth, VTII.

Somandthapura, 205 n. 6.

Somoriri (lake), 18 et n. 41.

Son (R.), IV, V. XII, 38 & n. 6, 82
n. 2, 125n. 8, 183,

Sonali, XII, 85 n. 16.

7

Sonargam, VI, XVII, 42 & n. 21 and
22,44 1100 & n. 53, 139, 167 n. 41,

Sondad, XI1, 86 n. 22.

Songhat, 85 n. 14,

Sonhiy, XII, 83 n. 7, 88 n. 28.

Sonipat, TV, XXXIX.

Sonpur, XII, 83 n. 8, 87 & n. 24.

Sopiird, VII, 47 & n. 3.

Sopur, 135 n. 41.

Soreyya, 37 n. 1.

Soro, VI, XVIL

Spiti (R.), 18 & n. 41.

Srigonde, X, 70 n. 35,

Sriharikota, 75 n. 12

Srihatta, Sylhet, V1, 45 & n. 36,

Srikikulamu, X, XII, 65 n. 14, 66
n. 17, 88, 89 n. 30.

Sri Lanki, 114, 137 n. 54, 288 0. 1,

Srinagar (Garhval), I, 18 & n. 46, 155
n. 53,

Srinagar (Kasmir), 1, 13-7, 135 & n. 49
and 50, 177, 215.

Sriperumputiir, 161.

Srirampur, V.

Srirangapaftana, Seringapatam, XI,
XVIL.75&n. 11,79,121, 137 n. 58,
139 & n. 64, 242 n. 86, 249 n. 125,

Srirankam, Sriradgam, X1, 80 & n. 32,
125n. 5.

Srigailam, 102

Srivilliputtiir, X1, 146.

Suan, V.

Suarmdr, XII, 87 n. 24.

Subamarekhi (R.), VL.

Sujanagar, VI, 43 n. 23.

Sujdlpur, VIII, IX.

Sukaldevi (P.), 51.

Silagiri, 79.

Sulaimin (Rge), 11, 25.

Sultinpur (Afghinistin), 111, 33 n. 44,

Sultdnpur (Khinded), VI, VI, IX,
51,58 & n. 59.

Sultinpur (Padjab), IV, XVII, 34, 175.

Sultinpur (Rajasthan), 59 n. 62

Sultinpur (U.P.), TV.

Sdlaru, XI, 77 n. 13.

Sumbal, 135 n. 41.

Sumer, 25.

Suniim, IV, 32

Sundarban, 109,

Sunerd, [X.



38

Sitrajgarha, V, 42 n. 20,

Sarapura (=Hirapur), 16 n. 28.

Surat, VII, VIII, X, XXXV, XL, 51-3
& n. 23, 55, 59 n. 63, 63 & n. 2 and
5,65 n. 13, 66-7 & n. 22 and 23, 71-
2,75 n. 12, 86, 92-3, 103, 115, 146 &
n. 13, 178, 185, 190, 196, 222 n. 92
and 93, 240 & n. 72, 269, 271, 279,
286 n. 34, 290,

Surharpur, XVII, 140 n. 65.

Stri, see Siudi.

Surkhpul, 11,

Surli, 68 n. 28.

Sarparaka (=Sopira), VII, 478 &
n. 11, 50.

Surmé (R.), VI

Siiryapéta, X, 65 n, 12,

ST, V, VI, 42 n, 19, 43 n. 23,

Sutur-Gardan (P.), I1, 27.

Syilkot, IV, 31, 32 n. 37, 36,

Syok (R.), I, 13 n. 13, 14 0. 14.

Tadimarr, XI.

Tagara, 62 n. 1.

Taghdumbis Pimir, I, 12.

Tahidrabad, X, 63 et n, 5.

Taitiram, VIIL

Takhatpur, XI1, 86 n. 22

Taksadila, 111, 31-2 & n. 37, 186.

Talamba, 35 & n. 52 and 54.

Talagééri, Tellichery, X1, 78 n. 19,

Tiligan, I.

Taliyigarhi. V.

Talodi, VIIL

Talsind, 57 n. 55.

Taltolah, XVIIL

Tamarasséri, Tamracherry, XI, 78 &
n. 19, 121,

Tambokhani, 20 n. 51.

Tamluk, V.

Tamralipti (=Tamluk), 40.

TandyakkaNkdgpai, XI.

Taficivar, Tadjaviir, Tanjore, X1, 80 &
n.29 and 32, 114, 125 n. 5, 161
n. 10, 163 & n. 13, 164 & n. 29, 165,
183, 1KS.

Tanda, IV,

Tandiru, XI1, 86 n. 21,

Tangail, 45 n, 36.

Tangan (R.), XIV, 108 n. 43, 109,

Tangtala (P.), 16

Land Transport

Tadjivir, see Tafnciviir.

Tankai, 63 n. 5.

Tankird, VIII,

Tankse, [.

Tagir, XI, 79 n. 21.

Tapti (R.), VI, VIIL, IX, X, XII, 6, 10,
48n. 10,51 & n. 18,52 & n. 22, 58-
9,6L.63& 0. 5 7T3n 3, 190,

Taracuram, Darasuram, 163 n. 13,

Tarankampiti, Tranquebar, XXXVII,
T4n. 4,114, 222 0. 92,

Tarapuram, Dharapuram, XI.

Tarengd, XI1, 86 n. 22,

Targdmv, X, 71 n. 37.

Tari (P.), 18 n. 41.

Tarmapuri, Dharmapuri, X1, 151

Tarnidk (R.), II, 30,

Tisgamv, X, 68 n. 28, 70 & n. 37.

Tasigang (Bhiitin), [, 22.

Tasigang (Tibet), I.

Tatta, 11, XXXVIL, 29 n. 27, 56 & n. 45
and 46, 56 & n, 45, 221 n. 88, 222
n. 92, 253 n. 140,

Taurus (Mt), 11 n. 1.

Tavi (R.), 177.

Tekari, Vv,

Tekkali, X, 66 n. 17,

Telhara, XVII.

Teliyagarhi, 39 & n. 11, 42 n. 20,

Tellichery, see Talagééri.

Telsing, X, 69 n. 30,

TeN Arkkitu, South Arcot, 165.

Ter, X, 62 & n. 1.

Terdal, X, 69 n. 31.

Tevar, XII, 83 . 5.

Thalghdt, VII, X, 50, 51 0. 18, 71-2 &
n. 41.

Thilner, VIII, 52 n. 23.

Thin, VIII, 57 n. 55,

Thandla, VIII, IX, 58 n. 60,

Thane, VII, X, 47, 50-1, 67 n. 23. 71 &
n. 40, 72,

Thiinedvar, IV, XXXIX,

Thang-La (P.), 1, 20.

Thangra, 1.

Thankot, 20 n. 51.

Thanna, 177,

Thir, I, &, 55-7,

Tholing, 1.

Tibet.5, 13& n. 8, 17-8 & n. 43 and 46,
19, 21-3,
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Tl!im'r 85 o, 15

Tigovd. XII, B3 n. 5.

Tikota, 69 n. 30.

Tilvara, X11.

Timurni, IX.

Tinaighat, X, 69 & n. 31

Tingr, 1.

TintivaNam, Tindivanam, XXXV, 161
n. 10, 165, 268.

Tinjukkal, Dindigul, X1.

Tirda, IX.

Tiroda, XII, 86 n, 22.

Tiruecentiir, Tiruchendur, 146.

Tiruccirdppalli, Trichinopoly, X1, T8
n. 17, 80 & n. 26, 29 and 32.

Tirukkoyilar, XI.

Tirumayam, XI.

Tirunelvéli, XI, 75 n 11, 146, 163
n. 19, 165.

Tirupati, XI, 75n. 11 , 77 & n. 15, 93
n. 3, 103,

Tiruppésir, X1, 93 n. 3.

Tiruppattiir (North Arcot dist.), X1

Tiruppattir (Ramandtapuram  dist.),
X1

Tirirannat, Tirwrangadi, 78 n. 20.

Tiravallir, XI, 77 n. 15, 106 n. 34,

Tiruvanantapuram, Trvandrum, X1, 79
n. 22, 164.

Tiruvannamalai, X1, 75 n. 11, 81 0. 32,
161 n. 10, 191 n. 39.

Tiruvitankir, Travancore, 7 n. 6, 79,
144 n. 4.

Tista (R.), XIV.

Tivre (P.), 68, 69 n. 33.

Tivsd, XII, 86 n. 17.

Tiyikatturukkam, XTI,

;I‘.iﬂ'l'l, “-1. 33' n. 44

Todi (R.), I, 27-8.

Toda Bhim, VTII, 55.

Tohiing, V.

Tohi (R.), 16.

Toka. X, 71 n. 38.

Tomsa (R}, XVIL.

Tongsé, 1, 22.

Tonti, X11.

Toppir, X1

Tosalf, 83 n. 8.

Tosamaidan, [, 15, 16 n. 27.

Totipour?, 43 n. 23,

Tranquebar, see Tarankampéti.
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Travapcore, see Tiruvitankir, 7 n. 6,
79, 144 n. 4, 163,

Trichur, see TréSivapériir,

Tripura (=Tevar), XII, 83 n. 5.

Trsdivapperiir, Trichur, 257,

Trivandrum, see Tiruvanantapuram.

Tsan-po (R:), I, 11 n. 1, 13, 18,

1, 18,

Tal (P.), 13 n. 6.

Tuljapur, X, 71 n. 39.

Tummarakdia, XI.

Tumsar, XII, 8 n. 22,

Tungabhadra (R.), X1, 73, 77 & n. 15,
126, 137,

Tungi, XVIL

Turkestin, 11 n. 1, 12 & n. 3, 22, 30,
229 n, 11, 231 n, 20.

Tittukuti, Tuticorin, X1

Udabhinda (=Und), 111, 31.

Udayagiri, X1, 75 0. 11,

Uddiyiina, 111, 12 n. 5.

Udgir, X, 64 n. 7.

Udhuanild, V, 39,

Udumbara (=Pathankot), 32 n. 37.

Ujjain; VII, VIIL, IX, 47-8. 52 & n. 24,
58 & n. 60, 61 and 62, 60, 103 &
n. 19, 121, 286 0. 34.

Ujjayini (=Ujjain), VII, XII, 47-8, &3
n, 8.

Umbréipe, X, 63 n. 3.

Umred, XII. 86 n. 21.

Unai, X, 63 n. 4.
Unai (P.), 11, 30,
Und, I1, 31-2, 61, 125.
Unda, V.

Upéi, L.

Uraiyar, 74.

Uran-Islimpur, 68 n. 29.

Un. I, 16, 135 n. 52.

Uttaramérar, 98 n. 4, 259 n. 26.

Uttar Prade$, 44, 153 n. 46, 188 n. 18,
237 n. 6, 268.

Vadaj, XXVIL, 189

Vadner, X, 63 n. 4.

Vadhvin, VIIL, 57 & n. 55.

Vadodari, Barodi, VII, VIII, XVIL
48, 53 & n. 27, 54 n. 30, 58 & n. 60,
09 n. 2, 117, 279, 286 n. 3.

Vigholi. X. 70 n, 37.
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Vigmafi (R.), 19 n. 50. 20 n. 51. Vedkatakotta, 78 n. 20,

VaippiRu, 146. Veiigaiiga (R.), 83, 86 n, 22,

Vairag, X, 71 n. 39, VenniRu cattiram, 163 n. 13.

Vikia, X, 63 n. 5. Vétapiilemu, 75 n. 12, 106 n. 36.

Vila, VIII, 57 n. 53. Vidisa, 48,

Valad, XXVII, 189, Vijayanagara, XI, XVII, 73 n. 1 and 2,

Valasid, Bulsar, X, 67 n. 23,

Valign (P.), 13 n. 6.

Vilikaptapuram, XI.

Vallam, XI.

Vanaparti, XI, 77 n. 14 and 15,

Vangchu (R.), 21.

Vangdi Phodrang, 134 n. 44,

Vangolu, Ongole, X1, 77 et n. 13 and
14

Vangtu, 18 n. 41,

Vani, X, 63 0. 4,

Vankidi, Vikdi, X1, 86 n. 21.

Vantaviici, Wandiwash, X1, 185, 193,
194 n. 48,

Varandhi (P,), 50 n. 14,

Varangal, Warangal, see Orugallu.

Vardha, Wardha, X1, 86.

Varidv, VIII, 53 n. 27,

Varod, 190 o, 26,

Viroli, 64 n. 9.

Varord, XI1, 86 n. 20.

Varotra, 188 n. 17,

Visad, VIII, 53 & n. 27, 190 n. 26,

Vasai, Bassein, VII, X, 51, 67 n. 22 and
23, 68 n. 27, 215 n, 52.

Vasnd, XXVII, 189,

WVastral, XXVIL. 189.

Vapuva, XXVIL

Vaziribid (Nalgonda dist.), X1, 77
n. 14,

Vaziribad (Pakistan), I, IV, 33 &
n. 46, 35.

Viyad, 188 n. 17.

Velipur, X.

Veligonga (Rge), X1, 78.

Velivankatu, XI, 79 n. 21.

Velugodu, XI.

Vélar, Vellore, XI, 79, 146 & n. 9.

Venkatagiri, X1,

74.75n. 11,79, 80 n. 32, 104 n. 21,
126, 137 n. 58 and 60, 139, 161 n. §
218, 229 n. 8, 235, 237 n. 60, 261.
Vijayanagaramu, X, 66 n. 17.
ViLuppuram, XI.
Vindhya (Rge), VII, IX, 8 & n. 7, 52,
105.

Vinukonda, X, XI, 62 n. 1. 77 n. 14;

Viramgam, VIII, 57 n. 56.

Virgiv, X, 63 n. §,

Virur, XII, 86 n. 21.

Viruttaccalam, X1,

Visakhapattapamu, Vizagapatam, X,
66, 223 n. 101, 257.

Vﬂi-IMI X, 90 33,

Visarvadi, VII, 48 n. 10,

Vit X, 68 n. 28

Vitastii (= Jhelam) (R.), 14, 128.

Volur, Wular (lake), I, 13.

Vuyyiiru, X, XI, 64 n. 11.

Vyard, VIIL, X, 52 n. 23, 63 n. 5.

Yadavad, 69 n. 30,

Yamund (R.), XIV.
Yirkand, I, 134,

Yasohar, Jessore, V1. 45,
Yavatmil], Yeotmal, XII.
Yelgiv, 68 n. 28.
Yellaisaram, see Elésvaram.
Yellamadcili, X, 66 n. 17.
Yevati, 64 n. 9.

Zainabad, XI1, 85 n. 16.
Zainpur, 176,

Zamiiniya, V.

Zaskar, Zanskar, [,

Zoji-La (P.), 1, 12-3,

Zhob (R.). I, 24 n. 2, 25, 27.
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Abbassids, dynasty, 142 a. 77.

Afzal Kkin, 70 n. 34,

Ahalya Bai, 60, 127 n. 17.

Ahom, dynasty, their role in the con-
struction and maintenance of roads,
111, 118.

Ajitmal Kayasth, 176 n. 80.

Akbar, 14 & n. 17, 16, 33, 36, 40 n. 16,
54 n. 36,55 & n. 41, B4 n. 12, 105,
120, 122, 128 n. 23 and 28, 139 &
n. 64, 140 n, 65 and 68, 142, 147, 150
n. 30, 158, 168, 213 n. 41, 221 n. B9,
223, 238, 242, 246 n. 106, 266, 291,

akhard (H.), building reserved for
mendicant monks, 182 & n. 130,

Alexander, 25, 31-2, 128,

ali (Assam.), dyke, road, 110-2.

‘All Mardiin Khiin, 13 n. 8, 105,

*Ali Ser, 13.

dmg;(’fel.}.nmuufdiﬂum.m.

‘amdri (H.), seat affixed upon an ele-
phant, 236,

amrta mahdl, department under Tipd
Sultin responsible for the breeding
of oxen, 242 & n. 86.

anfapdla (Skt.), state ageni concerned
with roadways, 116 n. 73,

Asaf Khiin, 176 n. 76.

Asaf-ud-daulah, 236 n. 56.

Adoka, 1,47n. 3,57 n. 50,83 n. 8, 90
n. 1, 112 n. 73, 151 & n. 35 and 36,
184 n. 2.

Atharanald, bridge near Puri, 139 n. 61.

AliyamaN, 151.

attdmi (Mal.), load rest, 191-3.

Auranigreb, 10, 28, 46 n. 42, 59, 63, 69
& n. 33, 70 & n. 34 and 35, 92, 105,
114 n. 63 and &9, 118, 120 & n. BS,
148, 175 n. 63 and 69, 176 n. 84, 177
n. 90, 179, 216, 221 & n. 89, 222
n. 94, 223, 291.

authorities, local, role of, 117-8.

avenues, 144-9,

‘Azam Khin, 176 n. 76.

Babar, tribe in North West, 2534 &
n. 142 and 145,

Bibur, 12, 28, 31, 33-5, 37, 128 n. 23,
150, 158 & n. 60, 167-8, 222, 235,
253, 254 n. 143,

Badli-ki-sarde, 172 n. 53,

badsahi sarde, 168-72.

Bahadur Sah, 284,

bahal, bahli, bahell (H.), rural carts,
263.

bahargi (H.) barigi (Mar.), type of
shoulder yoke, 205-7 & n. 7, 224,

Bahmani, dynasty, 50, 64, 248.

Bakhtiyar Khilji, 40 n. 16, 106.

Baldhar (H.), low caste, 225 n. 108.

baldiyd or laddd bepdrf (H.), merchant,
247,

hn;‘j‘;gm (Kan.), lingdvar merchant,

Banarasi, 223.

Barifard (H.), tribe of carriers, 84 n. 11,
B9 n. 30, 153, 247-52.

Baqir Khin, 272.

Bar Ali, 112

bardast-khanah (H.), trading post, 172-
4

barid (Ar.), postal service, 219, 220 &
n. 87.

bdvali, bdvari, bivari (H.), step-well,
186-90.

bdzdr gdgid, 220, 222 n, 9).

bearers, 203-18.

Begam-ki-sarae, 172 n. 53, 175 n. 62.

Begam Sihib, 170 & n. 49.

begdr (H.). forced, non-paid labour,
117 n. 74, 225.

Begusarie, 177 n. 91.

beldar (H.), navvy, 121, 207.

Bentinck, lord, 44.

besta (Kan., Tel.), caste of fishers of
which certain groups were palanguin
bearers, 216 & n. 60,

Bhabdni, rani of Nator, 110 & n. 52.

Bhamariyd vav, 188 & n. 17.

bhang (H.), Indian hemp, 214.
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Bharata, 120 n. BA.

Bhdrya (H.), caste of porters, 207.

Bhiskara, 184 n. 3.

Bhdt (H.), bard, 248 0. 117, 250 n. 129,

Bhathiyird, Bhathiviri (H.), attendant
of caravanserai, particularly in-
volved in preparation of meals, 180
& n. 122,

bhathiyir-khanah (H.), travellers' lodge,
inn, 182-3,

Bhotiya (H.), population of Tibetan
origin, 205 n. 3, 214 n, 45,

Bidin Saikh, 222

bidi (Kan.), road, 98 n. 3,

Bimbisira, 102.

bikigtl (H.), Muslim water supplier, 279
n. 20,

Boyi (Kan.). Boyi (Tel.), Bhoi (Mar.),
caste of fishers of which certain
groups were palanquin bearers, 216
& n. 60.

brick (fired). road covering, 113-4,

bridges, boat bridges, XV, 128-30;
Himilayan, suspension, V and 1J-
section, cableways, 131-2; wooden,
beam and cantilever, 132-5; stone
and brick, 135-9.

Buddhism, transmission of, 11 & n. 1,
12n. 3.

buffaloes, 246

cifai (Tam.), tree-lined avenue, 146 &
n. 10,

cdman (Tam. ), unit of time, 288,

Camdr (H.), caste specialised in leather
work, 205 n. 108,

Candela, dynasty, 48.

candol (H.). litter on poles, 209 n. 17,
236,

Cangis Khiin, Gengis Khiin, 28.

cappii (Panj.), craft used over the Sai-
lej. XV, 129

cdrap (H.), itinerant actor, bard. 248
n. 117, 250 n, 129,

Camnac (major), 43,

carrier pigeons, 219 & n, 75,

carniers, 269-71,

carts, 255-72,

caitiram (Tam.), travellers’ rest-house,
160-6,

camkiddr (H.), watchman, 219,

Land Transport

mwi# (H.), ordinary palanquin, 209

n. 16,

cautdro (Nep.) platform for placing
loads, 191 n. 34,

cavadi (Kan., Tel.), cdvati (Mal.,
Tam.), travellers’ rest-house, 160-6
& n. 2 and 4.

centres (religious), roads in area of,
101-3.

centres (urban ), approach roads, 103-4.

Céra, dynasty, 74 0. 6.

Cegti (Tam.), merchant, 163,

Ceuni Ali, 111 & n. 55.

chakri (H.), ox-cart, 260, 265,

chauderie, travellers’ rest-house, 160 &
n2,

Chinese pilgrims, 11 n. 1, 12 & n. 5, 19,

chinki (H.), cableway, 132,

choultry (Anglo-Indian), travellers” rest
house, 160 & n. 2.

cisterns, 19]-3.

classification of ancient roads, 97-8.

Cila, dynasty, 73 n. 1, 74 & n. 6, 80
n 32,

construction and maintenance of roads,
99.123,

coracles, 126,

couriers, 213 n, 41, 214 n. 46, 218-24.
280,

cumaitinki (Tam.), cinapadnni (Mal. ),
load rest, 191-3 & n. 38 and 43,

Dada Harir vav, at Ahmadibad, 188 &
n. 16, 190 n. 28,

dak (H.), postal service, 219 n. 72.

dak cauki (H.), relay station, 222.

dak baharigi (H.), parcel postal service,
under English Company, 224.

Dakhini-sirae, 172 n. 53.

dindi (H.), mountain litter, 209 n. 16.

dandu oni (Kan.), military road. 121.

datahard (H.), festival, 276-7.

Di‘ad Khan, 177 n. 9.

deforestation, 7 & n, 2.

desert, influence of, 6, 1! n, 2.

Déva rija, 163 & n. 15, 242 n. 86.

Dhdnuk (H.), caste specialised in the
husking of rice, 225 n. 108,

dharmasala (Skr., H.), rest-house for
travellers and pilgrims, 166 & n, 33.

dhdp (H.), measure of distance, 297.
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Dhodar Ali, 111 & n. 55, 112.

dhobi (H.). washerman, 234,

Inlir Khiin. 70 n. 34.

Dipitvalt, fesuval, 277.

dira’h (H.), unit of messure, 291 n. 13.
disammarga (Skt.), 97 n. 2.

distances prior to steam locomotion, 1.
diversity of roads, 118-9,

doko (Nep.), back-basket, 205 n. 4,
dolr (H.), litter, 209 n. 16.

donkeys, Z33-4,

drariga (Skt.), gate, 22 n.63,
drn:lm-iﬁ. 23741, caravans of, 252-

Duliva (Beng.), caste of palanquin bea-
rers, 216 & n. 58.

dvdra (Skt.), gate; 22 n. 63,

dvarapari (Ski.), lord of the gate, 22
n. 63,

dzo, mdzo (Tib.), hybrid of yak and
cow, 226:7 & o. 3.

Ekdil Kkiin, 167, 176 n. 79,

ekka (H.), horse-drawn vehicle, 263,
clephant bridge, 128,

elephants, 234-7,

E'tiblir Khiin, 176 n. 76.

eitugally (Kan.), { =cumaitdsiki), 191-3.

fﬂ"ﬁ?ﬁpﬂinll. 25-6, 126-8.
Firuz Sih Tughlag, 40 n. 16, 142,
fords, 60-1, 125-6.

forest, influence of, 7-8.

&ddd (H.), rural cart, 260.

Gadidhar Singha, 111 n. 55.

Ganeda, role of, 194-5,

gau (H., Mar.), itinerary measure, 288-
9.

givada (Kan.), itinerary measure, 288-
9

geographic factors, 5-8.

ghadi (Mar.), ghadiva (Tel.), ghalige
(Kan.), itinerary measure, 259,
G’l;;uirf (Guj .), caste of oil merchants,

ghasivird (H.), grass-cutter, 231 n. 21.

ghdt (H.), qual, ford, ferry, stairs, 125
n 5

Ghivis-ud-din ‘Ivaz, 107.

R"ﬂrmbaw (H.), horse-drawn vehicle,

Gohdin Kamal Ali, 111 & n. 54,
Gopi taldv, at Surat 185,

ot (Assam. ), group of four men, 118
gdnth (H.), Himdlayvan pony, 230,
G%. dynasty, 48,

Haidar *Alj, 75, 79, 105, 121, 22| n. 87
and 89, 242 & n. 86 and 87, 250, 284
n. 30.

hisik (H.), itincrary measure, 29].

T (Kan.), itinerary measure,

harkarah (H.). messenger. 117,
n. 64, 219 & n. 77.

Harsavardhana, 142,

Harvey J., 224 n. 106,

Hastings, 44.

haudah (H.), seat affixed upon an ele-
phant, 236, 240.

Houg--Qugb, at Abmadibdd, 185

hedddri (Kan.), road, 98 n. 3.

horses, 228-232,

Hosang Sah, 83 n. 8.

human factors in road development, 8-
10,

human motor, efficiency, 210-4.

Humdyan, 27, 37, 40 n. 12, 168, 222.

Husain S3h, 108 & n. 43, 109, 110
n. 53

immunity of Basijard, 250

Indus civilisation, 9.

inflated skins, 126.

iron chains suspension bridge, 132
Istam Sih, 167 & n. 41, 180 n. 115.
itinerary measures, 1449-50, 288-92_

217

jdgir (H.), land granted by way of re-
compense, the revenue of which
served as pension for the holder, 127
n. 15.

Jai Singh, 70 n. 34,

Jahingir, 14 n. 17, 15n. 22,57 n. 58, 58
n. 60.and 62, 120-1, 128 n. 23, 134,
147-8 & n. 16 and 26, 158-9 & n. 65,
172, 175 n. 62 and 66, 177-8, 184
n. 2, 190, 219 n. 75, 223, 241 n. 81,
249.

jahuiga, suspension bridge of bamboo
or rattan in Sikkim, 132

firigil (Beng.), dyke, embankment, 110
& n. 51.
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Jarglah (Pers.?), indigenous horse, 230,

Jjdsidd (Mar.), foot courier, 219 & n. 81,

Jayadhvaj Singha, 111 n. 55.

Jhilar bavalf, 186, 190 n. 28.

Mni!gr pdiki (H.), palanquin, 209
n. 16,

fhappdn (H.), litter, 209 n, 17.

jhald (H.), suspension bridge of ropes
or leather thongs, 132, 135.

Kdbir bar, 145 n. 6,

kadal (Kas.), wooden bridge, 134-5.

Kiifur Sultin, 192 n. 28.

Kahar (H.), palanquin or water bearer,
181, 216 & n. 56, 218, 224,

kajdvah (H.), baskets attached to ca-
mels’ backs, 240.

kamdvisddr of fokdt (Mar.), cvil ser-
vants charged with collection of
tolls, 118.

kanjit (H.), gaji (Tel.), kasci (Tam.),
rice water, 164 & n. 22, 179.

karikar (H.). calcareous concretion,
104, 114,

Karikariya tank, at Ahmadibad, 185.

kdtarm (Tam.), itinerary measure, 151,
288-9,

kagrd (H.), market place, 177 n. 93.

kdvadi (Tel.,, Kan.), kdvayi (Tam.,
Mat} (=baharigi), 205-7 & n. § and

Klnm Jahan, 110.

Kharoti, tribe in North-West, 2534 &
n. 142 and 147,

Kharvir (Bih.), caste of bearers, 216.

khayabdn (Pers., H.), avenue, 147-9.

khod (Beng.), cement of lime and
pounded brick, 113 & n. 62.

Khvijah Abi‘l Hasan, 128 n. 23,

koflu (Tam.), type of pea, Dolichos
biflorus, 231 n. 21, 244,

Kord (Beng.), caste of porters, 207.

kos (H.), itinerary measure, great,
small, long, short, pakkd, kaccd,
rasami, hinddvsedni, jaribi, 150, 284,
2B8-02,

kos-mindr (H.), milestone, 33, 55, 153
9,292,

km;?; (H.. Mar.), guard, messenger,

Krateros, 25,

Land Transport

krofa (Skr.), measure of distance, 288,

Krspa Déva Raya, 79 n. 11

kulam (Tam.), reservoir, 184-5,

kuroh (Pers.), (=kaos), 167, 220 n. 87.

Kwﬁléﬂn.}. caste of farmers, 209 &
n 18

Lambddi (Tel., Kan.), Lambdni, etc.,
caste of itinerant traders, 247-52.
laghi (H.), rural cart, 260, 265.

larhiya bepari (H.), 269
litters and

load rests, 190-3.

loads of bearers, 2104, of yaks, 226-7,
of sheep and goats, 227-8, of horses,
232, of donkeys, 234, of elephants,
236-7, of dromedaries, 23840, of
oxen, 106-10, of Hasdjdrd oxen, 244-
mdbnﬂ-hu,m of ox-carts, 265-

La@.w tribes of breeders and itinerant
merchants in the North-West, 2534
& n. 142,

Long Walk, 147, 149,

Lushington bridge, 139 n. 64,

Zﬂ'?-ﬂ.

Madhava Rio, 118,

Hn;: (Mar.), low caste of Konkan,

Mahmiid Bigarah, 188.

Mahmiid of &Ghazni, 15, 28, 32.

mdjhi lt;lnp.}. boatman, ferryman, 127
n. i

malik (H.), master, chief, 22 n. 63.

Malik Kifir, 51, 58.

Mallikirjuna, temple of Srigailam, 102,

mamlatddr (Mar. ), tax officer, 118.

man (H.), unit of weight, variable ac-
cording to region, 104 n. 22, passim.

masical (Mal.), litter, 209 n. 16.

md;p« (Skr.), pavilion, hall,
m. .

marijholi (Bih.), rural cart, 260, 263.

Maikamma] (Mangammal), 145-6, 163.

Man Siagh, 40 n. 16.

Marathas, routes opened by them, 59-
60, 92-3,

mdrga (Skr.), road, 97-8.

mg;: (H.), torch-beurer, 217, 224,

massage techniques, 214 & n. 44,

161
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Mttt Bhawvini vav, at Ahmadabad, 186
n. I6;

Maurya, dynasty, I, 37 n. 1, 40, 47-8,
A3 n. 5, 9% n 1, 103, 137 n. 55, 149
n. 30, 151 & n. 35,

mawshongthait (Assam. ), 190 n. 32.

Mehtar. Mehtarini (H.). sweeper {male,
female), 18] & n. 20,

Menander, 32,

Mian Khail, tribe in the North-West,
1534 & n. 142, 145 and 147,

midnah or mend (H.), covered litter,
209 n. 16,

Mihirakuta, 32,

milestones, 149-54,

Mir Bahr {Pers.), nmaval oificer and
agent of the highways department,
1210,

Mir Jumlah, 40 n, 16, 110,

Mir Muhammad, 128 n. 23,

Mirzi Mubammad Haidar, |3 n, 10,

missionarnies, 19,

monsoon, 274-6,

mountains, obstacles, 5-6, pussages in,
104-5,

Motiva (H., Beng.), caste of bearers,
207, 215,

mchdfah (H.), covered litter, 209 n. 16,
240,

Muhammad ‘Azam S$ah. 114 n. 63.

Muhammad Mu'azzam, 223,

Muhammad Tughlag, 151, 221, 224,

mules, 232-3,

miunjanna (Pers.), horse breed, 230,

Murtagi Nigim Sih, 152.

emersern (H.), graved, 114 & n. 68,

Nadir Sih, 35.

Nagd Ali, 111 n. 55.

Naghori (Guj.), caste of carriers, 269.

ndlLikai (Tam.), hour (= 24 minutes) of
road, 2RE-9.

nalki (H.), litter reserved for important
personages, 209 n. 17,

Narandriyana, 111,

Ndsur tmbe in North-West, 2534 &
n. 142 and 147,

Nayak, 81 n. 32

Nevar, ethnic group of Nepil, 207 &
n. 11.

New Military Road, 44,
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news, transmission of. XXXVII,
XXV, 218-24.

Nilambara, rdjd, 109 & n. 47,

nirmar (Tam.), water and butter milk,
164 n. 23,

Nizam-ul-Mulk, 236 n. 56,

Niirjahdin, 168, 172, 241 n, 81,

Niirmahal-ki-sarie, 168-9.,

Nir-ud-din Quli, 120,

Omar 01, 142 n. 77, 149 n. 30.
Omayyads, dynasty, 142 n. T7.
oorva bearers, 216, 218 n. 68,
opium; 214 & n. 46

oxen. 241-6, caravans of, 247-52.

pifaivam (Tam. ), encampment, 74 n. 6.
palanquins et litters, 207 & n. 15, 209

n. 16.

paleolithic occupation, 8-9,

palki-barddr (H.), palanquin bearer,
2158, 224,

Pallavg, dynasty, 80 n. 31.

Pandya, dynasty, 74 n. 6, 80 n. 32.

parugu (Tel.), itinerary measure, 288.9.

patha (Skt.), 97 n. 2.

Patmanibha, temple, 164.

pattamar, foot courier, 214 n. 16,219 &
n. 76.

pavik (H.), messenger, 219 & n. 80.

Penidhdri, Pinddri, 230.

peruvaLi (Tam.), main road, 98 n. 3.

Pesva, dynasty, 70 n. 36 and 37, 92,
105.

piddah (H.). armed servant, 217 n.
4

Pillai cattiram, 161-2.
Pillaivir ( = Ganeda) . 194-5,
platforms to rest burdens, in South
India, 191-3.
porterage (animal), 226-54.
porterage (human), 203-25.
service, vide news.
punvaiala (Skt. ). charitable house, 142.
Purdnd Pul, 139 n. 64,

qifilak (H.), caravan. 166 n. 35, 271-3.

qasid (H.), foot courier, 149 n. 30, 219
& n. 78. 222 n. 93, 280.

Oasim Khin, 120 n. 87, 128 n. 23,

Qutb Sih, 62.
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rdhddri (H.), toil, 116 n. 73. sanga (H.), Himalayan wooden bridge,
rahrd (H.), rural cart, 260, 263. 134,

rdja-bidi (Kan.), main road, 98 o, 3. sangam, 74, _
ridjd-cattiram, 163 & n. 13, 164-5. sard, sarde, sardy (H.), travellers’ rest-
rdja-mirga (Skr.), main road, 97-8, house, 85 n. 15, 166-83 & n. 35,

Rijéndra Cola, 128,
Rama, 82 n. 2, 137 n, 54,
RdmappaiyaNanai, dyke or causeway
of RimappaiyaN, 126 & n. 11,
Rdmasetu, legendary bridge, 137 &
5

n. 54.
Ramasetu, at Sivanasamudra, 139 n.
64

Rima Varma, 79 n. 22.

Rapjit Singh, 15, 130 & n. 29, 225, 229
n. 1.

ratha (Skr., H.), four-wheeled cart, 265
& n. 47,

rathyd (Skt.), carriage road (7), 97 n. 2.

Ravdni, (H.), caste of bearers, 216,

religious monuments, 193-5,

reservoirs for water, 184-990,

rest-houses, 160-83.

niding equipment (horses), 228 n. 7, 231
n. 22, 24 and 25, (dromedaries), 238
n. 64 and 68.

mivers, influence of, 7, traversing of,
124-41,

roads, natural, 99-100, developed, 101,
constructed, in the area of religious
centres, 101-3, approaching urban
centres, 103-4, traversing lowlands,
105-10, passages in mountains, As-
samese ali, 1102, why not me-
talled, 1124, influence of geogra-
phic factors, 115-6, maintenance,
116-23, diversity, 196-8.

roadways, features of, 99-116,

roadworks, 116-23,

saddbrata or saddvrata (H.), daily dis-
tribution of food to the indigent and
to mendicants, 182 & n. 129, 183,

saggar (H.), rural cart, 265,

Sih ‘Alam, 70 n, 34,

Sahjahin, 13 n. 8,23, 24 n.1,40n. 16,
32, 61, 148, 158, 175 n. 64, 176
n. 80, 178 n. 104, 179 n. 111, 223,
248, 791.

sd'is (H.), ostler, 231 n, 21,

Saistah Khan, 40 n, 16, 177 n. 93,

sara (Skr.), sarra (Kan.), satramu
(Tel.), cattiram (Tam.), travellers’
rest-house, 160-6, types, 160-3, or-
ganization, 163-4, regional exam-
ples, 164-5, Rimesvaram pilgrimage
routes, 163-6,

seasons, influence of, 274-8.

Sena, dynasty, 42,

SerSiih, 1,33, 38 & n. 6, 40n. 12,82 &
n. 21, 44, 105, 110, 142, 147, 150
n. 30, 167 & n. 41, 168, 176 n. 76,
179-80, 181 n. 122, 221 n. 89.

sheep, 227-8 & n. 4, Sand 6,

Sherpas, 212 n. 38, 213.

Sikandar Lodi, 248,

Siviji, 68 n. 27, 70 n. 34 & 37

soils, importance of, 279-80,

Sopko, tribe, 13.

sovereigns, their role in the mainten-
ance of roads, 119-21, the erection of
milestones, 158-9,

speed, of bearers, 2104, of foot cou-
riers, 2224, of yaks, 227, of sheep
and goats, 227, of horses, 232, of
donkeys, 234, of dromedaries, 238
40, of oxen, 244-6, of ox-carts.
XXXV, 263, of travel, 280-6,

Suji’ Khiin, 140,

Suja’ Sultdn, 177 n. 92

surkhi (H.), cement of lime and poun-
ded brick, 113 n. 62.

takhi-i-ravan (Pers., H.), travelling
throne, 209 n. 17,

talab (H.), taldv (Guj.), reservoir, 184-
5

Tamerlan, vide Timiir Lang.

M "‘L}. Camp, caravan, mr 250-2.

tarigan (H.), Bhitinese pony, 230,

tannirppantal (Tam.), shelier where
drinking water is available, 161, 165.

tannirtiofti (Tam. ), cistern, 193 & n. 41,

tank, reservoir, 185-6.

fappal (Mar.), tappalu (Tel.), tapal
(Tam.), postal service, 219 n, 72.

fappi (Tel.), foot courier, 219 & n. 79.
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tardi (H.), belt of marshy jungles be-
T&n. 5, 19,39, 265 n. S0.

tiri (H.), palm alcohol, 214,

tage (H.), pony, 229 & n. 12, 230, 232,

fiizi (H.), pony, 229-30.

Tentdfimala, bridge, 139 n. 61.

Thag (H.), strangler, 279 n. 12

Tharu. ethnic group of Nepdl, 207
a L1

Thori (H.), low caste, 225 n. 108.

Timir Lang, Tamerlan, 28, 35 & n. 54,
35, 128 n. 23,

Tipa Sultin, 75, 789, 101 n. 7, 105,
121, 146n. 9,222 0. 4, 242 & n. 86
and 87, 249 & n. 125, 284 n, 3.

tonga road, 15,

diruvacal (Tam.), sacred doot, public
building, 164 n. 29,

tree-lined avenues, 144-9,

tribes of the North-West, their role,
2534,

fRai (Tam.), ford, 125 n. 5,

trpura (Mal.), place where brahmins
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could be fed for three days, in Tra-
vancore, 164,

Valid Ist, 142 n. 77.

vati (Tam.), road, 98 n. 3, 106 n. 35.
vidv, vivadi, vdvari (Guj, ), well, 186-90,
vestiges of constructed roads, 101-12.
Vikkirama PantiyaN, 151

Viru Perumii| Pifjai. 161.

walering places, 184-9(0.

ways to carry the loads, 203-10,

Wellesley bridge, 139 n. 64.

wells, 18590,

wheeled transport, 255-73.

wheeled vehicles, =xpansion of, 256-65.

women their 1ole in porterage, 212 &
n. 37, 38 and 39.

yiibat (Pers., H.), horse breed, 230,
yak, gyak (Tib.), 2267 & n. 2.

Lakariyd Khin, 172,
zint" (H.), unit of measure, 291 n. 13.

Zovivar Singh, 13 n. 10.

R













Ceatral Archaeological Library,

NEW DEIL ,glmg-g;

Call No. 345 pFsyy /J) %J

Author— 1:):3_[ C.E'_L‘\Q : S

Title —Fﬁ"ﬂ-\.*_ﬂzb« -

Borrower No.




	00000001
	00000002
	00000003
	00000004
	00000005
	00000006
	00000007
	00000008
	00000009
	00000010
	00000011
	00000012
	00000013
	00000014
	00000015
	00000016
	00000017
	00000018
	00000019
	00000020
	00000021
	00000022
	00000023
	00000024
	00000025
	00000026
	00000027
	00000028
	00000029
	00000030
	00000031
	00000032
	00000033
	00000034
	00000035
	00000036
	00000037
	00000038
	00000039
	00000040
	00000041
	00000042
	00000043
	00000044
	00000045
	00000046
	00000047
	00000048
	00000049
	00000050
	00000051
	00000052
	00000053
	00000054
	00000055
	00000056
	00000057
	00000058
	00000059
	00000060
	00000061
	00000062
	00000063
	00000064
	00000065
	00000066
	00000067
	00000068
	00000069
	00000070
	00000071
	00000072
	00000073
	00000074
	00000075
	00000076
	00000077
	00000078
	00000079
	00000080
	00000081
	00000082
	00000083
	00000084
	00000085
	00000086
	00000087
	00000088
	00000089
	00000090
	00000091
	00000092
	00000093
	00000094
	00000095
	00000096
	00000097
	00000098
	00000099
	00000100
	00000101
	00000102
	00000103
	00000104
	00000105
	00000106
	00000107
	00000108
	00000109
	00000110
	00000111
	00000112
	00000113
	00000114
	00000115
	00000116
	00000117
	00000118
	00000119
	00000120
	00000121
	00000122
	00000123
	00000124
	00000125
	00000126
	00000127
	00000128
	00000129
	00000130
	00000131
	00000132
	00000133
	00000134
	00000135
	00000136
	00000137
	00000138
	00000139
	00000140
	00000141
	00000142
	00000143
	00000144
	00000145
	00000146
	00000147
	00000148
	00000149
	00000150
	00000151
	00000152
	00000153
	00000154
	00000155
	00000156
	00000157
	00000158
	00000159
	00000160
	00000161
	00000162
	00000163
	00000164
	00000165
	00000166
	00000167
	00000168
	00000169
	00000170
	00000171
	00000172
	00000173
	00000174
	00000175
	00000176
	00000177
	00000178
	00000179
	00000180
	00000181
	00000182
	00000183
	00000184
	00000185
	00000186
	00000187
	00000188
	00000189
	00000190
	00000191
	00000192
	00000193
	00000194
	00000195
	00000196
	00000197
	00000198
	00000199
	00000200
	00000201
	00000202
	00000203
	00000204
	00000205
	00000206
	00000207
	00000208
	00000209
	00000210
	00000211
	00000212
	00000213
	00000214
	00000215
	00000216
	00000217
	00000218
	00000219
	00000220
	00000221
	00000222
	00000223
	00000224
	00000225
	00000226
	00000227
	00000228
	00000229
	00000230
	00000231
	00000232
	00000233
	00000234
	00000235
	00000236
	00000237
	00000238
	00000239
	00000240
	00000241
	00000242
	00000243
	00000244
	00000245
	00000246
	00000247
	00000248
	00000249
	00000250
	00000251
	00000252
	00000253
	00000254
	00000255
	00000256
	00000257
	00000258
	00000259
	00000260
	00000261
	00000262
	00000263
	00000264
	00000265
	00000266
	00000267
	00000268
	00000269
	00000270
	00000271
	00000272
	00000273
	00000274
	00000275
	00000276
	00000277
	00000278
	00000279
	00000280
	00000281
	00000282
	00000283
	00000284
	00000285
	00000286
	00000287
	00000288
	00000289
	00000290
	00000291
	00000292
	00000293
	00000294
	00000295
	00000296
	00000297
	00000298
	00000299
	00000300
	00000301
	00000302
	00000303
	00000304
	00000305
	00000306
	00000307
	00000308
	00000309
	00000310
	00000311
	00000312
	00000313
	00000314
	00000315
	00000316
	00000317
	00000318
	00000319
	00000320
	00000321
	00000322
	00000323
	00000324
	00000325
	00000326
	00000327
	00000328
	00000329
	00000330
	00000331
	00000332
	00000333
	00000334
	00000335
	00000336
	00000337
	00000338
	00000339
	00000340
	00000341
	00000342
	00000343
	00000344
	00000345
	00000346
	00000347
	00000348
	00000349
	00000350
	00000351
	00000352
	00000353
	00000354
	00000355
	00000356
	00000357
	00000358
	00000359
	00000360
	00000361
	00000362
	00000363
	00000364
	00000365
	00000366

