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'CHAPTER I. 
CENEAAL· ADMINisTRATION . 

. Tliis report deals witli the financial year 1924-25. During tlie ·year General Re-view. 
trade snowed' a distinct _revival and' tile improved' c;onditioit's tll.roug1i9ut the · · 
country had' It decided effect on tlie gross earnings of railways whit:li ~lled 
a figure liigher than ever before recorded: Tlie variinis· administrations' 
without. exception have llandled. this ad'ditionar traffic· at 'a cost which re: 
presents a substantial Towering oi' tlie operating ratio.· · 

.2. The ~ost n~tabl~ ev~nt of the year was tlie aeceptanc~ ~y the ~gi~
lature of .the scb.eme for the separation·. of railway finance fi:oni tbe general' 
finances of the wuntry. Foll,o')ving on tnis accepta:rice. tlie R'a1lway· .Bhdgef 
was prepared separately for the first time and was introduced ·on 20lli. 
February 1925 by the H0n'ble ~ail way Member in the leglslat!fve ·Assembly · 
and by the Chief Commissioner of Railways in the Council of State; Tlie 
De'\" procedure. bas already resulted in a definite improvem:ent in ffie railway 
outlqok, and' wliile t!ie general' revenues ·are now assured' Of a st:able annual 
return from railways, the Railway Board is enabled' tO carry· out 8. oontinri~ 
ous policy ofimprovements based on the responsiOility for oota'ili.ing i. fixed· 
dividend coupfed witli ail assurance of adequate funds for any operation 
whjch will' secure suc!l. dividend: They liave the further security t~at ·sur: 
pfuses wil~ be available for' railway purposes and particUlarly for building 
up ~erv~ a~d a depreciati~n fund.' GonsideraD!e ptog:resd was made·with 
new construction, and although only 233 miles· of new railway were opened· 
for traffic, at the close of the year, there were 1,201 milel! under construction, 
representing a programme which when completed· will result in. an addition. 
of. some- 2;285 miles to· the present system. 

8: Followirlg the decisioh of GovE!rmllent referred to in lasb year's report· 
tbii management of the East Indian• R-ailway was taken over from, the. 
Company by· the· Railway Board on 1st January 1925: The· arrangements 
which had' been· previously made fm.• the transfer ·of the staff· to· Government 
service enabled• the transfer to be made smoothly and withoub any change· 
iii the sE!rvices rendered· to the public. 

During the year the· reorganisation· of the North Western• Railway, the· 
East l'ndian RailW:iy and' tlie Oudh and Rohilkhand Railway on 111 divisional 
basis·, was·camed 'into effect on the lines indicated in the report for. last year: 

The opening of tlie first electrified' railway irl· Irtdia:-the· new HarbOur 
Branch of tl1e Great Indian Peninsula Railway at Bombay-on· 3rd February 
by H. E. the Governor of Bombay: w&s 'one of the notable events of the- year· 
for Tndiiul Railways.· This work is the pr'ecursor of the- introductiort· ot 
t>lectric traction oil: a more extended Scale bOth for suburban traffid and; f~l' 
long distance traffic. 

The annual· meeting ~f the Indian Railway Conferenc.e" A~i~tion· 
which took plac_e in Simla on 9th Octooor 1924, was lionoiire~ by. tb.e 'p.resen~ · 
of H. E. the Viceroy for the firnt' tiine in the history of the Conference. Tli'e 
speech made by His E'xcellencyouthis ~ionis print~d rui'appendix-'F:: 
to this Report. . . . • . . .... : ' .. , .. ,_ .. ~·'i. 



Sep.ration of 
Rall-y from 
General 
Finuce~o 

.. 

REPORT BY THE RAJLWAY BOARD 

4. The close of last year saw the proposals-of Government for separating 
railway finance from the ·general finan~ of the country remitted by the 
Legislative Assembly to a cofnmittee of the House. for further consideration. 
The committee, and a sub-committee which. it appointed, recommended that 
the contribution to general revenues Should be raised from the five-sixths of 
one per cent. on the capita_! at charge on commercial lines originally prop()Bed, 
to one per cent. on the capital at charge with, as before, an addition of one
fifth of any surplus profits; and they also recommended that, if th!l amount 

. available for transfer to the railway reserve ~fter·payment of the contribution 
should exceed in any )'ear three crores of rupees, one-third of the excess over 
three crores .should accrue. to general revenues. Apart from these changes, 
they accepted the proposals of Government on the financial side; but they 
asked, in addition, ·for an alteration in the constitution of the Central 
· Advi~ory Council, so as to provide for the selection of its members from panels 
elected by the Council of State and the Legislative Assembly from among 

•their members, and for the -creation of a Standing Finance Committee for 
Railways, consisting in the main of members elected by the Legislative 
Assembly from their body, the members of the Standing Finance Committee 
fbr Railways to be• e:c-officio mellJbers of the Central Advisory Council. 
They further proposed that the estimates of railway expenditure should be 
discussed with the Standing Finance Committee for Railways· prior to the 
discussion of the demands for grants, and that, if possible, the railway budget 
should be presented to the Legislative Assembly in advance of the· general 
budget. ~th an allotment of separate days for its discu.ssion. · They. also 
~1iggested that these arrangements sbould be subject to periodical revision, 
lint should be tried for -at least three years . 

. S .. ·All these proposals were accepted by Government but the question' was 
raised whether as a condition of the acceptance of the proposals' by the 
Assembly, Government should not wve assurances ·with regard to Indianisa
tio!l, rep~esentation of Indidns on the Railway Board, and the purchase of 
stores for railways. and should nc>t also give an undertaking that no rail; 
way would be handed ov~r to a private company without the prior approval 
of the Legislative Asscmblv. When the report of the committee cafl!e 
before the Assembly in the middle of September, these questions were 
the sub.iect of much debate but an agreement was ·finaliy reached on the 20th· 
September: Government undertook that the arrangements for separation 
should hold good 'only so long as the East Indian Railway, the Great 
Jndian PeninsUla Railway·, and the existing State-managed railways remain 
under State management; that no negotiations for the transfer(of any of these 
railways f:o company management should be concluded until facilities had 
been wven for the .discussion of the whole matter in the Assembly;. and that, 
further, if any.of the'above railways were transferrea to,ompany manage-

. meii.fagainst the advice of the Assembly, the Assembly should be at liberty 
to terminate the arrangements for separation. Apart from the .convention-
e.~tablishing the separation of railway finance, the Assembly also recommended 
the rapid Indiimisation of the railway services, the appointment of Indiaiiii 
M·Members of the Railway Board as early as possible, and the purchase of 
Rtcres for State railways through the· organisation of the StoreR Purch1183 

P~partmen~ of ~he G9vernmen~ of India. The resolution reoommending 
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the separation of railway from general finances was then passed without a 
division in the form which is given in Appendix c· to this report, and this. 
desirable and important reform became au accomplished fact. . . 

. 6. The separation of the railway from the general finances made it possi- !'nstjtntfoa·ol 
ble to introduce several other reforms recommended by tJ:le Acworth Committee ~ . 
for which the Railway Board had previously worked out proposals, but the 
introduction of which was oontingent upon·ihe carrying out of the separatiOI!-. 
The most important of these are the revision of the rules for the allocation of 
expenditure be_tween capital and revenue and the institution of a depreciation 
fund. The alterations in the rules of allocation of expend~_ture on renewals 
between capital and revenue, as stated in paragraph 16 of the report of last · 
year, can only be applied_ at present"to State-managed railways; on"the other 
hand the depredation fun•l ha.S been inStituied on all State-owned Jines, but 
the institution of the depreciation fund with regard to the Company-managed 
railways . involves no alteration in· the existing arrangements .with the Com-
panies, nor does it appear in the accOunts of the Companies. In the Govern-
ment accounts, however, the depreciation fund wm, for Company-worked 
railways, as for State-worked railways, be credited with the annual 
contribution representing the annual depreciation of the year, and will, as· 
for. State-worked railways, ensure that the "original cost of any particular 
asset will be in the fund by the time its useful life expires. U rider the 
rules of allocation previously in force, which rule5 still . remain in force 
on the company-managed lines, the broad principle adopted was that revenue 

. - . 
should pay for the cost of replacing or renewing property to the same standard 
of effectiveness as first provided out of capital funds; and that only when there 
was a genuine improvement of that. standard should a measure of the better
ment, determined in many cases by elaborate formulre, be met from capital. · 
TT nder the operation of this principle, capital, broadly stated, is stm charged 
with the equivalent of the expenditure on the property as installed for the 
first time and without regard to subsequent replacements thereof from time. 
to time. Under the new arrangements the allocation of expenditure follows 
the standard of ol'iginal cost. When an article Is" replaced at a cost higher 
than the original cost of such article, the original cost is charged to revenue 
(depreciation fund) and the excess over the original cost to capital. The 
,; standard of original cost " principle of allocation, coupled with the funda
mental conditions that capital will be relieved of (a) the original cost of all 
property abandoned or destroyed and not replaced, and (b) the difference 
between the original cost of a property and the cost of its replacement, when.: 
.ever the latter happens to J:ie lower than the ·former, will operate to bring the 
amount of charge to capital into consonance with the actual cost incurred on 
existing structures and equipment: These conditions will counteract any 
drRWbacks of the " original cost " principle in the direction of over-capitali-
sation.· · · -

· 7. The depreciation fund will be credited annually with an amount equal 
t.o the total expenditur~ to the end of the previous fiiuincial year on all units 
of each class of asset .divided by the number of years assumed as the normal 
life of that -class of asset, which credit continues year by year in each caSf' 



thus; ha.ve- received credifl for the original cost of eaclr a~~set. When• any such! 
unit :has< to· be· renewed the originw~ cost of the article replaced• will then be 
available in the depreciation fund. · '.Fhe· depreciatnnl: fund has• been consti
tuted only for the purpose of providing fo» the· cost o:ll renewals· of com-· 
plete units of wasting aSsets( The introduction of the new rules of allocation 
and of the depreciation fund took effect from the 1st of' April1924, and the 
detaiils·of the rules will be found in Appendix D.· These rules• have received 
tht> approwtl of the Standing Finance Committee for Railwa;,ys. 

Conotruction of . 8.' liiJ stated· in· last year's report, proposals• had been• put forward iu 
branch and h feeder Jin... 1923-24 by the Railway Board· in connection! with' the recommendation of t e 

Decentralioa
tion. 

Acwo'rth• 8ommittee· regarding branch and feeder lines1 These proposals 
received the approval of the Central Advisory Council during the yeli!I> under 
review andl were notified for public information' in a;, resolution dated 19th· 
FebJ!Umy 1925· a copy of which is· shown• a;,s Appendix; E. The Acworth 
Comi11ittfee had· .commented severely upon· the· system under whillh· the money 
required fol' financing the constfrubtion· of branch and feeder lines to be con
Structed and· worked' by State•oWn!!d railways was raised and pointed out 
ehat this system\ while i11 has enabled lines to be built that otherwise could not 
have' lieeri· built, had no other merib, and' recommended: that the Government, 
so far 11rom approving of the continuance of this·system;· should aim at reducing 
the number of existing l!:ompanies. The Governntettt of India, in the resolu
tion referred> to; hlive abOlished bhe previous system and are now prepared 
themselves· to find the· capitnlr requb!ed· for the con~truction· of extensions or 
Hratiches ~ existing ma1n· systems. In the same resolutio.n Government also 
announced· thilir readiness to consider the question! of. constructing branch or 
feeder 'lines which· were not e:~tpected to· be rem!Jnerative ·from the point of 
view' of raHway earninga·upon a guarantee against loss from• a I:.ocal Govern
ment or local authority which· might desire to have such line& constructed· for 
purely lcica1J' reasons or on account of administratiove· adrvantages likely to 
accrue in· particular areas. ·This proposal wag put forward. as· affording 
a; suitable method of reconcilinjt the interests of the CentraL and·. the Local 
Governments and of providing for local bodies and for JLOcwl Governments 
a method· of securing the donsti'IIction of' railways which may be required 
for purely local· rea~ons and which, while not lil<ely· to· prove remu. 
net'ative on purely railway earnings, are likely to give such benefits to Local· 
Govermhentiratid:Jocallbodies agwill more than repay.the amounts paid under 
the guarantee~ Some such arrangements have already been made with·'Locnl 
Governments particularly in Burma and Madras. 

· 9. It was stated in paragraph 18 of last yenr's report that the question 
of the delegation of increased' powers to local Railway Administrations could 
not be dealt with in a full and comprehensive manner unbil a fin nil decision had 
b!!en arrived' at: on tHe proposals for the separation· of. the railway finances. 
Delegation had been made to Agents in matters relating to establishment, 
and during the year under report a further delegation has been made. to 
Agents in connection with· works with a view to empowering Agent\! to settle 
numerous. detailll which under the previotis rules had to be referred ·to higher 
authority. 

I 

Tranore~ of the .. 10. The State took over tile management of' the Eaflt Indian Railway on 
Eut Indian and the termination of the Company's contract with effect from· the lsr. January 



. . . . , . 

192& and the Govemment (Jf India have, with the approval ot the> Secretia&'y of ~-bidian 
State, retained the services of Mr. G. t. Colvin; C.B., C.M'.G., P.S.@., as~ to 

Agent of the line. With. a few exceptions all the employees of the Company Stata · 
in India have also been taken' over hy Government. and will. ~Jxcluding the m~~Daga~~eDh 

. . 
staff of the Audit and. Aceounts D!J,Pai'tment; remai11o under the rules and 
conditions of the East Indian·. Railwa.y, as they stood on· the 31st. December. 
1924, in regard• to- pay wd allowances, provident iund,. gratuity and lea.ve. 
The employees- of the Audit and Accounts Department have for the present 
been taken over for one year only on the existing terms and conditions of their 
employment; pending a ~ttlement of eerta.in administrative questions affect
ing the position of the Indian Audit Department and its cadre. The Agent 
of the Railway has been invested with the powers of an Agent of a State 
Railway and such .of the functions of the Hc;>me Board . of the Company as 
have come under the direction of the Government of India ha\'e 1\een assigned 
to the High Commissioner for India. The contract of the Great Indian 
Peninsula Railway Company will terminate on the S!ltli J.I!Jle 1925, and· 
similar arrangements are being made to take. over in t:S.e service of the State 
the staff "of that Railway. • · · 

U. In last year's report reference. was ·made to some of t:lle defeets· and Reorg~tion 
weaknesses of the departmental" system of adminiseraeion and the Intro~ on Railwa,.. 

duction of the divisional system on the North Western, Oudh and Roliil~ 
khand and East Indian Railways was foreshadowed·. ntt~ing- tile year 
under review the Secretary of State sanctioned the· reorganisation . of the 
North; Western· Raihmy on a. divisional basis a_nd the• new syst:em ~as 
introduced on that railway with effect from the· 1st· October 1924. In 
accordance with• thiS' system the· railway has been· divided· into 56\'en· divisions• 
wit}j: headqua.rters· at E.ahrire, Rawalpindi, Karachi·, Quetta, Multan; 
Ferozepore and Delhi1 each· under a. Divisional Superintendent "\\tho• has been• 
invested: with extensive powers of. control and· is- entirely responsible· fur all 
the- executive work e£ the railway irr. his division. The Di:visienal Superin'-' 
tendents· are· in ·each case assisted. in matters- of accounts and :finance by an· 
AudiU Officer and for this purpose Divisional Audit Offices have been formed 
under the control of the Chief. Auditor. A corresponding change has been 
made- at headqua~m wherll the distributioir of duties. has been altered. A. 
new post of Chief Operating Superintendent has been· cr-eated· and· this officer 
has taken over all" the responsibilities associared• with oper-ating. which were-
formerly divided. between the 'llraffia Manager and1 the li.oco. and Carriage> 
Superintendents. 'llhe commercial side of the work is now · entrnsted 
to a- li:hief Commercial Manager and Mechanical Engineering subjects· 
including the a.dminist.ratioil of workshops to a Chief Mechanical.• Engineer;· 
The new system is working well and promises to effect a marked improve-
ment. in the general efficiency of the transportation arrangements of 
the line. 

12. The East Indian and Oudli and'RoliilkH!Ind'Rail\vays !lave al5o been 
similarly reorganised with effect from tlie :lOtli Febntary '1925, the East_ '' · 
Indian Railway being divided into four divisions wftli lieadquarters at 
Howrah, Asansol, Dinapur and Allahabad' and' tlie Oiidli. and' Roliilkliand' 
Railway ~to two divisions with headquarters at I:ucknow and' Mor~dabad~ · . . . ·•. 

. ·' 
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• Steps are also being tak~n to introduce the divisional system on the Eastern 

Bengal Railway. · · 

13. Another i~tportant administrative change sanctioned by the Secretary 
of Sta~ during the year under ~view is the amalgamatiOJ?. of the East Indian 
and Oudh and Rohilkhand Railways which it is hoped to effect from the 
'1st July 1925. This measure i~ one which is from every point of view desir
able. Th!l economy which must follow from the abolition of a separate central 
administration requires no demonstration and in respect to efficiency the ad
van'tages of the unified control of the alternative routes traversing the 
Gangetic Valley are almost equally obvious. Apart from this,_ pooling of 
rolling-stock and repair facilities and stocks of reserve material should 
provide means both for actual economy as well as more efficient working .. 

' . 
14. As a sequel to the acquisition ann the reorganisation of the East 

Indian Railway, and with a view to securing the operative, administrative 
and economic advantages which accrue from assigning clearly defined zones 
to different railway administrations, it has been decided with the sanction 
of the Secretary of State that the East .Indian Railway shall terminate at 
Saharanpur and Ghaziabad (with running powers from Ghaziabad to Delhi). 
Accordingly the Delhi-Ghaziabad Section as well as the working agency of . 
the Delhi '(Tmbala Kalka Railway was transferred to the North Western 
Railway on the 1st April1925; and it is intended to transfer the Jubbulpol'!l- .. 
Allahabad Election to the Great Indian Peninsula Railway on the 1st Octobe~' '.·· 
1925 after the latter railway has been taken over by the State. · · -

.15. The questimi of the adequacy of medical and sanitary arrangements 
on State railways engaged the attention of the Railway Board during 
the year under review. The existing systems for the provision of medical 
staff and control on State lines are different and appear in each case to have 
been graduallv evolved ·as the result of successive changes to meet special 
difficulties rather than froin' any considered design. The North Western 
Railway is at present dependent for direct medical services on the Civil . 
Surgeons of the districts traversed and for administrative and 'consultative 
advice on the Inspector General ~f Hospitals, Punjab. The subordinate 
medical staff are lent by the Medical Department of th~ province· for the 
purpose. The position on the Oudh and Rohilkhand' Railway is somewhat 
similar. The East"lrn Bengal Railway, on the other band, has its own Chief 
Medical Officer who is as8isted by two District Medical Officers and apart 
from these officers depends for direct medical services on the Civil Surgeons 
and the subordinate medical staff posted to the line by the Surgeon General' 
tn the Ben!!'al Government. The East Indian Railway and~ the Great Indian 
Peninsula Railway llave each a regular medical service of their OWn. ' '.· 

The existing systems have served their purpose in the past but with 
the E'xpansion of mileage and the extension of State management to the East 
Indian Railway and Great Indian Peninsula Railway the need for ·a more 
uniform co-ordinated procedure 'has liecome apparent. The preservation of 
the health of the staff and .the prevention of epidemic diseases have a very 
important bearing on the efficient and economic working of railways and 
apart from the humanitarian aspect of ~he question an efficient medical 
organisation- is of direct financial interest in railway administratiQn, 



Eight coach electric train approaching Kurla. 
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As a preliminary measure the Railway Board have secured the services • 
of Colonel R. A. Needham, C.I.E.~ D.~.O., I.M.S., to examine the present 
system in respect to medical and sanitary arrangements on the Nonh
Westem Railway. and suggest such measures as will conduce to improvement. 
Colonel Needham has already completed his preliminary investigation and 
it is expected that he will be able to submit his definite proP.<JI!IIls during the 

· current year. 

16. As the result of II. resolution passed in the Legislative Assembly in RevisioD of 
March 1922, the Government of India appointed a. Committee to consider railway risk 

'the revision of railway risk notes. The Committee, after obtaining the aotes. 

riews of Local Governments, Railway Administrations, Chambers of .Com-
merce and other public bodies, recommended certain alterations in risk 
note forms, A, B, D, G, and H. The recommendations of the Committee 
were considered by the Government of India in consultation with their legal_ 
advisers, and revised forms, imposing on .. railways a measure of · respon
sibility greater than previously existing in respect of loss of or damage to 
consignments booked thereunder, were introduced on 1st October 1924. 

17. During the year the policy of holding meetings of the Board with~ ·witJ. 
the Agents of all the principal railways for the purpose of discussing out- f!:r aud 
standing problems of importance was continued and meetings were held Gooeu• ni• 
in October 1924 end March 1925. These meetings combined 'w.ith visits lmpedi-. 
paid by the Chief Commissioner and Members of Railway Board to the 
headquarters of Local Governments and Railway Administrations have 
made it possible to arrive at decisions more quickly on matters under con-
sideration. During the yea1 the headquarters of every Local Governinent. 
and of all railway administrations have been visited either by the Chie~ 
Commissioner or a Member, and the total nnmber of such visits paid was 31 
to Local Governments and ~7.to railway headquarters. Whenever a Member 

. of the Board visits the headquarters of a Local Government that Government 
is informed beforehand and asked to bring up any matters. which may be. 
usefully discussed. The Governor of t~e Province is also informed and. many . 
opportunities have thus been given for both informal and· form8.1 discussions 
of railway matters. Further, visits of the Chief Commissioner and Members -
to Presidency towns and other iinportimt centres are notified to Chambers of · 
Commerce and other public bodies and are advertised in the press. Beside$ 
these visits the Chief Commissioner and the Members have travelled on 
inspection: over practically the whole' of the main lines of the principal rail
ways at difierent times in company with the Agents and principal officers 
of the railways and can claim to be in very much closer touch with. the techni
cal and other probl,)ins of the several railways than their predecessors had any 
opportunity of becoming. • · · 

• 
In the course of these visits and tours, while the, particular Member~ 

is able to deal with the problems put before him in a general way as represent
ing the Board, very g:r;eat advantage is found in practice in having each Mein~ 
ber specially concerned with a particular aspect of railway working. For 
instance the Financial Cou1missioner 'deals· specially with financial. ques
tions wherever they arise a.Jid from· his knowledge of similar probleins on· 
other railways he ·can simplify discussions and assist in 5ettling' questions 
on a uniform basis. Similarly the Technical Me,mber acquires knowledge' 
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• of the technical .questions .an .all the n.ihvays, .and C8.l'1 deal with current 
prohlems .an .a ~rm basis know.Hig the Board's policy about standards 
3.iil.d the -oo.or.dination cl aquipmem. The General Member twhct specialises 
in t.r.&flic ~orking .and poosoxmel .questions can .similarly on .his row:s deal 
wiiJl .sudl ,q.».8Stwns bi'aa.dlf, .knowing the conditions. Oil .other r.a..ilways and 
ac:Uqg Dll t.h.e gell.eral p.oli.Cf of the Bo.s.rd m :such .matters. 

Railway;o and 18. The interest shown in the previous year by the Council of State 
the ~At~· and the Legislative AS!'t>inbly in the working uf railways was continued 

during 1924-25 and of the total number of questions asked '1,281 or nearly· 
29 per cent. referred to railways. The majority of t:be questions dealt wit'h 
grievances of railway employees, recruitment of t>taif on railways, lndianisa
tion and stores indents !lnd purc'hases. 

l9. l'he JlesqJu.tjjm ~ga.rding the aeparation .of Railway from .Gent;Jral 
.. ·final)l!B has &IP~ad.y been -dealt with, and the only other resolution which 

· requiJ:eoll ~u.rate .m.ention :was one dealing with the grievances of railway 
C• empl.lzy.~. ...Uter an !!J,~sti11g debate lasting for two days, the resolution 

was carried against Govermnent in an amended form. It recommended that 
the investigation shou:ld be made under the authority of the Central Advisory 
Council for Railways or by a sub-committee of the Council.' A private Bill 
to amend the Indian Railways Act was also carried in the Assentbly. The 
object of the Bill was to prohibit the reservation of compar'tments in railway 
trains for the llXclusive use of persons belonging to any particular community, 
race or creed. The Bill was thrown out in the Council of State. 

Central 
Adrlaory 
Council. 

As a result of the passing of the Steel Industry Protection :Bill, :it js 
estimated that railway -expenditure will be increased ·by .a.ppnGximately 
Rs. 88 -lakhs per annum of which Rs. 20 lakhs will .be a •charge to the .capital 
account and Rs: 13 lakhs to the revenue ·account. · · 

20. During 1924-25 four meetings of the Central Advisory Council were 
held; two in _the September session and two in the February-March session. 
At the meetings in the September session the following subjects were 
discussed ·:-

{1) North Western Railway contract for sleepers, 
. (2) .S~es balances, 
.(3) Purchase of stores, 
{4;} Ter!Diriation of the East Indian Railway !Company's .contract, 

: (5) llearuitmem .of ASilista.nt Traffic .Superintendents .. 
• 

· At the first meeting the reports submitted by the sub-committee appointed 
in March 1924, to examine the question of the North Western Railway con
tract for sleepers were considered anp the Council made certain recommenda
tions as to the 'future policy to be followed in dealing with sleeper contracts. 

' 
· At rthe second meeting the ·Council approved ·Of Government's ,proposals 

tG clear ·off ,the b11la.noo .outst11nd.ing w write ·down stores to the mark11t valu~ 
of to-day in one year. The general .policy of the Govern.ment :of India. 
regarding the purchase of atores was explained .by the Chairman and details 
were given of the action wliich the Ra.ilwa.y Dapa.rtmCllt ha<l already taken 
on the new store& JUles. · ·. · . · · . . . 
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In rega.rd to the determination ,of the ,eontract of the East Indian Rail
way Company, the question of the ,pe-engagement.m the stali under the State 
was discussed and .the reaBQilll for t,be e.ction. taken by Govemment were 
explained. 

A proposal was ,put. forwl!l"d that, .unt,iJ. ,the pecnanent ,s,cheme of re
cruitment far ,Assistant 'l'raffic Superi$ndents :was p.rought ,intc> operation, 
f.utu.re rec,ruit.ment should he ii~Jade br fl. Comll!itt,ee .t:ansist~ pf the :ij.ail
way Board .and representatives of the Central Advisory .Co1/.llci.l but it was 
poi,W.I;d out. ~-~ jt was i!-nlikely Mat M!Y tJythey ~~el¢ wlluJ.d. he 
made before the scheme was introduced. It was ag~, .however, that the 
suggestion made would be oonsidered. 

21. At the meetings held ~n the F.ebrnacy-Much sesllion the following 
subjects were discussed :-

{1) Railway Schoal of Tl:&nllportation at Ohandausi., 
(2) iFinancing Branch lillllS, 
(3) Locomotive build-ing lin ilndia, 
(4) Sleeper question, 
(5) Recruitment, 
(6) Rates tribunal, 
(7) Further tenders for .tb.e supply .of wagops under baUflty, 
(8) English Stores Indents. 

At the 'first meeting the work which it ·was proposed 'to carry out at 
the Railway School of Transportation at Chandausi ;was ibriaily explained. 
It was pointed .out that it \Was .considered .essential :that the "'.ery best pos
sible instruction should be given at the Bcbool and ii!OOD.omy lin !this matter 
was a purely secondary consideration as the ei!Selltial objeat was to aliord · 
adequate training to .employees in the b:wer :ran/!il! of illhe ra.ilw.ay serW.oe 
to equip them for promotion Ita mare responsible duties. · 

The reason for the ehange of policy concerning the financing of branch 
lines was explained to ,the Council and it was pointed out that the present. 
arrangement for financing branch lines was m011t expensive and involved 
great waste of public money; by the nature of the agreements for working 
these lines, whereby the parent' lines had in almost all oases to work these 
branch lines at from 45 to 50 per cent. of the gross earnings although the 
actual COilt of working the parent lines was often '60 to 75 per cent., the 
profits of the branch lines were increased at the expense ctf the parent lines. 
The policy to be followed about District Board railways, the purchase of 
the existing branch lines and building of unremunerative lines 'under 
guarantee was explained and by a majority of 13 to 7 the new proposals for 
branch lines were carried. . 

The reasons for the decrease in the number of locomotives required in 
India were explained and it was stated that it was proposed to depute the 
Director of Mechanical Engineering with the Railway Board;· who was" 
shortly proceedipg to England on 1eave, to study the question of locomotive 
manufacture in England and to verify the conclusions arrived at by the 
Tariff Board of the number -of loool!lallives tWhich i~ would lle Recessary to 
construct in ~his .eoUJitry in any one year 116 make the indusl:a'y a suocetlll. 

'' 
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The future policy as regards the purchase of sleepers was explained 
to the Council ~ho approved of a proposal to appoint a Forest Officer to 
assist railways in the purchase not only of sleepers but of all Indian timber 
required on railways. 

At the second meeting the question of the future recruitment for Indian 
raiiways was discussed and the preliminary scheme put forward by the 
Railwav Board was examined. It was decided that the proposed scheme 
should be further examined with a view to avoiding all discrimination in 
the methods of recruitment between Indian and English recruits, to provid
ing for legitimate ·prospects of promotion from the local service . and to 
deciding on the best age for recruits and their method of training. 

The question of the rates tribunal was considered at length but no final 
decision was arrived at. 

The action taken by the Board as regards the further supply of wagons 
under bounty and the arrangement made with the Chief Controller of Stores 
concerning English stores ~ndents were explained. 

Standinr 22. In accordance with the resolution passed by the Assembl;y, a Standi.ng 
FU...."!' Finance Committee for Railways was constituted consisting of one nominated 
~ for official member of the Legislative Assembly as Chairman (the Financial Com-

missioner of Railways) and 11 members elected by the Legislative Assembly 
from the1r body. This Committee met four times; on the 24th January and 
the 6th, 7th and 13th February 1925. 

At the first 'meeting the Committee discussed the form of the budget 
and the number of separate demands for grants into which the vote for rail
way Pxpenditure should be. divided, and recommended that the total vote 
for Railways should be divided into fifteen different demands. This divi- · 
sion was made for the purpose of securing ·that each separate demand should 
present an occasion for a well defined and clear cut discussion of one parti
cular side of railway activities. The budget was prepared in accordance 
with the recommendations of the Committee. It i\Vas pointed out that, as 
explained in the original memorandum on the separation .of the finances, 
while the division of the total vote into several grants restricted the powers 
of the Railway Board to make reappropriations from one demand to 
another, yet since railway estimates are merely the. best f!Jrecast that can be: 
made in advance of the operations of the railways during a particular year, 
the Railway Board would continue to sanction expenditure in excess of any 
individual grant subject to the liability of having to defend such action 
before the Standing Finance Committee for Railways a~d the Legislative 
Assembly; and the Standing Finance Committee approved of this procedure, 

23. At the meeting on the 6th of February 1925 the Committee discussed 
the draft rules relating to the establishment of a depreciation fund and the 
revised rules governing the allocation of expenditure between capital and 
l'evenue. These are referred to in paragraphs 6 and 7 above. The Com
mittee made several changes in the original draft rules, and the rules shown 
as Appendix D are in the form recommended by the Committee. 

· · At the same meeting the CommittU considered the ·p_rogramme for con
struCtion of new railli'l:ays and discussed various que~tions of policy and the 
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methods to be adopted for estimating the cost and working out the finan-. 
cia! results of su<'.h new constructions. They then dealt in detail with the 
individual items in the programme and approved generally of all the new 
projecta. The consideration of the programme of open line capital expen
diture and of the expenditure from the depreciation fund was taken up at 
the ~arne meeting but the discussion was not completed and was postponed 
to the following day when the Committee finally approved of the programme 
put up by the Railway Board. 

· At the meeting on the 13th February the Committee dealt with the 
individual demands. These were generally agreed to, but the Committee 
asked that certain questions of principle raised during the discussion should 
be considered at future meetings of the Committee. 

24. One of the main advantages which may be claimed for the separa- Budget debate · 
tion of railway from general finance lies in the new budget procedure which !.':,t(:,;~:ciib:y 
it has rendered possible. Formerly, the Railway budget was only a part of State. 

of the general budget, and the Railway demands for .grants merely occupied · 
a part of the six days set aside for the discussion of all the demands of 
the various Departments of tlie Government of India. As the result of 
separation, a new procedure was inaugurated in the year with which this 
report aeals. The Railway budget was introducea on 20th February, in· 
advance of the general budget, by the Railway Member in the Legislative 
Assembly and by the Chief Commissioner in the Council of State. In both 
Houses a separate day was set aside for the general discussion of the budget, 
and in the Assembly four days were allotted for the discussion of the Rail-
way demands for grants. The budget, moreover; was not merely a depart-
mental compilation. The contribution to general revenues being fixed, there 
was no longer the same necessity for keeping the Railway Budget secret, 
and before being presented to the Legislature, it was discussed. in oetail with 
the Standing Finance Committee for Railways. The new procedure imposes 
a considerable strain on those charged with the duty of defending the 
estimates, but there can be no doubt as to the value of the reform. It resulted 
in almost every branch of the Railway Administration being brought under 
the scrutiny of the Assembly, and numerous questions of policy, were brought 
up for discussion by the expedient of motions for nominal reductions. In 
the demands upwards of 25 motions for reduction were moved, the most 
important being a motion to omit the whole demand for the Railway Board. 
,This motion was defeated. Other subjects discussed were the strength of 
the Railway Board and of its establishment, the Indianisation of the Railway 
Board, the appointment of a Rates Tribunal, the reduction of third class 
railway fares, new Branch Line policy, the reduction of coal freights, the 
,attitude of the Railway Board in regard to the grievances of the general 
public, the duties of Government Inspectors, railway accidents, level cross-
ings, the separation of Audit from Accounts, the recommendations of the 
Inchcape Committee and the 'Lee Commission, the Indianisation of higher 
Railway Services, the London Boards' establishments, the arrangements for 
third class passenger traffic and the attitude of the Railway Administration!' 
towards Railway Unions. Most of these motions were withdrawn, but in 
a few cases they were carried against Government. The most important 
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cuts made were one of Rs. 77,000 in the demand for the Railway Board and 
its establishment, one cf Rs. 10 lakhs in the provision for coaching stock 
in order to emphasise the need for more lower class carriages and another 
of Rs. 10 lakhs in the provision for staff quarters. 
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• 
CHAPTER II. 

FlNANCIAL RESULTS OF THE YEAR'S WORKING. 

25. The principal results of the working of railways are summarised in 
the table below :-

- cl••• ' a.u •• ,. •. • ~otal of all Other Batlwa1a. ~~-

( •1 Total route mileage open { 1923-24 34,762 . 3,277 38,039 
for traffic. !924-25 34,425 8,845 38,270 • 

(ii) Number of passengers { 1923·24 637,048,000 30,274,800 667,322,800 
originating. 1U24-25 648,982,100 32,4~2,100 576,464,200 -

(iio) Number of passenger { 1923-24 18,687,862,000 778,017,000 19,466,879,000 
ntile8. . 1924-25 19,102,415,000 807,905,000 1V,910,S511,000 · 

(iv) Tona originating e923-24 69,885,000 2,980,000 72,815,000 . • 1924-25 74,628,000 ' .,3,168,000 77,796,000 • 

(v) Number of ton miles cn8-24 18,688,313,000 189,560,000 18,827,878,000 
. 1924-25 21,068,684,000 206,007,000 21,268,691,000 

26. The monsoon of 1924 came late especially in north-west India but gave 
fairly well distributed rain over most of the country. The winter rains 
were unusually heavy in the United Provinces, Punjab and Rajputana, and 
taking the year as a whole, the rainfall was normal or in excess over the 
plains of India the largest deficit occurring in Orissa and Hyderabad north 
and amounting to about 15 per cent. 

In spite of a small decrease in the outturn of wheat and winter oil
seeds crops during 1924-25 the exports of wheat during the year increased 
from 638,000 tons to 1,112,000 tons while the export of oilseeds Uicreased by 
70,000 tons~ The total production of rice was 10 per cent_ higher than 
that of the preceding year. The outturn of the jute crop was 5 per cent. 
less than in 1923-24 although the exports of raw jute increased by 36,000 tons 
and those of jute manufactures including yarn by 65,000 tons. The yield 
of the cotton 'crop was higher by 17 per cent. but the exports of raw cotton 
showed a fall of 33,000 tons while cotton yarn and manUfacture showed a 
stnall improvement. Sugar yielded 23 per cent. less th~ in 1923-24. · 

Imports of private merchandise showed an increase of Rs. 19 crores 
or 8 per cent., ·the largest increase being in cotton yarn and ~anuf~ctures 
(Rs. 14"84 crores), sugar (Rs. 5·45 crores)., cotton raw, woollen goods, pro
visions and oilman stores, oils and iron and steel. These . increases were 
partly set off by heavy decreases under machinery of all kinds. (Rs. 4·34 crores) 
and railway plant and rolling stock (Rs. 5"65 crores). ;r,he visib~e balance 
of trade as measured by the statistics of merchandise- and treasure only was 
Rs. 61 crores in favour of India: as compared with Rs. 96 crores a year 
ago. The year was, therefore, a favourable one for trade· gener3lly andj 

B2 



. . . --" -d- ~ th f- t that the total earnings of all railways increased 
th1s 1s .-.:uecte m e ac · f Rs 107"80 to 
by the phenomenal figure of nearly 7 crores, 'll~Z., rom · cror~s 
Rs. 114·75 crores. . · . d b 

~c:ia\reoulto 27. This figure of Rs. 114"75 crores, however, mcludes railways_owne Y 
of WllrkiDg. l:ndian States and Companies for which the. Gove~nment of Ind1~ has no 

· direct financial ·responsibility. The figures of receq~ts and expenditure for 
rililways with which the Central Government are directly concerned are as 

~ollow$ :..=-. . (Omitting 000.) 
1923-24. 1924-26. 

~i'raffic receipts f1·om Government railways . 
Interest on Depreciation and Reserve Fund 

balances . . .. . . • . . 
Government share of surplus profits from Sub-

sidized Companies' railways . . . 

ToTAL 

Working expeus<s including depreciation 
Surplus profits paid to Companies . 
Interest ·on Government debt 
Sinking Fund . • - . . , 
Interest on , capital contributed by Com-

panies . . . . • . 
Land and subsidy to Companies 
Miscella.neou~ 

• ToTAL CHARGES 

Net gain 

Contribution from Railwo.y to Genero.l 
revenues 

Railway rese'""e 

Rs. · Rs. 
94,66,62 1,01,04,66 

21,22 

23,64 30,16 

94,89,16 1,01,66,94, 

61,06,28 62,90,78 
1,14,46 1,42,28 

22,43,61 21,27,30 
47,7G 

3,09,96 2,67,17 
6,40 3,09 

16,40 13,22 

88,4!',86 88,43,84 

6,47,31. 13,12,10 

6,76,97 

'6,36,13 
---· 

28. After meeting all interest charges, Government therefore received a 
net profit of Rs. 13"12 crore.~· as ·against a profit of Rs. 6·47 crores in 1923-24. 
On the Capital at charge of the State lines, the net receipts, that is, the gros~ 
receipts minus the working expenses, have h1 re.cent years given the following 
return:-· · 

1913-14 
1921-22 
1922-23 
1923-24 

·1924-26 

Per cent. 
6•01 
2•64 
4•38 
'5·24 
6·86 

29. The contribution from the railway to the general revenues ~ sho.wn 
in the preceding paragraph at Rs. 6, 76,97. This figure is arrived at in the 
following manner :-

Under the convention accepted by the Legislative :Assembly the railway 
revenues have to m~t the interest charges on all capital sunk in the com
mercial lines, and in addition have to pay a contribution of 1 per cen~. on 
the capital at charge plus one-fifth of the surplus profits of the penultimate 
year .. But for the first year the contribution is paid on the results of the 
year 1923-24. One per cent. on the capital at cha.rge in the year 1923-24 
amounted toRs. 5,40,42. The surplus profits of the year 1923-24 after allow
ing for the 1 per cent. contribution amounted toRs. 4,50,13 and one-fifth of 
this amonnt is Be. 90,03. The total' contribution is therefore Rs. 11,30,45. 
Jn addition to these payments the railway revenues hav" to pay to the 
central exchequer one-third of the excess over 3 crores of lmy surplus remain
ing to the railways after making this payment, and· this an_:10unted to 

• 



RAILWAY RECEIPTS AND EXPENDITURE 
ON STATE OWNED LINES IN INDIA IN 1924-25. 

• 

IN 1923-24. 

TOTAL RECEIPTS Rs. 94·89 

TOTAL EXPENDITURE Rs. 88· 4Z 

NET GAIN TO GOVT. Rs. 6·47 

~ 
THE DIFFERENCE OF Rs. 21· 24 
LAKHS IN "RECEIPTS~ AND OF 
Rs.13·13 LAKHS IN"ExPENDITURE~ 
AS COMPARED WITH STATEMENT 
fJ~ 4 OF VOLUME ll FOR 1924-25 
IS DUE TO RlYISEO FIGURES 
FOR INTEREST AND DEPRECIATION 
CHAR:GES. 

FIGURES IN CRORES. 

?-~CEIPTS (Rs.TOT·S~ 
25 

75 

~;~ .. ~~t.~OITU2~E (Rs. 88.4.6) 
20 30 

O·nvE EXPENs~ 
o~' s 

0~;; fls.ZI-60 

" 

75 

50 

55 

50 
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ON INDIAN RAILWAYS FOR 1924-25. • 1~ 

Rs. 1,67,56, so that the total payment made in the year under report to 
general revenues from the profit of commercial lines amounted toR~. 7,98,01. 
Tl1e figure of Rs. 6, 76,97 is the net figure after allowing for the losses on 
strategic lines. , 

Tliis, however, aoes not represent the -payment that will have to be 
made ultimately to the State in connection with the profits for the year 
1924-25. The capital of the State invested in commercial lines at the end 
of the year under report amounted to approximately 577 crores, and the 1 per 
cent. contribution on this will amount to 5·77 crores. The totiu gain after 
payment of interest charges on commercial lines in the· year under report 
amounted to Rs. J 4·70 m·ores, leaving a balance after-· paymen~ of the 1 
por cent. contribution of 8·93 crores. The State has to receive one-fifth 
of this, or 1·79 crores, the total contribution thus amounting to 7"56 crores. 
In addition to this there will have· to be paid one-third of any surplus over 
3 crores that will remain available after paying this contribution from the 
revenues of the year 1926-27. If the net revenues of 1926-27 at all approxi
mate to the figures of 1924-25, the actual contribution from the commercial 
lines in respect of profits of the year under report will be approximately 
8·94. crores. , . 

30. In comparing the figures of 1924-25 with those of the previous y.ear, 
the effect of two important changes in procedure which 'were given effect to 
from the 1st Apri11924 must not be overlooked. One 'of the changes is the 
inclusion in the account of working expenses of the full depreciation of the 
year and not only the a~tual expenditure on renewals and r.eplacements, as 
in the past. The table below compares, by individual railways, the charges 
to the working expenses account during 1924-25 for depreciation,·with the 
actual expenditure on renewals and replacements in 1923-24 and 1924-25. 

(Figufes in thousands of rupees.) 

I Amount Debit to Amount La,;;er debit I IncreiUIOI! 

' 
epent on working spent on to working ~barge to wor~-I renewals expenses renewals . 1, expenses m 

Railways. and ro· on account expenses m 924-~& 
placementa of depre- and ro· 19t4-25 ~ 

placements under neW compared mth 
in .oiation in system. actnals of 

1929·24. (1924-26). 
in 1924-25, 

1925·24. 

--
81alo lin01 ...,.kod by Blalo. , 

North Weotem . . . 1.60,88 2,ll,97 1,20,87 86,10 61.09 . ' Oudb and Rohilkhand .. 62,26 46,96 45,08 88 ~,90 

Euten> Bengal 48,89 7~.27 60,78 22,49 29,88 

Eut Indian . 1,27,78 1,66,18 1,88,57 16,61 27,4& 

Slalo linu wrkod btl Oompani ... 

Bengal NasJiur . . . 86,61 1,02,70 41,26 61,44 ·67,09 . 
Bombay, Baroda a'\d Central Indio 74,60 '1,07,04 70,28 86,76 82,44 

Bunna • . . . .. 85,08 ~1,67 82,90 - 8,77 . 8,64 

Groat Indian Peninaula . • I 9S,r7 1,86,68 92,89 48,19 41,81 

Mad:ru and Southem Mahratta ·I 66,91 7J,08 69,48 I 1,60 14,17 

South ludian • . . ·I 84,11 46,66 17,18 211,48 12,45 

Other Railway. . : . ·I 26,68 44,69 .£6,32 -78 18,01 

TOT.u. ·I 7,49,87 
• 

10,36,00 '1,29,Ql S,OS,99 . 2,91,18 

·~-- ... -- --- ·-· 
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It will be seen tbat the new procedure, which is designed to secure that 
tbe revenue account of each year includes a full and proper charge represent
ing tbe· equivalent of the depreciation in the property that has occurred 
during the year in place of the actual expenditure of the year on renewals 
and replacements, re1<ulted in a11 additional charge to revenue of 3·06 crores. 

The other important change, which has B.Iso been given effect to as a 
part of the arrangements for· the Reparation of the railway from the ~eneral 
finances is the relief to the railway revenue account of that portiOn of 
the ann~ity and sinking fund. payments, forming part of ~he purchase price 
of acquired railways, which relates to the repayment of capital. The amount 
involved is Rs. 2·40 crores. · 

But before a final comparison is made of the results of the two years, 
it is necessary to refer to a special credit which the Railway received during 
the year 1924-25 from General Revenues. Prior to 1920, Railway Companies 
which worked Rtate-owncd railways were -paying customs duty on store_s · 
imported by them for the working of the railways. In May 1920, the Great 
Indian Peninsula Railway raised the question that stores imported by the 
Company for use on the railway or otherwise for the purpose of the under
taking were " goods belonging to Government " and as such should be 
exempted from payment of customs duties under the proviso to Section 20 
of the Sea Customs Act, 1878. The Government of India disputed this con-

' tention, and it was agreed mutually in 1922 that a case should be stated 
for the decision of the Bombay High Court under Order XXXVI of the 
Civil Procedure Code. Meanwhile other guaranteed Rnilwny Companies 
similarly moved the Government of India and the Secretary of Stnte for 
the exemption from pnyment of customs duty on stores imported by them 
for use on their Qndertakings, and it was accordingly arranged that the 
decision reached on the Great Indinn Peninsula Railway case should be 
held to govern the cases of other Companies' managing . State-owned lines. 
In April 1923, the Bombay High Court gave a decision in favour of the 
Great Indian Peninsula Railway and on an appeal being taken to the Privy 
Council by the Secretary of State ngninst this decision, the Privy Council 
in December 1924, upheld the decision of the Bombay High Court. As a 
consequen~e of this decision, various Railway Companies working State
owned Rnilwa~s became entitled to a re~und of the Customs duty paid by 
them from various dates and they have accordingly been paid the following 
amo~nts and these p~yments have been adjuste'd in the accounts of the Com
pames concerned durmg 1924-25 ·-- • - Cmpltal. RoYenuo. ' . .. Total. 

A"am BeD!l'al RaHway • 
R•. A. P, Rs. •• P, Rl 

8,98,076 •• P. 
0 0 31,768 0 0 4,29,889 0 ·o Bombay, Baroda ancl Con- 10,24,681 8 0 81,34,772 15 

tral India Railway. · ' 0 41,59,454 7 0 
Bengal N agpur Railway , 28,77,86!1 0 0 4,47,614 0 0 33,24,977 0 ro Eut In~ian Railway , 25,02,179 0 0 21,01,614 8 0 46,03,798 8 0 Great Indian Peninsula 10,03,7!12 2 0 56,08,R79 15 

Railway. 0 66,].2,612 I 0 

Mad""' and Southern 8,66,267 0 0 J4.,41,829 0 0 18,08,096 Mahratta Railway. 0 0 
South Indian Railway . ·s,12.12~ ·o 0 13,29,769 0 0 21,41,897 

89,84,426 10 0 1 .~0,96,242 
0 0 . ' 1 0 2,30,80,668 11 :'o 

• 
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Certain refunds have been left over for adjustment in 1925-26 as it 
was not possible to verify the details of the. claim before the accounts for 
1924-25 were closed. The amou11t involved is about 5! lakhs. 

While the true commercial gain from the railways during the year under 
report, amounted to Hs. 13,12 lakhs rc.Juecd by Hs. 141 lakhs (being the 
adventitious gain due to the refund on account of customs duty paid in 
previous years) or Rs. 11,71 lakhs, in order to bring out a true comparison 
of the figures for 1923-24 and 1924-25 it is necessary to eliminate the disturb
ing elements due to the "changes in the accounting system referred to above 
and :to re-write the table in paragraph 27 of this rl)port by making allowance 
for the change in tlw system. The working expenses for 1924-25 (Rs. 62·91 
crores) should be reduced by Rs. 2·51 crores (i.e., Rs. 2"91 crores, the amount 
by which the depreciation charges for the year exceeded the actual revenue 
outlay on renewals and replacements of the previous year, less Rs. 40 lakhs, 
hPing the estimated transfer of charges from Revenue to Capital on account 
of the alteration of the rules for allocation of expenditure) and increased by 

. l··U crores (the refund of customs duty) and should, thus, for purposes of 
epmparison be shown as Rs .. 61·81 _crores. Similarly the expenditure on· 
account of interest and other payments in the year 1923-24 (Rs. 26·22 crores) 
should be reduced by Rs. 2"40 crores, being the portion of -the annuity ·~nd. 
sinking funds representing the repayment of capital and should stand at 
Rs. 23·82 crores. "The resultant figures ar~ showrl"in the following table:-

[ FigurM In lakh1. ] 

. 
- 1923-24.. 192·i-25. , Increue. 

Rs. Rs. . . 

Total receipts . . . . 9~,89 1,01,56 6,67 . 
' Derl11ct-

.. 
. 

(a) Working Expenses 61,05 61,81 76 

@ Surplus profits . . . 1,15 1,.12 27 

(c) Interest and ?tl1er payments . . 23,82 24-,ll 29 

Total charges .. . . . 86,02 $7,34 1,32 . 
Net gain . . . 8,87 14,22 5,35 

31. The net result of the year's working, therefo~e. was. better than .that 
of the previous. year by Rs. 5,35 which is chiefly due ·!-<> the very large in
crease of Rs. 6,67 in gross earnings of the railways as compared with· an 
increase of ouly Rs. 76 lakhs in working expenses. While the above table 
gives a correct comparison of the net results of the years in- question for the 
railways as a whole, the·change in the accounting system and the adventi
tious reduction of working expenses owing to the refunds of customs duty 
affected individual railway systems 'in very different degrees. An analysis 
of the financial results' of the year of individual railways is given in the 
statement below:-



Fttwnoial results of the working of Bail ways owned ~y the State, 
(Pigare~ Ia TboallUldJ of Rope~~.) 

I I I I . Ctu.aoa J.OJ.nra'l' lbt.erea~ 

·I 
lfiiT RUII!fUII charge~ BIIUIII'U'l'. 

I BIO&IPTI. loelodrd. Deduct . lnCol.ll amount of Pe .. bal ' capital Wor.iug ceutage n:clndtog Nel 
I Capital at rontrl· OoverDmeat Ezpen1e1 Sel of Net 8ioklng &uwa,r .. ' 

y..,., 
eharge. bqWby 

Capital at Beceipta. ioeladiog Rt<."eipll, Rec- ipt. Payment Interest, Oata. I-. i'at.d and 

! .I C0111paoiea Deprf'cia,.. ·on Capi• on aeoount Aannity Annuity and cbuge. tion. tal at of 1bare aod · cbarg .. Gala. Lou. " Indian charge. of Sinking lovolvtd. Statoo. Sarphu Fund In , Pro fig. chargea. redemption 

I of 
Capital. 

1 9 3 4 G 6 7 8 9 10 11 I 12 13 
I 

14 1G 16 

Sial. ~·,.., eorl:•liJStat•. • 

r-D 
1,08,46,60 ... 1,08,-18,80 14.SO.SO 12,29,32 2,21,18 2-0 ... 4.,82,12 . .. 2,10,04 4,01,18 ... .1,80,00 

North We.Wra . . , 1923-S& 1,10,8f.37 ... 1,10,M,3'1 15,18,11 11,00,99 4,17,12 311 ... 4,.0,21 ·- 29,()9 4o,l5,06 2,66 .. . 
192""!6 1,12.67,78 

. 
1,12,67,76 16,99,21 11,48.21 5,1ll,()l 411 4,22,90 1,28,11 4,22,90 1,28,11 ... ... ... .. . 

[:999·D 
30,50.07 ... 30,60,07 3,M.93 2,61.8S 1,23,28 4-() ... 1,03,41 19,87 ... 1,03,41 19,87 ... 

Oadh alld RohiUbond . • 9:!3-U 81,41,6'1 ... 31,41,87 3,63,06 2,37.SO 1,25,G6 4"0 ... 1,06,38 19,90 ... 1,66,3G 19,20 . .. 
9zt.95 32,39,70 ... 32,39,70 3,68,80 2,72,30 96,00 2-9 ... 1/Yl.ir. ... 11,25 1,07,25 .. , 11,25 

rllil·23 42,76,<2 -..... 42,76.42 5,24,01 4,40,77 83,74 2-0 ... l,G6,84 ... 75,10 1,52,04 .. . 68.30 
l!eelerll Beagal • 1!!23-H 

.. 
G,43,71 43,43,71 5,34,7• 3,95,74 1,39,04 3•2 1,62,36 23,22 1,5$,66 18,61 

. . ... ... .. . .. . 
19liJ.95 43,64,68 ... 43,M,68 5,99,16 4,26,71 1,72,4G 3·9 ... 1,66/Yl 16,98 .. . 1,66,07 18,38 ... 

r19st.D IM,ZS,78 !'1,66,99 46,61;79 15,55,59 10,01,92 5,64,37 5·8 3,153 4,153,24 97,60 ... 8,78,19 1,72,79 ... 
But lndiu . . . t 1993·24 fll/¥i,06 27,66,99 69,60,0'1 16,23,67 9,98,40 6,25,27 &~ 7,4.1 4,67,61 J,60,25 . .. 8,82,-18 2,3G,36 .. . 

19U.95 98.97,78 ... 98,97,78 17,22,27 10,30,54 8,91,'/3 7-o 10.05 8,80,75 8,00,98 ... 3,80,7& 3,00,93 ... 



81at1 Li•" t110rk•rl 61 
0ontp41•tu. 

Brngal Nagpar • 

Botnh&.J, Baroda ao4 Centn.l 
)DdJa. 

{ 

1922·118 

19811-!K 

198'-26 

{ 
1P!2-118 

1928-U 

Burma .[L :::: 
1924·26 

{ 
1922·28 

1u23·24 

1q2H6 

( 
I 

Madril & Southern Mahratta . t 1982-28 

1928·24 

192'-26 

1022-23 

1911:<·94 

191'-26 

Booth lnalao .f 
Other llallwa.J• 

L 

t
r 1922-23 

1928·94 

192'-26 

Net nf MlocellaDI'ODI Recolplo { 
and Charge. not attributable 
to r.llJ ODt .Ralht'&J. 

1922-23 

1923·94 

,1921·26 

1924-2& Intereet on DoprecfatJon and 
Rcee"o Fund balanoea. 

67,16,11 U,IB,99 

60,61,98 13,411,21 

68,83,66 18,16,87 

61,66,89 9,49,00 

68:81,71 2,49.00 

85,29,72 2.'9,00 

18,46,72 8,69,67 

2o,oa,e9 o,r.o,o7 

27,09,44 6,69,67 

99,27,34 41!>7,27 

1,00,40,27 4/37,27 

1,01,40;79 4,87,'¥/ 

48,63,68 

49,25.75 

49,99,18 

94,38,61 

25,22,49 

26,86,69 

31,68,40 

32,99,2-6 

33,82,06 

11,62,69 

11,28,48 

11,23,48 

4,83,36 

4,83,36 

4,48,39 

3,65,89 

3,65,89 

4.39,00 

.:J,97,22 7,70,71 

411,00,77 7,70,94 

60,66,67 8,89,16 

69,16,39 11,75,10 

60,82,71 !1,G6,42 

68,60,71 12,89,64 

16,77,06 4,06,98 

19,34.0! 4,1138 

20,8P,77 4,29,89 

94,8P,37 14,82,10 

96,62.80 14,61,06 

96,62,89 16,29,68 

'37,10,94 

88,02,.82 

88,76,76 

19,55,25 

110,39,13 

21,38,110 

27,92,61 

2933,35 

29,42,15 

7,80,03 

7,89,66 

7,92,89 

6,14,78 

3,31,31 

3,30,60 

3,89,68 

• 

21,2il 

4,48,17 

6,11,28 

6,77,16 

8,27,64. 

2,69,66 

2,61,99 

8,24,17 8,61,02 

7,14,87 ~ 4,80,86 

7,07,61 'I- 6,81,93 

2,4.1,96 1,6:1,02 

2,62,26 1,69,12 

2,62,30 1,67,60 

ll,ll,OS 8,71,02 

9,110,03 '{.4,Pl,02 

9,66,00 )'6.7U8 

4,'16,26 

4,34,21 

4,86,68 

3,69,09 

3,M,7G 

3,12,00 

2,06,47 

1,96,55 

1,62,37 

3,05,~ 

3,6d,.1U 

1,51,20 

2,22,31 

2,02,78 : 

1,24,54. 

1,34,95 

2,<»",81 

21,99 

·.· 

&'7 

4·8 

.4·1 

6·6 

7•6 

s·o 
61J 

6"1 

••• 
3"7 

49 

6"6 

6•2 

6·9 

7-() 

6·9 • 

8•8 

G,72 

4,76 

10,46 

13,61 

14,66 

17,89 

82,97 

.,46 

80,79 

4.6,26 

60,8d 

9,76 

9,99 

9,60 

4,60 

4,31 

4,93 

9,60,28 

2,69,00 

2,10,01 

2,29,69 

9,25,17 

'14,46 

83,67 

92,41 

4,26,04 

4.96,8! 

8,32,24 

2.18,66 

9,18,43 

J,86,8t 

93,29 

96,99 

96,64 

1,18,69 

1,26,76. 

·1,25,30 

• 

84,67 

1,80,66 

2,46,66 

2,92,11 

71,17 

41,21 

42,21 

86,90 

9,37,98 

G,4S 

42,66 

1,08,61 

55,16 

1,93,17 

I 96,64 

1,65 

4,86 

77/)8 

2,64 

13,85 

t1,8a 

6,84 

11,77 

64,02 

...• 

... 

.· .. 
: ... 

4,02 

1,42,80 

2,60,28 

I,IIS,OO 

9,10,01 

2,2.3,!7 

74,46 

83,67 

98,41 

8,84,62 

s,se,.n 

8,38,34 

1,95,45 

1,93,83 

j,86,86 

93,99 

96,83 

96,64 

1,18,69 

1,25,76' 

1,!5,80 

'" 

84,67 

1,80,66 

2,46,65 

2,92,11 

71,17 

4.1,91 

49,91 

88,40 

J,M,61 

1,37,98 

28,G3 

66,26 

1,08,61 

55,15 

1,23,17 

96,64 

1,65 

77,08 

9,84 

18,85 

11,29 

6,84 

11,77 

4,09 
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Companie. 
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-
1 a 3 ' ----

( 19l!ll-23 6,22.!0.27 75.9*-46 
I 

Total (Ct~ntral) . i 1923·94 8,40,7B,H 7t.,91,5! 

' 19!M--S5 6,55,01,23 47,35,22 

( l!l"..l!·ll3 1,28,76 ... 
Provincial Railway• ·t 1923-U 19;!9 ... 

1994-25 19,9C ... ------· 
( 19!!:~93 6,23,49,03 75,9!,46 
I 

Gnnd Tutal (Caotral .. ai 1923-U 6.40,91, 16 74,91,52 
ProTincial). 

c 19"..4-25 6,55,21,13 47;!5,23 -
( 19i!ll-J!3. 83,16;!0 ... 

North Weate.r"' (Commercial ~ 1923·24 84,61,79 ... 
LU...). I 

l 1924-115 82.28,(li ... 

I 19l!ll-22 25,32,50 ... 
Non-Commetcial (Straleiic 

Lilies).,.,___,;;;;::,..__.:_ t ~ 1923·U 26,23,58 ... 
l 19U.25 30.39,71 ... 

lt qfth 8 e wor ki ng o f R "l at ways oume cl b th St y e I I tl ate-cone m e (FI "Tb gurfl .. OUlAD do I B peeo) 0 • 
Jnter61t. 

. CoAB01!8 AOAUS'l' charge• RB8l1LTAJf'r, 

Nn Rr.:vBsu• included ----- ------
Per- RBCBIPTS. lo eol. 11 .. 

Working eentap but es· 
Net clndipg 

Government ExJ1en.e. 
Net 

of Net ~inking 
Capital a$ lleceipt.. including Receiptt. Receipta Payment. bterat, Gain. Lott, Foud and 
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f 8urplu1 Involved 
l'rofitt. Food ln redemp-
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Capital. 

& 6 7 8 9 10 11 12 13 H 1& 16· 
. 

5,46,25,81 93.!2.14 65,96,16 !7.25.98 4•4 69,40 25;!0,56 1,22,00 ... 23,04,17 3,46;!9 . .. 
6,65,80,1\! &4,65,52 61,05,28 33,60,24 5"2 1,14,46 26,01,31 6,t7.31 ... 23,76;J2 6,72;!0 . .. 
6,01,66,00 1,01,25,78 62.90.78 38,85,00 511 1,42,28 23,&i,t'/ 18,12,10 

~-
23,1»,47 13,12,10 .. ------ -

1,28,76 2,32 2,17 16 0·1 . .. 6,18 ... 6,02 6,18 ... 5/J'l. 

19,32 4,03 3,22 74 311 ... 3,96 ... 3,21 3,9.5 .. . 3,21 

19.90 2,59 2,66 -7 01 ... 84 ... 91 84 .. . 91 ----- --
6.47,54,57 93,21,47 65,98,33 2'1,26,14 4•4 69,40 25;!5.74 1,16,98 ... 23,0U;l5 3,t3;!7 .. 
5,65,99.94 94,69,.55 61,0&,57 33,60,98 6•2 l,l.J.,46 26,05,26 6,44,10 ... 23,80,27 8,69,09 ... 
6,0'1 ,85.90 1,01,28;!7 62,93,44 38,84.93 611 1,42,28 23,95,31 13,11,19 ... 23,95,31 13,11,19 ... 

- ----
83,16,30 12,95,84 10,98,98 2,88,28 3•5 ... 3.36,83 ... 48,57 3,0.5.89 .. . 17,63 

&,61,'19 13,46,98 9,13,'18 4,33,18 6•1 ... 3,ta,83 89;!5 .. . 3,12,68 1,20,50 ... 
8ll,26,00 15;!9;!5 9,52,44 6,86.91 7"1 ... 3,00,13 2,66,78 .. . 3,00,13 2,86,78 ... 
25,32,50 1,55,28 2.!2.24 -67,98 -2-6 ... 95,29 ... 1,62,37 95,22 .. . 1,62,37 

96,22,58 1,'11,10 1,87,91 -16,06 -o-a ... 1,0~8 ... 1,18,44 1,0~8 .. . 1,16,44 

30,39,71 1,59,87 1,95.'17 -36,90 -1"2 ... 1,22,77 ... 1,56,67 1,22,77 . .. 
I 

1.~,67 

... 
0 
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32. It will be observed that there was a very substantial improvement in 
net earnings upon every railway system with the exception of the Oudh and 
Rohilkhand, Bengal Nagpur, and the South Indian Railways. The unfavour
able results on the Oudh and Rohilkhand Railway were almost entirely due 
to the abnormal expenditure on repairs owing to flood damages and the serious 
Joss of earnings from interruptions to the trafl)c occasioned by the floods 
which are described in the last chapter of this report. Approximately 25 
lakhs were spent during the year on making good the damage by floods, and 
the loss of earnings due to the same C'ause is estimated. at approxima~ly 
the same figure. 

The increase in the loss on the working of the''Bengal Nagpur Raiiway 
of some 5! lakhs is entirely due to the charging against the revenue of the 
year of the depreciation instead of the actual expenditure on renewals and 
replacements. The contribution to the depreciation fund exceeded the ex- · 
penditure on renewals and replacements by 67 lakhs and while there was 
an abnormal reduction in working expenses of 4! lakhs owing to refund 
of customs duty, there was actually a net improvement in the receipts of 
the line of about 57 lakhs. ' 

On the South Indian Railway gross earnings decreased py about 12 
lakhs almos~ entirely in passenger traffic, and while the working expenses 
•l10w an increase of i lakhs, it will be seen that there wa~ actua11y an im
provement in the working of the line as the debit to the depreciation fund 
was 29 lakhs higher than the amount actua11y spent on renewals and re. 
placements. 

• 

33. Pa.•senger earnings.-Of the total earnings of Rs. 114·75 crores, Analysis of 
Rs. 38·76 crores or 33·78 per cent. were from passenger traffic and Rs. 66'83 earnings. 
crores or 58'24 per cent. from goods traffic. The earnings from passengers 
earned increased from Rs. 38·09 crores to Rs .. 38'76 crores or 1·76 per cent. 

The following table shows the numbers of and the earnings from 
passengers carried separately for each class for the four years previous to 
the war and for the last four years. 

Two sets of figures are given for 1923-24 and 1924-25; one gives the 
number of passengers and 'earnings as shown in the previous years and the 
other)ncludes under each class the number of and earnings from season and 
vendors' traffic. 

Graphs are also inserted in the report showing the progressive increases 
in the numbers of passengers carried and of passenger miles by classes from 
the year 1900 onwards. 

Indian Railtoa!f•· . 
NmDEB 01' PA.BBD0J:B8 OABKIBD (Of E.I.JUmiGS now PA.SSBYGB~s (nr 

'l'BO'U'SUDI) TB0111ABDB- 01' JL1rPU8). 

YtaT. Seuon' lrseason 
lot l!nd Inter. Sn! a!ld lot 2ud Inter. 3nl ou4 

eiU!o cia-., elan. Vendor'• c1MI. elaa•. class. V'endor'• 
tichtt. ticket& 

--
Ro. Ro. Ro. Ro. RL 

1910 . ';78 2,992 11,033 332,462 S<,Ml 68,89 '1'1,'13 ~,99 14,65,16 16,85 

1911 . 799 3,135 ll,762 M8,479 26,687 66,99 82,83 1,08,88> 16,73,16 16,85 

1912 796 3,2!!3 10,833 -375,667 26,810 62.90 83,81 91,37 17,01,35 17,55 
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NtTliBB.B ol' PASSEYoBBS o.ur.amD (m LBNTNOS WROJI PAS8B1'fOBB8 (Ill 

TBOUUNDS), TBOUSAMDS 01' BUI'BB8). 

y,... - Seuoa 
Sod and . lot 2nd Inter. 8rdCI-. and lot Inter. SrdCiua. Vendor't clua. c:l-. Vtm.dor'a c:l-. cl .... ticket.. ticket.. 

--
14. Ro. Ro, RL Bo. 

:91S.14 . 812 3,·L61 12,3'11 419,960 80,116 88,~ 88,'10 1,03,48 18,37,03 19,86 

11120-21 1,148 7,129 u:roo 490,280 48,939 1,!0,48 2,26,49 1,91,10 28,91,2& 87,!Mo 

1921·22 1.125 6,40< 9.266 &00,&16 62,376 l,SS.-&7 2.28,87 1,4.5,11 28,76,29 61,68 

1922-!3• 917 6,133 8,129 602,776 66,666 1,89,72 ' 2,11,'1'1 1,38,80 82,20,85 48,68 

l923·M• 817 4,688 8,096 612,9~4 68.086 1,29,80 1,96,99 1,37,88 89,91,'18 61,70 

1924-:5 766 4,383 8,438 524,182 64,592 1,21,69 1,86,51 1,41-,48 88,'13,71 50/YI 

11123-24 1,869 10,680 12,044 5i2,184. t 1,31,17 Z,OZ-78 1,41,10 83,82,82 t 
193<-25 l,Z.IG 10,301 12,6&7 581,8().1 t 1,22,93 1,02,00 1,48,01 34,12,451 t 

• Exelode1 the Maynrbhanj and. Parlakimcdi Light R"llw~.v. to! which dot,llod Information ia not avnilnble. 
t Included under tbo di!Teront clauos at tho rato of GO emglo Journoya pol' month. 

' 
34. The numbers of, and earnings from, first and second class passengers 

carried still continue to decrease but the numbers of and earnings from 
inter class passengers show increases for the first time for some years. Third 
class passenger traffic continues to show increases. 

35. Steps are being taken on the majority of railways to increase the 
number of, and earnings from, first class passengers ca_rried by reducing fares 
and by introducing concessions, but the results obtained so far have not been 
satisfactory. During the year the East Indian Railway reduced their first 
class fares from 30 pies per mile to 24 pies per mile and their second class 
fares from 15 pies per mile to 12 pies per mile from the 1st· of April1924 and 
the Bombay, Baroda and Central India, Great Indian Peninsula and Madras 
and Southern Mahratta Railways made similar reductions from the 1st of 
October 1924. Other Railways have reintroduced the issue of return tickets 
at reduced fares or of concession tickets for periods of the year when the 
public are likely to travel. 

Concessions have also been given on some of the. more important railways 
for inter class passengers while inter class fares were reduced on the Bombay, 
Baroda and Central India Railway during the year. ·The reductions on the 
Madras and Southern Mahratta Railway in March 1924 had the desired 
effect of increasing the numbers of and earnings from inter class passenger 
traffic and the steps taken as a whole on railways have increased the numbers 
of and earnings from inter class passenger traffic. ~ 

Third class passenger traffic continues to show increases both in numbel'll 
and earnings but railways are carefully watching this traffic and wherever 
necessary are introducing concessions or reduced fares. 

' I 
36. In 1923-24 the number of passengers found travelling without 

tickets amounted to 2! millions and on every railway action has been taRen 
to avoid the serious loss of revenue that these figures indicate. .As an illus
tration of the ~esults obtained by the employment of special staff it may be 
mentioned that on the .Assam Bengal Railway a special ticket examining 
staff costing Rs. 20,000 was employed during the year, and collected fares and 
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penalties amounting to Rs. 23,250 during the year, and detR.cted 14,538 ca~ 
bf irregular travelling and booking of luggage. Steps are being taken upoL 
this railway to increase the staff on the Noakhali branch where, as a result of 
the examiners being kept for a complete month, the number of passengers 
booked increased by 10,000 per mensem. It has been ascertained that in 
the year under report 2! million passengers were found trav111ling without 
tickets and it will probably be necessary to again refer to the Central 
Advisory Council, on the statistics available for the year 1924-25, the ques
tion as to whether an amendment to the law is not required .in order to 
stop the heavy leakage of railway revenue from this so_urce . 

.. 
37. Goods earnings.-The following statement shows by commodities the 

number of tons of freight originating on Class I Railways and the earnings 
from freight carried during the last two years:-

19J3..24. 19.24-26. 

ComwOtlit.y. ToM origi· Ton<~ origi· 
nating on J;s. in natin~r on Ra. in 
Home Line croros. Homo Line .,. ..... 
in millions. in miJlion&. 

(1) Coal and Coke . . . 0 H·67 8•22 16•39 9•17 

(2) Railway Stores . 0 . . 21•97 3"28·• !7•05 3•72 

(3) Wheat • . . 1-76 2•75 2•55 4•0ij 

(4) Rice in the husk and rice not in the 
husk. 

3•98 3·85 4•42 4·35 

(5) Grain and Puloe, Jowar and Bajm nnd !i-54 5'4~ 3·99 6•06 
othor grains and pulses. 

(6) Marble and Stone 0 .. :!•16 1)·78 2·65 0·77 

(7) Metallic ores • . 0 . 2"02 1·05 2•32 I-12 

(8) Salt 0 . . 0 0 1·12 1•43. 1·66 2•22.· 

(9) Wood, unwrougbt . 0 0 0 1·53 l-£12 1•43 0·94 

(10) Sugar, refined and unrefined . 0·56 I-22 0 70 1•64 

(II) Oil-seeds . 0 . - 2•29 3•56 2·53 •3·s5 

(12) Cotton, raw and manufactured . 0 1•49 5·6P 1·50 5•i6 

(13) Jute, raw . . 0 0 0•89 I-27 0•98 1'42. 

(14) Fodder 0 . . 0•77 o·60 0·83 062 

(16) Fruits and vegetsbles, freah . 0•72 0•71 0•86 O·S2 

(16) Iron and Steel, wrought . 0•78 1-58 o·SH' 1·87 

(17) Kerosine Oil . . 0•76 1·67 0·89 1·79 

(18) Gur, Jagree, Molasses, etc. 0 0 0·83 1·35 0•72 l-16 

(19) Other commodities • 0 0 10•70 JS·OI 11·67 18·56 

TOTAL 72:54 58"47 8~·02 6-!.•92 
I 
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38. Receipts from goods earnings increased from Rs. 58"47 crores in 1923-
24 to Rs. 64"92 crores in 1924-25. Increases are foun!l under nearly every 
commodity, the largest being under coal and coke and wheat. Part of the 
increase under coal and coke is probably due to the rebate on the export of 
coal and ooke booked from collieries on the East Indian and Bengal Nagpur 
Railways to Calcutta introduced from the 1st of January 1924 as exports 
of coal increased from 132,517 tons in 1923-24 to 228,127 tons in 1924-25. 

The exports of wheat also increased from 638,252 tons in 1923-24 to 
1,111,691 tons in 1924-25 and this had a marked effect on the earnings of 
the North Western Railway. · 

39. The summary below shows the distribution of working expenses 
between the various departments :-. 

(Rup'oa in oronsa,) 

A.KOUlfT BPBNT IN 

Deportmont. Work. 
1U~3·2~. 19~·2G. 

-

Engineering . . :Ma.io:tenauae of way, works Bud station& 12·28 13·0-J. 

L1·comotive . . 1\.[aintenan"e and renewal of engines. 21-73 21·31 
coljt of fuel and running stores and 
other exp"'•lses relating to provi,ion of 
motive power. 

' 
Carriage and Wagon J\f aintenance and running of can·inges 7·99 &·9~ 

and wagons. 

Traffic . . . Commercial and transportntion sides of 9•77 10·93 
traffic working, i.6., bookiug of passen-
ger• and goodo and arrangements for 
transport. 

Agency and others . Ag~Dt'a office expenses, audit 
medical and police charges, eto: 

·stores, 4·47 4•20 

Ferry . . Steam boat expenses . 0•26 0·34 . 
Difference between Con-

tribution to depreciation 
fnnd and tho actual 
expenditure on renewals 
and lreplacemsnts on 
Company-worked lines. ...... ... 1-83 

Miscellaneous . Law chn.r~e11, compen&ation 
to Provi ent Fond, etc. ' 

contJ'ibution 4"74 2·79 

Suspense and adjustments ...... -0·19 -0'43 
• '• --

TOTAL . Ul·05 62•93 

40. The campaign in economy and reduction was continued during ,th 
yea~ ~nd w~ mu?h fa?ilitated by the use of the new statistics now avai'lablee 
It IS Impossible m th1s report to give a complete record f th · · 
ff t d · d' 'd a1 .1 o e economies 

e ec e on every m 1v1 u ra1 way, but the following are g1've '11 

1-

t . f th · k · n as 1 ustra-Ions o e act10n ta en whwh contributed materially to th · 
good financial results of the year. , e exceptiOnally 



ON lNDIAN RAlLt.'AYS FOllt924.2S. . '. 2ll 

On the Madras and Southern Mahratta Railway a special stafi was 
employed to control the coal consumption at a cost of approximately Rs. 69,000 
per annum. As a result of their efforts, while the gross ton mileage ~ncreased 
by 114! million ton-miles the fuel consumption actually showed a reduction 
of 15,000 tons, The saving in the coal during the year, therefore', amouiited 
to approximately 23,300 tons representing a saving of over Rs: 4t lakhs, 

· or, deducting the cost of the additional staff employed, a net saving of appro
ximately Rs. 4 lakhs. 

On the Assam Bengal Railway the consumption of fuel per 1,000 gross 
ton-miles dropped from 224 lbs. to 188 lbs. 

On the Bengal Nagpur Railway thll monthly consumption of oil on the 
broad gauge stock decreased from 229,000 pints in March 192~ to 107,00D 
pints in March 1925. • ' 

The average gross weight of trains. including engines on the Assam · 
Bengal Railway increased from an average of 269 tons in the three precea
ing years to 316 tons. 

41. The following' figures illustrate the result of the more accurate com- · 
pilation of statistics and of the pressure applied JJy utilisation .of these 
statistics on the Eastern Bengal Railway :-

Holf year Nine months 
\ Quarter endiug endinfrr ending Year ending -- June 1Y24-. 'Septem December Marcli 19,6. 

1924. 1024. 

Wagon miloa por wagon day B.G. U·7 IN • 19'8 20•1 -Do. Do. • M.G. 16•9 16•0 20•1 . 21'6 

Net ton miloa por engine hour . B.G. 610'8 716•7 797•9 819•5 

Do. Do. . M.G. 532'2 666•8 676•1 673·9 

,Net ton mile. per wagon day B.G. 104'6 114•ll 127'4 133·ll 

Do. Do. .. ' M.G. 7!!•3 
. 

Sl'G 87'1 . 90'0 

Shnntin~ miles pot 100 tmin 
miloa oode. . • • B.G. 176•2 136•1 114'8 :u2'1 

42. The table below gives similar figures for the East Indian Railway 
which show that in spite of heavier goods traffic goods trains were getting 
through with fewer detentions, engine power waS being used more economi
cally, fewer trains were being rdn to move an equivalent number of wagons 
and :wagons were being turned round more quickly :-

April 1924. 
Average speed in miles per hour of main line goods . . 

trains • . . . • . • • 8·97 
Total goods train miles per train engine hour • 
Total goods train ~es per engine hour 
Average number of vehicles per main line goods 

train . . . . . . . . 
Wagon miles per shunting engine hour 
Wagon miles per engine hour . 
Net ton miles per engine hour, . 
Wagon miles per _wagon day . 

8·73 
3·70 

47·9 
503·0 
166 

1,537 
38·9 

March 1925. 

9·61 
9·28 
3·91' 

50·9 
587·9 
J!!l 

1,579·9 
45·5 

0 
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43. On the Great Indian Peninsula Railway ~here was a considerable 
improvement in the wagon user figures during the year under review. The 
net or freight ton-miles per wagon-slay increased from 364·5 in the year 
1923-24 to 404'9 in 1924-25, or an increase of 11·1 per cent. This represents 

· a saving of approximately 19·6 lakhs. This improvement was brought about 
by an increase in the loads of wagons and the wagon-miles per wagon-day. 
The former advanced from 12·6 tons per loaded wagon in 1923-24 to 13·6 
tons per loaded wagon in 1924-25, and thl) latter from 39·0 miles per day 
in 1923-24 to 43·5 miles per day i.n 1924-25. 

Further advantages from the use of statistics should be possible during 
the year 1925-26, as the monthly figures available will enable the railways 
to compare their own monthly results with those of the corresponding months 
af 1924-25. 

Stores balances. 44. Considerable progress was made during the year in reducing still 
further the· stores balances. There was a decrease of 4! crores in the stores 
balances on all railways as sho\vn from the following statement :-

Storoa bMances (in thouaanda) 

. 
Railwaya. 1021·22. 1022·28. 1028·2,, 102,·2G • 

. 
Ro. n •. Rs. Ro • . 

Auam·Bengal . - . 94,81 SJ,48 18,98 12,30 

Bengal·Nogpur . 1,40,26 1,61,88 1,48,00 1,4.9,41 

·Bombay, Baroda and <;enlral !ndin .2,76,83 1.'1~,43 s,s8:26 1,77,39 

Burma . . . 86,0:! 84,86 P8,71·1 84,62 

Eut Indian 8,07,16 • 8,66,82 8,28,41 2,40,14 

Eootem Bengal .. . . . 2,51,08 1,76,20 I,67,8G 1,'41,99 

Great Indian Peninsula . . 4,66,49 8,88,8G 9,07,77 2,89,49 

'Mndraa and Southern Mahrntta . . 1,50,02 l,M,o9 l,GO,Ol ],02,86 . 
' North Weatera. . . . 8,0,,12 8,02,60 8,70,7~ 8,2£,80 

Ondh &ad Robilkhand . . . . 86,86 li8,a7 87,2G . 8!1,96 

South Indian . .. . . 1,14,46 1,88,66 99,02 77.~ 

Other Railway• . •. ,1,18 46,06 68,60 64,~ 

Central Indian C..lfieldo . . ... ... I .. . 10,00 

ToT.U. · 23,19,86 . 22,08,781. 21,67,P2 17,08,P.6 . 

_45. A special Stores Officer was appointed by the Railway Board to in
v~stlgate th~ ~tocks of stores and material~ on State-worked Railways with a 
~1ew to dectdmg what ar_e surplus ~ _theJr.present requirements, to arrang
rn~ transfe~ between. railway admmistrntJOns. of their surplus stocks, and 
~g the pnces at wh1c~ such transfers should be made, and taking generally 
action for the reductiOn of stores balances. The admi.D.istrations of 
Company-worked Railways were informed that his services would be avail
able for the benefit of such railways, as might desire to avail them. 1 f 
his 

. se ves o 
expenence. . . 
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46. As a result of the. action taken during the last two years, it will be 
seen that the total holdings of stores were reduced by. 6 crores from the figure 
to which attention was drawn by the Inchcape Committee resulting in an 
a.nnual saving of from 30 ~ 35 lakhs in interest charges. 

. ' 
{ . . 

47. A further substantial"reductioh was effected during the year in the Co~pensation 
amounts paid under this head as will be seen from the following statement:-~=1!:;- or 

damaged.. . 

Claims for goods lost or damaged paid by Glass !-Railways (excluding ' 
Jodhpur Railway) during 1922-23, 1923-24 and 1924~25. · 

·, 

.. 
Railways. 1922-23. 192>·24. • 1024·25. 

. . R.s . n.8. Rs. 
'. 

Assam-Bengal . . . . 23,085 17,Q69 17,687 

Bengal and North-Western . . . 1,1o;n6 1,62,461 80,680 

Bengal-Nagpnr . . . . 1,98,972 2,68,708 2,01,889 

Bombay, Baroda and Central India . 15,68,572 6,44.,678 6,08,064 

Burma . . . . . 45,183 29,319 38,662 
.. ' . . 

·.t,6S,020. Eastern Bengal . ·• . 1,98,554 1,77,o2o 
' 

East Indinn . . o3,02,013 . 40,44,Q89 . . 29,07,558 

Great Indian Peninsula . . 19,68,436 16,17,i83 6,63,609 
.. 

Madros and Southern Mahratta 2,21,125 1,54,16·! : . 85,518 . 
Nizam's Guaranteed State . . .36,222 24,206 17,022-

North Western . . .16,89,608 4,73,339 6,84, Jti2 . . 
Ondh and llohilkhand • . . 4,97,212 2,28,u31. 1,53,793 

Rohilkund and Kumaon· . . 45,105 16,681 ,. 21,8tl0 
' 

South Indian . . . 68,951 44,502 32,045 

· ToTAL 1,~0,80,554 78,96,898 56,70,49~ .. 

The results would have· been even more substantial had it not been for 
the unsatisfactory position on the East !~dian Railway ·where the payments · 
were still greater than those made on all other railways put together. There 
has, however, been a decided improvement on this line and during the year 
there was a reduction of over Rs. lllakhs in the payments made. The actual 
decrease would have been larger had it not been for the fact that during the 
year the number of outstanding claims cases we~e reduced. 

All railways except the Assam-Bengal, Burma, North Western, and 
Rohilkund and Kumaon Railways showed decreases in the amounts paid 
during the year. The increases on these railways except the North Western 
Railway are trilling and that on the North Western Railway is partly due 
to the amounts paid for goods lost and damaged in the Pano Akil accident. 

c2 
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This satisfactory reduction of about 64 lakhs in the amounts paid as 
compensation for goods lost and damaged as contrasted with the figures for 
1922-23, to which the Inchcape Committee directed attention, is due to the 
special measures referred to in last year's report involving greater attention 
to the custody of goods in transit, and more particularly to the action taken 
for fixing the responsibility in individual cases upon the staff whose duty 
it is to see that such losses do not occur, followed by punishment or dismissal 
:::f the staff concerned. 
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CHAPTER· III. 

NEW CONSTRUCTION AND ENCINEERING WORKS •. . •. 

48. The total capital at charge on all railways including those under con- Capit• ~ 
struction, up to the end of Marc;h 1925 amounted to Rs.· 740'68 crores <:>f. exp<ncliture., 

which Rs. 655·21 crores represented the capital at cha~g& on the State-owned 
railways inclusive of premia paid in th(l purchase of Companies'· lines, the 
balance having been provided by. Indian States, Companies aud Distr:,ict . 
Boards. · 

' 

. . The capital at charge in regard to State-owned· .railways for which· 
Government is responsible is made up· a8 follows:·-· . . · .. . . . . . 

. , £ . 
Liability and debt incurred in purchas.e: of rai~ways 150,l(l9 ;299 

Less liability and debt cancelle<!: by the operation of · 
. .Annuities and Sinking Funds . . · . , ... - 29,223,926 

Ne~ amount o~tstandi~g 1 
.; .. '120,885,373 

Converted at Rs. 16-£i . -. 
Direct expendi~lire by Government 

. ~OTA:X. 

Rs. · (.omitting boO) 

1,8i,32,81 · 

4,73,88,32 

6,55,21,13 

Of this amount Rs. 6,07,85,90 is Government ~pital and Rs. 47,35,23 the 
capital of Companies. · · 

• . . . 
49. ·The total capital outlay on all railways during 1924-25 was Rs. 15'50 

crores of which Rs. 13·47 crores were spent on State-owned railways. • The·. 
distribution of this latter figure .between open line works, rolling stock, and'. 
new lines, with the figures for·the·previous three years aiJ.d for 1913~14, ·is 
given in the following .table :- . · · · . . • 

Yeor. 

1913-14 .. . . . 
1921-22 ' . . 

,
' 

-- ------------10'.!2-23 . . 
1923-U . . . . 
1924-215 
·-~")_I-_ '1.-~ 

. . . 
,.,., ..... 7 

----- -~.-.----

OPBN LINU. 

Worb 
Rolling stock. including 

Stores. 

R& Re. 
croreo. ororeo. 

. 9•30 7-31 

11-20 1002 
-- ~ --- ----· 

' 6·77 9·52 . 
7-69 9·51 

4-66 6·U 

-- ---- --

- . 
NeW lines. flJW<D 

' To'l'AL. 
TOTAL. l 

Re. Re. Re. 
croreo. ....... ororea. 

16·61 1-86 18-47 
' 

21-SS 2-11 23·33 - .. ---· - ---.....-
16·29o 2·74 .. ]Q·O:S 

17.-20 2•51 19·71 . 
11-1)9 • 2•39 1N7 

IC:..\.~ - ----

I ,~--~~ L _ _:._~ l 'l.-2.-0() 

-

• 
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50. The distribution of the expenditure over the various lines is shown ,in 
the •ummary below :-. 

. OPBN LINM. 

New Iince. GJW<D 
Railway. Total Toor.u.. 

Worb, ole. Rolling otock. Opon linoo. 

RL RL RL RL RL 
oro,., ororoo. ororoo. . ororoo. eroreo. 

Boogal-Nagpur .. 0·80 HZ 9·32 HlO 3•32 

Bombay, Baroda and Contra! 1-28 0·59 1-87 .. 1'87 
India. . 

Eaatorn Bengal Oo05 0·14 0-19 .. 0·19 . . . . 
0•32 1-81 2·13 0-18 2•31 East Indian . 

Great Indian Poninaula. 0•21 0·63 0·84 0-()4 0·88 

' 
ll&draa and Southorn Mahratta 0•25 0·39 0·64 .. '0114 

North Wcotorn -0·18 0•66 0·48 0·57 1-QG 

South Indian • . .. . 0•52 -0•5 0-47 0-12 0•59 
. 

Othor Railways . . HI 0•73 2•14 0·48 2·62 

TOTAL . 4·66 6•42 11•08 2-39 13•67 

(1) Lines opened or under construction. 

51. A total mil~Jage of .233'48 miles was opened during the year and con
sisted of:-

8!·91 miles ' 5' r." gauge. 

149·90 miles 3' 31'' gauge • 

. 1·6'/ mile• ll' O"gauge. 

The following is the detailed list of the more important new lines 
opened:-

Na.me of Uno. Gaugo. Longth. Ownor. Worldng 
Agonoy • Do.to of opening. 

. 

Dangoapoei Goa Section 5' 6' 18•37 Stoto B. N. Ry. Co •• 20th Fobrnary 1925. 

HB.rbour Branch overhead 5' o· ;·56 
}toto 

3rd Fobrua.ry 1925. conneotion. . G. L P. Ry. Co • Aml&-Na.rk.her Sectio.;, • . 5' 6' 110-16 4th September 1024. 

Pedap&Ui-Ramgundum Section 5' 6' 10·64 H. E. H. tho N. G:S. Ry. Co. lot Jnly 1926. 
Nimm't Govt, 

Kotb-Gangad Dbandhuka a• at• 27·37' 8tato ) . . B., B. &0. L Ry. lot lllaroh 1925 • Sootlon. eo. 
Moulmein-Yo. ' •, 

Kalawtbat-Tbanbyozayat 3' . at• 8·66 25th Aprll 1926. Bootion. 

Tbanbyuzayat·Ka.rokpi Boo- 8' 3f' 8-46 lot July 1924. tion. 

Karokpi-Tinyn Boetion . a• at• 7·59 
Bnl'lll& Govt. • BurmA Ry1. Co. 

23rd Ootobcr 1926 • 
Tinyn Lamaing Boetion a· 3f' 18·43 17th January 1925. 

Pyinmona Taangdwiogyi a• at· 5·82 27th Aprll 1026. Lcwo Kantha Section. 
Kantba-Dalangyun Section. a• 3J' 26·23 Burma Oovt.. Burma. Ry& Co. 23rd January 1925. Dalangyun-Taangdwingyi 

Section. 3' at• 36·4R lOth Maroh 1925. 
Na .. lgarb.Jbunjbuno Soctiou a• 3f' 22-92 Jalpor Dorbar • B., B. &0. L Ry. lot Anguot 1926. 

Co. 
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52. The following lin~ which had been previously opened 
traffic were opened for passenger traffic also during the year :-

for goods 
I 

Na.mo of Jino. Ga.ugo. Longth. Owner.· Working Agency. Date of oponiog. 

- ·-
Sl ..... r Road 

Boctlon. 
Naginwara. 8' at• 8·68 Slat.a . A. B. Ry. Co. • 4th April 1924. 

.Ainavar Dandoli 8 31" 19-12 Bombay Govt. M. & S.M. Ry. 3rd November 1924. 

53. A length of 116"70 miles of single \ine was doubled and opened for 
traffic and details are given in the following statem.ent :-... .. 

Name of the line. Ga.ugo. Longth. Working AgonOy. Da.to of oponing. 

. 
KaauDda 1o Dbanbad . . 6' 6" 2·28 }E. L Railway ·{ 22nd April 1924. 

• Opennd ln a.ot!ODO iD 
Bazaribagh Road to Sarma.tand. , 6' 6" 18•69 ApriiiUld May lw.!t. 

Gya 1o Pbalgu Weat blnok hut . &'· a• 1-()4 ~E. L Railway ·{ 30th Januauy 1925. 

Bone EMt. Bank to Dohri on Sone . 6' 6" 8•10 6th- 1926. ' . 
' PuraJiA lo Kandra . . 6' 6" 42·46 }B. N. Railway Co.{ 

Opened in aecti.oM between 
April and November 

Khargpur lo Couyo • . 6' 6" 6·32 1924. 
28th July 1924. 

l'yun':"za 1o Ponmoson . . 3' 31" 26•47 Burma Railwa)'l • Opened in MOtions bet· 
WOOD. September 1924 

. and ll!aroh 1926. 

Falaknuma to Bolaram . . 3' 31" 17-44 H. E. H. the Nizam•a lot April1924. 
Guaranteed,, State 
Railway. 

54. The following alterations of gauge were made during the year :-. 
Name of tho line. Gauge. Loogth. Datu ofoponiDg.-

Wankcmor llorri Sootlon, Morri Ball· fc»nverteci from 2' a· to metre gango 16·83 19th Jane 1924. 
way. 

Bant.ahar Parbatipur Bocllon, E. B. 
Railway. 

Converted from 3' at• toG' 6'"' gauge 60 lat July 1924. 

1 
The line between Kilokri to Delhi New Capital a length .of 6·59 miles 

-wa.• diverted and opened on 17th December 1924. 

55. A total of 1 ,200·76 miles of lines was under construction at the end of Lines under 

'• 

the year, consisting of the following :- 3i:m'~J.n on 
658·56 miles 51 6' gauge. 1925. 
488·69 miles :l' 3~ • gauge. 

53·51 miles :!1 6• and 2' 0'1 gauges. 

56. The following table shows the progress reached on certain lines as well 
as the names of the constructing agencies :-· 

Nameo!U.... Oaup. Loogth. Conatzucting Agunt& 
Pros- of Wort 

on 3lat March 1925. 
'. Proportica comploted. . 

llozabil B.....t. . . . 6" 8" 443 •60 

Argada Brauch . . . 6' 6" 1110 ·90 . 

Dbann'-ad·Kharthaloo 6' e• . 
' . . 2·60 

~Bengal Nagpur Conatruotion roconily 
' 

&Dway -Compu1y. 
Gottit.aapr- . , . 6' 8" 7-23 ·14 

' I . 
Boldwo-1\amprh (llenDo. 6' 8" 18·76 

u 1KI on Bermo awang. 
n.mo,.~ -98 on Swanp·l>uDoya. 
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Name of Line. 

South Kanupura (Duuoya to a 
point DCIIU' Damoodar river). 

Toloher Coalfiolda 

CeutrallDdiau Coalfields • 

Chandrapura Gomoh Chord 

llajri-Rajur • 

Kropett Bellanhah (Ramguu· 
dum) Tandur Section 

Karipalli-Kotbagudium • • 

Rikhikeah Road Rikhikeah 

Khyber (Jamrud La.~dikhau) • 

Shc>ranur Nilambur • 

Slboagar Road Kho""ug • 

Pharendra Nautanwa hto. 

RaiDl1AgarSuraiprbwitha branch 
hom Bugia. to Anupgarh. 

Hanumangarh-Sinla. 

Bauktaw-Mingaladon • ., • 

Tauugdwlngyi.Kyaukpedaug 

:Uoulme:in-Ye· 

Begy~.y .. u 

Pego-Kayan • 

Hoho-Tayow Eztn. • 

Naujangud-Hatdanhalll • . 

Gadwal·Kumool 

Prachi Road Janwda 

Vlliupuram.Trfohluopoly • 

Viradunagar-Tenbl\ 

Paudharpur·lllraj Eztu. • 

Dbolpur·Rajaklnn • 

Bllimora-:K.J .. Am&..Jbaria 

Anjar :&ch&r~ • 

ParJakimedf..Qanupur Esta. 

Extenaior. •nd reaUgnmenb round 
L&ahkar GwaUor and A:loror 

Gauge. 

6' 8"' 

G' o· 

IS' a· 
6' o· 
IS' 0" 

s· sa· 

3' 31" 

3' 31" 

3' Sf" 

3' Sf" 

3' 31' 

a• at• 
a· at• 
2' 6" 

2' 8"' 

2' 6" 

2' 0" 
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Con-otiug Agout& 

19·26 

l ~ngal Nagpnr 

J ~-· 
Railway 76o07 

300.00 State Agonoy 

9·97 Eaat Indian Railway 

L1·22 Great Indian Peninsula Railway 

149·60 

24-52 

7-12' 

}

Nizam'a Guaranteed 
Railway Company. 

Oudb and Rohllkband 

26·36 North Woatorn Railway • 

41·28 South Indian Railway Co. 

38·79 Auam llougal Railway Co. 

U·26 Bengal and North Woat.rn • 

116.00 

7lo06 

11.00 l 
71·00 I 

89.00 

23-64 

36113 

9.00 

I 

{ 

Burma Railwaya Company. 

Pr-of work · 
on 31st. March 1925. 

Proportion completed. 

·86 

·M on lint 311-« 
.miles. 
•42 on the remaining 
portion. 

·70 

oQ3 on 167-52 milea. 

·G:I 

·94 

·70 on Ramgurdnm 
Goliara eection. 

•0'7 on GoUara Tnndat 
aoction. 

-o6 

:so 
Construction recently 
aa.notioncd. 

·00 

•66 

•40 

Construction recent
ly aa.notionod . 

77-93 Jodhpur Railway • · •46 on Marwar Juja.
war ~tion. 

33.00 l\lyaora State RaUwaya • 

26.00 Dbrangadhra Burbct.r 

39·W Nlzam'a Ganrantocd 
Railway Co. 

7•60 JDDOgad Railway 

110·60 

76·32 

92·3' 

22·3' 

}south Iudion Railway 

Bani Light Railway 

Dbolpur Bar! Railway 

St&ta 

2·« Gackwar'• Baroda Railway• 

23'16 Cuteb State Railway 

31•63' 

119·00 

Parlaklmadi Light Rll!lway 

GwaUor Light Railway • 

•13 an Jnjawar Doeuri 
aeotian. 

•06 

Conatruotion rooontly 
aanatlonad. 

·01 

Conatruotlon rooently 
aanotionod. I 

•16 

•86 

-4)3 

Con&truatlon recently 
aa.notianod. 

Extonaiona round 
Laahkar opened and 
the remaining Unoa 
aro under ooDBtmc· 
Uon. 
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67. The following are brief notes on some of the m'ore important lines 
opened or under construction during the year excluding lines in Burma and 
Southern India which are dealt with separately. 

ltarsi-Nagpur Railway. 

The Amla-Narkher section was opened for traffic on the 4th <!f September 
1924 and this marked the completion of the ltarsi-Nagpur Chord which 
opens up a part of the Central Provinces particularly rich in minerals. This 
chord is about 185 miles in length and reduces the distance from Delhi to 
Nagpur by about 260 miles and in conjunction with the Balharshah Exten
sion Railway, which is being constructed by His· Exalted Highness the 
Nizam's Guaranteed State Railway, will give direct southerly communica
tion witjt Madras and will reduce the distance between Delhi and Madras by 
over two hundred miles. 

The Balharshah Extension Railway is now open for traffic from Kazipet 
to Ramgundam south of the Godavery river, the section from Ramgundam to 
Pedapalli having been opened to passenger traffic on 1st July 1924. There 
still remain about 92 miles of construction to complete _the project and this 
includes the crossings of the Godavery and Wardah rivers and also of a diffi
cult tr.ack of country between these rivers. 

A hj~-edabad-Dholka Railway. . 
The section Koth J(:!ngad-Dhandhuka forms . ;he la~t portion of the 

Dholka-D~andhuka Extension which places Ahmedabad in . through metre . 
gauge connection with Botad, 'a station on the Bhavnagar State Railway. 
This new connection is expected to benefit considerably the trade of the 
Bhavnagar State in South-East Kathiawar. 

A'lna'Dar-Dandeli Railway. 

The Alnavar-Dandeli line was constructed in 1918 by •the Madras and 
Southern Mahratta Railway as a light railway on behalf of the r:tovernment 
of Bombay for the purpose of exploiting the forests of the north Kanara 
District. It was opened for goods traffic on the 1st February 1919 and for 
passenger traffic on the 3rd November 1924. 

Khyber Railway. 

The construction of the Khyber railway is approaching completion and 
the line is expected to be ready for opening to all kinds of traffic in ~ovember 
1925. ' I -

Central Indian Coalfields Railway. 

This consists of the Daltonganj-Barwadih (formerly Daltongunj-Hutar) 
Section, the Barwadih-Barka Kana (formerly Hutar-Hesla) Section and the 
Anuppur-Seinra Section. • 

The Daltongunj-Barwadih length is an extension of the Sane East Bank
Daltongunj Branch of the East Indian. Railway and connects this Branch . 
with the Barwadih-Barka Kana line now under construction. Thi~ con
nection will form an 'outlet for coal obtained from the South Karanpura Coal
fields to the industrial ~entres of the United Provinces and the Punjab 'Did 
the East Indian Railway Grand Chord and Moghalsarai. · 
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The Barwadih-Barka Kana Seqti9n (97 miles· in length) connects 
Barwadih with the Hesla-Chandil Railway now under construction. by the 
Bengal Nagpur Railway Administration and will form, in conjunction with 
the Daltongunj-Barwadih Extension, another outlet for coal obtained from 
the West Bokharo and South Karanpura Coalfields; this will"obviate the 
necessity for such traffic adding to the congestion at Gomoh·.Junction and 
passing over the steep inclines of the East Indian Railway Grand Chord 
Line. It will also eventually form part of a through line extending to 
Anuppur, on the Bilaspur Katni Branch of the Bengal Nagpur Railway 
which will reduce considerably the distance coal has to be carried from the 
above-named collieries to the west of India, when the." prospects of traffic offer
ing warrant its construction. The line generally follows the valley of the -
Anranga river from Bnrwadih up to the water shed near Chandwa l!o_Ild then 
descends the valley of the Damuda river to Bnrka Kana. Progress has been 
satisfactory in view of the fact that the country traversed contains no roads, 
sparse population and scanty food supplies. , · 

The Anuppur-Semra Section (some 50 miles in length) is at present only 
a branch line starting from Anuppur, a station on the Bilnspur and Katni 
Branch of the Bengal Nagpur Railway, and running due east into the 
Feudatory State of Korea, but will eventually form part of the through route 
from Barwadih referred to above. The immediate object of this branch is to 

' open up the coal de};!osits foundl!L!!!e ·Koren Stqte. So far little progress 
has been possible owing to the formalities necessary in obtaining .Possession 
of tbe land. . · . 

Helsa Clwndil Railway. 

This line starts from Hesla (now Barkakhana the terminus of the Sout)l 
Karanpur~J, Railway) and joins the Bengal Nagpur Railway main line.at 
Chandil on the :purulia-Sini section. The object of the line is to afford an, 
alternative ,.outlet to the south for coal from West Bokharo and the South 
Karanpura coalfields. The line will be about 76 mile.s long and by the end 
of the year about 55 per cent. of the work had been completed on the first 
36·44 miles and about 42 per cent. on the remaining portion. 

Talcher Coalfield.• Railway. 

· This line takes. off the main line between Kapilas Road and Jagatpur on 
the east coast sectiOn of the Bengal Nagpur Railway and will serve the 
Talcher coalfields. It is about 61 miles in length. Good prpgress has been 
made with the construction of this line which commenced in November 1922 
and about yo per ce.nt. of the work. has been finished. Some difficulty ha~ 
been expenenced w1th the foundations of the Bangursinga and Nondar 
bridges, in both of which well sinking has h~d to be resorted to. · a 

Karepalli-Kothagudium Railway. 

· Good progress has been made on this Branch line which 1·8 .,,.1 'I I ·. ~m1esq 
and connects With the broad gauge Dornakhal-Singareni Colli · b 
1. t v _ n· er1es ranch mr a n<>repa 1, 



Strengthening of Haro Bridge, North Western Railway (in progress!, to carry standard Ill loads, 
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Barsi Light Railway. 

Sanction was given to start work on the Pandharpur Miraj Extension on 
1st January 1925, but the only work done up to the end of March consisted of 
marking out -the la.tld for acquisition. The object of this extension is to ·open 
up the district between Pandharpur and Miraj which in parts is very badly 
provided with roads, and this lack of communications prevents the ryots in 
this area transporting at reasonable rates their surplus produce to the market 
towns of Miraj and Sangli at one end, and Pandharpur and· Sangola at the 
other end. rhis extension will ,also provide railway. C?mmunication for 
pilgrims coming from the Southern :r<fahratta country. to Pandharpur the 
chief pilgrimage centre for Mahrattas in the Bombay Presidency. 

' 
N anjangud-H ardanhalli. 

The construction of this railway, 33·11 miles in length, which forms J!art 
of the Nanjangud Erode railway, has been held in abeyance since 1921 owing 
to lack of funds but work was resumed in March.. The line will be taken 
for the present up tq· Chamarajanagaro, a distance of 22·12 miles from 
Nanjangud. 

Delhi New Capital (Railway) Works. 

A diversion of the Agra-Delhi Chord Railway, ;'1'\"hich was opened for 
passenger traffic on 17th December 1924, forms part of the project known as 
the Delhi Railway Works Scheme which had its inception in a consideration 
of the railway requirements of the New Imperial Capital. The original 
proposals have been revised more than once and the project as so far carried 

. out has been confined to (1) the Agra-Delhi Chord Diversion, which has been 
constructed as for a double line as regards sub-grade, except· .on the reinforced 
concrete arched b~idges in the new city area where provision has been made 
for a quadruple line; (2) the first phase in the building of the new interchangE' 
passenger station, which includes (a) A platform 800' x 201 for ceremonial 
purposes, (b) The State Entry Road and formation of the site for the cere-

. monial reception of the Viceroy, (c) A dock platform for unloading motors, 
horses and carriages. 

(2) Extensive new eonstroction programmes in certain areas. 
58. In last year's report it was stated that the Railway Board had under 

investigation the prospects of a large number of projected railways. This 
investigation has been continued during the year under review and most of 
the ~chemes previously postponed for lack of funds besides a number of new 
schemes have been examined. It has been decided to push forward the con-· 
struction of all schemes likely to prove remunerative and the programme of 
new lines, the construction of which will be put in hand by the end of 1925-26, 
comprises 2,144 miles. The areas which are recognised to be among those 
requiring the most urgent development by means of railway extensions are 
Burma, South India, and the coalfields area in Bihar and the Central Pro
vinces. The progress of railway construction in the coalfields area in Bihar 
and the Central Provinces has already been described .above, and the follow
ing paragraphs describe what is being done in Burma and South India and 
also the more important of other lines under consideration. 
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(a) New Railways in. Burma. 
Burma presents an interesting study in the progress which· results from 

railway construction and the history of the various lines which have been 
built shows invariably a rapid increase in financial retUo,!ns after the first 
few years. 

Certain aspects of the problem must, however, be borne in mind in order 
that the situation may be properly appreciated. Climatically the country 
may be divided into three main zones, the southern portion being hot and 
damp, the central portion hot and dry, and the northern portion cold and wet; 
This. however, is a generalization whiqh requires qualification from the topo
graphical point of view, for the country essentially consists of a number of 
parallel valleys running ro.ughly north and south with ridges of rough hill 
country between them. These valleys support large paddy crops in the south 
and north, and dry crops such as oilseeds and groundnuts in the central zone, 
while the hills are well forested and supply timber and other forest products 
besides atiordirtg opportunities for fruit culture. Speakin~ generally, the 
development of Burma waits on population. while one of the reasons for 
the sparseness of population is the difficulty of intercommunication and trans
port between the valleys .. 

The work of railway extension naturally falls into three main divisions. 
Firstly, there is the opening up of valleys which at present have no communi
cations. Secondly, there is the provision of feeders, branches and loops 
within the area already served so as to cheapen the cost of bringing traffic to 
the main line. And thirdly, there is the que•tion of connPctions with India. 
China and Siam, each of which has its own special problems. 

During the year under review the following sections of railway were • 
openea:-- · 

(1) Moulmein Ye. 
43·08 miles of this line were opened for traffic in addition to the 26·61 miles 

already being worked. Rails had been linked through to Ye by the'31st March 
and preparations made to open early in 1925-26. This' line will probably at 
some future date form part of the main route :Q:om Ra,ngoon to Bangkok but 
it is at present an isolated branch line separated1'rom the remainder .of the 
system by the estuary of the ~alween. It is being bo~lt under a guarantee 
from the Burma Government. \ 

(2) Pyinmana-Taungdwingyi. /) 

By March 31st, 1925, this line was opened for passenger a~d goods traffic 
as far as Dalangyun while the last section· Dalangyun to Taungdwingyi was 
opened for goods traffic. This alignment forms part of one of the proposed 
routes for a possible Indo-Burma connection railway. 

Various other branches are under construction including :--

(1). 8,egyl-Y~-U. 23·54 ~iles in length, is an extension of the Sagaing- · 
· Segy1 branch and 1ts construction is nearing completion. 

(2) Peru-Kayan. 36·93 miles in length. Construction has been 
•o:~rried on throughout the year but though the work is well 
advanced it has not yet been possible to open any of it to traffic. 
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Other important railways which are proposed include :-. . 
I 

(1) the extension of Pyinmana-Taungdwingyi ljne through Natmauk 
to Kayoukpadaung, 

(2) the Taungdwingyi-Magwe line. 

\ 
Other lines of less importance are the Manda,lay-Madaya suburban rail-

way and the extension of the Malagaon-Bauktow line to New. Cantonment 
East in the neighbourhood of Rangoon. ' 

Surveys will be nPcessary before further construction can be undertaken 
and perhaps the most important group of lines to ~e· surveyed are those to 
serve the Pakhoko District west of the Irrawady. The extension of the 
Taungdwingyi line to Kayoukapadaung and to the river in the neighbour
hood of Pagan will provide, with a ferry across the river a possible starting 
point for a line to serve these districts, while the extension to Magwe, with 
a ferry across to Minbu will afford an alternative route tO the same area. 

Another valley which appears to offer opportunities of development 
is the fertile valley running northwards from the Inle lake to the nei&hbour
hood of Hsipaw in the Northern Shan States. 

A survey is at present proceeding for the extension of the Moulmein 
Ye line to Tavoy and Sinbyubin and in view of the possibilities Qf develop-

. ment at Mergui and in the neighbourhood this sur:v:!ly will be carried on tO 
that place. The country lying between Tavoy and Mergui is said to be 
rich in timber and minerals and is suitable for rubber cultivation but: is 
practically debarred froin development by iack of communications. 

As regards international connections the' question of railway connection 
with China has been much debated in the past and there has been support 
fot three possible routes. The first is the Bhamo-Tengyueh line which 
would more or less follow the caravan route to Talifu in Yunan and assist. 
the caravan traffic to the Irrawady at Bhamo. The second is the extension 
from Lashio to Kunlong ferry on the Sal:~Yeen river. The third is the ex
tension of the proposed Ta Hapalai Namtu line to Mnse on Sweli river 
opening up the thickly poP.ulated Namkham valley. This questiop, however, 
is not ohe .which can be examined at present. 

The oonnection with India presents very considerable difficulties. The 
surveyed route through the Hukong valley is not a practical financial pro
P.osition and it may be ruled out o.f consideration. The question of the 
construction of the Chittagong-Akyab line has been examined but at.present 
would not be remunerative. From the coast to the existing railway system 
in Burma there is no easy route but a search is being made for what is known 
as ·" Sawbwa's route " a traditional Wf.ay through the mountains of south 
Arracan, iY!:hich has been abandoned and forgotten. There is also the possi-
bility of a connection with Siam to be considered. ' . 

In considering the problem <?f future extensions it must be remembered 
that it is not possible to rely on indigenous labour and that all labour 
has to be imported. This necessity mllst limit the rate of construction at 
any rate in the early stages because the la,bour force has to be gradually 
built up, and if construction is to be do~e on economical lines it is essential 
that it should not be spasmodic but continuons. • 
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(b) South India. 

The proble~ of railway development in South India was discussed at 
some length in last year's report and considerable progress has been made 
during the year under review towards the improvement of existing facili-. 
ties in this part of the country and in starting the construction of new lines. 
A comprehensive construction programme for South India to be executed 
during the next few years has been drawn up and it is hoped to be able to 
work up to a construction programme which will result in the addition 
of 250 mileS of new railway a year over a period of six years. 

{1) Shoranur-Nilambur Railway. · 
The estimate for this extension on the 5' 6" gauge which will run through 

the Moplah country was sanctioned in May 1924 and work was taken in 
hand in the following September. This. line will be about 41 miles in length 
and is an important measure for the reconstruction of Malabar. It is being 
constructed under a guarantee from the Madras Government. 

(1') Villupuram-Trichinopoly Chord Ratilway. 

The final location and land acquisition for this line which will form an 
alternative route between Madras and Trichinopoly are in progress, and 
I)ecessary arrangements are being made to start construction. 

(9} Yirudunagar-Tenkasi Railway. 
The final location and land acquisition for this line which will be about 

76 miles in length are in progress. 

Other important projects are under examination and of these it has 
been decided to proceed at once with the construction of the Dindigul Pollachi 
line, 74 miles in length, with a view to providing direct communication 

·between the West Coast and the Madura District and to opening up the 
intervening district. The other important projects in this area, which it is 
hoped· will be undertaken shortly, include :-

(a) A.rantangi-Karaikudi-Manamadura Railway. 
(b) Trichinopoly-Pudokottai-Karaikudi Railway. 
(c) Salem-Attur-Vriddhachalam-Cuddalore Railway. 
(d) Madura-Bodinayakanur Railway. 
(e) Tinnevelly-Nagercoil Railway. 
(/) E;rode-Satyamangalam Railway. · 
(g) Nanjangud-Tellicherry Railway. 

{4) Raipur-PartJatipur Railway and the detJelopment of Yizagapatam as a 
major porl. 

The construction of the Raipur-Parvatipur section-260! miles· in 
length-of the Raipur-Vizianagram Railway and the development of Viza
gapatam as a major port were sanctioned by the Secretary of State in March 
1925. The proposed Raipur-Parvatipur Railway will traverse near its 
centre the largest remaining area of India which is devoid of railway C'.Om
m~nic~tion. This triangular area which measures some 125,000 square 
mtles IS bounded on the north by the Bengal-Nagpur Railway and the Great 
Indian Peninsula Railway, on the west by His Exalted Highness the Nizam's 
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• Guaranteed State Railway and on the south-east by the Madras and Southern 
Mahratta and BengiU-Nagpur Railways along the east coast. 

The construction of a line between Raipur and Vizianagram has been 
under consideration for many years. A reconnaissance was made in 1881-82 
and a detailed survey was carried out in 1897-98. The Secretary of State · 
sanctioned the project in 1905. Work was commenced between Vizianagram 
and Parvatipur and this section-49 miles in length-was opened for traffic 
on the 1st of April 1909. Lack of funds, however, prevented the work 
being proceeded with beyond Parvatipur. Since then the estimates· have 
been carefully revised and this construction is now linked ;with the develop- . 
ment of Vizagapatam as a major port. 

' The comme~tcial value of the scheme as a whole may be summarised as 
hollows :- · 

(1) the development' of the East Central Provinces by providing a 
• shorter and cheaper lead to a seaport, 

(2) the development of the Northern Circars which at present have 
no adequate port, 

(3) the provision of an alternative and probably cheaper port for 
Upper India particularly the Jubbulpore, Allahabad and Cawn
pore area, 

(4) the provision of an additional port on the east coast of India 
which now has no safe harbour for 900 miles between Calcutta 
and Madras, 

{5) the relief of congestion at the port of Calcutta, and also, to some 
1 extent at Bombay and on the railways leading to them, 

(6) the provision of railway communications through· an area .of 
125,000 square miles, · 

(7) direct railway communication between the neighbouring provinces 
of the Central Provinces and Madras ;which at present are 
only connected by a long detour 'Ilia Khargpur on the one 
side and .,u Manmad on the other, 

(8) ·the opening of a through railwey route between Madras and Upper. 
India .,ia Bilaspur and Katni and then, 

(a) t~ia Allahabad, and 
(b) 'Ilia Bina and Jhansi. 

. . ' 
The development of Vizagapatam will be undertaken by the Central 

Government through an Engineer-in-Chief in direct control and with this 
officer an Advisory Board constituted as far as possible on the lines of a 
Port Trnst will be associated. Grants for the capital outlay for this work 
will be allotted by the Legislative Assembly apart from railway funds. 

(c) Other Projects. 

Of 'other pro.jects in dilierent parts of India the construction of the 
:Furkating-Badulipara Railway in Upper Assam has been decided on and 
of those at present under examination the more important are :- ' 

(1) Agra-Bah Railway. 
(2) Karimganj-Longai Valley Railway. 
(3) Calcutta Chord Railway. 
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(4). Ghor!fe:wa, Coalfield ;Railway. 
(5) Narowal Amritsar ;Railway. 
(6) Nadidavolu-Narasapur_ Railway, 
(7) Gudivada-~himavara!l1Railway. 

59. The following new open line schemes were sanctioned during the year 
under review:-

• I 

(1) Remodelli11g Trichinopoly Junction and For.t Stations-South 
Indian Railway. 

(2) Remodelling of Parbatipur station yard ~n connection with' the 
conversion to broad gauge of the Parbatipur-Siliguri Section 
of the Eastern Bengal Railway . 

• . The undermentioned new schemes were under consideration :-
(1) Marshalling Yard at Tondiarpet, Madras and Southern Mahratta 

Rail:way. 
(2) Victoria Terminus Remodelling-Great Indian Peninsula Rail

way. 
(3) Terminal facilities at Grant Road for the Bombay, Baroda and 

Central India Railway. 
60. Considerable progress was made during the year in improving the 

facilities of workshops ·on railways. The following 'are the more 
importimt :- ' 

(1) Trichinopoly-South Indian Railway.-Construcion of new shops. 
(2) Perambur-Madras and Southern Mahratta Railway.-Remo-
• delling of existing shops. . · ' 

(3) Mytinge Workshops-Burma Railways.-Remodelling and ex
tension of existing shops. 

(4) Kanchrapara-Eastern Bengal Railway.-Revised estimates were 
tinder preparation for completion of the remodelling of these. 

· shops. ' ' 
(5) Dohad Workshop-Bombay, Baroda and Central India Railway.

. The commencement of the work on these shops IIY.aS authorised 
at the end of the year. · 

(6) Charbagh WorkshoP-Lucknow-Oudh and Rohilkhand Rail
way.-The question whether the building of a new workshop 
in Lucknow was necessary in vie:w; of the amalgamation of the 
East Indian and Oudh and Rohilkhand Railways was examined 
and,it was decided that the existing workshops at Charbagh 

. could be remodelled and re-arranged to deal with all the work 
whicbwill be required at Lucknow. 

Dectrification of Railways, 

61. On th~ 3rd. of Fe?ruary _1925 the Governor of Bombay declared open 
the first electric railway m India and this marked the beginn' f · il · mgo anew, 
era Ill ra transport as far as India is concerned. The section opened is 
known as the Harbour Branch Extension of the Great India p · u1 
Ra"l f v· . T . n emns a 

1 way rom ICtoria ernilllus to Kurla and consists of 8·45 '1 f 
double track. mi es o 



Electric Motor Coach, Great Indian Peninsula Railway. 
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The electri~cation of the Harbour Branch Extension forms only part 
of the various schemes at present in progress for electrification of the 
suburban and main line Sl)rvipls in Bomba)~ which on the Great Indian 

, I 

Peninsula Railway include the electrification of tlie main and suburban lines 
to Kalyan and on the Bombay, Baroda and Central India Railwa:J electri
fication of the lines betwoon Church Gate and Borivli. 

· 62. The scheme for the electrification of the suburban services has beeu 
under consideration for a considerable period. Prior to the War the Bom
bay railway administrations found it necessary to consider how the rapid 
expansion of suburban traffic could best be m\)t. Messrs. Mer1, and McLellan, 
Consulting . Engineers, were asked to examine the que5tion and in 1913 
submitted a report the consideration of which had to be postponed on account 
of the War. In 1919 the same firm submitted revised reports, one dealing 
particularly with the electrification of the suburban lines of the Great 
Indian Peninsula Railway. This revised report showed that the electrifi
cation of the suburban lines was feasible and while increasing the capacity 
of these lines would at the same time reduce working expenses. In short 
the electrification of the suburban lines of Bombay will provide the rapid 
transit essential to the success of the various development' schemes designed 
for the relief of overcrowding in the city. 

The Secretary of State for India's sanction was qJ:>tained in 1920 to 
the commencement of work but the scheme was delayed for want of funds 
and in· 1922 a modified scheme, providing for electric services between 
Victoria Terminus and Thana and on the Harbour Branch to Kurla and 
Mahim was adopted. Subsequently this $cheme ;was further modified so 
as to include electrification between Thana and Kalyan and the Secretary 
of State's sanction was obtained in November 1923. The work is in .hand 
and it is expected that ~e scheme will be completed shortly. 

The opening of these new electric services are of significance not only 
in its bearing on the transportation problem of Bombay but of all the rail
ways in India. Cheapness of travel is a very important factor in the life 
of a people and a member of the public who desires to travel daily to Kurla. 
and back will be able to buy a season ticket a.t rates which allow him to 
travel over 11 miles for one anna.. This rate has probably no equal in 
cheapness in any other country in the world. 

The services on the Harbour branch and Mahim Chord are designed 
to provide for an entirely ne:w; passenger traffic which is expected to result 
from the development of the Sewri-Wadala, Dadar-Matunga and Sion
Mil.tunga housing schemes of the ·Improvement Trust of Bombay for the 
relief of overcrowding in the city. 

New rolling stock has been provided for these services. The coaches 
are 681 long and 12' wide equipped with centre bufier couplers and vacuum 
brakes, and 6l rakes are being provided. Each rake consists of two sub-

: units of 4 bogie coaches each. The sub-unit comprises one motor coach, 
t:w.o single driving trailers, and one non-driving trailer. Each rake will 
accommodate 1,000 passengers or 331 per cent. more than the steam hauled 
rakes, at P.resent in use for th.e suburban services. This rolling, stock is 

D 
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being built to the new standard of dimensions and though not the largest, 
these coaches are probably the widest in the world. 

·The estimated cost 'of electrification is:-' 

Harj>our Branoh 

Mahim Chord . 

' 
Rs. 

42,28,850 

4,63,000 ' 

One interesting feature in the wurk is the steel viaduct carrying the 
Harbour Branch line over the Wadi Bunder Goods depot. It, with its.high 
level station, contains 2,788 tons of steel, is 1,728 feet long and cost 20 
lakhs to complete. 

The working costs for the electric services (including power, train staff, 
maintenance of stock and equipment and train running expenses) are estimated 
at 29'00 annas per train mile as against 37·79 annas per train mile for steam 
services. The physical conditions of the Harbour Branch are such that it is · 
doubtful whether an adequate and efficient steam service could have been 
provided; the chief difficulties are the 1 in 30 grade and the extra track accom
modation required for the steam services. Moreover apart from the saving 
in working expenses, the advantages of the electric service~ are so obvious that 
they do not need repetition here. · • 

Electric power is being supplied by the Associated Tata Hydro-Electric 
Supply Companies·at sub-stations at Wadi Bunder and Kurla; the power is 
received at 22,000. volts and transformed down to 1,500 volts D.C.' at·the 
sub-stations. The cost of power is rupees fifty per annum per Kilowatt of 
maximum dflmand in addition to a Tate of '425 anna per Board of Trade 
unit of actual consumption. 

63. The other electrification scheme to which a brief reference has already 
been made is the electrification of the Bombay Local Lines-of the B., B. & C. I. 
Railway from Church Gate to Borivli. It is being found necessary to electrify 
this section on account of the large and continuous increase of passenger 
traffic over these lines. Satisfactory progress has been made during the year 
on this work and it is hoped to inaugurate an electrified service on this portion 
of the line in the near future. 

64. Other schemes of electrification which are being considered are ;_ · · 

(1)- the electrification .of main line of the G. I. P. Railway to Igatpuri 
on the northern line and to Poona on the South East Line, 

(2) the electrification of the suburban lines in Calcutta, 

(3) the electrification of the suburban lines in Madra~. 

Due to the ~resence of a Ghat section on each of the main lines of the 
G. I. P. Railway the introduction of electrification will result in a general 
acceleration ?f passenger traffic •. in a considerable saving of time in the working 
of goods trams, and, 88 the rulmg grade on the Ghat sections is 1 in 37 in a 
reduct~on of working ex~nses the present cost of working the_ traffic being 
very high. The acceleratiOn of paBsenger trains between Bombay and Poona 
will undoubtedly help considerably in the expansion ·of this important town 
as there will be a saving in time of about 1! hours for mail trains between 
Bombay and Poona. 
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Other improved facilities on Open Lines. 
65. Good progress was made during the year in providing improved faci

lities for handling traffic and these included about 117 miles of double track, 
the provision of crossing :Stations, new marshalling yards and improvements to 
existing yardS, etc. Many railways as a result of the steps taken during the 
last few years are now in a position to handle more traffic than is offering at 
present. For example, the E. I. Railway from July until the end of the 
financial year, except for one or two very brief' periods, was in a position 

. to handle more traffic than was offered although previously the traffic on this 
line was congested. It is not possible to include a roinplete list of all these 
works in this report but the principal works on the more important railway 
systems are summarised belo,w. 

Bombay, Baroda and Central India Railway. 

A large number of important works are in hand of which the most im
·portant are connected with the improvement of traffic facilities i.i:J. and around 
Bombay. These include:-

(1) Tlte electrification of the Bombay Local and Suburban secti/Jn.
This project at present provides for the equipment of ouly t~o 
main lines between Grant Road and Bandra; 

(2) Qu.a<!rupling the Une between Bandra and' 13or1:oli,-This work is 
progressing well and it is hoped tQ complete it by January 1926; 

(3) Quadrupling the line between Grant Road and Bandra.-Sanction 
to certain expenditure on this work was given in Novembe; f924 
and the earth work _is in progress; 

(4) !JeLisle Road and Dadar· Road O'Derbridges.-These works are 
nearing completion_; 

(5) Terminal arrangements at Bandra. 

Works completed during the year include the provision of crossing·stations 
between Manglamaudi and Jekot and between Chanchelao and Godhra, the 
installation of telephone train. pontrol lJn the Shamgarh-Kotah and Kotah
Agra East Bank Sections, add.it:ions and alterations to the yards at Miyagam 
and Dohad, the provision of ex~ra turn-tables at three engine changing stations 
and the building of a new power house' at Ajmer~ 

The work of rebuilding the Bassein bridges is in progress but it has been 
found that this will take a longer time to C~J,rry out than w~ expected. 

Other works in progress i~clude the remodelling of the yards at Bulsar, 
Ahmedabad and Kankaria, the strength!lning of. the piers of various major 
bridges which were weak, the installation of telephone control on the 
Ahmedabad-Ajmer section, the remodelling of Mehsana and ,Achnera yards 
and the supply of electric power to stations, yards, ojfices and shops. 

Considerable dama~ was done to cehain sections of the line by f!,oods in 
. August and September and the total cost of repairing these damages exceeded 
Rs. 3 lakhs. 

Burma Railways. 
'Considerable progress was· made with. the construction of new lines of 

which about 220 miles wer~< under construction at the beginning of the year. 
. :D2 

• 
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The doubling of the main line between Pyuntaza and Pyu was completed and 
opened for traffic during the year and good progress was made with the 
doubling between Pyu and Kyungon. 

All weak type triangulated girders· between Prome and Mandalay were 
replaced .by standard girders and of the 150 miles on.the main line--Prome to 
Mandalay-that still had to be relaid with 60 lb. rails all but 24! miles were 
completed by the end of March 1925. 

_ The remodelling of Mandalay and Kemmendine stations and the construc
tion of a sub-way at the latter to take the place of the level crossing were also 
completed. 

The construction of a large marshalling yard at Hteedan is well in hand. 

Eastern Bengal Railway. . 

The conversion of the Santahar-Parbatipur sec'tion-60 miles in length
from metre to broad gauge was finished and the broad gauge opened to traffic 
on 1st July 1924. This completed the first portion of the extension of the 
broad gauge through to Siliguri, the second portion from Parbatipur to 
Siliguri having been started just before tlJe close of the year under review. 
The provision of a broad gauge North-South line obviates transhipment' of 

• heavy traffic between the Calcutta terminals and· the large producing centres 
of Northern Bengal and also the inconvenience of the double change to which 
passengers proceeding to and from the hill stations of Darjeeling and Kurseong 
have been subjected. · 

The conversion of the 2' 6" gauge line from Churni Ghat to Santipur was 
nearly completed at the end of the year. Santipur is a big commercial and 
pilgrimage centre and this broad gauge connection will meet a long felt want. 

Considerable progress has been made in the improvement in working 
facilities and these include:-

(a) the remodelling of yards at Parbatipur, Katihar, Ishurdi, Ranaghat · 
and Ballygunge; 

(b) additional sidings or crossing facilities at five stations; 
(c) the provision of interlocking at I~hurdi, and at Tiljala for trac-

circuiting; .• · 
(d) the e~tension of. train control' in the Calcutta area and from 

Santahar to Saidpur; ·· . 
(e) strengthening or replacing weak girders on the Forbesgunge

Jogbani and the Khulna Sections; 
(/) completion of a heavy wagon lifting shop at Kanc~apara . . . 

An interesting experiment tried on this railway was the' external lighting 
of passenger trains by electricity. The lights, which give a brilliant ilium ina. 
tion on both sides of the train. come on automatically when the train is stopped 
at or outside a road-side station and are intended to minimise running train 
thefts. ' · 

East Indian Railway. 

~teps tak~n durin_g 19_24-25 and in the previous years to improve the 
r.arrymg capactty of tht~ ratlway have at length borne fruit' as is shown by the 
fact that from July unttl the end of the financial year except for one or two 
very brief periods this line was in a position to .handle considerably more 



Nagpur Station, Great Indian Peninsula Railway. opened January 1925. 
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traffic than was offered: The n11mber of tons of coal carried during the year 
also constitutes a record and amounted to slightly over 13! million tons. 

During the year the extension of the yards a.'t Pathardih, Katrasgarh 
and Barakar and the provision of new yards at Moghalsarai and Gya were 
completed. 

The doubling of the track over the Sone bridge between Sone East Bank 
and Dehri-on-Sone was also completed and good progress was made with 
strengthening the girders on the Lo~er Sone Bridge. 

A large amount of extra mileage was opened for traffic including the 
double line from Dhanbad to Katrasgarh, the second up tra,cR between Asansol 
and Sitarampur, .the doubling between Dhanbad and Gya except over the 
Phalga bridge, and the extension of the Toposi-Baraboni chord line to Bara
boni station by means of which two through lines are provided between Toposi 
and Baraboni. · · . . 

Works in progress include the provision of new ya:uds at Asansol and 
Ondal, the remodelling· of yards at Kasunda, Jlierriah, Dhanbad, Gomoh and 
Burdwan; the constr11ction of the Chandrapura-Gomoh Chord and the provi
sion of extra lines on other sections of the railway. 

A train control office was opened during the year at ninapore with control 
over three sections but the location of this office here is only temporary and 
these circuits will eventually be controlled .from Moghalsarai. The train 
control office for the Howrah-Burdwan Chord will be ready shortly and when 
this is opened the entire Main and Grand Chord line& of th~ East Indian 
Railway will be worked ?n the train control system. 

Great Indian Peninsula Railway. 

The most impoi:.tant works completed during the year were the Harbour 
Branch Extension· Railway from Reay Road to Victoria Terminus, New 

• Electric Service from Victoria Terminus to,Kurla, ~nd the final section of. the 
Itarsi-Nagpur Railway, a description of which will be found earlier in the 
chapter. 

Other items of interest include the opening of the new passenger station 
at Nagpur on the 15th January 1925 by H. E. the Governor of the Central 
Provinces and Berar, the installation of Traffic Train Control from Bina to 
Agra and between Sholapur and Wadi, and the inauguration of trials of. 
Roe's patent train stop apparatus between !tarsi and Jubbulpore. ·This 
apparatus automatically applies the vacuum brake if the driver passes the 
advance starting signal without the correct line clear token for the section 
ahead. It also automatically applies the vacuum brake if a train passes the 
outer signal of a station when at danger. Trials are still continuing. 

00 

Madras and Southern Mahratta Railway. 

Good· progrt>.ss was made in the remodelling of the important yards and 
~tations of Arkomim and Ghorpuri. At Arkonam which is an important 
junction of the South-West and Bombay lines through which mail .and other 
important trains pass, two additional platform faces are beinl? providtld and 
increased mnn>halling and stabling lines are being laid; signalling arrange
ments are also bein$ brought up-to-dati'. 



46 
REPORT BY THE RAILWAY BOARD 

. Ghorpuri is a. new tra~shipment station between the~· .1. P. ~~d. M. & 
s. M. (metre gauge) railways just outside Poona. The ex1stmg f~1lit1es for · 
.dealing with the traffic at Poona have been inadequate for so~e t1me ~d- t~e 
work is now to be transferred to Ghorpuri where new transhipment fac1ht1es 
and a metre gauge marshalling yard are being laid out. 
. . Progress was also made with the inauguration of an improved water 
supply for Hubli which is the centre of the metre gauge system and the site 
of its workshops. It has been decided that the water supply should ~ o~ 
tained by impounding water in a separate catchment area_ at D!lvargud•halh _ 

. about 7 miles from Hubli. 
The conStruction of office and quarters for staff at Bez~ada station which 

has now become a district head-quarters of this railway instead of Walta.ir 
{)Wing to the handing over of the Gopalapatam-Wa.ltair-Vizagapatanam sec-
tion of the B; N. Railway is now in progress. · 

•. 
• North Western Railway. 

Further progres;; was effected _during th!l ye~r in improving. the capacity 
of some of the more 1mportant sectiOns on th1s railway. For example:-

- (I) five additional crossing stations were opened on the Lahore, Multan 
and Ferozepore Divisions; 

(2) the conv'ersion of six flag stations on the Ferozepore Division into 
crossing stations was completed; 

(3) loops were extended at 18 stations; 
(4) yaM lightlng was improv~d at four stations. 

Other works completed during ,the year included · the remodelling • of 
Kotkapura, the interlocking of Rajpura yard and the electrification of Sibi 
station and yard. , 

Arrangements for dealing with goods were also improved by the provision 
of additional goods platforms at seven stations and of sheds cin goods plat
forms at three stations. 

On the Raewind-Khanewal section si~ stations are being enlarged or re- ' 
modelled to meet the increased· requirements which have resulted from the 
irrigation of this t~act by the Lower ~ari Doab Canal. The provision of 
improved goods yards at these stations is practically complete and work is 
progressing on the new passenger stations. 

· · Progress is being made with the strengthening of' bridges between 
Shahdara-Lalamusa and .the light H' spans which were under-strength for 
H: G.fS engines have been replaced by 11' arch viaductR J~d rail concrete 
slabs. 

The Down line track of the Ravi bridge has also been strengthened and' 
schemes fqr strengthening the bridges over the Chenub, Jhelum and Indus 
rive~s at Wazirabad, Jhelum and Attock respectively are under investigation. · 

_ , · . South Indian Railway. 

: The improvement of traffic facilities by t~ construction of new lines was· 
an important feature on this railway and the steps taken during the· year 
have already been described. , :. '''··· . ; 



SOUTH INDIAN RAILWAY WORKSHOPS, TRICHINOPOLY. 

Bird's·eye view of Staff quarters under Construction. 
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Good progress .was made with the building ()f Central Workshops at 
Trichinopoly. Th!l renewal of weak girders on the Arkonam, branch was com
pleted' and of those on the Erode branch was in progress. The construction 
of new.bridges across Ferok and Kalla.yi W¥ ptft i,n hand during ·the year. 

Special attention was paid to the improvement of facilities for traffic 
working and estimates for the remodelling of ten stations were under pre
paration, additional loops or through lines at stations and additional signalling 
-and interlocking arrangements were provided, train control was extended and ,, 
a4'!itional crossing stations were provided. · 

,.... '' I ' 
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CHAPTER IV. 
ROLLING-STOCK AND MATERIALS. 

66. Summaries No. VIII-Summary of Equipment-and No. IX
Summary of net additions-in Volume II of this report summarise the eq~p· 
ment and the net a·dditions to equipment during 1924-25. Statements Nos. 
10, 11, 33 and 34 give this information in more detail for individual lines. 

During the year the following items of rolling-stock were on order for thE 
broaa and metre gauge railways :- · . . . 

Item. 

Locomotives 

Coaching atook 

Goods stook 

Broad gauge. 

207 
1114' 
2,311 

9,951 

Metre gauge. 

69 

705 

4,289 

Against these orders the numbers placed on the line by the end of the year 
were as fo-qows :- · 

Locomotives 

Coaching sto~k 

Goods stock 

I .. m. 

.. 

Broad gaugo. Metro gauge. 

137 18 

1,008 440 

4,835 l,OM 

The numbers of coaching and goods stock are stated· in terms of four
wheeler units. These numbers shown as placed on the line do not, however, 
represent the actual net additions to the rolling-stock on railways, as some of 
the units were required to replace vehicles which had reached the end of their 
usefullife. ' 

67. The following statement shows the net additions to or~reductions of. 
rolling:stock on Class I Railways .during 1923-24 and 1924-25 :-. ' 

IJ' 6" gauge, 9' a1• g11ugo. - ' 
19:U.2!l. 1923·:U. • 19:U·2ft. 1023·:U • 

Looomotiv-
Number . . . -6 168 ' -4 65 

Tots! increase in tTaetive effort in 1,737,252 8,566,157 187,144 1,537,834 
pounds, during the year. . 

I 
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rl'fJ' gauge. 3' 3t" pup. 

- . 
1924-26 • 1923-U 1924-215. 1923-2 .. 

. 
Coaching stock-

Pll88ellger carriag- . 
Number . 366 237 153 127 

.. 
Seats. " .. ' 

• 1st . . 145. 524 80 456 

2nd 604 1,379 -61 634, 

' Inter . . 2,511 3,082 377 ..!..109 

Third ' ' 33,445 11,825 14.,605 . . 30,369 

Other coaching vehiol-
Number . 228 85 11 35 

Goods stock- I 

Wagons-
Number 1,626 6,233 816 2,631 

Increase in capacity in tons . 30,210 117,619 12,796 31,158 

' • 
Other goods vehicles- ' 

Number . 532 545 230 421 

68. It will be noticed that there was an actual decrease m the number of 
locomotives on Class I Railways during 1924-25 in spite of an increase in the 
work done as measured by net ton miles (13·0 per cent.) and passenger miles 
(2·22 per cent.) and this was due to the better use which railways made of their 

. rolling-stock during the year. Coaching stock, however, showed a consider
able increase and there was itn actual net addition of 45,270 seats in the· third 

· class accommodation provided on Class I Railways. The number of units of 
coaching stock placed on the line on broad and metre gauge ra.ilways, namely, 
1 ,448 units, also compares favourably with 685 units of coaching stock placed 
on the line during 1923-24. In addition to these the large number of units of 
coaching stock on order and still under construction 'at the end of the year will' 

' be placed on the line during 1925-26. 

69. In the report for the last year, it was mentioned that this subject con- ~~~atiOD 
tinued to have the attention of the Railway Board during 1923-24, and that r · otock. 

with regard to locomotives a permanent standing Technical Committee had 
been formed to consider the co-ordination of requirements in respect of existing. 
and future types of locomotives and to be the committee 'to whom all sugges-
tions for modifications and improvements are to be referred. It was explained 
how the policy of progressive standardisation, as a continuous process, was to 
be carried out. During May of the year under review, the Locomotive 
Standards Committee submitted their report which contained recommenda-
tions as to modifications in existing types, 'together with specifications and 
diagrams of new types. This report was forwarded to the Consulting 



New types of 
rolling stock. 

Automatic 
Centre Buffer 
Coupler. 
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Engineers to the India Office and to the Rail":ay Adm.inistrations f~r crit~
cisms on the suggestions made. The Consultmg Engmeers have d1~d 
·th~ suggestic;ms with technical authorities and manufacturers of loco~ot1ves 
jn the United Kingdom. Sir Seymour Tritton, one of the partners m the 
firm of th~ Consultin~ Engin~rs, visited I~dia_ 'durin? the cold ~~ather_ an.d 
has further discussed matters m great deta1l w1th Railway Adm1mstrat10ns, 
the Locombtive Standards Committee and the. Railway Board. Designs, as 
fin~lly approved, will' no~ be taken in hand and as a result it is hoped that 
more suitable and efficient locomotives will be und,er trial on railways in India 
before the close of the year 1925-26, with a view to iheir final adoption as the 
new standard. types. It is anticipated that, as a result of thorough. trials, 
some mod*cations in the original designs may be necessary. 

It was also mentioned in the report for 1923-24 thnt the RAilway Board 
intended tl) appoint a separate technical comljlittee t.o revise details of existing 
standard !Jesigns of carriage and wagon stock, and to prenare diagrams and 
general sp¢cifications for new types of wagons, and that th~ policy of conti
~nnous progressive standardisation adopted wonid be the same as in the case of · 
locomotives. This committee was appointed in November 1924 and their 
report, witli recommendations, is expected to be ready three months after the 
close of the financial year under review. 

70. Reports are being received periodically from the North Western Rail
way regarding tht> working of the ~pecial Mallet engine that was obtained for 
trial on tlw heavy grades of the Quetta district, particulars of which were 
referred to in last year's Administration Report'. It is too early yet to form 
a definite opinion as to whether this engine is the most suitable type for haul
ing trains ,over the heavy grades on that railway, as competitive trials have 
yet to be made with the Garratt Locomotive which was received towards th~ 
close of the year under review. Other designs of the Garratt Locomotive are 
also to be tried out on the heavily graded sections of the Bengal Nagpur and 
Burma Railways. 

· The Board have had under consideration the economical and more efficient 
working of passenger and mixed train services on sections where coaching 
traffic is light and have come to the conclusion that self-propelled steam rail· 
'coaches could· probably be utilised with advantage in substitution of part 
or the whole of certain passenger services, and as supplementary to existing 
passenger services, where road competition is strong. They have accordingly 
O~<'iiledr lo ·experiment with a few such coaches,. with and without trai'lers, 
on certain sections and branch lines of the North Western and Bengal Nagpur ~ 
Railways. Sanction has ~een given to the North Western,Railway to acquire 

. three coaches and two h_ra1lers, and to. the Bengal N agpur 'Railway to acquire. 
five coaches and five tra1lers, two f9r the 5' 6" gauge and three for 2' 6" gauge. 
r ' • . 

. 71. ·The Railway Board await reports from the railways which . . . . , are 
expernnentmg w1th transition devices, and it is too early yet ,to say what 
the results of the experiments will be. Some of the coupler man f · t 

'1 • u ac urers 
are a!SO concentratmg on thP design of suitable gear for use "th h 

to f 1 d . h . . WI t e 
~~ maf1c hcou~ er uhrmg t e transition period and it is hoped that a solu-
Ion, o . w at 1s per ~ps the most difficult problem in the adoption of the 

' automattc coupler, w11l be arrived at shortly. In the meant1·m · · 
b be ' d •. · e prOVISIOn 

as !ell rna e m the railway budget for _1925-26 for expenditure on the 



UP-TO-DATE TYPES OF LOCO:\IOTIVES ON INDIAN R-\ILWAYS. 

4-6-2 passenger engine, Bombay, Baroda and Central India Railway. 

2-8-2 goods engine, Madras and Southern Mahratta Railway. 
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. 74. The number of wagons actually supplied to collieries during 1923-24 
and 1924-25 on the EaHt Indian and Bengal Nagpur Railways compares'as · 
follows:-

East Indian Railway 

Bengal Nagpur Railway 

1923-14. 

•. 656,327 

244,968 

192<-211. 

716,009 

279,632 

, ToTAL 901,295 995,641 

The average number of wagons supplied daily on the two railways for 
the two years was approximately as follows :-

East Indian Railway . 
North Western Roilwny 

ToTAL 

1923-U. 

1,800 
670 

2,470 

192'-211. 

1,962 
766 

2,728 

During 1924-25 there~ore an average of nearly 260 wagons a day was sup
plied on the two railways in excess of the number supplied in 1923-24. This 
excess was to some extent due to the fact that during the year 1924-25 the 
coal. wagon situation was not affected by serious breaches such as occilrred in 
the previous year. Other contributing factors however were (1) the additional 
transport facilities provided by the railways themselves; (2) the intensive 
application of the half rake system; (3) the efforts of the Coal Transportation 
Officer and his Advisory Committee to persuade large consumers to build up 
stocks of coal during the "slack" monsoon months of 1924 against the busy 

. winter season which normally commences abput December each year. 

75. Signs were not wanting at the beginn_ing of the year of a probable im- • 
provement in trade and a consequent increase in goods traffic, notably over the 
main lines in Upper India. The Railway Board accordingly bad been devot
ing special attention to the movement of goods stock, particularly with refer
t'nce to those important pivotal points, where interchange between railways 
was considerable or where inter-yard work, transhipment, and handling of 

·goods were generally heavy. As a result of their observations, the Railway 
Board decided that an investigation should be made by an independent officer 
into the working of certain large junctions, and an officer was, with the con~ 
Currence of the railway administrations concerned, deputed to report on the 
working at Mogbalsarai, Naihati, Cawnpore and Agra. His reports were 
carefully examined by the Railway Board and the railway administrations con
cerned and suitable action was taken on the recommendations made. The 
investigation brought out certain weak points in the machinery for dealing 
with interchanged traffic and disclosed causes .of delays to~.'stock and in the 
opinion of the Railway Board the reports have been of considerable value. 

ruuohailway . 76. The value of materi~ls purchased by Indian Railways in 1924-25 ex-
materiab urchued. eluding coal, coke, stone, bricks, lime, ballast, etc., showed a decrease of 

Rs. 6:23 crores as compared with the figures for 1923-24. This was largely due 
to a decrease in the value of rolling-stock (locomotives} bought during the year· 
and to the attention paid _to the reduction in the stores. balanees during the 
year. Tbe.re "-118 a reductiOn of Rs. 6'33 crores in the value of imported storeA 
purcha.'le!l and an increase of :Rs. 10 lakbs. in the v&lue of indigenous stores, 

' 



Bogie Aeroplane Van, North Western Railway, 

Central Span of Kistna Eastern Canal Bridge on North-Eastern line of the Madras and 
Southern Mahratta Railway ready for lowering. 



OR INDIAK RAILWAYS FOR uu.2s.. 53 

The table below gives details of the ptuchases under the varions elasses of 
, ' 

lltores: 

Vm w iW'O&iaD JU.TDU.1... . . . • . Valoenf Toeol roc.~· - . pwdua . 
T.-J pm 

1'="""-d ·-h ............. J9"'...+%Z.. ~u. . dind. ~-
im.,.,.c-d 

India. -- ' . ' • • . 
Bo. Bo. .a.. Bo. .a.. .a.. 

• . ...... ....... ....... ....... ....... ........ 
Bollilrti:- . . . . • &'ZT 0"48 5-15 11-37 1-H I OilS . 
r ... aao~.- . . . . . - :-1z 3118 3"28 

. 
1"3& 1-QS 

-';..y 
. 

HD """ 0116 4-ti 5-45 H8 . . . . · . 
'zl.otric Ploal . . . . . 0"14 - 1·10 0"01 1-11 0118 

lldliDs aad-_., aad t.ados ~ - 0"45 0"16 o-61 o-58 

Bridp- . . . . . . o-o - 0"411 0115 0"61 o-82 

Waobloop_,•· , . . . . , o-34 0"11 0"45 .. o-45 11-78 

:EaP-'• plaal : . . . . o-n o-lo ~ 0"01 ~ 0"18 

Tor.ar, . 8"76 3"'70 IH3 ~~ 2083 21il6 
• . . 

77. Revised rules for the pllrehase and supply of articles for the public Hewotanuales 

• . lferrice were iBI!tled by Government iB May 1924. The policy underlying these j!: :""-elf_ 
new rules is to encourage the industries of the country, so far as is consistent &dared ali
with economy 'and efficiency with a more definite preference for stores produced des. . 
and manufactured wholly or partly in India. The formation of the Indian 
Stores Department is a direct outcome of that policy and, as "that Depart-
ment are in a position to advise railways as to available sources of supply of 
indigenous railway stores, all State-worked Railwa,-s have been instructed 
to send copies of all their foreigu'indents to the indian Stores Department for 
IICrlltiny, with a view to obtaiiiing their advice regarding any articles, in-
cluded in such indents, which are manufact'ared and can suitably be purchased 
in India.. The services of the inspection and testing branches of that Depart-
ment are employed by State-worked Railways and Company-worked 
Railways have also been advised to make greater use of these facilities. 
FUrther the Agents of State-worked Railways have been requested to make 
the fullest use of the Indian Stores Department. as a purchasing agency in all 
C35e!l in which it is .considered that their lferrices ~ advantageously b; 
utilised. 

• 78. :Ji:arly in 1924-25 the Legislative Assembly passed the Steel Industry w...;_ .......... 
(Protection) Act, section 4 of which authorises certain bounties for wagons ties. •• 

built in India. In July 1924, shortly after the passing of this Act, ~e 
Railw.ay Board called for tenders for the construction in India of i,050A-2 " 
and 1,250 C-2 type wagons .. They received in response teilders for A-2; 
wagons at prices from Rs. 479 to Rs. 593 per wagon in excess of those for 
wagons ordered ·abroad in the previous February; and for C-2 wagons at 
prices Rs. 886 and Rs. 458 in excess of the February prices. But the 
tendering firms could 'only offer delivery of a maximum number of 320 A~2 . . 
wagons and 395 C-2 wagons in the year; or actually, if the orders were placed-
in the most advantageous manner to Government, only of 320 A-2 and .225 
C-2 wagons. . · • 
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A position of some difficulty therefore arose. In the first place. the 
railways required in 1924-2£\ the full number of 1,050. A-2 and 1,250 C-2 
wagons in order to handle the traffic which they expected. They had there-. 
fore in any case to order abro~d 730 A-2 and 1,025 C-2 wagons, which the 
Indian tendering firms coUld not deliver to them in 1924-25. But at the 
same time the Indian firms could naturally not be expected to accept orders 
f~r only 320 A-2 and 225 C-2 wagons at prices which they had quoted for'a · 
much larger number, nor would so limited an order have fulfilled the object 
of section 4 of the Steel Industry (Protection) Act of establishing il\e wagon 
building industry. It was necessary therefor~ to glve"the firms orders in
volving an extension cif delivery into 1925-26. The Railway Board overcame 
this difficulty by anticipating to some extent t~eir requirements for 1925-26, 
and placing with the tendering firms orders for the· delivery of 850 A-2 and 
1.250 C-2 wagons. of wbich 320 A-2 and 225 C-2 wagons were expected to be .. 
delivered in 1924-25 and the balance in the following year. -

But this liy itself did not solve the problem. .Section 4 of the Steel 
Industty (Protection) Act limits the amount payable as bou11ty to 7 Iakhs in 
each financial year and does not allow of any sum remaining unspent in one 
year being added to the bounty that can be given in the following fear. If ' 
the prices quoted by the tendering firms had' been accepted as they stood, 
the amount payable as bounty in 1924-25 would, owing to the small deliveries 
which the firms could make in that year, have been only some Ra. 2,70,000, 
while the bounty payable in 1925-26 on the 530 A-2 and 1,025 C-2 wagons · 
to be delivered in that year, would have,been about Rs .. 7,40,000. ·In order 
to keep the bounty payable in 1925-26 within the permissible limit_ of 7 Iakhs 
it would in any event have been necessary to reduce by negotiation either the . 
numbers to be delivered, or the prices to be paid in that year;. but what was· 
much more serious was that unless the Indian firms could. tender for further 
orders in 1925-26 at competitive prices with foreign firm's, they might find 
themselves without orders after November or December 1925, since the 
bounty for 1924-25 would have already been exhausted. With this prospect 

· in front of them, it seemed most unlikely that the firms would be prepared 
to take vigorous action to set the industry going. 

79. The Railway Board met this difficulty in the following wQ-y. They 
rejected all the tenders and negotiated jointly with the firms concerned, 
offering them a higher price for wagons delivere~ in 1924-25 than for' wagons 
delivered in 1925-26, and fixing those prices so that the total amount received 
by 'each Jl.rm for the whole order should correspond as closely as possible to 
the total amount which it would have received for the same number of wagons, 

. had its tender been accepted. 

80. These proposals were accepted by the firms with the following 
result:-

(i) Contracts were let for 850 A-2 wagons, at a rate of Rs. 4,750 per 
wagon for deliveries in 1924-25, which were anticipated to amount to 320 
wagons, and at a rate of Ra. 4,200 per wagon for deliveries in 1925-26. The 
t.otal payment due under the~ contracts, if deliveries in 1924-25 had come up 
to expectations would therefore have b~en Rs. 37,46,000 against Rs. 37,79,300 
for the same number of wagons, had the tenders been accepted. ' Similarly a 
~ntract was let for 1,250 C-2 wagons, at a rate of Rs. 4,.450 per wagon for 
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deliveries in 1924-25, expected to be 225 wagons, and at a rate of Rs. 4,000 
per wagon for deliveries in 1925-26. The total payments due under this con
tract, if deliveries had come np to expectations, would have been Rs. 51,01,250 
against Rs. 51,15,000, had the tender been accepted. The method adopted 
by the Railway Board was therefore calculated to result in a saving of 
Rs. 47,000 to Government, against which the firms obtained the advantage 
of larger payments at the earlier stages of delivery. The prices fixed re
presented bounties of Rs. 800 per wagon in 1924-25 and Rs. 300 per wagon 
in 1926-26. They meant, therefore, had deliveries been distributed as was 
expected between the two years, a payment of Rs. 4,36,000 in 1924-25 and 
RA. 4,66,500 in 1925-26 by way of bounty, leaving Rs. 2,33,500 for bounties 
in 1925-26 on subsequent orders for wagons for-delivery in that year. 

(iz) In the event, however, the firms failed to deliver the full anticipated 
numbers of wagons in 1924-25, only 407 wagons being deliverea up to 31st 
March 1925, as against 545 expected to be delivered during the year. This 
resulted in a total sum of Rs. 3,25,600 being earned by wagon-building firms, 
on account of bonn ties on wagons supplied during the year under. review, as 
compared with Rs. 4,36,000 originally estimated as likely to be paid in that 
year.· Of the former amount only Rs. 2,85,600 tX>nld be paid before 1st 
April 1925 owing to wagons being delivered daily up to 31st March 1925, 
which made it possible to pass and pay all the bills for the wagons by midnight 
of that date, and on this account a sum of Rs. 40,000 had to be carried over 
for payment in the year 1925-26. This carry over,:coupled with the shortage 
in delivery against the number of wagons due under the contracts, has had 
the effect of reducing the balance available for payment of bounties for orders 
placed in 1925-26 to Rs. 1,52,10Q, as rompared with the original estimated 
balance of Rs. 2,33_,500. · 

81. In the month of October the Railway Board again invited tenders for 
the supply of wagons. For purposes of giving effect to the terms of the 
Steel Industry (Protection) Act, 1924, on this occasion also, the Board selected 
the A-2 and C-2 types of wagons for orders to be placed in India under .the 
bounty scheme. The numbers of these two types, included in the call, were 
515 A-2 and 425 C-2, being the balanre of the requirements of these types 
of wagons in the year 1925-26 of railways joining in the call for tenders. 
The demand for 515 A-2 type was, however, subsequently reduced to 480 A-2. 
On examination of the tenders received from wagon building firms in India, 
it was found that only one firm had adhered to all the terms of the call and 
had tendered for the supply of 215 A-2 and 115 C-2 wagons at Rs. 3,89S 
and Rs. a;soo per wagon respectively. These prices happened to be the 
lowest of all the quotations received from wagon building firms in India, 
but they were Rs. 475 for an A-2 and Rs. 700 for a C-2 wagon in excess 
of the costs of similar wagons based on the lowest satisfactory tenders re
ceived from abroad. These sums of Rs. 4'i5 and Rs. 700 per wagon were 
consequently fixed as the bounty per wagon for A-2 and C-2 type respectively, 
to be' attached to orders placed in India. The Railway Board had no hesita-

a tion in accepting the tender for 215 A-2 type wagons, referred to above. 
With regard to the balance of their requirements, mz., 265 A-2 and 425 e-2 
wagons they had to ronsider how to distribute the orders to the best advan
tage, taking into consideration the fulfilment of the object of the Steel 
Industry (Protection) Act, 1924, mz., establishing the wagon building industry 
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in India, the manufacturing capacity of the firms, the fact that they bad 
in band orders previously placed for certain types of· ivagons, and the best 
financial advantage to the State. The firm, whose tender for 215 A-2 wagons 
was accepted, was already in possession of an order for 500 A-2 wagons, 
and the Board, therefore, thought it expedient to make a further offer of 
the balance of 265 A-2 wagons to that firm, at the same price as tendered 
for the 215 A-2 wagons. This offer was accepted by the firm. As regards 
the 425 C-2 wagons it has already been mentioned that the lowest quotation 
for this type was also from the same firm, who got the order for 480 A-2 
wagons. But it was for a small number of wagons, viz., 125 C-2, and more
over it was not considered in consonance with the policy of establishing the 
wagon building industry in India to give all the orders to one firm. Further, 
from the reports received from the Indian Stores Department regarding the 
manufacturing capacity of this firm, it was evident that the firm could not 
cope with any further orders during the year 1925-26 and might even fail 
to complete the delivery of all the A-2 wagons ordered from them. At the 
same time, however, the Board were not prepared to pay more for this type 
than the lowest tender price received .from Indian firms. The Board, there-' 
fore, made an offer to another firm, whose tender appeared to correspond 
very closely to the lowest tender price (viz., Rs. 3,800 per wagon) for C-2 
wagons referred to above. Tliis firm had already in hand a large previous 
order for C-2 wagons. This offer was also accepted. The two firms, which 
have received the orders for these wagons, are the only two which are engaged 
solely on wagon building, and the orders were, therefore, most suitably placed, 
both in consonance with the policy of establishing the wagon building industry 
in India and also to the best financial advantage to the State. As; however, 
it was uncertain whether the firm, which got the order for 480 A-2 wagons, 
would be able to deliver more than 100 A-2 wagons in 1925-26, in addition 
to those due against previous orders, and as the 480 A-2 wagons ordered 
from them were urgently required to carry the traffic offering, the Board 
placed an additional order for 380 A-2 wagons abroad. They felt quite • 
safe in doing so, because they bad no doubt that their wagon requirements 
in 1926-27, in respect of the two types in question, will not be less than the 
probable output of Indian firms during that year. Apart from the question 
of the distribution of orders, the Board had to consider also the more difficult : 
question of payment.of bounties out of the small amount expected to be avail
able during the year 1925-26, viz., Rs. 2,33,500. At Rs. 475 'per wagon the 
bounty on 480 A-2 wagons alone would amount to Rs. 2,28,000 or practically 
the full amount expected to be available in 1925-26, and with the further 
-8.ddition of Rs. 2,97,500, at Rs. 700 per wagon, on 425 C-2 wagons the 
total amount required would be Rs. 5,25,500 altogether, as against the anti
cipated available balance of Rs. 2,33,500. This latter sum has since been 
reduced, as already mentioned, to Rs. 1,52,100. 

On their past experience the Board were very doubtful whether the 
firins would actually be able to deliver in 1925-26 all the wagons o;dered 
from them. In ~ny case, .the Board felt certain that such balance as might · 
eventually be available durmg 1925-26, would be sufficient to cover the amount 
that mig~t fall du~ on the portipn of the total order for A~2 wagons likely · 
to be delivered durmg the year. The only other question for consideration 
therefore, was how to liquidate the amount of bounty due on the_ order fo~ 
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425 C-2 wagons and the Board solved this by Etipulating when placing the 
order for these wagons, that although the wagons must be delivered during 
the year 1925-26, payments for them will be made during that"year to the 

, extent of Rs. 3,100 per wagon only and the balance of Rs. 700 per wagon 
will be paid in April 1926. This stipulation has also been accepted by the 
firm concerned. It will, however, be clear from the above explanations that 
the wording of the Act gives rise to considerable difficulties and the question 
of the best "way of avoiding them was under consideration at the end of the 
year. 

82. Duripg the year under review there was a considerable improvement lWls and muc
in the supply of rails from indigenous sources. Demands for a very large tural steeL 
quantity of rails and fish-plates, amounting to 113,038 tpns and representing 
almost the entire demands of both State and Company-worked Railways, 
have been met in the year 1924-25 by the output of the Tata Iron and Steel 
Company. This is due to large extensions of tbe works of that Company 
having come into operation during the cour;;e of the year. -For several 
years, on representations received yearly from the firm, Government had 
agreed to increase the price of steel rails, supplied to the State-worked 
.Railways, under the seven year contract with the Company, but during the 
year under review no such increase has been necessary owing to the relief 
afforded by bounties on rails untler the Steel Protection Act (1924). This 
has resulted in a saving of approximately Rs. 6,63,500 to the State-worked 
Railways, as compared with the preceding year durmg which an increase of 
Rs. 26 per ton over the contract price for rails was granted to the Steel 
Company. 

83. The present arrangement, by which railways purchase wooden sleepers Investigation cf 
jointly, in each recognised producing area, under the control of a conference sleeper supply. 

of Chief Engineers, was introduced with the object of eliminating competi-
tion between railways, reducing prices and distributing surplus supplies 
from one area to railways that might be unable to obtain their full require-
ments from other areas. Recent changes, in the conditions governing the. 
supply of sleepers, have, however, resulted in certain difficulties, which could 
not have been foreseen and for which the remedy is not easy to find. The 
.Reforms have altered the financial position of the provincial Forest Depart-

. ments and the clash of interests between them and the railways has become 
more marked. Moreover, as the demand for sleepers increases with the rail
way mileage and there appeared to be a tendency on the other hand for indi
genous supplies of wooden sleepers to diminish, it became neceSsa.ry to consider 
the possibility of opening out new forest areas, of substituting new varieties of 
indigenous timber, suitably treated if necessary for the sal, deodar and 
other sleepers that have been used in the past, and of using more 1argely 
steel, cast-iron and ferro concrete·sleepers, ·in place of timber. : 

The iRailway Board, with a view to making a comprehensive enquirY. -
into the sources of supply of timber sleepers in Burma and India, the possi
bility of development of such so~ces, the best methods of arranging for 
the purchase and also fqr the reduction of costs of timber sleepers, and the 
necessity for and advisability of using steel, iron and ferro concrete subs
titutes, appointed a committee, consisting of a seD.i.or Railway Officer and a 
.senior Forest Officer, in October 1923, to investigate the whole subject. The 

_:B 
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Committee made an extensive tour throughout India, and Burma and sub
mitted their report about the middle of the year 1924. · The recommendations 
made by the· committee were carefully considered by the Railway Board and 
the attention of the administrations of all Class I Railways was drawn to 
them. The chief recommendations of the Sleeper Committee were in respect 
~ ways and means by which to bring about co-opt1ration between the provin
cial and other. Forest Departments and the railwa~s. These recommendations 
were considered by the Board, in conjunction with the Inspector General of 
Forests, as a result of which the Boord have decided that a further examina
tion of the best arrangement for purchasing such sleepers should be carried 
out by a special Forest Officer, attached to the Railway Board's organisation. 
This officer is to act as adviser to the various groups of the " sleeper pool " 
and as intermediary lietween the various groups of the pool and Forest owners. 
Other recommendations of the committee concerned the possiliility of increas
ing the supply of indigenous wooden sleepers by investigating the financial 
and practical prospects of the treatment of suitable timbers, which are not fit 
for use as sleepers without treatment. In this connection the installation 
of sleeper treating plants inN. E. Assam and South India is under considera
tion. It is hoped that, when the recommendations of the committee have been 
given effect to and co-operation is ,established between the provincial and 
other Forest Departments, and the railways, the result will be to ensure 
ample supplies of sleepers for all Indian Railways at reasonable prices. · 

Investigation of 84. The Railway Board have also had under consideration the possibility 
timber aupply of utilizing the cheaper kinds of Indian timber in the manufacture of railway for railwq 
carriages. carriage bodies and with a view to coming to a decision on this subject, an 

. Indian Coal 
Committee. 

officer was placed on special duty to investigate the matter. He has also in
vestigated the effects on timber of the recognised preservative treatments, as 
well as the possibilites of reducing timber stocks in railway depots by the 
ttdoption of artificial methods in the seasoning of timber, and other cognate 
matters. His investigation has been completed and his report is under print. 
It will be circulated to the Chief Railway Administrations and other autho-

. · rities concerned, with a view to instituting trials of the recommended species 
of timber and of the methods of artificial treatment and seasoning of those 
timbers, which require such treatment or seasoning. 

85. The Legislative Assembly by a resolution adopted in February 1924, 
recommended, on economic grounds, the imposition of a countervailing duty on 
South African coal imported into India. As a result of this, Government 
decided to ask the Tariff Board to investigate whether the Indian coal trade 
was in need of protection either against coal from South Africa or against im
ports of foreign coal generally, and if so, whether, having regard to all the 
intere!lts concerned, protection should be accorded to it. lt was found, how
ever, that the competition, from which the Indian coal industry was suJrer
ing, was not so much in the Indian market as in the overseas markets, such as 
Colombo and Singapore, and it was clear that the overseas markets could not 
be recovered by the protection of the Indian market. At the same time it was 
considered possible that the measures necessary to recover the overseas market 

· might also be ~ufficient, without further protection, to enable Indian coal to 
meet competition in the home market. 

Sin~ such m~ures wer~ likely to include the grading and transport of 
coal, which are highly technical subjects, and to deal with which the Tariff 
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Board was not fully equipped, Government decided to appoint an expert Com
mittee, called the Indian Coal Committee, to consider this side of the question 
and report (1) generally what measures conld be taken to stimulate the export 
of suitable coal from Calcutta to Indian and foreign ports; and (2) in parti" 
cular, whether effective measures .confd be taken for the pooling and grading 
of Indian coal for export and for li~ering. 

The Committee commenced its sittings in October, 1~24, and its report 
had not been received at tlie ena of the year. 

86. In 1921 contracts for the !lnpply to railways of 4,173,000 tons, 3-,ear coal 

4,227,000 tons and-4,305,000 tons of rail-horne coal during 1922-23, 1923-24, --~ 
and 1924-25 respectively, were placed at the followilig rates:-

. BA.ra PD 'rOJr r.o.L 

- a....ot ... L . 
. . 1922·23. 1923-24. . 19M-25. 

Ra. A. P. Ra. A. P. Ra. A. P • 

• 
Deaherghur . . . . . 11 0 0 1112 0 12 8 0 

Selected Jherria . . . 9 8 0 10 4 0 11 0 0 . . 
1st claoa Jhenia . . . 812 0 9 8 0 10 4 0 

2nd cla.s:Jherria . . . . 6 8, 0 7 0 0 7 8 0 

I-!1 addition to the above, contracts for sea-horne coal were 'also placed for 
the supply of 240,000 to 248,000 tons of coal annually to the Madras and 
Southern Maharatta. and Burma Railways at Rs. 17-1, Rs. 17-13 and 
Rs. 18-9 respectively per ton f.o.b. Calcutta, during the sante three years. In 
1921, the price of coaJ. was ris:ng stea~ily owing to (1) the heavy foreign· 
demand for the better classes of coal, due to the world wide shortage, (2) the 
decreased output of collieries working the best seams, due to the shallower 
portions of the mines becoming exhausted and the deeper areas not being 
opened up, and (3) the large quantities of coal taken off the market by big 
industrial concerns. It was anticipated at that time that the price of coal. 
would increase still further in future and that the supply of good quality coal 
would decrease, until such time as the Bokaro and Karanpura coal fields were. 
fully opened up. It was due to such fears that the contracts, mentioned above 
were placed. . 

These fears were amply justified in the first two years of the contract 
period. In the years 1922-23 and 1923-24, the contract rates compared very 
favourably with those current in the market during that period and supple
mentary purchases necessary during these two years were made at consider
ably higher priceS than those in the contracts. Further in 1921-22, in order 
to meet the shortage of Indian coal, 710,066 tons of foreign coal were imported 
by Class I Indian railways at prices ranging between £2-14 and £3-16 per 
ton delivered in InOia. Again in 1922-23 foreign coal to tlte extent of 
693,108 tons was purchased by Indian Railways, owing to tlte shortage and 
high prices of Indian coal. 

B2 
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Nagpur Railways have both made investigations in the Talcher coalfield, south 
of Calcutta, where good coal has been proved, but negotiations for leases had 
not been finally concluded at the end of the year. This is _a particularly 
favourable situation for collieries for these two railways and will save a long 

· distance in haulage of coal for the Madras and Southern Mahratta Railway 
and the East Coast Section of the Bengal Nagpur Railway. · · . . 

• 
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I 

CHAPTER V. 

STAFF. 

' Number of atalf. 88. The t<ltal number of railway employees at the end of the financial 
year 1924-25 was '140,854 ~ compared with '120,'154 in the previous year. 
This is an increase of 20,100 in number as compared with 1923-24 but ·a 
decrease of 8,826 as compared with 1922-23 inspite of an increase in mileage 
of over 650 miles during the last two years. The following table shows the 
total number of European, Anglo-Indian and Indian employ!*ls for 1924-
25 as compared with 1923-24, 1922-23 and 1913-14 :-

Year. Buropam. Aoglo-Indlan. Jodlan, TOT>L. 

-
191.8-14 . . . 7,986 10,437 614,882 688,806 

19~2-23 . . . 6,888 12,129 730,668 74U,680 -
1928-24* • 6,665 . 11,500 702,689 720,754 . 
1924--25 . . 6,299 11,965 • 722,690 740,854 

• Raviacd flguroa. 

Cost of otalf. 89. The following statement shows the cost of stafi employed on Class I 
Railways (excluding Jodhpur Railway) during li)~3-24 and 1924-25. · :-

Assam-Bengal 

Bengai-Nagpur 

Ra.ilway ayetem. 

Bengal and North-Western 

Bombay B~roda and Central In~ia 
Burma 

Eastern Bengal 

Eaet Indian 

Great Indian Peninsula 

Madras and Southern Mahratta 

Nizam's Guaranteed State 

North-W e."tern . 

Ondh and Rohilkhand • 

Rohilkund and Kumaon 

South Indian 

TOTAL 

1923-U. 1924-25. 

35,82,482 85,97,779 

2,80,87,810 2,68,72,785 

66,8.6,887 
I 

67,90,257 

4,11,97,265 4,18,66,561 

1,84,55,687 l,e7,98,8SO 

2,19,21,272 2,23,42,598 

4,82,42,619 5,07,25,142 

4,63,95,505 4,70,15,264 

2,17,68,565 2,25,83,292 

68,22,518 68,70,297 

6,19,21,216 6,44,90,108 

1,82,39,637 I ,48,32,093 

16,28,778 15,40,679 

• 1,58,15,2131 1,61,44-,604 
----- ---·---

• 31,41,64,008 82,64,70,264 
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The figures of the cost of staff shown this year for 1923-24 dilfer from 
those quoted in last year's report and they now include salaries, wages, 
gratuities, overtime allowances and all other allowances which are of the 
nature of extra pay and which are not granted to meet some definite expense 
incurred in the performance of duty such as travelling allowances. All 
railways except the Rohilkund and,Kumaon Railway shaw small increases 
in the expenditure on staff chiefly due to the large increase in traffic during · 
the year. · 

90. The progress' made during the year under review in the more extended lnm•m.•rioa. 
_employment of Indians in the higher grades of Railway services is shown 
in the following statement which gives the details· of the total number or 
superior staff employed mi State and Companies' lines on the 1st April 1925 

· as compared with the 1st April 1924 :-
. Details of the numbers of officers in each departljlent will be found in 
Appendix G. 

· Stal<10ed of ga:etteJ olfictTI ••J ojficn-r of etwrupo•Ji•g ra•.t ..,ployeJ os cz.,, I r;il.,ay• 
(ezclad;ft§ Niz••"' Gaara•teeJ State ••J JoJhpr Rail~t~ayr) •• tie 1rt .April 1925., 
C010pared .,;e• J,t .April 1!124. 

In A.ru&. 19'J.A. 18T A RIL 1925. IttcaaHW + »•ca•1.u-

1 jj 
,; I • :i ,; ,; 

Name of BaD.war. :i 'll = :i "' ' .!! " i ] .!! 
1 • • .; .. .. 2 • ! ~ jj 6 :II .; i ! ~ ~ • .; 

~ .. .. 
~ 

I ~ 0 

I 2 j = ~ • 
~ I • ' 

.. • • I; • • 0 • = • r;ll ~ • :a ~ .. .. :II .. .. .. ' :>! .. .. ..!:'_ ----
' 

' . 
A.B. ' . ~~ I 1 a 60 52 s 1 a 61 - ... . .. • +1 +1 

i 
B.N •• 14S 1' 8 " 206 111 15 s 28 919 +9 +1 -1 ., +IS 

; 
' . 

B.&N.W. Sl ' ... 1 3 ss ss ... 1 s S9 H - . .. . .. +6 
' 

B.B.&C.L . 
lSS I. 8 1 92 184 162 6 - 25 l9S +7 - -1 +s +9 

B..,.. . 91 7 ·- s IDS 91 7 - 7 lOS - ... - +I +S 

B.B.. . 88 10 a II& lSl 81 6 
I 

a as It>. -3 -4 - - -a 

B. I. . I88 11 s 32 ll37 18< 18 s 'M 136 '""' +! ... +I -1 

G.LP. 
I ' 

I95 8 ' a 230 l8S 8 s 1!S 221. -IQ -,'1 +1 +a ..... 
M. &S.M •. ll7 ' 1 18 1.0 ~ 4 1 I7 I46 +S ... ·- -1 ., 

-
N.W. . . ~ IS 11 48 r.s m 18 11 ss 978 -10 H - +7 +1 

O.&B. . . M s 8 I' 78 IS 2 7 I7 78 -s ... _, 
+3 -. . 

R.&K. . .. 18 ... . .. s 1S 12 .. , ... 1 18 -J. - ·- -1 -2 

S.L . . . 82 • 1 12 88 8S a 1 I7 l14 +ll -1 ... +S +IS 

!tate Ilailway 
Oftkon 110t 

a J J a '12 62 • s Ill " ... -J. '..a +10 +IS 

tnonouaJ.r in-
eluded. 

• I 

I 
TOTAL 1,510 88 " WI ,SSS ~ 1,516 S'1 4S 2SS l.SSI +6 -a +1 +38 +<l 

I 
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Sfoteme.t rhorcing pereenlagll of total officer. employed. 

NOBTB-W:&BTBBN, OuDll 
TOTAL CL~BB I B.tJLWAT& 

(ZXCL'O'DING NIU.JI'8 . ,UID 'RoBlLli:R.&.ND ~D Gu AB ... NnBD 8T ... TZ Al'I'D 
hsTBaN BUOAL . JODBPUB &ILWATS). 

' --
lat April 11m. I w Apri11925. tat April 19M. lot Apri119"..S. 

. 
Muslims 4·52 4•36 2.-33 2·33 . . . . . 

1'< on· Muslims 19•92 22·20 12•98 14·66. . .. . . . 
• 

Total Indiau~ 24•41. 26·56 15·31 16·99 . . . 

Anglo-Indians . 6·&4 ~·60 4•71 4-60 . . . . 

Europeans . . . . 70·02 67•84 79·98 78·iil 
• . 

91, In the year ending the 31st March 1925 the number of Indians in 
superior appointments rose from 378 to 415. 

• I 

On State-worked Railways other than the East Indian Railway which 
was taken over on the 1st January 1925, Indians fill about 27 per cent, of 
the posts in the superior cadre. During the year one probationary Assistant 
Traffic Superintendent and 4 apprentice Assistant Traffic Superintendents 

• were appointed all of whom were Indians. One temporary post of Loco
motive Officer was filled by an Indian who has since been confirmed. Five 
Assistant Executive Engineers were recruited of whom 3 were Indians. .One 
Assistant Engineer was appqinted and he too was an Indian. Six Indian 
Officers held appointments on the staff of the Railway Board. As regards the 
future, the Government of India have accepted the recommendation of the 
J,ee Commission that " the extension of the existing training facilities (in 
India) sliould be pressed forward as expeditiously as possible in order that 
the recruitment of Indians may be advanced as soon as practicable up to 
75 per cent. of the total number of vacancies in the Railway department as 
a whole, the remaining 25 per cent. being recruited in England ". Measures 
are being devised which will enable practical effect to be given to this principle. · 

92: The extended employment of Indians in the higher ~ubordinate grades 
of Railway Service also received close attention during the year. The follow
ing statement shows details of the higher paid subordinate staff employed on 
the Sta.te and Companies' lines on the 1st April 1925 as compared with the 
1st April1924 :- • 

• 
Details of the numbers in each department will be fnnnd in Appendix G. 



Traffic Model Room, Chandausi Transportation School. 
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Slaltmeot of SuhorJioalei, tlrDIDi•!l JU. 250 per fUnlt• tutl 011er "' oa 1caleo of pa.f ,;,;., to 
!11. 250 P" m4nlt111 and ooer on Cla11 [ Baih!J.a.11 (ezcluding Xiu""' GUDrDJttttd Stale 

. • nd Jodapur :&iiiDDy•) od t~e 111 4pril1925 a1 et>mpared toilil -1~t 4pril1924 • . 

__ l.ft .U.IL.19Z6. I In Ann. 1925. _braun+ Immun-
l--.---,----,---,-1'---'---:--r--r--1---:--.---.,.---''~·-

" ',., i " '· ·~ j-·a· 
11 .... or ~~a~~ ... 7• ~ = a . i j · "'aii .. 11 11 .. 1 a· :~a· .. .. 'l:!:a · o!:a -&· ii:l;. 

G ~ 1 8 l g i 1 g ! .,5 i =. ! -... ~ 
----- .. ~ 2!.....:~ .1: .. ,~ :a ,~ i-'--1-..:..:...-1-"~-"---1--'-:il=- --~-- ----
A.B •• 

B. II •• 

ll. 4< II. W •. 

B.li.&C.L 

Banu 

It B •. 

E.L 
G. J.P. 

JI".&S.JL. 

II. W. 

0. a: B. 

B. a: B:. 

s.r. 

. 

~loslims 

Dl 

.·.1 32 
~ 315 

11791 

121 971 :u 56i 

~ a-~ 1'1,: ,1· : : 

1: ~:k: : : 
I 

• 292 314 

61 

88 100· 

Ill! 165 

17 186 '1,007 608 4,';Z 

a1 I !76 ~ 85 tn 88 161 

+3 +ID +W 

15 107 +2 +5 -- +3 +10 

+'i -80 

9 100 818 -8 +11 

5 Ill fll +16 -14 -

+8 

-8 

+IC 

-4 

1! 'IJY1 1,669 -TI . ~ -8 +25 -86 2701,286 +5! +122 +19 +88 +2i9 

l 

.
1 

488 100 112 197 1,13'1 m 19& 138 

:1 ~ I~ ~ 7; ': 7: ~: ~ 

33 290 +2 +10 - +2 

359 I~ -26 +t +liS +112 

00 306 -8 +11 +1 +19 

+It 

+66 

+211 

-1 

+17 

7 25 -2 +1 

661 ll19 

·~-1-~-4~~4--+~~+--~-
··-- +9 75 296 -.:.a +ll 

I 

63 156 

• 2,818 2,786 216 l,li84 i 7,~ 2,81012,919 !59 1,622 7,840 -8 +1B3 +48 ~238 +438 

• 

Stalernl!flt dOIDin!Jpercentage• of total ~enitw 1u6ordinate~ employed. 

N'OBTH•W:I:~'!I', OU'DR· TOT.n. CL.UR I hiLW.lTB 
.&li'D RoRtLB H.£MD .&!I'D (•:J:CLIJl)INO N~·s 

EABTDlf Bucu.r.. Gu &:B~BD STAn AliD 

-- JODHPU'B RAILW.LYB) . 

' lot April1924. b~ April19!5. bt April 1924. 1st Aprill9!5. 

. . . . . 7·04. 8•13 2·92 3·30 

Non·Moslima . . . I 26·62 29·36 21•39 23•24 

Total Indians . . . . 33·66. 37-49 !W·S1 26·5~ 

Anglo-lndiaoo . . . 
l 

30·72 29·~0 37•63 .37-62 

Enropeaoa . . . . . 35·62 33·11 38•06 35·84 

93. These statements show that during the year ui!der review the number 
of Indians (including Anglo-Indians) in the higher subordinate grades rose 
from 4,586 in 1924 to 5,030 in 1925, while on State Railways the number of 
Indians rose from 1,180 to 1,283. 

94. The question of devising suitable means to enable Indians to rise from . 
the lower to the higher subordinate grades was considered at a meeting of 
the Railway Board with the Agents of the principal railways and the con
clusion arrived at was that the main requisite was a definite·scheme of train
ing for the higher subo~dinate appointments, of which Indians may be able 
fo .avail themselves in order to qualify for such appointments. 



Tnoiuing of 
Stalf. 

Recruitment. 

,. 

Strike.. 

• . ' . ' .. 
66 · .. REPORT BY :mE RAILWAY BOARD . . 

95. Mention was made in last year's report. of the measures whi.ch :were 
in progress for ,the inauguration· of a Transportation School at ChandausL 
These measnres have since been brought -tO completion and the school waS 
opened on 2nd March.. The inauguration of this school marks an entirely 
new departure in the important matter of the training of Railway Officel'!l 
and senior subordinates in India and a full description will he given in next 
year's report. 

96. The question of the recruitment and training of superior staff in 
India, which has now acquired special importance owing to the policy of 
progressive Indianisation adopted by Government on the recommendations 'of 
the Royal Commission on the Superior Civil Services in India, continued to 
occupy the attention of the Railway Board during the year under review. 
They have drawn up a provisional report embodying their conclusions and 
intend to issue a communiqutl on the subject as soon as possible after .the report 
is di•cu••ed with the Central Advis!>ry Council and finally approved by the 
Government of India. 

97. In June 1924 there was a strike by the Loco. firemen at a few stations 
on the South Indian Railway, but it was. of brief duration. 

On the 26th March-1925 some of the staff in the Rawalpindi Locomotive 
shops on the North-Western Railway refused to work. The ostensible cause 
cJf the strike was the discharge of a fitter for disobedience of orders but this 
incident was not so much as mentioned in the statement of ' ultimate 
demands' issued early in April by the strike lenders. The. real cause must 
be sou!!'ht for in. the internal affairs of the North-Western Railway Union. 
Three leaders who are said to have forcibly seized the Union Offices, made 
nse of this incident in order to establish their position and without any ballot 
being taken, a general strike was proclaimed apparently solely on the autho
rity .of the working committee. This strike spread to various parts of the 
line and continued for some time during the next financial year. 



60' girder bridge at mile 480, main line, Oudh and Rohilkhand Railway, after the floods. 



I 

ON INDIAN RAILWAYS FOR 1924-25. 6'1' 

' 

CHAPTER VL 
• 

MISCELLANEOUS. 

. 98. In last year's report a brief ~ummary was given of what each railway i..c:reuecl faa:_ 
had done during the yelir in increasing the f~ilities for lower class passengers lities for lower · 
as it was realised that this was one of the most important problems, ~hich In-= P · ~ . 
dian Railway Administrations have to face. Further progress has been made 
during the year under review in the provision of extra facilities and the advice 
of the Local Advisory Commiitees has been :found useful in helping to decide 
what extra facilities are most urgently required. In this connection it is in-
teresting to note that the demand for refreshment cars for lower class pas-
kngers is by no means general as the Great Indian Peninsula Railway which 
introduced a refreshment car for Indian passengers ?D the B"ombay-Delhi ex-
press have had to discontinue its running as it was_ found tha.t it was not 
patronised. The same difficulty has been found with refreshment rooms on 
some lines, e.g., a refreshment room for Hindus at Hardwar has had to be 
clo5ed as no contractor will accept the work owing to the want of patronage 
by the travelling public. 

!l!l. A brief summary is given below of the steps taken on the more im
portant railways during. 1924-25 to improve "the facilities for lower class 
passengers. 

Assam-B1111gal Railway. 

Shuttle trains have been introduced on the Noakhali and Jharia Jhan
jail brancht;s and two extra trains on each of the Sylhet and Naginimora 
Branches. 

Extra inter class accommodation has been provided on a large number 
of trains and eleetric lights, better seating and latrine accommodation are 
being provided for Srd class passengers. 

Extra facilities for water have been· :provided at six stations and extra 
food stalls or tea rooms for Hindus at five ~tations and for Muhammadans at 
four stations. 

Waiting sheds for Srd class passengers have been built at 22 stations 
· and for female passengers at five stations. · 

' 
B1111gal and North-Western Railway. _ 

The design of the new Srd class coaches has been improved by the provi-
sion of electric lights in the latrines. · . . 

Srd class waiting sheds have been provided at six stations and Indian 
ladies waiting rooms at ten stations. 

Vendors' shops have been provided at three stations and the construc
tion of Indian refreshment rooms at Barauni Junction and Gonda isin hand .. 

Bengal-Nagpur Railway. 
Two additional local trains have been introduced on the Howrli.h-Kharg~ 

pur section and the Howrah-Machada service has been e.'ttended to Panchkura. 
• A new design for Srd class carriages has been approved in. which pro

vision is made for two small compartments in addition to tw9 large compart- . . 
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ments. All compartments will be provided with upper berths and bundle racks. 
Improvements have been made in the design of latrines, lighting and water 
supply. ' · 

A Hindu refreshment room ha.q been opened at Waltair and estimates 
have been sanctione.d for providing Indian refreRhment rooms, stalls, etc., at 
a large number of stations, 

A Srd class waiting shed has been opened at Chatrapur and sheds are 
under construction at three stations. 

Burma Railways. 

Electric lighting has been provided in 53 third clas~ carriages. 

Extra facilities for water have been provided at three stations. 

Vendors' stalls have been provided at one station and are under con-
struction at 25 other stations. 

. . 
Vendors' _stalls have been provided at 24 stations on newly opened lines. 

Extensions to waiting sheds have been carried out at 15 stations. 

Bombay, Baroda and Central India Railway. 

An additional goods train with Srd class carriages has been provided 
between Nagcla and Shamgarh for six months on the broad gauge and six extra 
trains have been provided on the metre gauge; the running of .four existing 
trnins]las been extended. 

A new design for Srd class carriages on the broad and metre gauges has 
been adopted and this provides for small compartments which can he reserved. 

Extra facilities for water have been provided or are in course of erec
tion at Sl stations. Extra stalls for the supply or refreshments to Hindus and 
Muhammadans are being provided at seven stations and are under considera-
tion at eight other stations. · 

Extra waiting sheds for Srd class passengers have been provided at 
seven stations and existing sheds have been extended at five stations. 

The provision of high level platforms, the improvement ·of the lighting 
on trains and the provision of extra facilities for the supply of food on trai11a 
and its supervision by special Indian Catering Inspectors ar~;~ in ha11d. 

' 
Eastern Bengal Railway. 

Twelve extra trains on the broad gauge and three extra trains on the 
metre gauge in addition to a shuttle service between Si!iguri and Jalpaiguri 
bave been introduced. . · · . 

Arrangements are being made to provide small inter and third class 
compartments on long distance trains for small parties requiring reserved ac
commodation and the size of the latrines and water capacity in third class car-
riages are being increased. . . 

Tube wells have been provided at six stations and gravity wate 1 
h t . h .1 f . . . r supp y 

at two ot er s at1ons w 1. e extra amhttes for the supplv of water h b 
d S ld h . . • ave e!ln arrange at ea a mam station. 

Four inter and third class ladies waiting rooms have been pro 'd d _, 
' d h • • VI C IIIlo; 

extensions rna e to t e mter and third class ladies waiting room t "' II h 
d h. d 1 · · h d s a .,en , a an to t tr c ass wa1tmg s e s at three other stations. · · 

• 



.. 
A oew statinn Lltadanga is UDder ronstructiml near Ca.Imtta. 

Sanctinn baa been accorded to the prorision of a second platform and 
foot; over-bridge at Kriahnagar City and to the exteflsiDn of L p and Dowu 
pla.tfonna at Dum Dum J tmetioo.. 

Eoolrulitm ll£n1u:ay. 

FOllY extra t:rama have been introdua!d during the year. 

Thirty bogie 3m das carnage& with small compartments have beeo 
placed ou the road and these . contain_ improved latrine arr.mgemems and 
electric lighting. 

E.xtr.1 facilities for ;water are being proridecht 15 stations and a 3rd 
daa compartment OD 6 e"XpJ:ll51!5 hal! been fitted for the mpply of wate'l' to 
passengers travelling by sho!e train&. 

The lmilding of refreshmem rooms for Binda and )lnbammadan ~ 
~e-B at Ho9r:rah JV35 oompieted dllriDg the year and the provision of 
mch rooms at Mdmmeh and Patna City is UDder eoosider.ltion.. 

Plans have been drawn up far the provision of raised platforms, over
bridge&, waiting halls, covered p:lat!onns and zenana enclosures dwing the 
JleXl five yean and~ be carried out as funds permit • 

. 
Great Jadiaa Pem1U'IIla RaiiTJMJg. 

'I1uee trams each way have been run ou the Itarsi-Nagpur railway from 
~~1~~ . 

• 
Twenty-five electric t:raiDs each -,ray between Knrla and Tretoria Ter-

milms ha..-e been introduced from 4th Febmaly 1~25. . 

One extra train each -,my bet; ween Bandra and Gowari has bEien run~ 
Februuy 1~25-

Four extra trip& each :way have been run on the Knrla-Cbembnr Branch 
fnllllliil Much 1~25-

E.xt:ra facilities for the t!Upply of water have been provided at nine 
atations.. 

Hindn aDd )fnbammadan refreshment rooms have been opened at 
BadDera, Mnrtajapor and Jhansi. 

New 3rd class waiting sheds have been provided at 17 stations and 
are under c:onstraretion at 22 other stations. :Existing sheds have been extended 

·or altered to proTide additional au:ommodation at nine statioos. and exten
sillll$ are in progtess at four other stations. New waiting rooms far Indians 
have been bu.ih at Jhansi. 

E.xt:ra facilities in the form of food stalls and cook houses for 3td da.;s 
passengers have been provided at 16 stations. The license fees far the sale 
of Indian food and fruit, etc., at stations have been reduced to a JJO!!!ioa}' 
figure and the prices of fruits and food, etc., have been appreciably :rednced; 
iliree additional food Inspectors have also been provided to~ that a good 
quality of food is provided. ' 

Additional latrine accommodation has been provided at nine stationa 
and benches at stations where the traffic warranted such prorision. 
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Jodhpur Railway. 
Additional facilities for the supply of water have been provided at 

six stations and passenger sheds for 3rd class passengers have been provided 
at Tando-Jam and Jamrao. 

Madras "and Southern Mahratta Railway. 

Eleven extra trains have been introduced on the broad gauge including 
a fast express train between Madras and Bangalore and the running of other 
trains has been extended. Six extra trains have been introduced on the metre 
gauge including four for the busy season between Poona and .Miraj and Hubli 
and Gadag and the running of other trains has been extended. Through car
riages have been arranged to run between Miraj and Hubli and, for the con
venience of passengers to and from Shimoga, to Bangalore and Birur. 

An improved type of bogie Srd class carriage has been introduced in 
which upper bunks are provided for sleeping and also for use as parcel racks 
during the day; luggage racks are provided only over the centre bunks. 

Sixteen electric lights are provided in the place of six lights and the 
water capacity in these carriages has been doubled. 

· Extra facilities for the supply of ;water have been provided at six 
stations. 

Indian refreshment rooms have been provided at five stations. 

A 3rd class waiting shed has been built at Dundur and extensions to 
existing sheds have been provided at nine stations. • 

Latrine accommodation ~"as been -improved at six stations. 

I Nizam's Guaranteed State Ra~lway. 

Increased waiting accommodation for 3rd class passengers has been 
provided at Secunderabad, Tandur, Dharmabad and Umdanagar and the 
question of extending the waiting accommodation for Srd class passengers at 
nine other stations and of providing extra waiting rooms· for Indians at 
Parbhani and J alna is under construction. · 

North-Western Railway. 

Eighteen extra passenger trains have been introduced on the North 
. Western Railway during the year. 

Twenty-one .bogie inter and 3rd class and 28 bogie 3rd class carriages 
have been placed on the line during the year. These carriages each include 
two small compartments suitable for reservation by small pa,rties. The ;water 
capacity for use in the latrines has been increased from 50 to '1fj gallons. 

Steps have been taken to improve the supply of cool drinking water for 
Indian passengers at all stations and cool drinking water storage tanks have 

. been provided at Montgomery. 

· A Hindu refreshment room has been provided at Hyderabad and a 
Hindu and Muhammadan refreshment room at Khanewal. 

3rd class waiting halls have been provided at 21 stations ~nd existing 
halls have been extended at three sations. An inter class ladies waiting room 
has bee:;~ provided at Ludhiana. · 
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Oudh and Rohilkhand Railway. 

A through express train has been introduced betWeen Sealdah and 
Lncknow for the benefit of 3rd class passengers from the 1st March 1925. 

' Other additional trains have been arranged between J.Ioghal Sarai and Alla-
habad, andJaunpnr and Janghai. 

Tanks for drinking water have been provided at Kashi and Benares 
Cantonment an& extra water taps at some other stations. , . 

Hindu refreshment rooms have been opened at Bareilly and Benares 
Cantonment and a refreshment room for Hindus has been built at Hardwar 
bnt for want of patronage by the travelling public no· contractor will accept 
the work and the room had to he closed down. • · 

3rd class p~er sheds have been provided at six stations during the 
year and waiting rooms for Indian ladies at five stations. 

A booking office has been opened at Hardwar for the converuence of 
3rd class passengers and extra facilities for the booking of 3rd class passengers 
have been provided at three stations. ' · . 

Rohilkund and Kumatm Railway. 

Extra passenger halls have been constructed at Haldwani and Kath
godam and one for Mailani is under consideration. 

3rd class bogie stock has been introduced in the place_ of six ;wheeled 
stock on ce.rtain trains- ' · 

South Indian Railway. 

Twenty-four extra shuttle and through trains have been introduced on 
the broad and metre gauge sections while the running of four other trains has 
been extended. · 

• 
Additional water facilities have been provided at ten stations and • 

watermen have been concentrated at those stations where trains halt 10 minutes 
or longer. 

New Indian refreshment rooms are being built at Calicut and Mettn- · 
palaiyam.. 

The existing waiting shed accommodation for 3rd class passengers has 
been extended at eight stations and new accommodation provided at three 
stations. 

Station platforms have been extended at ten stations and sanction has 
been accorded to the provision of extra waiting shed accommodation at a num
ber of stations. 

As an experimental measure an Indian catering department has been 
formed and has undertaken the management of the Indian refreshment rooms 
at six of the larger stations. 

100. Indian railways during 1924-25 again snfl'ered severely from the Flood damages. 

effects of floods although the damage was limited to fewer railways. The 
worst floods oocnrred in Sourthem India in July and in Northern India in 
September and October. The former were due to an unnsually heavy burSt of 
the south west monsoon in Southern India during the second half of July, 
which resulted in Hoods of unprecedented severity and caused severe damage 
to many sections of the South Indian Railway. The latter were dne·to very 
heavy rain-fall in the foot hills of the Himalayas, where the Ganges debouches 
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from its gorge on to the plains, and in the Siwalik range of hills between 
Hoorkee and Debra Dun; this resulted in extensive floods which laid waste 
largto' areas of country and washed away long lengths' of railway. The rail
way mainly affected was the Oudll and Rohilkhand Railway although the 
East Indian, North-Western and !Whilkund and Kumaon Railways also 
suffered from these floods. The effects of some of these breaches lasted for 
considerable periods owiug to the extensive damage caused, Jong lengths of 
line having been practically destroyed in some places. Details are given of 
the more important damages sutl'ered by railways during 1924-25. 

' 

South: Indian Railway . 
• 

The sections maiuly affected by the floods in the second half of July 1924 
were the broad gauge line between Olavakkot and Calicut, the Shoranur
Ernakulam branch, the Travancore branch, the Erode Trichinopoly branch, 
and the line between Tanjore and Chidambaram. Traffic had to be suspended 
on the several sections for periods ranging from a few days tO about two 
months. 

Ola'l!akkot-Calicut.-Owing mainly to the Ponnam river overflowing its 
banks, extensive breaches occurred on this line between 16th al}d 17th July and 
a 20' girder bridge was washed away. The section from Olavakkot to 
Shoranur was repaired by the 26th of July but much, of that work :was 
carried away by a further rise of the river, and mail trains only resumed 
running on the 30th of July. ,Communications between Shoranur and Calicut 
took longer to restore, but by the 19th of August it became possible to work 
traffic through except that transhipment was necessary for a long time at the 
Poorapooramba River between Tanur and Parpanangadi stations, the bridge 

• over the river (3 spans of 64 feet) having been carried away. · 

. Erode-Salem.-.The running of trains over the Cauvery Bridge near Erode 
had to be suspended on the 27th of July o:wing to a rise of 37 feet in the river, 

_which is 7 feet greater than any high flood level previously known. The flQods 
began to subside on the 28th, ~en trains were again allowed to pase over the 
bridge. . 

Shoranur-Ernakulam Railway.-There were several breaches on the 
Shoranur-Ernakulam Railway between Trichur and Ernakulam.and a. large 
portion of the bridge over the Ponnani river was also carried away. 

Metre gauge main line.-The line between Kumbalmnam and Darasuram 
on the main line ;was breached as a result of the floods in. the Cauvery 
on July 20th and after being repaired was breached ,a second time and 
through running was only restored on the 1st of August. :N-orth of Mayavaram 
the breaches were extensive and a steamer service had to be arranged between 
Cuddalore and N egapatam for passengers and mails to and from Madras. 

I 

Tra'l!ancore Branch.-Extensive slips and landslides occurred on the Tra-
vancore branch and the line was engulfed in several places between Tenmalai 
and Aryan kavu. Near Aryan kavu, a length of line of about f? furlongs com
pletely disappeared owing to a subsidence. 

. Th~ floods in the Cauvery were also responsible for e~tensive breaches 
m the sectiOn between Trichinopoly Fort and Kulitalai. · · 

' 



Engine in breach near Lhaksar, Oudh and Rohilkhand Railway, during the floods. 

Left abutment of Ramganga bridge on the Moradabad main line, Oudh and Rohilklumd Railway, 
after the lloodt. 
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{)udh and Rohilkhand Railway. 

The Oudh and Rohilkhand Railway suffered more severely than other 
railways as the result of extensive Hoods towards the end of September and 
the beginning of October and the photographs opposite pages 67 and 73 of 
this I:eport will give some idea of the damage cansed. In some areas the 
railway was almost wiped out and it was only after some months that com-
munication could be restored. · 

·On the Hardwar-Dehra Branc!l the line was breached in 3 places 
and there was a continuous series of slips between· miles 25 and 27 and 
heavy slips just north of the tunnel at mile 18!. Tlte rain was so heavy that 
the water courses could not carry off the' water which consequently spread. 
ont over the hill side and ran down at such a pace that it stripped fust the 
soil, then the trees and. finally the boulders underneath not only filling the 
culverts but smothering them and the track in a regular avalanche. 

Very extensive damage was also done to the railway line in the neigh
bourhood of Lhaksar where in a stretch ·of 15 miles the line crosses the 
Ganges, Banganga, Hardwar and Solani rivers. At one time there was an 
uninterrupted sea of water 15' .miles in extent from Balawali nearly to 
Landhaura and all the Hood openings were being heavily over-worked. In 
this area it can be said that the railway more or less ceased to exist, bridges 
and. embankments being demolished. 

Some gallant actions were done during this period of which that of 
a permanent way mate named Dalla deserves mention. While patrolling 
the line this man found that the embankment had subsided onder a few · 
sleepem, and while he was attempting to repair the damage the water sud
denly rose aDd breached the bank. Knowing that a passenger train was 
expected he made a plucky attempt at the risk of his life to cross the breach, 
but while he was crossing he saw the light of the engine approaching and 
waved his red light. The breach increased and he was left hanging with 
both hands on to the rails with his lamp held in his teeth still showing thll 
red light to the approaching engine. The driver saw the light but went 
forward in order to find out what was the matter. He soon found out for 

.·aithough he proceeded cautiously, his engine subsided into the breach. He 
and' the fireman climbed out over the tender but the Assistant Station Master 
who was travelling on the engine to find out the cause of the.interroption to 
the telegraph communication was carried away by the Hood. Fortunately 
he caught hold of the branch of a tree as he was being swept away and: 
managed to swim ashore when it was light in the morning . . . 

The Hoods in the Ramgang!L River caused extensive damages in the 
neighbourhood of Moradabad and the left abutment of the Ramganga Bridge 
on the main line was washed away while other breaches completely isolated 
Moradabad from the outside world. 

Many breaches occorred on the Delhi branch and the worst part of 
these breaches was the difficulty of obtaining earth to repair them. Some idea 
of the amount of earth required will be realised from the fact that one breach 
required 4 million cubic feet of earth to repair it. No. 70 Down Passenger 
from Delhi had an exciting experience as after it arrived at Kankhathel" 
station the line was breached on both sides and the train was cut off on llll 
island; further, owing to a break in the telegraph line nobody knew it was .. 
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there. The only food available was in the small private stores of the station 
staff and this did not go far among 300 passengers. There were a large 
number of cattle on the island and a communal riot nearly arose owing to 
the Mul1ammadans in the train desiring to kill a cow as they did not see 
why they should starve in the presence of so much potential food. The 
situation was saved by the Guard di~covering that one of the 2nd class 
passengers was in possession of a gun and a few cartridges and with these 
he killed a few unfortunate hog deer which were observed dragging them
selves out of the water i~ an exhausted condition. 

Considerable damage was also done on the Aligarh and Cawnpore 
Branches and it was only after many days that through running was resumed. 

East Indian Railway. 

At Delhi the first indication of an approaching flood was observed 
at about 3 o'clock in the afternoon 'on the 28th September 1924, when the 
water in the J umna river commenced to rise very rapidly. By noon the follow
ing day the water had ri~en sufficiently to spill over the east bank and sub
merge the adjoining cultivation. This was followed by an interval of 
apparent rest lasting about 18 hours; but about 6 o'clock on the morning of 
30th a second flood came, which on the 2nd November at 6 P.M. reached the 

. highest level ever recorded in the history of the ,Jumna river at Delhi. 

The result of the excessive rise in the Jumna was that the railway 
embankment was breached in a number of places over a length of about 4 
miles. At the crossing of the East J umna Canal a skew bridge of three 
20 feet arches was completely destroyed and a breach was made in the em
bankment for a length of about 300 feet to a depth of 55 to 60 feet, below 
fornoation. The two tracks of the permanent way were left suspended over 
the breach and were utilised for a time as a suspension bridge for trollies 
to run across the gap before a ,temporary bridge was constructed. Other 
breaches varied from 80 feet to 500 feet in length and between the breaches 
the embankment was so badly damaged that it would be more correct to say 
that there was no embankment left. The energy of the water rushing through 
the gaps was so violent that holes were scoured from 15 to 35 feet in depth, 
below the base of the embankment. l{epair work was started as soon as. 
possible immediately the flood began to subside buL about two monLhs passed 
before ev~n single line working could be introduced. 

Rokilkund and K umaun Railway. 

Exceptionally heavy rains in the Kumaon and Sewalik Hills at the 
end of September caused record flood levels on the three rwinci pal i·i vers, the 
Ganges, Ramganga and Sardah, which cross the areas served by the Rohil
kund and Kumaon Railway System. 

Flood l~vels were regist~rcu which in some cases were 3! feet higher 
than any previOusly recorded Ill the annals of the Railway extending over 
forty years. 

Floods swept over the country side in' a mass of ~ater several 
miles in width carrying away trees and villages; exteiisive damage 
wa.~ caus~d to the Moradabad-Hamnagar and Bareilly-Soron Sections 
of the Railway_ and also on the Dudwa Branch. The railway embankments 
were breached Ill more than seventy places and four bridges damaged. As 
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IOOD 811 tbe floods snbsided the minor breaches were filled in and tem:Poraiy 
JiDes laid lOUild tbe larger breaches and by ~ means railway oommmrica
tion was restored without delay. 

N ort!J. W utena Railwag. 
In addition to several less important breaches at different times 1furing 

the year, two bridges between ,J agadbri and Kalanour on the Ambala-Sabaran
pur sectiQD were washed away on September 29th, 1924, and another breach 
occurred on the same day between Sarsawa and Kalanour, Further breaches 
abo occurred between Ambala City and Sambbu and passenger and goods 
traffic had to be diverted. Through booking of mac&ing traffic was resuinecl 
from 16th of October and goods .booking from tbe 20th of October. Aboui 
the same time .tbe Kalka-Simla Railway was breached in ~eral places._ 

101. The following table shows tbe numbers killed and injured separately AmH k 

under passengers. railway se"ants and other persons for 1924-25' as oom_pared 
with 11123-24 for the three main groups under which railway accidents are 
classified :-

. . .._-

. -- . 
I -..--. ' - ---- _._. Jr.a-H. 19M-5. 19:!:J.".A. . 

--
A.-PIIuni!JU•-

. 
(1) Acridmt. to tr.aU.., rolling-lltoek, per- 117 63 -- 206 - .. h~ _. 

maJJe'llt.1Av~ ete .. 
{2) A<ddmta cai..ed by mo't"emeniB of !9l 30tJ l,IJS;> -. 1,0:~ 

tr.aios .00 r.ailny Yehic:les eulu.iTe -"' ·-
. :"~ ·-

of train accidenbl. 
(3) Accident. on r.ailway p....m- in which 6 9 21= _20 ~ 

tbe moyement of train., whicles, .:-· 
ete., were not rooeemed. 

Tor.u. - 418 372 - .1,31:! 1,27! 
- --

B.-R,;z,,y &n-,.u.. -
' ' . . 

(I) Accident. to tr.aios, rolling-stock, per- 36 21 168 374 
manent-wav, ete.. · · ·-

(2) Accident. cai..ed by mowmmt. of 386 3;;5 - 721 585 
tr.aios .00 r.aiJ..,.y vehicles eulnsiw - -· 

- of train accident& 
(3) Accident.. on r.ailny ptemi&ea in whicb H 41 600 461 

tbe movement of tr.aios, vehicles, . 
ete., """' not <oDo:erDed.. 

; 

TorAL . _466 417 1,489 1,420 

C.-Otjer IM"""- .. 
(I) Accident.. to tr.aios, rolling-stock, per- 19 ~5- 31 39 

muent-ny, ete. 
618 (2) Aecident. cawed by mowmenbo of 2,016 1,9-1;) 76-1 

tr.aios aDd nil way vebides eulnsive . 
' of train accidents. 

(3) AccidmtB on r.ailway ptemi&ea in which 2f,· 19 59 38 
tbe mowmmt of tr.aios, vehicles, 
ete., ...... not c:oacemed. 

• 
TouL - 2,061 2,029 857 755 

- GRA..."D ToTAL ·I 2,9-15 2,818. 3,6a8 3,447 . 
.. - . 
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-102. The total number of passengers killed and injured show increases of 

46 a.nd 40 respectively over the figures of last year but this is mainly due 
to the Harappa aceiden't in which 107 passengers were killed and 88 in
~ured and 'of which 'cietails are glv'en later. The following statement shows 
the 'numbers 'Of passengers killed an\l injured during the last fo).lr years :-

Yeo.t. Killed. Injttlecl . .. 
lllil-22. ·. ·. ·. .. 728 i,56ft 

\92<-~3 ·. ·. ·. ·. .• ., 405 1;36'8 
I 

l9iiS.:24 ·. ·. ' ·. ·. \ \ '372 1,272 

\924"-25 \ \ ' ·I 418 1,312 

103. There were also increases in the numbers of railway s~rvants killed 
and injured during the year and the following table shows the main causes of 
such accidents on Class I Railways :- · 

Nuu:Dxa XILLBD. NuHnBR INJURBD. 

Cause. 

1924-25 I 1923·24. 192 .... 26. 1923•24. 

. 
1. Misadventut-e or accidental 217 181 484 354 

2. Want of caution or misconduct on the 148- 153 165 183 
part of the injured peo-son. 

8. Want of caution or h1·euch of rules, etc., 7 11 38 22 
on the part of servants other than the 
persons injured. 

4. Defective systems of woo king, dangerous ' 1 2 2 1 
places, dangerous conditions of wo1·k or -
want of rules or syotems of working. 

6 DefectiYo apparatus, appliances, etc .• or 1 ... 2 2 
want of sufficient appliances, safe-
guards, etc. 

TOTAL . 374 I 347 691 562 

Agents of railways have since been add1·essed about the importance of 
ensuring safe methods of working and of bringing prom~nently to the notice 
of the staff the necessity for " safety first." 

I 

104. Out of a total of 2,945 persons killed, 1,665 were trespassers and 262 
committed suicide. 

105. A brief description of the more important accidents is given 
below:-

Harappa Accident. 
On ~9th August 1924, a serious collision occurred on the North Western 

Railway between Nos. 43 Up and 24 Down Passenger trains at mile 644/2 
~~ ~ . 
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betweea Harappa Road and Mirdad Muafi stations on the Lahore-Khal!ewal 
section.. 

These trains were due to cross at Harappa Road and this had been 
arranged, but, owing to Ko. 24 Down running late, " Control " subsequently 
altered the point of crossing to Mirdad Muafi. On receipt ·of these orders, 
the .Assistant Station Master, Mirdad Muafi, cancelled the line clear he had 
obtained for No. 24 Down and gave line clear to Harappa Road for Ko. 43 
Up, stating that he was detaining No. 24 Down at his station.. He did this, 
however, without first recovering and securing in his own possession the 
" authority to proceed " issued for No. 24 Down, and. which he had sent out 
to the facing points to be picked up by that train. Nor did he place the 
signals, which he had lowered for No. 24 Down to ron through his station. 
to danger in time. As a result No. 24 Down ran through Mirdad Muafi, 
picking up the" authority to proceed", and collided with No. 43 Up, which 
had meanwhile left Harappa Road. 

The engines were interlocked and seriously damaged, and four bogie 
coaches next to the engine of No. 24 Down were telescoped. One bogie coach 
next to the engine of No. 43 Up was smashed aud.oue other bogie coach was 
slightly damaged. The casualtiei; amounted to· two railway servants and 
107 passengers killed, and 5 railway servants and 88 passengers injured. 

The .Assistant Station Master, Mirdad Muafi, w~ prosecuted and 
w&S found guilty and sentenced to two years rigorous imprisonment. 

Mahlaing Accident. 

On April 26th, 1924, there was an unusual accident on .the Burma 
Railways, No. 58 Down Mixed train being struck by a tornado shortly .after 
leaving Mahlaing station. The force of the wind was so great that part 
of the train was blown off the track, with ·the result that one II class and 
five ill class carriages were capsized and one I class carriage and one brake
VIII!- derailed. 'fhe accident occurred on a portion of the line where the bank 
is 25 feet high. The small number of casualties, namely, one III class 
passenger killed and six III class passengers slightly injured, was surprising 
in view of the number of carriages capsized, and was probably due to the 
foresight of the driver, who had reduced speed, as a precaution, to about 
8 miles per hour, before the full force of the tornado struck: the train. 

Accident on Kalabagh-Bannu. Railway. 

On the 25th of September 1924 while No. 1 Up Mixed train was 
passing between Laki Marwat and Gambila Serai stations on the Kalabagh
Bannu Railway three vehicles next to the engine were blown off the line on a 
curve and capsized due to an exceptionally heavy storm. No one was injured 
and the block was cleared the next- day. 

106. In last vear's report it was stated that by the end of March 1924, toc.l ¥..uaey 
.. . CnnmiH--. 

Local Advisory Committees had been formed on all Class I State Railways 
with the exception of the Great Indian Peninsula, Bombay, Baroda and 
Central India and Bengal-Nagpur Railways. Early in 1924-25 Committees 
were formed 011 the Great l11dian P~w~ a!l<;l ~t;~ml?a!1 -'~arQ«;l~ and Central 
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India Railways and the following statement shows the number of meetings 
heldd~ing 1924-25:-

Railway. 

ASsa~ Bengal 

Beug:~l and N ortb-Western . 

Boinbay;Baroda and Central India 

Bl;~a , .. 
Ea!ltern Bengal 

East Indian 

Great:lndian Penin:Hula. 

Madnts and Southern li1Lhn•tta 

J'iortb~W e•tern • 

O~dh and Rohilkhand 

R;ohill..-und ami Kumaon 

South Indian· 

Nomber of mE'f!tlog. held duriog 192 .. 26. 

3 

1 Gorakbpm· and 3 ;\luzaffarpur. 

8 

5. 

8 

11 Calcutta and 2 Cawnpore. 

10 

3 

Ll 

"l 

4 

The work ·of Local Advisory Committees has been of considerable 
value to Agents and members have shown great interest in railway working 
and many suggestions put forward by the members have been acted upon. 
One Agent. reported that he found the Committee a most useful and business
like body and that the results of the members' labours had been of mutual 
a?vantage to the railway and the public. 

Some of the Committees have visited the railway workshops; interest 
has also been shown in the design of Srd and inter class carriages and the 
advice given has often been of use in helping to decide what improvements 
Cl;ln he introduced in the arrangements of seating, etc., in carriages . 

. Other subjects discussed at the meetings included such questions as 
facilities for 3rd class passengers, concessions in fares, modifications of time
t~b)es, ·arrangements for lower class passengers to obtain suitable refresh
ments, payment of· claims and conditions for thl) booking and weighment 
of oonsil!llments. etc. 
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APPENDIX A... 

Notes on the relation of the Govermnent to Railways in India.. 

(Reprint~d frtnn th~ R.-pqrt j<>r 1914-15.) 

One of the opecial featUTeS of the Indian Railway system is the diversity of con-

Diwn\fy of LlatioY- h.tWft'fl the ~tate ADd 
Railway·. 

• ditions that prevails in the relatioo of .the 
State to the various lines in respect of owner
ship and control. .Of the important lines 

oituated in British India or in which the Government of India is interested, three (the 
Nortb-We•tern. F.a.•tern Renl"al and Oudb and Robilkband Railways) are owned and 
wnrkt>tJl,y IIH~ Stnh~: t>i![ht• (tht~ F..nst Indian, Grl"at Indian Penin~\a, Bombay. Raroda 
and Centr:1l India. ~fadr:IS anol Southern Mahrnttn. Assam-Beni"'l. Bengal-Nagpur, 
South Indian and Burma) nre owned by the State but worked on its behalf by companies 
enjoying a guarantee of interest from the Government; three important lines (the 
RenJ'<al and Nortb-We•tPrn. Rnhilkund and Kumaon and Southern Punjab) and many 
of less importance nre the property of private companies, some being worked by the 
owning companies and some by the State or by the companies that work State-owned 
systems; several minor lines are the property of District Boarda or enjoy a guarantee 
of interest granted by such Boarda. 

The diversity of conditions is in certain respects less important than might at first 
appear for the following reasons:-

The Government of India exercises under the ID<lian :Railways Act, 1890, in res
pect of all railways in British India (and also, by virtue of arrangements 
with Indian States, in respect of the chief railways passing through such 
SU.tee), certain general powers. Thus a railway may not be opened until 
a Government lnopector has certified that it has been constructed so as to 
comply with requirements laid down by the Government and can be used 
for the public carriage of passengers without danger to them. The Gov
ernment of India can also, in the interest of the safety of passengers, 
require a railway to be closed, or the use of particular rollin!l'-stock to be 
discontinued, or may prescribe conditions for the use of the railway or the 
rolling-stock. They can appoint a Railway Commission tO investigate 
complaints on certsin matters such as the withholding of reasonable traffi~ 
facilities or the grant of undue preference. 

In addition, the Government of India (or in some cases Local Governm.ents) 
uerciae under the provisions of contracts detailed control over the manage
ment o~ all Railways in British India greatly exceeding that which is 
secured by the Indian Railways Act. They also have a certain financial 
interest in all companies in British India, and a preponderating interest 
in most of the railways which are of the first importance. 

The main causes which have led to the present diversity of conditions in regard to 

Ri'llory of Rrlatiou of th• COftl'IUDent and 
Companie.. 

tlie ageocy by which railways are managed, 
and the relations of the Government with the 
various classes of companies now in e:ristence, 

are aummarised in the following paragraphs :- · 

The first proposals for the construction of railways in India were submitted in 1844 
to the East India Company in England by Mr. R. M. fltepben.On, afterwards Chief 
Engineer of the East Indian Railway, and oiners; they included the constrnction of· 
linee by railway companies to be incorporated for the purpoSe and the guarantee by the 

-Thd F..ut Indian and Great Indi:m Peninsula Railwars have sinoe been taken over bJ' ~h! . 
State and are now ownrd ancl worked by the SY.te. 
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The policy supported by Lord Dalhousie was adopted, and between 1854 and 1860 
· contracts for the construction of Railways in Old G.....,teed.1lailwayo. 

India were made by the. East India Company, 
llr (after 1858) by the Secretary of Sfate for India with the East Indian, Great Indian 
Penmsnla, Madras, Bombay, Baroda and Central India, Scinde (afterwards, the Scinde, 
Punjab and Delhi), Eastern Bengal, Great Southern of India (alterwards, when amal
gamated with the Carnatic Railway Company-t~ee below-the South Indian) and 
Calcutta and South-Eastern Railway Companies. Under these contracts the railway 
companies undertook to construct and manage specified line•, while the East Indio 

. Company (or the Secretary of State for India) agreed to provide land nnd guaranteed 
interest on the capital, the rate :fixed being in various cases 6, 4f nnd 4t per cent. accord
int:! to the market rates prevailing when the varioU8 contracts were made. Half of any 
snrplus profits eanied was to be used towards repaying to the Government any sums by 
which it had been called upon fo supplement the net earnings of any previous period in 
order to make good the guarantee of intereRt: and the remainder was to belong to the 
shareholders. In practically all mntters of importnnre except tl1e choice of stall', the 
companies were placed by the contracts under the supervision and control of the Govern
ment which had power to decide on the standard and detail• of construction; the rolling
stock to be provided, the number, time and speed of trains; the rates and fares to be 
charged; the expenditure to he incurred; the standard of maintenance; and the form ,,f 

' accounts. The railways were to be held by the companies on leases terminating at the 
end of 99 years, and on such termination the fair value of their rolling-stock, plant and 
machinery was to be paid to them. But provision was also made to enable the Govern
ment to purchase the lines after 25 or 50 years on terms calculated to be the equivalent 
of the companies' interests therein and also to enable the comparlies to surrender their 
lines to the Government and to receive in return their capital at par. 

An attempt to secure the construction of railwayK in India, on termA more favour
able to the Government than those of the con-

Early A.-p11 10 5ecan Fonda for Roilwoy tracts with the original guaranteed companies, 
c-tn.moaoritboataGuaraDI... was first made in 1862, when a subsidy, but 

not a guarantee, was granted to the Indian 
Branol• Railway Company which proposed to make feeders to the trunk lines in Northern 
India, and did actually make one such line. Similar.aHSistance was granted later to the 
Indian Tramway Company, which made a short line in Madras. In 1864, the terms 
grante,J to the two companies mentioned were taken as a standard for general adoption 
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with a view to the encouragement of similar companies. The chief provisions were that 
the G,.-ernmmt, besides giving the necesoaty land free of costs, .would grant an annual 
011btidy for 20 years at a rate not exceeding £100 per mile of line, with an addi!ion in 
respect of large lnidl""' costing more than £10,000. These terms iailed to attract 
capital, and the two unguaranteed companies which had begun work fonnd themselves 
after a few yeara unable to proceed without further assistanee from the Govern
ment. Consequently. in lf'f;7, a ron tract 'I< as entered into with the Indian Branch 
Railway Company (which soon after changed its name to the " Ondh and Rohilkhand 
Railway Company "! by which the company was guaranteed interest at 5 per cent. per 
annum on the cost of certain lines to be carried out by it, on conditions similar to those 
laid down in the contraeta of the period 1854-1860. Similarly, the Indian. Tramway 
Company, after having been given in 1868 a guarantee of _3 pe~ cent. per annum, went 
into liquidation in 1870, and became ab•orbed in a new company called the Camatic 
Railway Company (afterwards amal~mated with the Great Southern of India Railway 
Company tO form the South Indian Railway Company), with which the Secretaty of 
State entered into a contract gnaranieeing interest on its capital at 5 -per cent. per 
annum. In 1869, Sir John Lawrence onmmed up the result of the experiment of the 
r.onsiruction of railways by ttnJn~aranteed companies as :follows:-" The Government of 
Indin haA for 8P-Ver:al yean been strivin~ to indnce capitalists to undertake fbe con.._~c
tion of railways in India af their own riok, and on their responsibility with a minimum 
of Government interferenoe. Bot the attempt has entirely failed, and it has become 
obviouo that no capital can be obtained for &Deb undertakings otlierwise than under a 
guarantee of interest fully equal to that which the Government would have to pay if it 
borrowed directly on ito own account." 

The attempt to encourage unguaranteed companies having thno been DDBD""essful, 
. ' it bernme necessnty to decide whether the old practice of relyinl! on l!"'aranteed com-

panies, of the type that had provided capital for, and had constructed, the first railwayo 
in Indin. should be continued. The Government of India expressed their objection& to 
thio course. They doubled whether their power of control over &Deb companies secured 
th• greatest poSBible economy in construction. They also disliked the arraol!ementa 
under which they guaranteed the interest on the capital of companies, and funs became 
responsible for loss on working while having only a comparatively remote prospect of 
profiting by the reonlt of successful working •• Two import&nt changes were consequently 
maile in the practice that had been followed since the beginning of railway construction 
in India:-

1. arrangements were made with some of tlie most important of the guaranteed 
companies that, in lieu of the provision that half of any &Drpln& profits was 
to be applied in repayment of sums advanced by the Government under the 
guarantee of interest, half of the snrpln& profits for each half-year should 
be the property of the Government. In consiileration of this modification, 
the Gnver_nment relinquished, in ·the case of three companies, the Great 
Indian Penin&ula, the Bombay, Baroda and Central India and the Madras, 
its right to purchase the lines at fue end of the first 25 years from the dates 
of the respective contracts. 

2. It was decided by the Secretary ol State that the time had arrived when in 
both. raising and expending such additional capital as might be required 
lor new lines in India, the Government should secure to itaelf the fnll 
benefit of its own credit and of the cheaper methods which it was expected 
that it would be able to use. Accordingly, for several years after 1869, 
the chief capital expenditure on railways was chiefiy incurred direct by 
the State and no fresh contracts with guaranteed companies were made 
escepf for small extensions. Among the lines constructed or begun hy 
State agency and from State capital between 1869 and 1680 were the Indus 
Valley, Punjab Northern, Rajpntana-Malwa, Northern Bengal, Ra~ 
and Irrawaddy V alloy and Tirhoot. · · 
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By tho end of 1879, in about 26 years from the introduction of railways in India, 
6,128 miles of railway bad been constructed by 

Procreu u. rhe Constrar:ti~n of R:illwt~yr. companies which had expended, approximately, 
£97,872,000 (these figures include the Calcutta 

and Sooth-Eastern end N alhati Railways which were constructed by companies but were 
purchased by the Government in 1!!68 and 1872, respectively). By the same date 2,175 
miles of railway had been constructed by the Government nt n cost of £23,695,226. 

In 1880, the necessity for great nod rapid extension of the rnilwny system was urged 
by tbeo Famine Commis~ioners. nppnintPcl nft('r thP gTPnt fnmineo of 1R7S, who eMtimated 
that at least, 5,000 ,miles were still neceMnry for the protection of the country from 
famine. It was held by the Government of the time that. n limit wns necessary on the 
rnpital horrowed nnnunlly; nncl if wm~ r-lPar thnt the limit. fixf'd wn~ not high enough 
to allow of such progress in railway Com:;tl-uction as wns desirable. With. reference to 

this diffiruH~~ tlw Fnmine Commis!'lioners 
Introduction of Mo:li6ed Cuo.rantee Term,. remnrkPd: " t.hnt tlu~re would he manifest 

ndvnnt.ngeR in giving free sr.ope to the exten
sion of railways by private enterprise if it were po•sible; nod, though the original form 
of guarantee has been condemned, it may not. he impo•sihle to find some substitute 
which shall he free from its defects, nud may secure the investment of capital in these 
undertakings without involving the Government in financial or other liabilities of an 
objectionable nature." 

Action of the direction sugg>PRtf'd hy t.lu• Comrni~sion wns taken l1y the formation of 
three companies without a guarantee (the Bengal Central in 1881 nod the Bengal and 
North-Western and Rohillnmcl and Kumnon in IRR2), nml three new fXllRT!)nteed rom
panies (Southern Mnhrnttn in 1882, the Indian llfidlnnd in 1885, nnd the Bengnl-Nngpur 
in 1887). The Bengal nnd North-Western and Ute Rohillnmcl and Kumnon Rnilway 
Companies are referred to more fully, in n Inter paragraph. The Bengnl Central Rnil
wny Company's operations were not ~mcces..qful nt the outs~t. and a reYised contract wa.q 
e.ntered into with tho company, with effect from the 1st July 1885, under which the 
Secretary of State guaranteed interest at 3l per cent. on the company'• capital, the 
balance of net earnings remaining after payment of interest on advances by the Secre
tary of State and debenture capital (but not the share capital) being divided between 
the Secretary of State and the company in the proportions of three-quarters to the former 
and one-quarter to the latter. The new co~trnct ll'ave the Secretary of State the right 
to take possession of the line on the 30th June 1905, or sub•equently nt intervals of 10 
years, on repaying the company's capital at pnr. The rate of interest guaranteed to the 
Southern lfnhrnttn Railway Company was nlso 3! per cent.; in this cnoe the bnlnnce of 
net earnings remaining after payment of interest on advance• by the Secretary of State 
(but not on share or debenture capital) wno divisible in the same wav a• in th~ caoe of 
the Bengal Central Railway Company. Tiie guarantee to the Indian Midland and 
Ben gai-N ngpur Railway Companies was 4 per cent, ; nod the Secretarv of State was 
entitled to three-quarters of the surplus profit. in exre.<s of nil interest. rllnrll'••· The 
lines constructed by the three compnoies last mentioned were declared to he the propertv 
of the Secretary of State, who had the right to determine the contract. at the end of 
approximately 25 years after their respective dates, or at subsequent jntervals of 10 yearo, 
on repaying at par the capital provided by the compnnieo. ·, 

The As.•am-Bengnl Railway Company was formeil on oimilar lines in 1892, except 
that any surplus profits were to b.; divided between the Secretary of State ancl the com
pany in proportion to the capital provided by each. The rate of guarantee in this cn•e 
was 3t per cent. for the first six yenro and thereafter 3 per cent. The Burma Rnilwayo 
Company was formed in 1897 to manage and develop the line in that Province that b~d 
been constructed by the State. Interest at 21 per cent. wao guaranteed on the share 
capital raised by the company, and the surpluo proflto were originallv divisible in th 
proportion of four-fifths to the Secretary of State an<l one-fifth to the c~mpnnv bttt • e 

h d. · · h b . . , smce 
190~ t e •v•••on as e~n proport10nnl to the capital inveoted by each· in tbe under-
talung, The contrnct Wllh the Rlll'Dla Tlailwnv• rompanv ;. terminable l>v th " . . , e i""~Pf!f~ .. 
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tary of State in 1928, ar on mbeequent occasion.•, on repayment of the eomP,.ny's capital 
at par. 

The tenn.o of guarantee given to the companies formed since 1880 have thus been 
much more favourable to the Government than in the case of those formed before 1869. 

In dealing with the guaranteed companies formed before 11369 and with thoae 

Toi • eri.o of e-n- altbe Old C ........... 
Comp~ 

formed in 1881 and mbeequenUy, it has been 
the practice (except in the cases mentioned 
above, when the purchase of some of the old 

guaranteed lines was postponed in order to secure to the Government a share in surplus 
profits) to ase in some way or other at the earliest po88ible date the right reserved by 
the Government of terminating the contracts of the various companies. The method of 
making use of this right has differed in different cases •• The Eastern Bengal, Oudh 
and Rohilkband and Scinde-Punjab and Delhi lines were purchased and transferred to 
!!tate management, lhe l)ast named now forming part of the North Western Itailway. 
~imilarly, lhe Bengal Central line was.purchased and made part of the Eastern Bengal 
Railway. The Madras and lhe Indian Midland lines were acquired but left, after 
af'quil'lition, under the management of companies working other lines with wbiC"b it was 
advantageous to amailgamate them. In all other eases (East Indian, South Indian, 
Great Indian Peninsula, Bombay, Baroda and Central India, Southern Mahratta, and 
Beng111I-N agpnr), the course adopted has been to arrange for the continuance of manage
ment by the original company (ar by a new company closely related to the old one), but 
to secure more favourable financial conditions for the State bv one or more of the follow
ing methods :-reduction of the amount of capital retained by the companies in the 
undertakings, reduction of the rate of interest guaranteed by the State on such capital, 
and modification in favour of the Government of the clauseo relating to the division of 
snrplu.• profits. 

~- .... eo..-ud 
c '.;--~ 

The relations between the Government 
and the guaranteed companies now working 
railways may be !!11D1IIlBrised as fallows:

The lines that they work are the property of the State. 

The greater part of the capital is the property of the Government, either through 
having been ariginally supplied by it or through the acquisition by the 
Government of the greater part of the companies' interests on the termin-
ation of old contracts. · 

When funds required for further capital e:.:penditure, the Government has the· 
option either of providing them ar of calling on the rompany to provide 
them. The company receives guaranteed interest at a fixed rate on its 
rapital; and similar payments out of the earnings are made to the Govern
ment. If, after these have been made, surplus profits remain, they are 
divided lietween the Government an<l the company in the various propor
tions provided for by the contracts. ·The company's share is -in all cases 
onlv a small fraction of the Government's share. : · 

All the co~tracta, except one, which is for a fixed term of 25 years, are terminable 
at the option of the Secretary of State, at specified dates; and on termina
tion the company's capital is repayable at par. . 

The administrative .control e:s:erci.<ed by the Government over the companies is as 

folliiWII:-
The company is bound to keep the line in good repair, in good working condition, 

and fully snpplied with railing-stock. plant, and machinery; to keep the 
rolling-stock in 1r00d repair and in good working condition; and to main
tain a sufficient staff for the purposes of the line ;-all to the satisfaction 
of the Secretary of State. 

The Secretary of State may require tbe company to carry out any alteration or 
improvement in the line, or in the working that he may think necessary 
far the ,..fety of the publi~ or for the <'ffectqsl working of the line, ' 
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The Secretary of State may require the company to enter into agr~e_m~ats, ?n 
reasonable terms and conditions, with the administrations of adjoJrung rail
ways for the exercise of running powers, for the supply to o?e another of 
•urplus rolling-stock, for the interchange of traffic and rolhng-stock and 
the set.tlement of through rates, and for additions and alterations to, or the 
redistribution of, exiSting accommodation in junctions or other stations in 

view to their convenient mutual use. 
The train service is to be such as the Secretary of State may r<quire. In order to 

secure a general control over the rates quoted by componies, the Secretary 
of State has retained power to settle the classification of goods and to 
authorise maximum and minimum rntes within which tlte companies shall 
be entitled to charge tl1e public for the conveyance of pa,..engers and goods 

of each class. 
The company has fo keep such accounts as the Secr~tary of State may require, and 

these are subject to audit by tl1e Secretary of State. · 
In all other matters relating to the !Jine the' company is made subject to tl1e super

vision and control of the Sec<ctary of State, who may appoint such persons 
as he may think proper for the purpose of inspecting the line, auditing 
the accounts, or otherwhm exercising the power of supervision and control 
reserved to him. In particular, the Secretary of State has the right to 

. appoin£ a Government Director to the Board of the company, with a power 
of veto on all proceedings of tl1e Board. All the moneys received by the 

. company in respect of the undertaking, whether on capital or revenue 
account, have to be pnid over to the Secretary of State. 

All expenditure by the company ha• to be stated and submitted for the sanction 

of the Secretary of State. 

Thus, the Government ha; the preponderating financial interest in the lines worked 
by the two classes of guaranteed companie•, tho•e formed before 1869 and retained as 
working agencies with reduced cnpitnl after purchnse, and those fonned on tenns more 
favourable to the State after 1880; it has exceedingly wide control over the methods of 
working; and it has the right of taking possession of the lines at specified times on re
payment at par of the capital of the companies. 

In addition to the lines referred to above, and apart from lines constructed by 
Branch line companies, District Boards and Indian States, two lines of some importance 

Other Linea worked h, Companiet. 
have been constructed by companies which 
receive no direct nsRistance by the Government, 

namely, the Bengal and North-Western Railway and the Rohilkund and Kumaon Rail
way. (The Rohilkund and Kumaon Railway Company was guaranteed interest at 4 per 
cent. during construction and received for 10 years thereafter a subsidy of Rs. 20,000 
per annum. This ceased in 1894.) While, however, these companies have no guar
antee or other direct payment from the Government, they derive some advantage (partly 
through direct participation in profits and,partly through reduction of expenses) from 
the fact that the working of certain State !Jines has been entrusted to them, the Tirhoot 
Railway to the former company and the Lucknow-Bareilly Railway to the latter. Their 
lines can be purchased by the State in 1932 on terms which are dil1~rent in respect of 
the diJierent sections of the lines, but are, on the whole, much more favourable to the 
companies than those provided for in the contracts with the guaranteed companies. 
Failing purchase in 1932, the lines will become the property of the State in 1981 on 
term• much less favo•JTable to the companies. The general admini•trntive control exer
cised hy the State over these companies and the control over expenditure are similar to 
lh11t wjlich is e;<ercu<o~l, as explained nbove1 over f!""'rantee<! compani~s, 



ON INDiAN JWLWA'fS FOR 1924,.25. 

A.l'l'ENDIX B. 

The Organisation for Government controL 

'n.e initial policy of th~ Government of India for the construction and working 
'flf railway• wao the eotablishment of guaranteed railway companies of English domi· 
..,ile.. Control over the operations of these companies was at first secnred throngh the 
appointment of a Conanlting Engineer of Guaranteed Railways. Some years later 
looal Conanlting Engineers were appointed for the exercise of control over guaranteed 
railway• and over State-owned railway• in the conatructio'! of which the State had been 
financially interested and which had been leased to companies for working. These 
officers combined the duties of supervision and control on behalf of the Government of 
India and of an lnopector under the Government of India Railway Act. The GoVern· 
ment of India were not directly concerned with the ownership of railways until 1868 
when the Calcutta and South Eastern Railway was surrendered to the Indian Govern
ment under the term& of the contract between the Secretary; of State and the Company. 

Owing to the Government- of India having in 1869 definitely adopted the policy 
of direct construction and ownership of railways, a period of rapid development of mil· 
way construction ensued and it became neceasary to relieve the Publij Works Depart
ment Secretariat of the Government of India in some measure of the detailed control 
of railways. Accordingly in 1874 a State ·RailwaY. Directorate was established and the 
greater portion of the State Railway establishment and bnsiness connected with State 
Railway Adminiotration was transferred to the control of the Director of State Railways, 
an officer who functioned on much the same lines as the head of a department under 
the Government of India. The Conanlting Engineer to the Government of lnilia for 
State Railway• was at the same time associated with him but all important matters -
had .till to be referred to the Public Works Department. A special Deputy Secretary 
in the Railway Branch of the Secretariat of the Public Works Department was also 
appointed to conduct the correspondence between the Government of India and these 
officers. 

Early in 1877 a. further change_ was made in the organisation responsible for the 
adminiotration and control of State Railways and in the place of one Director of 
State Railways, three Directors of territorial systems and one Director of State Rail
ways Stores were appointed. These territorial divisions comprised the following 
oyotems:-

Central • 
Weotern 
and North Eastern , 

1,179 miles. 
927 miles. 
830 miles. 

This divisimi of the administration on a territorial basis proved unsatisfactory, 
in praetice as it resulted in the issue of conflicting orders as far as the management of 
open lines was concerned althongh no difficulty was experienced in the supervision 
of new construction. 

As the number of lines under 'construction had decreased and in order to remedy 
the defect just mentioned, it was decided in 1880 to abolish the Directors of thtr 
Catrai and W ..,tern Systems and to transfer tlae work allotted to them to the Con· 
suiting Engineers of the neighbouring guaranteed railways. The abolition of these 
two appointmente resulted in an increase in the administrative work of the Secretariat 
-d it -..a.s fonnd neceasary to raise the status of the Deputy Secretary to whom the_ 
powers prev:i0118ly exercised bY. the Directors had been entrusted, to that of Directo~ 
General of Railways. 

In the YeVised organisation the Consulting Engineer to the Government of India 
!or State Railways was a.ssociated with the Director General of Railways and assisted 
Che latter primarily in an advisory capacity in matters of civil engineering while the 
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Director of Stores similarly acted in matters concerning stores and rolling stock and 
at the same time was an adviser in matters affecting establishment. The Director 
of Traflic was appointed at the same time ns an ad,iser on traffic problems and the 
accounts work of the department was placed under the Accountant General, Public 
Works Department. 

Government control and supervision of the Guaranteed Railways continued to bs 
exercised by the Local Consulting Engineers to Government. There were five such 
officers at the time with headquarters at Bombay, Madras, Calcutta, Lahore and Lucknow. 
The Consulting Engineers at Madras and Bombay worked directlY. under the Govern: 
.mont of these Presidencies, while those at Calcutta, Lahore and Lucknow were under 
the immedia,te orders of the Government of In8ia. Under this atrangement practically 
all powers affecting the finances and day to day management of the milways were vested 
either in the Consulting Engineers or in the Government, both for the guaranteed 
railway companies and later on for State Railways which had been leased for working 
to railway companies. 

The following is a list of the administmtive appointments that existed in 1881:-

1. Member of the Governor Generul's Council, Public Works Department. 
2. Secretary, Public Works Department. 
3. Deputy Secretary, Railway Branch. 
4. Under Secretary, Railway Brunch • 

. 6. Consulting Engineer of State Ruilwuys. 
6. Director Gene~ul of Railways. 
1. Director of Construction. 
8. Accountant General, Public \\1 orks Department. 
9. Director of Stote Railways, Sto1·es. 

10. Three Assistants to the Director General of Railways. 
11. Consulting Engineer. for Uuuranteed Railways at Calcutta, Lahore and 

Luckuow. 
12. Deputy (.lonsulting l!;ngiuecx·a fo1· Gmu·unteed lines, Calcutta, Lahore and 

Lucknow. 

Madra. and Bombay. 

13. Joint Secretary, Railway Branch and Consulting l!:ngineer for Railways. 
14. Deputy Secretary, Public Works Department. 

Punjab. 

15. SecretafY., Public Works Department. 

By this time also Locai Go~ernm~ntd and Administr~tions. had been induced to 
take a practical interest in the m~nugement. of rBilwayg and in a few cases short exten
aions had been constructed from funds the· inlcreHt of which Local "Governments had 
accepted responsibility to pay. Such lines were controlled by the Local Governments· 
concerned under the general supervision of the Government of India. 

After 1881 further alterations of a more or le•• detailed chamcter were made in 
the administrative organisation and by 1890 the following changes had taken place. 
Instead of a Deputy Secretary and Under Secretary, Railway Branch, there were then 
only an Under Secretary and an Assistant Secretary, Railways in the Generul Branch. 
The posts of Director of State Railways Stores, and Director of Construction had· dis
a~peared and in their pl~ce the1·e, ~as an Under Secretary, who was an ez-olficio Deputy 
Dll'ector ?eneral of Railways. Ihe post of Accountant Generul, Railways, had also 
been abollHhed and the Accountant General, Public Works Department, was once more 
made responsible for this work. 

Farther changes were made in 1897. In that year the post of Director Ge 1 
of Railways was abolished and the post of a Secretary to the Government of r'::~: 
in the Public Works Department .was c1·ealed in its place. The other administrative. 
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REl>ORT BY THE RAILWAY BOARD 

Sir Thomas Robertson had further suggested in his detailed recommendation• 
that extended powers both administrnth·e and financial should be delegated to Boards 
of Directors of Companies, that the appointments of Consulting Engineers should b.e 
abolished and that the work which they performed under the Railways Act should 
be entrusted to a body of Government Inspectors to be appointed for the purpose. 
These recommendations were given effect to in a modified form in 1908. 

Within a short time after the constitution of the Railway Board, it was found 
that work was being hampered by having the Commerce and Industry Department 
between the Railway Board and the Governor Generul in Council and in October 1908 
on the recommendations of the Railway Finance Committee presided over by Sir James 
Mackay (now Lord lneheape), the following changes were introduced:-

1. The appointment of the Chairman of the Railway Board was changed into 
that of President of the Railway Board and enhanced powers were vested 
in the President. 

2. The Board with its staff became collectively the Railway Department distinct 
from and independent of tho Department of Commerce and Industry, 
though remaining under the administrative charge of the Hon'ble Member, 
Commerce and Industry Department, as the Railway Member. 

3. The President of the Board was given direct access to the Viceroy as if he 
were a Secretary to the Government of India. 

At the same time in consequence of the amalgamation of the Public Works Depart
ment Accounts and Civil Audit Establishments under the control of the Finance Member 
of the Government of India the appointment of Accountant General, Public 'Vorks 
Department, was abolished and the appointm~nt of Accountant Generul, Railways, was 
revived. 

In 1909 the post of Director of Railway Construction was abolished and the 
appointment of Chief Engineer with the Railway Board for the purpose of advising the 
Railway Board on technical matters connected with Civil Engineering was created. 

In January 1914, it was decided that the importance of finuncial and commercial 
considerations in connection with the control of Indian milway policy justified a 
modification of the rule that the President and Members of the Railway Board should 
all be men of large experience in the actual working of railways. It was then decided 
that in future one Member who equally with the others might be appointed President 
ahould be selected for commercial and financial experience and " member with the 
necessary, qualifications was appointed. 

This arrangement was, however, altered in 1920 when it was decided that all 
the three members of the Board should possess railway experience. To assist the Board, 
however, in the consideration of :finnncial questions, the post of Financial Adviser 
to Railway Board was created. 

Owing to the expansion of railways in India and tlw increased work thrown on 
the Board n second Assistant Secretary, Engineering, was nppoi~ted in 1914, and in 
1916 the duties of the Construction Drnnch were divided between one branch dealing 
with Projects under an Assistant Secretary and a second branch dealing with Way 
and Works which was sometimes under a separate officer and at other times under the 
Secretary or Chief Engineer. In 1922 the charge of the Way and Works branch was 
divided between the Assistant Secretury in charge of Projects and the Assistant 
Secretary in charge of StoreM. 

In November 1922, the Board's establishment was strengthened by the appoint
ment of a Chief Mechanical Engineer. This appointment was created to enable the 
Board to have at headquarters a reliable adviser on matters connected with mechanical 
engineering. 
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Daring 1921 a Committee presided over by Sir William Acworth viaited India and 
one of the question.o referred to .,.,.. the eTOlution of a oatUfactory authority for thti 
adminiotration of the varied fundi0115 which the Railway Board had to perform u :

(a) the directly controlling auth:mty of th_e three State-worked systems aggre
gating 9,028 miles, 

(b) representative of the predomine:n owning partner in systems aggregating 
22,949 miles, . 

(c) the guarantar of many of the nnaller companies, 
(d) the ortatutory authority over all railways in India. 

The Aewarth ~mittee recommended in their repart :..:.... 

• 

(1) that a new Department of Communiooticns .:.,.Ponsible for railways, porta 
and inland navigation, read transport and poSts and telegraphs under a . 
Member of Council in charge of Communications should be created, 

"(2) that under the liember. of Council for Communications there should be a 
technical ortaff consisting en the railway side of a Chief Commissioner and 

·four CommiMionen and that of the four one shbuld be in charge of finance 
a•d the organi!!8tion and staff of the office and the other three Commu.-

• sioners should be in charge of three respective divisions, Western, Eastern 
and Southern, 

'(3) that the technical staff attached to the c;,mmission should be strengthened 
specially on the traffic side. 

The Government of India, though they did not accept the first recommendation of 
the Acworth Committee, agreed to ihe re-organisation of the Railway Board being under
taken on the principles underlying the repart of the Acwarth CommittOO. The appoint
ment of a Chief Commiosioner was accardingly sandioned iD. November 1922 and in 
accordance with the reeommendatiCDB of the Acworth Committee he is oclely responsi'ble, 
nnder the Government of India, for arriving at decisions on technical questions and 
adviaing the Government of India pn matteq of Railway policy; he is not liable to be 
over-ruled, u the President was, by his colleagues in the Railway Board. 

The first duty of the Chief Commi..;oner waa to work out detailed proposals for 
the re-organisation of the Railway Board and as a first step he made recommendations 
to the Govo;rnment of India for the immediate appointment of a Financial Commis
sioner. This recommendation was strongly endorsed by the Indian Retrenchment 
Committee and the appointment of the Financial Commissioner was made in April1923 
_with the sanction of the Secretary of State. The further proposals of the Chief Com
missioner far the re-organiaation of the Railway Board were accepted by the Govern
ment of India and the Secretary of State and were introduced from the 1st April 1924. 
It wu decided, however, for reuons connected wit]j. the present ortatutory position of 
the Railway Board, and to avoid confnsion with the provisions for a Railway Commis
sion nnder Chapter V of the Railways Aet, to" retain the name " Railway Board " 
far the headquarters organiaation of the Railway Department instead of " Railway 
Commission " as recommended by the Acworth Committee. 

The Railway Board u now eonstituted consists of the Chief Commissioner as presi-
' dent, the Finaneial Commissioner and 2 Members. The" Acworth Committee proposed 

that the Indian Railway System should be sub-divided into three territorial divisions 
and that a Commissioner should be alloeated to each Division. Careiui eonsideration 
~ given to this recommendation of the Committee, but it was fonqd that it would_ 
involve a good deal of overlapping of subjects and duplieation of duties and would 
also, by in~ another officer between the Railway Department and the Agenl6, 
give rise to delays in work and lack of promptness in giving decisions. It has, there
fore, been decided to allot the duties of the two Members on the basis of subjects mther 
than on a territarial basis. This bas the incidental advantage enabling the work to be 
done by two Members instead of three, as recommended by the Acworth Committee. 
In view, however, of the importanee of the question involved, it was decidett to iniro
dnce this system tentatively and to consider, after it had been in force fn.r one year, 

• 
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whether it should be retained or altered in favour of dlvisio;. of work on a territorial 
'bll8ia. Further ""Perience hM however shown that this system works satisfactorily 
and there is at present no intention to alter it. 

The nHirganiaation provides for arronge,;ents to relieve the Chief Commissioner 
and :Members from all but important work by the '!ppointment of responsible Directo,; 
at the head of each of the main branches of work, namely, Civil Engineering, :Mecha
nical Engineering, Traffic nnd Establishme11t. It is expected that the re-arrangement 
of the disposiu of current '\"I"Ork under this organisation will free the Chief Commissioner 
and 'the :Members ~. devote their attention to larger questions of rail;way policy and 
enable them to tour over. {h& .vo.rious railway systems to a greater extent than they, 
have been able to do in the past. ·BJ this means they will keep "'1n touch with local 

.. Governments, Railway'· Administrations and public bodies to an extent which will 
. largely meet the principal object of the Acworth Committee in recommending the 

appointme.nt of Territorial Commissioners. As a general rule it will be possible for 
either the Chief Commissioner or one of the :Membeh to visit the headquarters of every 
major Loc.al Government a.nd every in•portant Railway Administration at least once a 
jfear. .Such visits have in effect been carried out during the past ;year with very 
;beneficial results in the disposal of business. 

Two of the four Directors were already in existence in the form of the Chief 
Engineer and the Chief :Mechanical Engineer. Hitherto these officers have been em
plo)'ed mainly in consultative work, but under the re-organisation the scope of their 

. dutie; is being. enlarged so as to entrust them with the dir~ct disposal of such matters 
dealt with i.ti their branches as do not raise large questions of policy. 

The posts of one Joint Secretary and four Assistant Secretaries were replaced by 
six Deputy Directors of similar status and one Assistant Director. Of these one officer 
is required to reconstitute the post temporarily discontinued in the Project branch of 
the office, as it has been found impossible to carry on the current work relating 
to projects and open lines with a single. Assistant Secretary in view of the very lar~e 
number of projects which now have to be examined by the Railway Board. ~'he other. 
additional Deputy, Director is required for dealing with statistics and the need for a 
whole time officer for this subject has been very forcibly brought out by the criticisms 
to which the former statistics and their use have been subjected both by the Acworth 
Committee and the Retrenchment Committee. • 

Provision was also made for an addition to the junior officers !in the appointment 
of an Assistant Director, whose duties will be to supervise the technical branch of the 
office and the ch-nwing office, which is becoming of considerable importance in view oi 
the progress which is being made toward.. standardisation in technical matters. 

Experience of the working of this organisation during 1924-26 brought out the 
fact that sufficient stufi had not been provided on the financial side and when the 
Legislative Aesembly agreed to the separation of the railway finances from the general 
finances of the conn try in September 1924; it was found necessary to appoint at once. 
with the sanction of the Secretary of State a Deputy Director and an ABBistant Director 
of Finance, and the question of the appointment of a Director of Finance is also under 
consideration. .. 

It was also fo_und necessary to strengthen the stati.tical bra~ch of the office b~ the 
appointment from January 1926 of an Asili•tant Director of Statistics in charge of com
pilation, 'whose duty it will be to supervise the checking of the returns received from 
railways, to carry out a test audit of the compilation of statistics on railways ani !AI 
exist railways to introduce revised and np to date methods of compilation.' 
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APPENDIX C. 

Besolutioil regarding the separation of Bailway from General 
Finances, adopted by the Legislative Assembly on the 20th 

September 1924- . ' 
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" This A .... mbly recommends to the Governor General in CounciJ that in ord~ ~ 
relieve the general budget from 'the violent lluctuations caUsed by me incorpomtion 
therein of the railway estimates and to el!llble railwaP. te>,rany of!t" a contio;..,~ railway 
policy based on thi! necessity of making a defu;lltl' re~ t~·:general revenues on the 
money expended by the State on Railways. - · 

(1) The railway finances shall be separated hom the general finances of the • 
conntry and the general revenues shall receive a definite annual contri
bution from railways which shall be the li1st charge on the nef receipts of 
railways. 

· (2) The contribution shall be based on the capital at charge and working res,P.ts 
of commercial 'lines, and shall be a sum equal to one per cent. on the 
capital at charge of commercial lines (excluding capital contributed by 
companies and Indian States) at the end of the penultimate financial year 
plu• one-fifth ot any surplus profits remaining after payment of this 
fixed .. retum, subject to the condition that, if in any year railway revenues. 
·are insufficient to provide the percent~ge of one per cent. oli the capitld · 
at charge surplus profits in the next or subsequent years wHI not be deemed 
to have accrned for' purposes of division until such deficiency has been 
made good. ' 

The interest on the capital at charge of, and the loss in working, strategic lin"'! 
shall be home by general revenues and shall consequently be deducted 
from the contribution so calculated in order to. arrive at the net amount 
payable from railway to general revenues each year. 

(3j Any surplus remaining after this payment to general revenues shall be trans
ferred to a railway reserve; provided that if the amount available for 
transfer to the railway reserve exceeds in any year three crores of rapees 
ouly two-thirds of the excess over three crores shall be transferred to the 
railway reserve and the remaining one-third shall accrae to general 
:revenues. 

(4) The railway reserve shall be used to secure the payment of the annual contri
bution to general revenues; to provide, if necessary, for arrears of depre
ciation and for writing down and writing off capital; and to strengthen 

• the financial position of railways in order that the services rendered to the 
public may be impro~ed and rates may be reduced. 

(5) The railway administration shall be entitled, subject to such conditions aa 
, may be prescribed by the Government of India, to horrQW temporarily from 
· the capital or from the reserves for the purpose of meeting expenditure for 

which there is no provision or insufficient provision in ·the revenue buaget 
subject to the obligation to make repayment of such horrowin,"S out of the 

• · revenue budgets of subsequent years. 
(6} A Standing Finance Committee for Railways shall be constituted consisting 

of one nominated official member of the Legislative Assembly who should 
be chairman and eleven membera elected by the Legislative Assembly from 
their body. The members of the Standing Finance Committee for Rail
waya shall be u-offit:W mem"bera of the Central Advisory Council, which 
shall consist, in addition of not more than one further n~minated official 
member six non-official membera selected from a panel of eight elected by 

• • the Couneil of State from their body and six non-official membera selected 
from a panel of eight elected hf the Legislative Assembly from their body. 

G2 
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The'·Railway Department shall place the estimate "of railway expenditure before 
'· the Standini'P Finnuce Committee for Railways on some date prior to the . . " 

elate for the discussion of the demand for gt·nnts for railways and shall, as 
far ns po!->sible, instead of the expenditure j\rogrnmme ~venue show the 
expenditure under n. depredntion flmd <"rented as pe~ the new rules for 
charge to capital and revenue. · 

{1) 'i'he railway budget shall l>e presented to the Legislative Assembly if possible 
in advance of the general budget and separate days shall be allotted for its 
discussion, and the Member in charge of tailwnys 8hnlJ then make a general 
~tntemerlt: on railway Q('counts and working. The expenditure proposed in 
the railway ,budget, including expenditure from the depreciation fund and 
the railway reserve, shall be placed before the Legislative Assembly in 
the form of demnnds for grants. The form the' budget shnll tnke after 
separation, the detail it shall give and the number of demands for grants 
into which the total vote shall be divided shall be considered by the 
RaHway lloard in ~onsultation with the proposed Standing Finnnce Com
mittee for Railways with a Yiew to the introduction of improvements in 
time for the next budget, if possible. 

(8) These arrangements shnll be subject to perioclic revi~i~n, hut shnll be provi
sionaUy tried for at 'le~•t three years. 

(9) In view of the .fact that the Assombly adheres to the resolution passed 
in February 1923, in favour of State management of· Indian Railways, 

·these arrangements shall hold good only so long as the ·Eust Indinn 
·Railway and the Great Indian Peninsull\ Railwny and existing Stnte
mimaged rnil ways t·emain under State ml\nagement. But if in spite 
of the Assembly's t•esolution above refetTed to Government should 
enter on any negotiations for the transfer of nny of the above rail
ways to Company management such negotiations shall not be concluded 
until facilities have been given for a discussion of the whole matter 
in the Assembly. If any contract for the transfer of any of the above 
railwny to Company management is concluded against the advice of the 
Assembly, the Assembly will be at liberty to terminate the an·angements 
in this Resolution. 

Apart from the nbove convention this Assembly further recommends-

(i) that the railway services should. he mpidly Indianised, and further thut1 

Indians should be n1>pointed us Members of the Railway Board as early as 
possible, and 

(i1) that the purchases of stores for tho State milways should be undertaken 
through the organisation of the Stores l'urchase Department of the Govern
ment of India. ·, 
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3. ·The depreciation fund bears:-

( i) the ong1nai cost of any of the units 
assets when a unit is replaced :-

shown under the following classes of 

Cla.as of asM:;t. 

2. Bridge work-Masonry 

· S. P4\.rmanent-wa~·-Rails ond fastenings including 
pointe and ~JOU&ng.. 

4. Pormancnt·way-Slcepcra-Wood 

5. Pcrmanoot-WDy-Slecpo•a-Cast iron and fcrTo 
t'ODCl'etC. 

6. Permnncnt-way-SleetN)1'8-Stccl trough 

7. BnUdiugw-Ma.sonry 
I • 

8. Buildings-All otbera 

9. Station machinery 

10. Plant 

11. Ferries ;. 

12. Bolllng .tock-Locomqtivos-Engiucs and tcndou, 

18. Rolling Stock,Locomotlves-Boilcra • 

14. Rolling Stock-Car.-tnge and Wagon-Coaclllng 
vehicle&. 

• 
15. Bolling Stock-C111Tiagto aDd Wagon-Good& 

vehicle~. 

16. Motor vehicles-Rail 

17. Motor vehicles-Road 

18. Elt'ctric inltromontl a.ud telephone• 

19. Electric Power Bta.ti~ and Snb..tG;tiona-Bnlld· 
I ago. 

20. Electric Power atatlons-Plnnt '· 
21. Flfctric LC)("omotlvcs 

22. Elet'tric ovcrbe:a.d equipment of trnek 

Nonnallifo.... 

60 

125 

60 

15 

~ 

86 

200 

56 

20 

40 

85 

25 

80 

20 

10 

13 

80 

20 

85 

&0 

Unit. 

1. An entire ap&n of girders. . 

2. Steel work on an individual bridi{C origi· 
nally toeting more tbaa Ra. 10,000. 

An entire abutment pif•r, or arch. 

Ra.il• a.nd fastoniug'll, point. and aouings. 

Slcepo.., wood. 

Sleepel'l, eaat iron and ferro concrete. 

Slccpora atcol ~n!Jh: 

1. An entire building. 

2. A JXUt of a bulldinFC' wbon tho part ori· 
ginally cost more thAn Re. :!6,000. 

1. An entire building. 

2. A tmtt of • building when the part origi· 
ntly COlt moro than Ua. 26,000. 

An entire unit of station machinery. 

An ontir~ unit of plnnt or an ontlro nur.chlno. 

l'l'ow-Looeo hand toola do not oonatltnlo a unl&, 

An ontlro veuol, engine or boiler. 

1. An ontiro engine. 

.Not.-Tbo dopreelatlon food bear• tbn aod of reo 
boildlng an englno If Lho work Ia nnder
takao •• oue oporatloo, 

2. An entlro tender. 

An ontiro boiler. 

An ontiro vohlclo, 

Ditto. 

Ditto, 

Ditto. 

AU article&. 

1. An ontlro building. 

2. A part of a building when thd runt origi· 
no.lly colt more tb~m Ra. 26,000. 

Au f·utlre onlt !.' plo.nt or cntlro maebiue. 

An entire Locomotive. 

All o.rtlciCI. 

(it) the credit tQ capital under rule 2 when a comple16 unit as described in clause 
{i) of this rule is replaced, abandoned, or disposed of. 

NOTB.-The credit- to capital is given when the unit 'ia replo.ced, abandoned or disposed of. 

4. The depreciation fund is credited annually with an amount equivalent to the 
tutal expenditure to the end of the previous financial year on all the unit.s of each 
class of asset as de•cribed in ru]b 3(t), divided by the number of years assumed as 
ih• normal life of that class of asset in Annexure A to these rules; provided that no 
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credit shall be given on account of any unit after the period 1188UID.ed for ita normal 
life has expired. The ellect of the rule preocrihed in this paragraph is that when a 
unit is replaced or abandoned or ilispooed-of before the expiry of ita assumed normal 
life the credit on ita account to the depreciation fund continues until the expiry of 
its assumed normal life. But in exceptional cases, where replacement&, involving 'Bil~ 
stantial amonnts are undertaken many years before the expiry of the 888UIIled normal life 
of a unit or unite, a revision of the entries in the record of depreciation may be made 
oo as to avoid double payment& into the depreciation fund in respect of such units, 
both on the original cost of the unit and on the cost of replacement. All snch cases 
slwuld be referred for the specific orders of the Railway Board. 

No credits or debits should he made to the depreciation fund on account -of tem
Jlornry or experimental works, or additions costing Rs. 2,0!JO or less. 

5. Rev':nue hears all other charges including:-
(•) the cost of temporary and experimental works; 

(i•) the cost of nny addition to the line or the equipment of the line, when 
estimated to cost not more than Rs. 2,000 ; 

(iii) snch portion of the cost of any appointments -specifically created for the 
supervision or construction of a work chargeable partly to capitol and 
partly to the depreciation fund or to revenue as is not home by capital 
under rule 1 (11); , 

hv} the credit to capital under rule 2 when it is nut borne by the depreciation 
fund under rule 3 (i•); 

l11) the origina\ cost of any \\'ork or article of equipment replaced, when it i!' 
not borne hy the depreciation fund under rule 3 (•); - · 

(11i) the credit to the depreciation fund under rule 4. 

6. Revenue is credited with any amount received from the dispoaol of a work _or: 
articlo of equipment. 

Record of Depreciation. 

Cia.'" of Aase-t&---------Normal lifte------------

Add dept'l'!d.ation en D.dact 
Year. Ccmtribotion ~pital and replace- depreciation whieb Contn"bot:on of the 

of the ye.z. .... t expeadiLa<e of ceue. iD the ensuing yar. 
tl)c year. ,.... 

1 2 3 4 6 

. 
. 

-

. 
-

(1) The total amount spent in the year on oomplete units, as detailed in rule 3 (i), 
will he di>-ided by the 1188UI1led normal life of the class of assets, and the resnlt entered 
in column 3, a aimilar aruount shall be entered in column 4, against tbe year after that in 
which the nssnm<>d normal life expires. For example, if in 1924-25, 20 lakhs have 
been •pellt on additional wagons, and 20 lskhs on the purchase of wagona to replace 
•·om out stock, one lakh will he entered against the year 1924-25 in oolumn 3 and one 
lnkh againat the y..ar 1965-66 in oolumn 4. 
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APPENDIX E. 

Government of India, Railway Department Resolution No. 2131-F., 
dated the 19th February 1925, on the subject of the financing of 

branch lines of railways. 

The' Governo•· General in Council, with the sanction of His Majesty's Secretary 
of State for India, is pleased to iss\'e the following orders on the subject of Financing 
"f Branch I~ines, in supersession of all previous orders on the subject. . 

1. Ilranch and :F'eeder Lines are constructed 'under an ngreement by which the 
Stnte guarnntees n minimum return on the cnpital, or nlternatively, und~rtakes thnt 
the line shall t•eccive, oot of the earnings of the main line from traffic contributed by 
the branch, such a sum, known ns a rebnte, as will mnke up the totnl enrnings of the 
branch to a g+ren •um. while the brnnch in each case slmres with the main line any 
profits exceeding the guaranteed minimum. 

2. This method of encouraging the'construction of lines originated 30 years 
ago simply been use the Government of India. was unnble to furnish the necessary 

capitnl. 
3. The A<•ll·orth Committee pointed oui that this method, while enabling lines to 

be built which would otherwise not have been built, has no other merit. The finan
cial .terms usual before the war nre now quite inadequate and if the system is to continue 
they will have to be ~evised. All the witnesses before the Com,;,ittee who asked for a 
revision of the iernts admitted that, if the main line were in a position to build a 
given branch itself, they would prefer that it should be done by the main line rather 
lhan that it should be clone as n separate undertaking. 

4. Amongst the disadvantages pointed out by the Committee are the following:
(•) The Branch Line Company is usually n fifth wheel to the conch. It 

imp lie~ in some cases o. separate construction sto.ff; it always implies o. 
separate Board of Directors, and separate accounts. 

(ii) Where the branch is worked by the main line, if its Directors feel that 
the management is unsatisfactory, they not only make representations to 
the main line administrntipn, but in the last resort can appeal to the 
Railway Board which does not make for harmony. 

{iii) Capital raiserl by a small private undertaking, even with a Government 
gnnmntee, will cost more than money raised by the State. 

(iv) Inconceivable confusion results from the multiplication of independent 
Railway Companies-each company, small or great, desires to reserve 
for itself a separate sphere of influence; and jealously demands that, if 
any now-comer intrudes into that sphere, he shall pay toll to the original 
concessionaire. This only 'complicates a situation which ought to be con
sidered solely from the point of view of the public interest. Now pro
posals for the extension or connection of lines by small independent com
panies are either refused owing to protests hy the q\d company or only 
permitted on a bnsis of elaborate accounting between tho new company 
and the old for the profits which hypothetically would have belonged to 
the old line had the new line not been opened. . 

;;, The only arguments urged in favour of the Branch Line Compa!lies were:
{i) That money had been raised which the Government of India was unable 

to furnish. 
(ii) That a claim was made that the Branch Line Company obtained from local 

sources money that would never be subscribed to a GoVernment. loan. 
l"iJ That there may be eases of a Branch Line of smaller gauge worked imle

pendently, which the Branch Line Company can operate ri)ore eeo1101p;. 
cally thnn " maiu line, · 
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6. The Acworth Committee, the!""fore, so far from approving of this system con
oidered that the aim of the Government should be to reduce by amalgamation the 
number of existing companies and that it should only be in cases where the State 
cannot or will not provide adequate funds that private enterprise in this direction 
should be encouraged. 

7. The disadvantages pointed out by the Acworth Committee require to be even 
further amplified. The existing Branch Line Companies have ceased for some time to 
1aise additional capital for capital requirements. · They have either obtained over
drnfts from various Banks for this purpose at heavy rntes of interest or iasued deben
tures at •pecial rates of interest (usually about 7 per cent.) or in several cases asked 
for money to be advanced to them by the Railway Board._ So far, therefore, from 
reducing the amount that the Government of India have tp raise in the ope....:Warket, 
they are at present incrca.•ing that amount. 

8. Another serious disadvantage which is not mentioned by the Acworth Com
mittee is that the main line usually works the Feeder or Branch Line for a remunera
tion which, in most cases, is limited to a maximum of a fixed percentage of. the gross 
earnings of the Branch l.ine (usually 40 per cent. or 50 per cent.)-terms of remunera- . • tion which at present are grossly inadequate. The result of this ariangement is that 
many of the main lin•• whose working expenses are from 60 to 80 per cent. of the 
OTo•< eamin!"' nre •nddled with heavy expenditure which ought to have been debited 
to Branch I~ine Companies. Where the Branch Line Companies are " successful," 
tbot is, where the shares stand at a high figure, their profits are inHaled owing to 
their working expenses being thus artificially reduced. Again, where in the case 
of less " prosperous " Brnnch Line Companies, the Government has to make a direct 
subsidy in order to make up the guaranteed interest on the capital, the amount paid 
by way of subsidy does not reveaL the true loss of the Government in connection with 
the Branch Line Company. To this subsidy should be odded also the additional loss 
incurred from the mo.in line working the Branch Line at lesR than the actual cost. 
Even this, however, does not give a complete statement of the 1.,.. sustained by Govern
ment in connection with these Companies. These Companios have been supplied with 
land free of charge and the cost of such land is not taken into account either in the 
Capital or the Revenue .Accounts of the Companies concerned. 

9, The only real argument. in favour of these Companies is that they '!Dust be 
utilised in cases where the Government itself is unable or 'declines to raise the 
necessary amount of capital for new constructions.· It is doubtful whether such a 
position is likely to rec~~r in the future. It is admitted that to use the ageney of 
these Companies is a far more expensive method of raising money for the construc
tion of railways than direct Government loans can ever be. The amount of assistance 
gh·en by Branch Line Companies in the past has been trivial; the total amount of 
capital raised through the agency of Branch Line Companies has only been about. 
Rs. 101 crore.....,.n amount which in itself is less than the lapse that occurred last 
year in the provision for capital expenditure in the Railway Budget. 

10. The difficulties ond compli~tions now experienced in connection with these 
Brnnch Line Companie.< ore out of all proportion to the insignificant financial facili
ties offered by the Componies. The Government of India have therefore decided that 
!he Branch line policy should be abandoned and that an endeavour should be made 
tu reduce the number of the existing Branch Line Companies. · If on any occasion the 
Government of India should be unable to find funds for construction (which is not 
the case at present), and shoald it be considered advisable to tap fresh sourc'19 for 
subscription to railway loans by offering terms diiferent from those given to the 
ordinary Government loans, that is, by offering not only a fixed rate of interest but 
a share in the profits of a particular Branch Line, there appears to be no particular 
advantage of using a fiuancial half-way house specially to float a loan on such terms: 
there appears to be no reason why the Government should not float the loun direct. 
But it will probably he found sufficient to raise short term debenture. a\ a high rate 
of interest-!< be li'luidated when the loaq l!larket is favourable-a procedure ad~:pted 
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now by the Branch Line Companies, but at a )ligh~r rate of ~~erest than would 
be neressarv for the Government. 

11. Th:re remains the case of the District Boar~ Railway;. £~/which some of the 
capital or the security for the capital is secured by a special cess levie<l -~. the District 
Ro)lrd throughout the district. 

The Acworth Committee pointed out that where a District Board was the promoter 
of a new Branch Line, considerations other than purely commercial came into play 
"·ith the result of further complications and confusion. In a footnote to the report 
they referred to the views expressed by the Madras Government who had drawn 
aHentioa to a case in which, although no slwrt-circuiting was involved, there had been 
a delay of over 10 years in arriving at a decision in regard to the terms for working 
a District Board Railway by the South Indian Railway Company. The amount of 
capital raised by-District Boards for such lin.,. has been only Rs. 137 lakhs while the 
amount raised by Company lines subsidised by District Boards amounts to Rs. 2! 
crores. These amounts are 1nsignificant as compared with the total capital raised 
by the ·Government and it is clear that the relief afforded to the Government of India 

;in. raising the loans is quite djsproportionate to' the great complications which have 
resulted in the ,;.orking of the railway administration. Loans raised direct by the 
District Boards do not relieve the market of the Government of India; the money 
is ultimately borrowed from the Government of India. 

12. The .legal position regarding the powers of District and Local Boards in the 
matter of railway construction and management depends in part on the Indian Railways 
Act, 1890, which, in the absence of express exclusion of its application, extends to 
all District Board railways and, in part, on the nature of the provision made in the 
matter in the District or Local Boards Act of the province concerned. It is only 
in the Madras Presidem•y that the question has assumed prominence and it will suffice 
to indicate briefly the nature_ of the provisions contained in the Madras Local Boards 
Act, 1920. Action under section 113 of that Act can only be taken " with the pre
Y-ious sanction of the Government of India." Having obtained such sanction, a District 
Board may either itself construct and maintain a railway within, or partly within, 
the local area under the control of the Board, or may subscribe to any debenture loan 
rai•ed by the Government of India or by any other local authority or by "ny com
pany for the construction ·or maintenance of any railway which the Board considers 
likely to be of benefit to the district, or may guarantee the payment from the dis
trict fund of such sums as it ·shall think fit as interest on capital expended on any 
su<'h railway (that is, whether the .. ailway is constructed by the Government of India 
or by any ol.her local authority or by a Company) . 

• Section 236 of the same Act provides that the accumulations of a local mil way. 
ce" may he utilised for all or any of the purposes specified in section 113, including 
the b'11aranteeing ~f payment of interest on capital spent on a railway. 

A District Board in Madras, therefore, can guamntee the payment from the 
distri~t fund of the money sufficient to make up the minimum interest on capital expend
ed on a railway within its area whether such railway is constructed by the Government of 
India or by a Dompany, the only disadvantage attaching to this particular form of 
guarantee being that .the Act--does not make the payment of thO' guaranteed interest 
a first charge on the District Board Fund. 

13. The Government of India could not reasonably use their powel'B under the 
Indian Railways Act, 1890, or under e.g., section 113 of the Madras l.ofal Boards 
Act, 1920, to prevent a District Board or a local body from constructing a light rail
,,..y or a tramway which had no physical connection with any existing main line und 
which tliat local body proposed to work itself or through a local company. But as 
things stand at present there is no reason for continuing the practice under which 
Di.trict Boards are allowed to make money out of Branch Lines connected with 8 

main line when they themselves cannot make any arrangements for, the working of 
the lines and require to have them run by the main lines. 
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14 .. These D(~ti-ict Jloard railways must not be confused with the light and feeder 
railways which CO'nstitute a provincial subject under the Devolution Rulea. The pro
vincial subject. -in 'l.tleation comprisee " light and feeder railways llnd extra-municipal 
tramways. in i!o- lar as provision for their construction nnd management is made by 
provincial leirislation." That is to say, it comprises ouly individnal light or feeder 
railways or extra-municipal tramways for the coustrnction and management of which 
specific provision has been made by. an Act of the local legislature of the province 
concerned. Hitherto, no such legislotion has been enacted with the reault that the 

' . entry in queation in the provincial ached'lle, 
••lWJwoyoad ...,...,..,;dpol bb,_m ...... ,.,.,,..,;, B8 also the qualifying words in entty o(al• 

10 far u tb., an aot cluaified a prayia.cial aab.o 
joclo aacler .,"71(4) of Put D of dUo oc!Md~ ~ in the central ache.dule, have DO operation, 

' , and all existing railways of every deacripllOu 
are included in the rentral subject qefined in the last-named entry. It should also 
be ob•erved that the provincinl subject in question is " subject ~ legislation by the 
Indian Legislature in the case of any su~h railway or tramway which is in physical 
connectiun with n mnin line or is built on ~he same gauge as an adjacen~ .line," the 
eftect being that a provincial bill designed to provide for the construction of a lil?ht 
or feeder railway or extra-muu;cipal tramway in physical connection with a main line 
or built on the same gauge as an adjacent main line would require the previous sanc
tion of the Governor General un•ler clause (}) of sub-section (3) of section 80 A of the 
Government of India Act; a ad it may be presumed that few occasions are likely to 

· arise in which provision will be made by local legislation for the construction of 
a light or feeder railwny not answering one or other of these deacriptions. 

1&. The proposal" set forflt in this Resolution are not designed to evade the 
legitimate operation of the legal po•ition described, in the case of District Board ro~il
ways, in p&ragraph 12 und in the case of provincial light and feeder railways, iB 
paragraph 14; l·ut it follows front the proposals that Local Governments and District 
or Local Boards •hould not. in the absence of special circumstnnces, be encouraged 
to build branch or feeder lit.es. In other words, the normal procedure will bo the 
construction by the Governme~t ot India, or, at its cost, by a Company, of a branch 
line which n District BoaJ·•l or Local Government desires to have constructed and is 
prepared to guarantee. But, •hould the railway programme not permit the construc
tion of such a line within a reasonnble time, the possibility of permitting a District 
Board or Locnl Govemmeot to construct it from its own funds would require considera
tion. 

un~emun6TtJtivs Lin&. 
16. The above proposals relate to the procedure adopted in the past and the 

procedure which it is proposed to adopt in the future for the financing of the con
struction of branch or feeder lines expected to prove remunerative from the point of view 
of railway earnings only. But there are cases where the Loca! Governments or local 
authoritie• mav desire that a line should be constructed which will not be remunera
tive on railway earnings and the construction of which is desired by them for purely 
local reasons on account of the administrative advantages it is likely to confer or for 
the dovelopm•nt of a particular area. It is proposed that in future the Railway Board 
in such cn:cumstances should have power to arrange for the constru9tion of the line 
from railway funds if the Local Government or the local authority guarnntees the 
Railway board against loss. The guarnntee would be to the eftect that the local 
authority would make up the difterence between the net earnings and the inter
est and other charges payable. As it is not desirable that the Central Government 
should make any profit out of such contributions by local authorities, it is also pro
posed that where contributions have been made by a local authority for this purpose 
the repayment of such contributions should be a first charge on any net profits subse
quently realised from the line, should the line prove remunerative. 

17. The Central Government must, however, retain the power to decide whether 
a line is to be built or not; the proposals in the preceding paragraph must not be 
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taken to imply that a Local Government by giving a guarantee can require the Rail
way Board to constrnct n line. Proposals of u Locnl Government: might rnn counter 
to the genom! railway policy or might toke the form of short-circuiting railway trnffic 
and so lead to a reduction of receipts from existing lines.· 

18. These proposals have been circulated to I.ocal Government's and hnve been 
generally welcomed by them as affording a suitable method of reconciling centrnl and 
lora! interests nnd of providing for locnl bodies and Locnl Governments. u method of 
St'curing the constrnctioo of railways which mny be required for purely. local reasons, 
and whic!l, while not likely to prove remunerative on purely railway earnings, are 
likely to provide •uch indirect benefits to I.ocnl Governments and local bodies as will 

. more than repay the amounts paid under the guarantee. Several such arrangements 
have nlready boon mndA with Locnl Governments. 
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• 
APPENDIX F. 

His Excellency the Viceroy's address to the Indian Railway Conference 
Association at the opening of the 1924 session. 

Hio Excellency the Viceroy delivered the following address to the ABSOCiation 
in the Legislative A.,embly Chamber, Simla, in the presence of the GoTemor of the 
Punjab, the Commander-in-Chief, the Memhero of Council, repreoenlativeo of the 
Council of Stale and of the Legislative Asoemhly, and a large gathering of Civil and 
llilitnry officero. 

0 E~"TLEliEN, 
I greatly value .this opportunity of welcoming the membern of the Indian 

Railway Conference A•ROCiation. Thio meeting enableo me in the first place to expresa 
my \\·arm appreciation of the very valuable resulto obtained from the meetings of 
the Association. The A!isndation hos, I undei'Btond, now been in existence' for nearly 
~ quarter of a century. Its primary function was to frame arrangements for the 
m•nagement of trnffic interchanged between the dilferent railways; but it aloo con
sidero a'!.d advises upon all other questions of railway management referred to it by 
it. members or by the Go,·ernment of India nnd this aspect of its activities has nato
lull) grown in importnnc•. The full Conference only meets once in twelve months; 
but its function• nre carried on throughout the year by technical sub-Committees 
whose recommendation• come before the full meetings of the Association at this annual 
C.mfcrence. I attribute the greatest importance to both the formal and informal as
peel• of these deliberation•. I cannot estimate too highly the value to the Govern
lD(!ut of India of the expert ossitdonre and advice reCeived from this experienced body. 
Both the public and tho Government owe a debt to the ABSOCiation for the sustained 
efforto which are made at these Conferences to perfect the harmonious working of 
rnilwny• iu India and to ronduce to improved efficiency in the service of the public. 
I UJll nwnrP. that duriug your discussioDa many questions are satisfactorily decided 
which wonld otherwise only come to a decision after lengthy consideration by the 
Railway Boord of the re1>re>entations of dilferent railway administrations; and last hut 
not least I attaoh tlte high•ot importance to the opportunities which these meetings • 
aflord tn the Agents nnd principal officers of all the railways in India for r!Oming 
together for the purpo"" of informal discussion and interchange of views. These 
meetings moot .he of the greatest value to them; and they also afford the officers of 
my Government an opportunity for discussions with them of the same nature which, 
I know, nre very greatly prized. 

I value the opportunity of this meeting also heeauoe I am enabled thereby to 
address those who are dircotly responsible for the working of the great ;..ilway 
systems of India. I need not dw~ll on the great importon~ of the latter to t!Wr 
country. From small begmninga,-I believe the f!rst railway opened in India over 
seventy year. ago wns a modest project running for 21 miles only- vast and com
plex system hns been bnilt up. The total mileage now exceeds 38,000 miles; and 
last year nearly 600 mill;on passengers and 100. million tons of goods were carried 
on the sptem. The otalf employed on railways numbers nearly f million pei'!IOmo. 
On budget lineo aloue this year the earnings may he expected to attain a total of 
97 crores of rupeea. l'he magnitude of the changes which the railways hove brought 
about in the social and a-anomie life of the Indian people in the last half eentmy 
can hordly bo c><timated. The npansion of the railway •y•l.em has silently but surely 
made for the spread of civilization, for a general increase in material prosperity, for 
greater happiness and for greater unity among the people of India and for wider 
p•,..•biliti.,. in 1•uhlie nnd ["li,·nte life. Those who have helped tn tuUn up and ex- • 
pand the •ystem may well take pride in the achievement. I fully realise the great 
responsibilitieo and the heavy burden of work which lies upon those entrusted with 
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the working of this vast nntl complex system; and for this reason and on account 
of the great imporhmce to India of the duties they perform, it is a special.. pleasure 
to me to meet hen• to-day those principally .responsible for the management of Indi~n 
railwny:i. 
· . Apart from my keen interest in railways generally on account· of their !!onncc

tion with development and- ·progress in India, circumstnnce!lt plnca me- in an evP-n more 
intimate relation in regn•·d to them. In lndin a very large portion of the ruilwny 
system is ,,wned by Government, ·and in consequence my Government is "·itally 
interested and directly. ~·oncerQ.ed in the efficient and economical management of 
the railway system. The difficulties which have bud to he faced during tbo pa<t 

( wur period are well known; nnd I need not explore their _causes. The brief boom 
of 1!.119-20 was succeml.ed by a period of severe trade depression. There was leeway 
to mG~C up in repairing wastage while the cost of material had risen in an unpre
cedented foshion and the wages bill had swelled owing to tbe abnormal increase in 
prices and cost of living. In 1921-22 and 1922-23 tbe railways were unable to pay 
inte•·est charges and a situation of great difficulty had arisen. Tbe only solution of 
tlu~ 'problem was to introduce a policy of retrenchment and rigorous economy iu work
illg charges while at' 'the f.lLtne time making a reasonable increase in rates and fares. 
My Government greatly appreciate the Joynt manner in which the railway adminis
tratiou. and their stall' CO-<>perated in the execution of this policy. The :U·uit of 
their labours is already apparent. Last ye~r the railways made a net contribution 
to the State of more than •i>. crores and paid a net return on capital invested of more 
than f> per !!ent. It is too P~rly to prophesy. as regards the present year and it is 
neces•ary to make allownnco for the damage, not yet fully estimated, caused by tho 
recent disastrous ftoods; but the prospects are hopeful; nnd with the gross receipts up 
to the end of last August in exces~ of those of the corresponding period of last year 
by 30U lakhs, a confident ••ie\v ·may be taken. I have on various occasions exl"·essed 
my opi'!ion that a slo\v but steady revival of trade is taking place; nnd the mil way 
Jeturns, Which act as tho bnfometer of trade, point to the indicator moving in 
that direction. The capital expenditure of the last few years is beginning to take 
effect hi increased capacity and better facilities for handling traffic. In addition, 
in spite of greatly inc~ensed trnffi.c and earnings, the ord~nary working expenses for 
the early portion of the year stand at a lower figure than last year. 1.'he fall in prices 
i• without doubt a contributing ·factor, but the main credit must be given 
to the Agents and their staff without whoso co'ltinuous efforts and close attention tc 
economy these satisfactory results could not have been secured. 

Some portion of the improvement effected may also be attributed· to the process 
of overhauling the railway organization in the Central Government. 1.'he Acworth 
Committee and the lnchcape Committee offered my Government valuuble advice both 
on ~he jinancial and ndmini.trative side of railway policy. The suggestions of the 
Inchcape Committee huve borne fruit in resulting economies without loss of efficiency. 
The reorganisation of t'he Railway Department, which formed the subject of one of 
the recommendations of the Acworth Committee, has been energetically carried out by 
Sir Charles Innes. The Railway Board has been strengthened hy the inclusion of a 
Financi•l Arlvi•er and by addition to ·the Stull of a number of t~chnical officers; ami 
under Mr. Hindley's able guidance the central directorate is now'' approximating more 
and more to the idenl of a general stall for railways. Time will not permit of my 
qwelling on all the benefits which have been derived from these new activities; but 
the public ·may rest assured thnt in the Railway Board they now possess a scientific 
and practical body cor.stantly engaged in the study of the railway problem of India 
na a whole and in devising improvements _and developments on a comprehensive scale. 

. : Cb-ea~ 118 the progres• has been, nevertheless owing to the size of India, develop
~ent nece:JOarily lags behind the needs of ~he continent. I am tempted to dwell u.t 

"length on the fascinating subject of productive expenditure in India. In IllY view, 
aft~r tile completion of the rehabilitation of the ~x.isting railway system, a well con• 
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siderod phua for the extension of cheap but etficient railway transport is a primary 
n.......Uty in India; and no step is more likely to conduce to an increase io trade aud 
industry and in the generul proeperity of the conntry. I am glad to be able to rtate 
that we llave already 'jade some progreoa io this direction; projects for nearly 1,000 
miloo of new linea have be.o sanctioned and little difficulty is antieipated in fdure 
in linding money for oew projects of a remunerative nature. 

My Government 'have also approved in consultation with Loeal Governments of 
" new policy from whi<·h good results are anticipated. Where a Loeal Gov.;rnment 
for administrative or other reasons attaches importance to a locul railway projeet 
which cannot be brought within the four corners of the definition of a. commercially 
r•muaerative scheme, the Government of India will be prepared to construct· and work: 
" line desired by the J,oeal Government provided the Loeal Government guarantees 
" specified rate of intar .. t on the Capital outlay ~nd the scheme does not conflict 
with more extensive projects. This policy will, I trust, operate to """""iate the Loeal 

\ 
Governments with railway development and adjust the general policy to loeal eondi-
tion.s. I trust Agents will keep in touch with Loeal Governments in exploring locul 
aeeds and advise them in regard to promising loeal projects which ean suitably b6 
taken up under the new pulicy. • 

The Acworth Committee gave prominence to the vexed question of the eomparn~ 
tive merits of state and company management of railways. This question also aroused 
•·on.Uderable int~rest in the Indian Legislature. As the outcome of the discussions on 
the subject, the Governlllent of India, as you are aware, have decided to tnke under· 
direct management the East Indian Railway from the 1st of January next and the 
Great Indian Peninsula Railway from nut July. 

These changes_ will involve the transfer to service under the Government of India 
ol a number of officers and several thousands of employees now working under rom
pu.nies on these lines. TL.e members· of these staffs are naturally apprehensive of the 
manner in which the change of mwgement may afiect the stall'. I tske this oppor
tunity of assuring them that the officers and men of the two railways need hav,e n<l 
fears that the change will affect them adversely in the conditions of their pay, ••rvire 
or prospects. 

The most comprehensive change to which immediate elfect is to be given arising 
out of the consideration of the Acworth Committee's report, lies in the domain 
of linance. In the past in this aspect the Railway Department occupied the same 
position as that of other Departments of the Government of India. In spite o! 
the possession of special powers and of the theoretical advantage of treatment on " 
commercial working basis, in practice the Railway Department was crippled for de
velopment purposes by the restrictions inherent in the system. Railways depende~ 
for finance upon money vot..J. each year and the net earnings of the railways went 
into the general exchequer. I need not dwell on the wenk points of this system. 
'l"he inevitable tendency, especially apparent during the war, was to expect railways 
to contribute .more tban their_ just share to general revenues and to class "the powers . 
of reeovery through railways as a potentiality for adding to revenue from taxation. 

· 'f!ru tendency killed the incentive to eeonQJily in working and eontinuity in railway 
policy and defini~ely operated to di5courage initiative in eommercial management and 
•eal increase in efli.ciency in the -public service obtained by results in the working of 

<he railwap themselves. • 
The Acworth Committee's recommendations put the situation in a new light and 

dJrceted a fresh angle of vision towards the principle involved in the system. A step 
in advance :was made when with the approval of the Legislative Assembly a ciapital 
programJD8 was guaranteed to the railways over a period of years. The spirit of reform 
progressed to a logieal conclusion during the last ses.'<ion of the legislature when a 
convention received approval separating railway Finance from general Finance. 

I congratulate the Assembly . en the wiadom cf the decision arrived at. For o 
time during the debates on the subject, the decision wna in jeopardy. Non-official 
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amendments were moved the purpose ,of' which was to subject. the change to other 
conditions wholly unconnected with the principle involved. Had these condition•, 
"·h.tcb included the completo subordination of all initiative in executive action of the 
l:recutive Government to the Legislature, been pressed, .Go"ernment would have 
been obliged to have abamloned the project for separation. ft would not have been 
possible as a condition qf the latter to have given up a constitutional principle of 
first importance. Fortunately wiser counsels prevailed; I desire' to express my nppre .. 
dation of the n'l?le servil·e:~ or the officers who presented the Government case und of 
the public spirit of those member. ot,the Assembly who assisted in bringing &bout 

. an m·ceptance of the proposals. I realise that in some cases their support wns gh·en 
to a government measure of benefit to the interests of India nptwithstanding political 
difference~ with Govemruent on other subjects; and the resolution as finally framed 
and pa~ed represents on thfl chie:l"point involved in tile debate a compromise honour
able to both parties in the disc.ussion. ,Government has agreed to a provision by which 
the T.egislative' Assemhly are at liberty to terminate the arrangement in the event 
Q{ a State-managed line being handed over to a Company against the ad vice of the 
Assembly while the main question of a convention to separate railway from general 
finance has been accepted. 'fhe matter now rests on n proper basis. 'l,he importanr:c 
of the reform cannot be over-estimated. The State will continue to receive a fair 
nnd constant return from the money spent on railways, while communications will 
no Ionge•· mn the risk ~f being taxed un"fairly tl~rough the railways. General •·eyenues 
may, be expected to gain from stabilization of railway revenue. The railway admi
~istration will now possesS a real incentive to economy in working on commercial lines. 
Proper mTangements c1u now be made for depreciation and for building up railway 

_re•e1-ves. Continuity and regular growth in railway policy has become possible; nnd 
it is hoped that in due course the public will pay less for the existing service of the 
railways, while railway facilities will be largely increased without addition to tho 
burden of general taxation. :~ · · · •· • 

During the debates great stress was laid on Indianization and the resolution in 
lt. final form incorporated the views of the Assembly in this point though these 'views 
formed no part of the actual convention regarding railway finance. The Lee Com
mi8sion had made recon1ruendutions on this question which were in accordance with 
the general policy of His Majesty's Government as. expressed in the preamble of ,the 
Go,-ernment of India Act, and before the debate on' railway finance in the Assembly, 
the Government of India had decided to accept these recommendations which have 
the efl'ect of pressing forward as rapidly as possible the exiension of existing facilities in 
ol'der that " the recruitment oi Indians be advanced as soon as practicable, up to 75 per 
~ent. of the total number of vacancies in the rail"{ay department as a whole." 

In view of doubts exp1·essed in the press as tp the manner in which this policy 
may afiect a community now widely represented among the ranks of the railway 
staJI, I desire to make it clear that I fully recognise that the Anglo-Indian Commu
nity have played a very considerable part in working the railways in the past; and 
for this reason among others the Anglo-Indian community may rest assured that in 
the execution of the policy of increasing Indianization their interests will receive 
the most careful conside1·ation and stand in no danger of being overlooked. 

'. 
The separation of railway finance, which 'within limits ~~nstitutes the Agents 

as masters in their own house, increases their responsibility. Each year whatever the 
conditio.ns, the contribution has to be paid into general revenues. Any deficit which 
may occur cannot merely be passed on to. those revenues. So long as the convention 
subsists, the Agents have to depend on their own resow·ces and cOntrive to t~ucceed 
within these limitations. 'fhe closest supervision and most careful attontion to economy 
&ruJ efficiency in working will in consequence be called for. . 

I appreciate the difficulties of the task which lies ahead and the strain which the 
Jlg.,nts and their stall' will be r.alled upon to bear; but I am confident that the bru;is 
an which railway finances huve now been placed is sound in principle and in view of 
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the saceeoa of the efforts of the last two years I have no doubt that the fullest reliance 
caD be placed on the railway administrations to produce the. most satisfactory results 
as the outcome of their new respon.sibilities and the wider field of initiative now 
before them. 

• I bow that the wk will be undertaken in the right spirit and thet ~hose 

engaged in it wt'n derive encouragement from the great importance to India of th" . 
dutieo they perform. If they succeed, as. I am eonfident they will, I shall be th" 
first to rejoice with them in the i981Je of the\# labours and to olier my contribution 
of pnilie to their success. 

I have referred to ihe fact that the railways ~ouch almost every aspect cif the lives 
of the people of India. It is inevitable in the c~umstancea thet with growing coii
!Ciousness and the spr""d of responsible institutions among the people railw:~y adminis
tration should be a common target of attack and criticism. Much of the latter may 
he iii-founded and due to misapprehension; and for that reason it most at times be 
irk:oome to the rnilway !!tali who are performing their duties in difficulties little under
•tood by the genernl publ:c. Nevertheless in my view Railway Administrations m:>y 
derive satisfaction from the attention so eontinuously, if embarrassingly, directed 
to,...ards them by the legi.latures and the public. It places the importance of the 
railways in the eyes of the public; beyond all doubt; and the administrations may take 
a just pride in this recognition of their position by the public as a great natioual 
utility service. 

I have dwelt on the great part railways have played in the development of India, 
how they have spread civilization and material prosperity and changed the economic 
and SllCial life of the Indian people as they have advanced and how they have io a 
great meW!ure contributed to the conditions which make it possible to-day to iliin.k 

of India as a united entity with .comm~ national aspirations. 
. . . 

Those who have l!een-for many ye~>rs eonnected with railway a~tion in 
lndi3 can look back with satisfaction on the steady eourse of this advance. They 
can recall with pride-the practical difficulties which have been overcome, the adminio
trative probleiUs at one time appearing insoluble which have been solved, and the. 
technical triumphs by which bridges have spanned the great rivers of India and balB.
iog gradients h;>ve been ~=~unted. Their thoughts naturnlly tnrn towards what the 
futwe has in store. As far a& it has been.possihle to contrive, the necessary machioery 
for the development of rnilways has been set up and the ground has been cleared for 
expansion_; but tills expansion from which nothiog but bene.fit can accrue to India 
must depend in a large measure on the peaceful and steady progress of the people 
of India with which the railways are so closely bound up and to-which they directly 
~ct. 1 • 

· It ie my earnest hope that all that tends to retard that progress may b<: elimi~ 
nated, that the distressing communal difiei-ences unhappily . so prominent at the 
present time and so fatal to mornl and material well-beiog may be composed. It is 
the unceasing preoccupation of myself and Government to diseover means to allay 
the intensity, and, I deeply regret to say, the bitterness of feeliog between members 
of the two great eommunities. No graver problem confronts India at this moment; 
none deserves closer attention; none' more urgently calls for the whole-hear.ed co

operation and good-will of all sections of Indian opioion. I also trust thst all in1Iu
ences unfortunately now esisting _which operate to set back the ordered course of the 
constitutional advance of this great country towards the goal of responsible self
go..-omment in the :Empire may disoippear, and that the day may not be far, distant 
when a keen sense of public duty and a desire to serve the true interests of India 
wiJl rise superior to all sectional eonsiderations and lead to union io whole-hearted 
... #,._.e ~ ...... \,.., ,..._...,.'I"A..tlll. a.nd nl'nSDP.ritV of her 0eo0le. 
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A.f'PENDIX G-c•mcl .. ded. 

Stul<me11l of Subonlil•ates, drawing &. 250 per ,..,,._,n and over or on •calu of pa!J rising to &. 250 per n~enoern and 01>er, <1nployed on Claaal Railways (e:rdtlding 
Nizarn's Guaranteed Slate and Jodhpur Railways) on lot April1924 as cornpared with lal Apri/1925 • . 

A. U. Q. N. B.d: X. W. II., II •• t tl,_l. }lt'R)IJ., E. lL E. I, u. I. P. 11 • .t 8. ll. N. W. o . .t n. u. & "· 8.1. T\I'I'.&L, 
Ite-m. 

1\r.:l, ~~~- lOlH. 10;!$, 

·~·- IP:5. 
·~·-

lit!.\, 10!1. 1\l:S. 
·~·- lll:S. ..... IV!~. 1924. JIJZ5. lV!t. 19!5. ID!t. ~~- 1921. 1025. 1\l:t. ll't5. IOif. 1~5. lt!t. lDU. 

-- ---- ------ -- -- ---- 1- ------I--
1 • • • • •• ' 8 • 10 11 .. " .. 11 10 17 18 .. Ill ., .. .. •• •• •• " .. .. - - 1- -- --1- --1- -- -- -- -- ----J- -- -- --1- --I--• -- ~ l . .d,.,IIC'f~rt ... ,_ • · . 

11U. Bluo~JN.Ill. • .. 11 .. .. 1 ! .. .. 1 1 .. .. • • • 1 • . • . . . . • 1 1 I .. . . .. . . 
I "OJ. ADJio·IDdlaaa •• 1 

, 
1 ·. 

1 1 " II .. I 1 1 1 • • ! • .. I .. .. 1 1 . . . . 1 .. .. . . 
1'0&. MUIIJ.ma . .. .. . . .. .. . . • • .. .. .. .. . . • • .. . . .. .. .. . . • • .. .. .. .. . . 
1'01. Noa·Kuallml . ' • ' • • 1 1 8 8 • • ' • • • • • • • • 7 • • 1 1 • • " .. 

1-- -- -- 1-
1'01. Tor.u. • • ' • • • •r 1! • • 8 • 10 11 7 • • • • 10 • • 1 1 • • 7• .. : 

-- -- ----1- -- -- --~ 1- --- --f.&iw:iucu .. D; ,. .... 
2"01. BluoJ!NAI . . ' • 11 11 7 • .. 18 • 1 " .. 70 .. .. .. .. .. 18 .. IS 11 • • ,. 11 ... ... 
S'O!. A.BJJo·lbdl&ita .' 7 • .. .. •• 10 1! If .. <o .. .. .. ., 18 .. ... ., .. .. .. .. .. 1 .. • • ... .,, ...... , ........ • • • ' 7 .. . . 11 :o • • • • • • " 17 .. .. .. . . I 1 I 1 1 I 108 lOS .. 
&'OJ. NOD•lla&llwl .. .. 7 •• ., 

• • • ... 1!1 .. " .. .... 35 ... 71 .. .. If 11 "'' 101 ., .. .. .. If ., ... . .. . 
1- ---- -- 1- --- -- -- --1- --· --J- -- -- -~ .. • ..... "" .. . . ,., 

"' 107 1 • :10 .. 1 .. Ill IO .. ,. 40 ... ... Ill ... " .. ..7 ... .. ll • • " " 1,a1 ..... 
-- -- 1- -- -- - 1- --r-- -- --1- -- ------I. Jft~D J I ... " 

1'01. XllropraDS, • • ... 30 • 10 •• .. • • .. .. 180 ... ... ~!: • • ,.. 117 • • .. 1 i IO .. 780 l,US 
S~ •• \DIUo•JDdlaDS 10 .. 77 " 7 7 .. •• .. .. .. .. ,.. ... ••• . ., 17 17 71 78 .. .. • • • • 7t! 1,081 
J"M.ll.llSIIms . . . .. • • I I 7 • I I I • 7 ,. 10 IS 7 • .. .. 1 1 .. " . -. .. .. . . . . 

\ 1"01. XoD•llusllm$ . . . • • " .. • 1 111 117 11 II .. .. .. ., 71 , .. 1 1 .. .. 18 . II .. . . to ,u lSI .., 
-- -- -- --J- J- ---- -- -- --

1'05. Tor.u. . . . IS .. "'' 1 .. .. .. , .. !07 .. •• IH 117 ... ... ... 707 ., 17 .. , . .. .. 01 • • .. .. l,l\1t ..... . --1---- --J- -- -- -- -- --I--, IMOrJt«irY •"tl c.m.,. ••• ....... . .. 
./)qwt tRI,.. ' 

4'01. Europesna It It 107 ~~~ II .. = 191 .. ., .. 7! 001 108 107 118 " •• ... .,. •• .. • • .. " 1,60ll 1,~1 
&'0!. ADJio·IDdiAq . <O .. 1>3 100 10 II !-18 1 .. 78 80 01 . , ... Ill .. •• 101 Ill ... ... .. .. • • 117 tll l,fo&o 1,1!:08 
4"03. llaallms . 1 1 1 I I 1 I 1 .. .. • I • .. • • 1 I .. " • • .. .. . . . . .. •• 4•01, Noa-Mua.llms . • 3 10 .1. .. 1 ... .. • • .. " 18 t1 17 •• • • 77 .. • 7 • • " •• 231' . .. ----- -- -- -- -- -- -- -- - 1------ - -- -- -- -- --J- -- --- --- ---
4'06: TOTAL • . . 'I " 

,.. ... 41(> 31 .. .., '"" 111 m Ill liD ... ... ... ,., ... 171 ... .. . 101 ~~~ 11 10 tl7 lil .. .... ~-.n• 



'· ~ '"', .... .,..,_ 
I'GI, )lun•J'CIAII.I . • • .. .. • • .. .. I I .. .. • • .. II • • • • 1 • .. .. .. .. .. .. .. .. 
a~. AnD,·IIMIIIont . • • . I I • •• I I r • .. .. • • 1 • I I • • • • • 1 .. .. I • .. .. 
6-GJ. Mll"lma • . . • . .. .. .. .. .. .. I I .. .. .. .. .. .. .. .. .. .. 1 1 • I .. .. .. .. 10 • 
6'01, Nuu·M~IIII•I . • . . .. .. • • .. .. • 1 • I • • • • • • • • •• • • • • .. .. I I .. to 

-- - - - -- ---- - --- r--- -·· -- -- -- -- r--- - - -- --- r-- -- ---- -- -- - - - ---
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11-1'1 Ul Hto IHI& HM II·" 11>111 .... .... 

0'011, Mun•liUIIIIUI • . . . 111!·0 111'1•1$ 111•11 IJHI IIH IH 111'1·0 40•f II HI liN IIJ.I "~ 10•6 ll•l IIH \1·0 IHI IH ••·I IU·I .... Utl·ft llll·U 111&·11 IIIH UIH liN II I'll 

e·oa. Tot.llllnUDUI • • . IH 10•1'1 ltl·ll IN 14•1 li·P 110•1 U•l IIH 111'1•1 IO·l 111-1 IH IIH 10·0 111•8 IHI 11•1 86·0 tl•ll ... no ltll·ll llll·tl llH la-tl , .... 111\'1 

1'01, Alllllu•llidllllll IIIII flltll•na I '11•11 70·8 011·6 !IU•K 1.17-0 011•11 00•0 70·0 KN KU•O BO•I 0&·0 DO•l IIINI Dl•7 .... 1'10·0 10•1 Olort II HI ro·o U·O llfl•l 711'\1 'IJoll , .. , 1'18'4 U'l ... 
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APPENDIX H. 

List of omcers of the Railway Department (Railway Board) on the 
31st March 1925. 

The Hon'b:e Sir Ch~.rles lnnes, K.C.S.I., C.I.E., I.C.S., Memter of Council o! Governor 
Gene: a!. 

Railway Board.· 

Mr. C. D.,M. Hindley 
Mr. F. A. Had0w, C.V.O. 
Mr. P. C. Sheridan, C.M.G. 
Mr .. G. G. Sim, C.I.E., I.C.S • 

• 

Chief Commissioner of Railways. 
Member. 
Member. 
Financial Commissioner. 

Oftl.cers. • 

Lt.-9ol. L. E. Hopkins, D.S.O., R.E. 
'Mr. A. J .• Chose, O.B.E. 
Mr. J. H. 'D. 'Wrench • 
Mr. S. 0. Tomkins . 
Mr. S. D. Monson • 
Mr. P. H. Matlin, O.B,E., M.C. 
Mr. A. "M. Hnymai,", O.B.E. 
Mr. B. Stanley 
Mr. J. H. Cat'penter 
Mr. A. F. I!:arvey . 
Major F. H. Budden, M.C., R.E. 
Mr. Muzaffar Hussan 
Mr. R. N. Nicolls, O.B.E. 
Mr. K. C. De 
R.. S. B. D. Puri, 
Mr. F. C. :ijalhan 
Mr. R. Thomas 
Mr. E. C. Rundlett . 

• 
' Director, Civil Engineering. 

Director, Mechanical Engineering'(on leave). 
Offg. Director, Mechanical Engineering. 
Director of Establishment. 
Dit ector of Traffic. 
Offg. Secretary. 
Deputy Director, Finance . 

., . , Establishment (on leave). 
Otfg. Deputy Director, Establishment. 
Deputy Dir~ct~r, Stores. 

, , Statistics. .. .. • Way & ·works . .. .. Traffic . 
Assistant Dh·octor, Technical. 

, , Finance. 
, , Statistics. 

Assistant Secretary (on leave). 
Offg. Assistant Secretary, 

omcers on Special Duty. 
0 • 

•• 

Mr. M .. D. Sheikh. 
K. S. Barkat Ali. 
Mr. P. B. Chandwani. 

Accountant General, Railways. 

!Mr. G. W. V. deRhe Philipe, O.B.E., 
V.D. 

Mr. J. M. Hartley . 
Mr. J. Kuul 
1Jr. C. H. Ricketts . 

• 

. 
•• 

Accountant General, Railways (on leave). 
Offg. Accountant General', Railways. 

,. . Dy. Accountunt General. 
,;.. Assistant Accountant General. 

. MGIPC-L-IX·27-17 .J2.26-1,350., 


