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PREFACE. 

IN compiling their Administration Report for 192Vc2,. the Railway_ll~ud 
have decided to adhere in respect of main outline to the prmctple 
followed in the last •report. Each chapter of Volume I, with the 

exception referred to below, therefore, corresponds to an appendix or a group 
of appendices in Volume II as quoted in the heading, and includes an 
explanation or survey of the results of the year exhibited. 

There is, however, one new feature in this report whiclt has been specially 
introduced to meet the circumstances of the present. Hitherto the scope 
of the report has not proceeded beyond the year under review. The Railway 
Finance Committee, have, however, recommended and the Legislature have 
confirmed the introduction of a five year forward programme for railway 
capital expenditure. The columns of the public press contain ample evidence 
of the interest taken in this matter and of the urgent public desire that full 
advantage shall be taken of this important cltange to effect improvement 
with the least possible delay. It is, however, a matter of regret that public 
criticism in these matters too often seems to display a want of appreciation 
of the difficulties to be encountered and of what is being done to surmount 
them. To a certain extent it is recognised that the public attitude in this 
matter has been due to want of information, and an effort to meet this need 
has,_ therefore, been made in this report. 

A special Chapter VIII has been introduced in which the main diffi­
culties in passenger and goods working with which the public are principally 
concerned are referred to, and a description~£ the remedies both in hand 
and in prospect is given. Apart from this special cltapter and throughout 
the report, the review under each heading has further been extended to include 
both a description of what has been done and what "it is hoped to achieve 
under the operation of the five year programme of capital expenditure. 
Though it is naturallY. impossible in the space available to do more than to 
refer to the principal improvements in contemplation, sufficient information 
is given to show that the work of bringing railways up to the standard 
necessarY, to meet P.ublic demands is being pll.shed on with all possible energY,. 

A few changes have also been made in the form of some of the Appendices 
in Volume II, the principal ones being the introduction of new headings in 
appendices 5 and 11 to sltow separately traffic originating on home line 
(whether local or foreign), and a reduction in the number of principal commo­
dities hitherto sltewn in the last named appendix. 

Note on Indian Currency.-For the information of foreign readers of 
this report who are unaccustomed to the use of Indian currency and units, 
it may be mentioned that Rs. 1,00,000 is usually referred to colloquially as 
"a lakh of rupees." Similarly, 100 lakhs constitutes "a crore." 

In previous reports when the standard rate of exchange was Rs. 15 to 
the pound sterling the lakh was equivalent to £6,666 and a crore to £666,666. 
With effect from the beginning of the official year 1920-21, as proposed by 
the Currency Commission the standard rate of exchange has been fixed at 
Rs. 10_ to the pound sterling, and at this rate the " lakh " is the equivalent 
of £10,000 and the " crore " as 1 million sterling. 

An anna is a 16th part of a rupee and a pie the 12th of an anna. 
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CHAPTER I. 

FINANCIAL. 

(See Appendices~ and 8 of Volume II.) 

In the circumstanceS of recent years financial considerations have 
assumed a position of very special importance in relation to nearly every matt£'r 
connected with railway development and working. The defects in our finan­
cial arrangements have been exhaustively reviewed in the Report of the 
Railway Committee presided over by Sir William· Acworth which visited 
India in the cold weather of 1920-21, and the consideration of the measures 
necessary t:J give effect to the remedies which they proposed has formed an 
important part of the work of the Railway Department in the year urider 
review. For these reasons it has been considered desirable to give precedence 
to matters financial in this year's report in order that the bearing on the 
events of the year of such changes as it has been found possible to carry out 
may be duly appreciated. 

2. The total capital expenditure incurred on the construction of all rail­
ways in India up to the end of 31st March 1922 amounted to Rs. 656·06 
crores, of which Rs. 506·12 crores represented outlay charged to funds raised 
by the State inclusive of premia paid in the p11rchase of Companies' lines, 
the balance having been provided by Indian States, private Companies and 
District Boards. For a de~cription of the property represented by this outlay 
the reader is referred to chapter I of the last administration report. The 
outlay during the year 1921-22 was .Rs. 25·78 crores, of which Rs. 23·43 
crores represented expenditure incurred on State-owned lines. The distri­
l;mtion of this sum l:ietween tlie open line works and rolling-stocK and new lines 
is shown below. The figures for the previous eight years are also shown for 
purposes of comparison. 

OPmr Lnn!s. 

Ye&r. Now Iince. GRAND 
Works Rolling TOTAL. 

including':" TOTAL. 
atorea."!f &took. 

·-

Rs. Ro. Ro. Ro. Ro. -· croreo. oro,.... oro,.... orores. 

1913-14 • . . . . . . 9·29 7·31 16·60 ' 1-86 1846 

1914-U . . . . . . 6·72· 9o()8 15·80 1-35 17ol5 

1915.16 • . . . . . . l-74 4o06 5·80 ·94 6·74 

1916-17 • . . . . . . lol4 •72 1-86 HI 2·97 

1917-18 • . . . . . . 1-49 ·90 2·39 HO ::a·79 

1918-19 • . . . . . . 5o02 ·71 5·73 •51 6·24 

1919-20 • . . . . . . 8·72 4·56 13·28 ·21 1349 

1920-21 • . . . . . . 12·91 10·15 28o06 lo()2 24·08 

1921-22 • . . . . . . 11•28 10·04 21-82 2-11 28·43 

!t will be noticed that both under works aiid rolling-stock the 'lntlay 
in 1921-22 fell Short of that incurred in the previous year, and this was due 
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not to any deliberate slackening of the effort to recuperate, ~ut to the !act 
that the grant allotted was Rs. 23 crores against Rs. 2_5t cr~res m the preVIous 

I d "th the old procedure since discontmued the coat had year n accor ance WI . . . 
to b; fashioned in accordance with the cloth available. The distrrbut~on of 
the expenditure over open line works, rolling-stock and new cons:ruction on 
the various lines is shown in the summary below :-. 

Ont< LTlil'.s. 
GRAND 

Railway. New lines. TOTAL., 
R<>lling Total 

Worb, etc. stock1 open lines. 

rn.. Bo. Bo. Bo. Rs. 
crores. oro res. cronJ&. crores. cro,... 

0·33 3·57 3·90 -49 4·39 
Bongai-NBf!pur . . . . . 

2•76 ·54 3·30 ·74 4.()4 
North Wootcm . . . . . 
Oro11t lndia.n Ponirumln. . . 2·14 ·70 2·84 ·38 3·22 

Eoot Indian . 1-48 H6 2·94 ·IO 3·1!4 . . . . 
Bombay, Baroda and Ccntrn.l India . . 1-37 ·33 1-70 ·05 1-75 

South Indian • . . . •65 ·92 H7 . .. Hi7 

EMtcm Denga.l •74 ·43 1-17 ... 1-17 . . . 
MadrM Bnd Sou thorn lfohrntta . ·24 ·76 1-00 ... I·OO 

Othor ra.llway11 . I-57 1-33 2·90 ·35 3·25 . . . 
I 

ToTAL . II-28 I IO·O' l 2I·32 I 2·ll I 23-43 

As this chapter deals only with the broad outlines of the financial 
position, it is not proposed to attempt any detailed explanation of the ex­
penditure incurred. Further information on this aspect of the expenditure 
will, however, be given in a later chapter on Developments. A few of the 
more prominent facts acconuting for the relatively higher scale of expendi­
ture on some lines may, however, be mentioned. The heavy expenditure on 
the Bengal-Nagpur Railway is accounted for by the special requirements 
of the line which runs through a rapidly developing tract of country which, it 
is hoped, will in the nea ~ future be the great industrial area of India. The 
North Western and the Great Indian Peninsula Railways have spent large 
sums of money on the provision of traffic facilities which are required even 
more than stock on these two lines. Both have also certain important lines 
under construction whiclr have to be completed. The East Indian Railway 
has spent a relatively larger proportion on rolling-stock which this line 
urgently required mostly in connection with the shortage of engines and 
wagons for coal traffic. The Bombay, Baroda and Central India Railway 
Administration has devoted special attention to the improvement of facilities 
in connection with the heavy suburban traffic. ·The South Indian Railway 
has spent a fairly large amount on the provision of additional stock and on 
the facilities to cope with the overcrowding difficulty which is keenly felt 
on this line. . 

. 3. These. very briefly are the facts of the position so far as Capital 
Is concem:d m tl!e last year of the. old financial regime. During the year 
under review an ~mportant chan~e m financial policy in respect of railway 
bnrlf(t>ts was del'IrlPd upon. Hitherto the annual allotments for rail a . . Wf 
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expenditure have been determined from year to year, and the amounts have 
consequently varied irregularly up and down in accordance with the general 
financial position of the country. The unhappy results of this arrangement 
have been very forcibly remarked upon in the Acworth Committee's Report 
and need not be further referred to. Many efforts have been made in the 
past tO get away from it but, unfortunately for railways, hitherto "ithout 
success. 

The remedy proposed by the Acworth Con_1mittee was of a ,·ery far­
reaching order. To quote the words of tlle report they proposed :-

" (t) the complete separation of the railway budget from the general 
budget of the country and its reconstruction in a form which 
frees a great commercial business from the tr=cls of a system 
which assumes that the concern goes out of business on each 31st 
March and re-commences de novo on the 1st of April, and 

(it) the emancipation of the railway management from the control 
of the Finance Department of the Government of India." 

.There was of course no suggestion that the railway organisation should 
be independent of the control of tlle legislature; its financial transactions 
would be subject to the same control as tllose of any other Department of 
Government. l'he important distinction was, however, implied that whereas 
arrangements for the financing of all Departments had hitherto been considered 
together, the Acworth Committee proposed that railways, in respect both of 
C!tpital and revenue expenditure, should in future rem,ain apart; tllat there 
should be a definite programme of capital expenditure and in consequence a 
definite programme of borrowing for railway purp_oses; and finally, that the 
net profits earned should stand outside tlle general revenues of the country 
and ordinarily be either devoted to the p_rovision of additional railwaY. faci­
lities or to the reducti()n of rates and fares. The 1·eport was received in the 
montil of August 1~21, and in view of the great imP.ortance of tills proposal 
it was decide4 that it should be given first consideration. 4 Resolution was 
brought before the Legislative AssemblY. on the 13th September 1921 reco~­
mending the appointment of a Committee of both Houses of Legislatur«.> to 
consider the followi.hg questions arising from the Acworth Committee's report, 
'DtZ. ;-

_(t) the separation of railway_ from general finance and 
(ii) the requirements of railways in regard to the capital expenditure 

during the next 10 years. 
. ' 

This Committee, known as the " Railway· Finance Committee," consisted 
of 4 official and 12 non-official members of the Council of State and tile Legis­
lative Assembly. It was presided over by the Hon'ble the Finance Member. 

· It assembled in Calcutta on the 5th December 1921. After full discussion 
tile Committee came to the conclusion that the question of separating railwaY, 
finance on the lines laid down by the Acworth Committee w.as outside the 
domain of practical politics in the existing state of Indian finance. .They 
recommended, however,_ tilat the question should be re-examined three years 
hence when it might be hoped conditions would be more normal and financial 
equilibrium would be re-established. 

4. The Committee was, however, greatly impressed by the evidence 
recorded in the Acworth Committee's Report in regard to the need of 
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rehabilitation and improvement of the existing lines, _and they considered 
that for this purpose a guaranteed programme extending over a course_ of 
years :was almost as important as the possession of larger funds. They 

accordingly recommended-
(a) that the programme should be prepare~ on a _five yea~s' basis, the 

provision of each quinquennial perrod bem~ c?nsrder~d about 
two years before the termination of the exrstmg perrod; 

(b) that there should be no lapse of money voted _for any _one year but 
not spent within that year, such sums bemg carrred on to the 
credit of railway administrations up to the limit of the total 
amount fixed for the quinquennium; 

(c) that the finance programme should be strictly adhered to, subject 
of course to the understanding that a war or other unforeseen 
contingency radically disturbing the money markets might 
render it necessary to curtail the programme in any one year; 

(d) that the programme for capital expenditure during the next five_ 
years should be fixed a~ Rs. 150 crores; and 

(e) that this sum should be devoted to the rehabjlitation and improve­
ment of existing lines (paramount stress being laid on the 
improvement of the conditions of travel of third class passen­
gers) and to the completion of lines already under construction. 

The Railway Finance Committee's report was taken into consideration 
I.Jy the Legislative Assembly in March 1922, and while they reserved their 
opinion in regard to the separation of railway finance from the general 
!mancos of the country, they accepted the Committee's proposals in respect 
to five years' programme of Rs. 150 crores. The Government of India and 
the Secretary of State have also agreed to these proposals, and they- will form 
the basis of future railway capital .finance. All railways have been called 
upon to prepare five years' programmes and some indication of the scope of 
what it is hoped to achieve will he given in a subsequent chapter of this 
volume. It is impossible to overrate the importance of this decision as affect­
ing railway development in India. For the first time railway administrations 
have now been placed in a position to plan ahead and to carry out their 
schemes of improvement with a full assurance of financial support. Moreover 
the old obligation to spend the grant allotted within the year has now dis­
appeared, and railways are at last in a position to order their outlay with 
due regard to the object to be attained without the constant fear of iapsed 
grants and subsequent withdrawal of resources. 

5. The difficulty inregard to fluctuating budgets and the evils of the 
Hystem of lapses has thus been successfully surmounted so far as capital is 
concerned. But the same difficulty in respect of revenue renewals still 
remains. The existing practice on Indian railways in respect to the provi­
sion for maintenance of property differs from that adopted in private 
ind~strial concerns. As was ex:e_lained in the last administration report, an 
ordmary commercial concern provides for depreciation of its property by set­
ting aside annually a certain portion of the profits for credit to a depreciation 
fund which is charged with renewals as they are made. It has been hitherto 
held to be inconsistent with the ordinary scheme of Government finance to set 
aside for the future money not actually required for the current year's 
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expenses. No provision is, therefore, made for depreciation and the expense 
of renewals of worn out plant is met as part of the ordinary annual working 
expenses. The result is obviously to make this vital matter of renewals 
dependent, as used to be the case in respect to capital, on the state of Govern­
ment of India ordinary finances. The Railway Finance Committee con­
sidered this matter and expressed the opinion that the method of providing 
for depreciation, not by a proper ·depreciation fund, but by allotting each 
year a grant from revenue for expenditure on renewals and replacements, 
was open to many objections. They, therefore, recommended that early steps 
should be taken to calculate the rates of depreciation which should be allowed 
for the various classes of railway plant and material, in order that the 
recurrence of the deterioration which has taken place in recent years might be 
avoided and depreciation for renewals and repairs provided for automatically. 
It will be recognised that stability in respect to the provision for revenue 
renewals is in its way of almost greater importance than for capital since it is 
the deterioration of the assets both rolling-stock and track which is responsible 
in a large measure for the present railway troubles. The question of fixing 
principles of depreciation which will provide a safeguard such as that con­
templated by the Railway ]finance Committee in respect of the immense 
property of Indian Railways is obviously a matter of considerable technical 
difficulty. Measures have, however, been initiated which will, it is hoped1 

provide a solution, and it ~ay oonfidently be hoped that we are now within 
measurable distance of surmounting this last great difficulty in our railway 
financial arrangements.· · 

6. Turning now to the consideration of the results of the year's working. Reaulta of 
The total gross earnings of all the railways. in India during the year 1921-22 working. 

amoli..nted to about Rs. 92·89 crores. :Ihe share of the Imperial Government 
in this respect was Rs. 81·87 crores, the balance was distributed among .;,ther 
proprietors, viz., Provincial Governments (Rs. 0·02 crore}, District Boards 
(Rs. 0·25 crore), Indian States (Rs. 3·46 crores) and private compiUlies 
(Rs. 7·29 crores). The amount actually realised (technically known as gross 
receipts) from the State-owned railways amounted to Rs. 81·69 crores. The 
payments on account of working expenses during the course of the year 
amounted to Rs. 65·67 crores. The net receipts were therefore Rs. 16 ·~rores 
representing a return of 2·75 per cent. on the total capital. This percentage 
compares with the previous years' figures as follows :-

Yoar. Hc::turn on capitul. 
per cent. 

1913-14 5·58 
1914-15 4-02 
1915-16 5•46 
1916-17 6'46 
1917-18 .. 7'30 
1918-19 7•53 
1919-20 6•28 
1920-21 4'74 
1921-22 2•75 



Financial 
results 
compared 
with those 
in other 
countries. 

.ADMINISTRATION REPORT OF 

. . ilif ssociated with borrowed capital and 
· Against this return vanous bah Ies a . der that the actual financial 

. be tak n into account m or . 
otherwise have to . e . f th State may be apparent. Taking these 
position from the pomt of view o e . . 
into consideration the position is as shown below .-

TrJflic receipts from Go,·ernment Railways . 

Government share of surplus profit. from subsidi•ed 

Companies' Rail.ways 

\Vorking expenses 

Su~plus profits paid to Companies 

Interest on Government debt 

TOTAL RECEU"l'S 

Rs. 

65,66, 78,003 

1,06,40,122 

15,65,46, 753 

Interest on ·capital contributed by Com-
3,35,17,353 

5,07,83,728 

43,35,430 

7,19,922 

•-10,89,853 

panics 

Annuities in purcha•e of Railways 

Sinking Funds 

Laud and Subsidy to Companies 

Miscellaneous 

'fOTAL CHARGES 

Net loss 

Rs. 

81,69,27,380 

24,73,577 

81,94,00,957 

.. 
91,21,31,458 

9,27,30,501 

·It would be futile to attempt to minimize the serious significance of these 
figures. Fo1· the first time since 1900 the ·railways have fallen from the 
status of an important source of revenue to the country and are responsible 
for an addition of a very heavy amount to the annual liability of Government. 

7. On the other hand it is certainly unjustifiable on the facts to take these 
results as any true criterion of future possibilities of railways and to make 
them the basis of the conclusion, as had been sometimes done in the public press, 
that railways have ceased to be a paying proposition or that the poor results are 
due to faults in the administration. The fact of the matter is that railways · 
are suffering from the natural result of a combination of unfavourable eco­
nomic factors which have sinrilarly affected every form of business in the 
country and in fact in the world. Working expenses have risen to a~ un­
precedented degree, and the earning power of the lines has not responded for 
the reason that trade was almost at a standstill. . There is, however, no reason 
to imagine that these conditions represent other than a temporary phase 
similar to what is apparent in every other part of the i\VOrld. It will perhaps 
help us to see the railway position in India at present in truer perspective if 

• Subject to ndjnstmont. 
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' frE. corresponding results of other countries are ~imultm1eously taken into 
consideration. Taking all English railways together the working expenses 
for the year 1921 represented a percentage of 104 of gro55 earnin~ which is 
considerably higher than our Indian record figure. Unforttmately the results 
for a similar period for railways in other parts of the world are not available, 
bnt in a good many cases in the previous year the railways worked at actual 
los.<:, the expenses having exeeeded the reeeipts. f:on1e information extracted 
from the authorised reports and the Bulletins of the International Railway 
Association in this respect is given below. 

South Australian Railway.~.-The annual report of this,rnilway for the 
year 1920-21 shows that the working expenses absorbed 90i per cent. of 
earnings and there was a deficit of £561,304 on the year's working after 
payment of interest. 

Canadian Railways.-· The Dominion Minister is reported to have stated 
in May 1921 (v~de the Railway Gazette of 1st July 1921) that even with 
freight and passenger rates almost doubled since prewar times the deficit on 
last year's working was $48 millions and that cOntrary-to all expectation the 
deficit had during the year jumped up by another $22 millions. The Minister 
declared that he could not see much prospect of any management materially 
reducing the loss on the Grand Trunk Pacific National Transcontin!'ntnl 
system for some years. 

French Railways.-The Railway Gazette of 15th July 1921 stated that 
according to the most recent detailed figures available, the French Railways 
were· being operated at a daily deficit of 8,000,000 francs, equivalent to about 
£109,000,000 a year, or nearly a million sterling every three days. 

Italian Railways.-The Bulletin of the International Railway Associa­
tion for May 1921 states that in the 1919 period the deficit on the Italian 
Railways was 860,000,000 lire equivalent to over £34,000,000. It was anti­
cipated that the deficit for 1920-21 would be between 1,500,000,000. and 
1,600,000,000 lire' (about £60,000,000 and £64,000,000 respectively). 

American Railways.-The Bulletin of the International Railway Asso­
ciation for June 1920 stated that of the 180 first class railway systems 117 
had incurred expenditure exceeding 85 per cent. of the receipts, while in· 
the case of 48 others the working receipts were not suffiCient to meet the 
expenditure. 

South Aj1·ican Railways.-The sam·e authority states in regard to South 
African Railways that after payment of interest on capital the loss on the 
working of the railways during the year ended 31st March 1920 ~as £559,942. 

It is apparent, therefore, that India is certainly not alone in her railway 
difficulty, and that compared to the results which other countries have had 
to record there is even some ground for congratulation. 

8. Although, however, it is not considered that there is any real reason for 
undue pessimism in regard to the future, there is no doubt that the financial 
results of Indian Railway working call for careful examination. As was to 
be exvected the relative effect of the general depression has not hCt"Jl uniform 
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over all administrations. The figures for the principal individual lines are 

as f 11 8 0 OW : 
i ' I Other Net loss ( ) I Working Net 

Railway. ReeeipiB. eltpenses. receipts. liabilities. or profit. ( +) 

Ro. Re. Re. Re. Re. 

croreo. crorea. erores. orores. crores. 

12·99 12·80 ·19 4·25 -4-06 
North w .. tem . . . . 

13-27 12-41 ·86 4·22 [-3.36 
Oroat Indian Pcninmla . . 

6·68 5·33 1-35 2·34 ~- ·99 
Bongol-Nagpor . . . . 

H3 I 3·77 •66 1-55 - ·89 
Eaotem Bengal . . I 

I ·01 ·66 - ·05 ·85 ' ·84 .AMam-Bongal • . . . . . 
Madnul and Soutbem Mahratta. . 6·57 4-61 1-96 2•57 - ·61 

Oodh ond Rohilkhand 3·31 2-68 ·73 •99 - ·26 . . 
Dolhl Railway Works, Stato Stores, Qto. ... .. . ·04 -·04 . ... 

·03 ·03 ·00 ·01 - ·01 Ad on . . . . . 
Eut Indian 13·39 8·67 4·82 4-45 + ·37 . . . 
Tirhoot l-20 ·56 ·64 ·31 + ·33 . . . . 
South Indhm . . . 4·60 3·34 1-26 ·96 + ·30 

Bombay, Baroda and Contrallndia . 10·25 7·99 2·26 2-15 +·ll 

Bunna. 3·52 2·47 1-05 ·94 +·ll .. . . 
Jodhpur-Hydorabod . •19 ·16 ·04. ·02 + ·02 

. 
Lucknow-Dn.rollly .. ·35 ·18 •17 ·10 + ·(}7. 

Bozwada . . . ·06 ·04 ·02 ·01 + ·01 

ToTAL J'OR RAILWA YB . 81·69 I 65·67 16·02 25·57 -9·55 

Mlaoollanoous ltoms not ottributablo to +*·28 
pn.rtiouln.r linoll. 

Not IoRI • . . . . -9·27 

• Subject to ad,Juatmont. 

The analysis of earnings and working expenses will be ·made in subse­
quent chapters and nothing need be said about these matters here. But in 
regard to the contingent liabilities of Government in respect to each line 
some explanation is necessary in order that the position may be fully 
understood. The figure of "other liabilities " in the statement above is rrade 
up of-

(i) Liability for interest on cnpitnl expended 
(i•) Annuity nnd Sinking Fund chnrges 

(#•) Compnnies' shnre of surplus profits 

Rs. 
oro rev. 

19•00 
5•51 
1•06 

25•57 

9. In respect of interest the liability amounted to Rs. 19·00 crores, and 
the only point which need be mentioned in this connection-and it has no~ 
become one of the first importance-is the increased rate. Prior to the war, 
the average rate paid for capital raised was under 3! per cent. But on all 
C'apital expenditure since 1916-17 the rate which has to be allowed is 6·1038 
pe.r cent. The result of the increased rate combined with the necessity for 
heavy capital expenditure has raised the Government liability by over Rs. 11 
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crores since 1913-14 and this extra liability has got to be met from improved 
earnmgs. 

10. The position in respect to annuities was briefly explained in the last Annuities and 
Administration Report. Liabilities of this nature still exist in respect to SFinkid'ng 

• .. • un a. 
the East Indian, Great· Indian Penmsula, Madras and Southern :Mahratta, 
Eastern Bengal and North Western Railways in respect to the old capital of 
Sind, Punjab and Delhi Railway. In all these cases the old Compa,1ies' 
shareholders were compensated by means of terminable annuities instead of by 
direct payment. In some cases shareholders who preferred to do so have been 
permitted to exchange their annuities for a· corresponding value of India 
stock, and sinillar stock has also been issued in exchange for debenture capital 
m some instances. In order to provide for the extinction of debt of this type, 
sinking funds have been established which are maintained by charge to 
revenue. Thus in both cases a similar provision has been made for gradual 
liquidation of the debt incurred. The net capital to be paid off by annuities 
amounted 'to £81,844,165, of which £19,355,081 has been redeemed by annuity 
payments made up to 31st March 1922, and the outstanding balance still to 
be paid amounts to £62,489,084. The position in respect· of sinking funds 
is that the total amount undergoing redemption by means of sinking funds on 
Eastern Bengal Railway, Sind, Punjab and Delhi and East Indian Railways 
is £13,178,179, of which £6,693,183 has been redeemed to end of 1921-22 
and the balance still to be redeemed amounts to £6,484,996. The question of 
the propriety of charging the railway revenue account with the annuity and 
sinking fund payments has been considered on several occasions. It "!Vas dis­
cussed at considerable length at the time of the purchase of the East Indian 
Railway in 1879-80 and was again broached in 1899 when the Great Indian 

·Peninsula Railway was purchased. It was once more considered in 1906-07 
when th·e Government of India made certain pl'oposals to solve this difficult 
and complicated question. The Secretary of State, after consideration of 
all the facts of the case, decided that the existing m·ethod of charging these 
payments to railway revenues was correct. With the shrinkage of railway 
revenue, this matter is now again making its appearance in the public press, 
but it is probable that the general consensus of public opinion will support 
the prudent· policy. hitherto pursued. 

11. Apart from these forms of liability, there are others of a general 
nature not associated with particular lines. The figure of Rs. 28 lakhs in the 
statement in paragraph 8 -includes the cost of the central administration, 
subsidies paid to companies and also of land given to guaranteed companies, 
and other miscellaneous items of receipts and expenditure. 

Special mention is perhaps necessary in regard to the question of land, 
the policy in regard to which has formed the subject of some discussion in 
the legislature. The ·ex£enditure on this account is represented by payments 
for land which is made over free of cost to subsidised railwl).ys. Government 
make what is in effect a free gift of the use of land to companie!it as an in­
ducement to take up enterprises which are likely to he beneficial to the public. 
The proprietory rights remain vested in· Government. So far as the com­
panies are concerned. the cost of land, if .they had to pay for it, would doubtless 
appear in the capital. section of their accounts. So far as Government is 
concerned, the concession is practically a free gift which must be made from 
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revenue. In case the land at any time reverted to Government, it would of 
course be possible for Government to use it for other purp~ses, but even then 
unless it were employed for the purposes of a commercial ·department, it 
would not be in accordance with the authorised system of accounts to charge 

the cost of the land to capital. 
12. A part from these purely financial matters, there is one point of a 

rather different nature which affects the results of the principal State-worked 
lin·e, the North Western Railway. 'fhis line has in the :year under review the 
unenviable distinction of having contributed the largest individual amount 
to the aggregate Government loss, and in assigning a reason for this it is im­
portant to remember that it is this line alone which has to carry the burden 
of what are known as the strategic lines-a group of railways originally 
constructed primarily for military rather.than commercial purposes. The 
classification of the lines now included under this head was of course adopted 
many years ago, and some of the routes comprised now carry a considerable 
quantity of ordinacy commercial traffic. They include the following :-

(1) Sind-Pi•hin including main line from Ruk to Chaman, 
with narrow gauge branch from Khanai to Hindubagh, 
and the loop from Sibi to :Bostan . 

(2) Spezand-Nushki-:Mirjawa Extension 
(3) Sind-Sagar including main line from Lala-:Musa to 

Sher-Shah, Go!ra-Basal Section, Kohat Section, :Bhera 
Branch, Dandot Branch, Kundian-Campbellpur ·Sec­
tion, :Mari-Ghazighat and Peshawar-J amrud :Branches . 

(4) Nowshera-Dargai 2' 6" gauge line (uow converted to 
51 611) • 

(5) Kohat-Thal 21 611 gauge line . 
(6) 1'he Kulubugh-Bannl! line which including the 'fank 

Branch is 164'16 miles long, although not classified as a 
strategic line, is really in all essentials of the same 
nature as above . • _ • 

(7) The Khyber Railway now under construction is also a 
strategic mih;ay 

Mil ea. 

492•31· 
387•52 

• 

602•18 

40•81 
61•75 

164•16 

26•00 

TOTAL 1, 77 4'73 

These lines have like commercial railways been financ~d out of the ordi­
nary railway programme. Their capital cost is included in that of the 
North Western Railway, which bears the cost of maintenance and working 
and in ~d~ition has to meet ~terest charges: As the whole system is worked 
as one, 1t 1s o~ course not possible to separate out exactly the financial liability 
co~·rectly attnbutable to t~e~e sections. But an·approximate account is always 
~repared, and the result 1s to show that even in favourable times these lines 
m the aggr~gate hardly ea.rn sufficient to cover working expenses, much less 
P~Y f~r the mte~est on capital outstanding. · As will be seen from the figures 
~~~en. m ~ppendic~s 5 and 6 o~ volume II, the results of the working of the 
fnst live lu¥!s mentiOned above lli. the year 1921-22 were:-

Gross ·e1unings 
\Vorking expenses 

Loss 

Rs. 
crorc1. 

1•64 
2•46 

'82 
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The result in the year under review is therefore that the North W e:>tern 
Railway had to bear an actual loss for working and in addition to carry the 
liability for intellest on the capital outstanding. As the procedure hitherto 
adopted in this matter has become a matter of public controversy, a brief 
examination of the facts of the position may be of interest. 

There are admittedly certain drawbacks in the inclusion of these lines 
in a system which is otherwise supposed to be worked as a commercial pro­
position. The result obviously must be to obscure to some extent the accounts 
of the actual working of the commercial section of the line. The principle 
followed in this matter has in fact been on several occasions considered, and 
quite recently has formed the subject of discussion in the legislature. On 
13th February 192-2, a resolution was moved in the Council of State as 
follows:-

"This Council recommends to the Governor General in Council that 
in future a separate revenue and expen!Iiture account should 
be kept of the working of military or strategic lines; that the 
losses connected with the working of these railways should be 
debited and the profits, if any, credited to the military Depart­
ment, and that the capital outlay on new lines or works of this 
nature should be debited to military accounts.'' 

The first part of the Resolution was adopted and has been given effect 
to. The second part which contemplated making these railways a military 
liability was negatived. 

In order that the reasons which have led to this decision may be appre­
ciated it is necessary that the actual facts of the special position in India 
shall not be lost sight of. 

Firstly, it. must be born~ in mind that it is an accepted principle of 
ordinary Government accounts that the department incurring expenditUT'l 
shall bear it whether other departments benefit thereby or not. This i~ 

necessary since any general attempt to sub-divide expenditure to accord with 
services performed would be productive of confusion in accounts. Following 
this principle the provision and upkeep of railways for whatever purpoRes 
required has been treated as a liabilfty of the Railway Department. Even if 
the procedure is not strictly logical in this case, it is simple, dire~t nnrl frp~ 
from complications. It is with reference to this principle that the military 
authorities do not charge civil departments with the value of certa.in supplie~ 
and services. In fact the military authorities might with equal justification 
claim that the whole of the cost of troops maintained for internal security 
purposes should be transferred from the "military services " group in the 
accounts and treated as part of the expenditure connected with the mainten­
ance of law and order: 

Secondly, the attempt to sub-divide railways as suggested is inevitably 
accompanied by complications. The proposal to treat all raiJways now classi­
fied as " strategic " as a military liability is in any case unjustifiable. The 
divi~ion in this respect now maintained was made in 1888, and many of the 
lines now so classified have developed into paying commercial sections. It 
~s in fact exceedingly difficult to draw a line. between railways which are solely 
military and those which serve a commercial purpose except in clear cases such 
( o2 
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as the Khyber Railway. The failure to meet working e~e~es and interest 
especially in the earlier years on which much stress. was laid ~~ the debate is 
of course no criterion that the line is not a commercial proift>sltiOn, and many 
lines in J:ndia so circumstanced were certainlr not constructed to serve military 

requirements. 
There is moreover a further practical difficulty involved in the sugges- . 

tion to separate. If part of the railway system is to be ~ad~ a nillitary liabi~ 
Jity, the Army Department will justifiably expect a voice In the matter of 
working, and in ordinary times difficulties in respect of through service not 
necessary for military purposes would inevitably fo1low. 

On the whole, therefore, the weight of argument seems decidedly in favour 
of the existing proC'edure. Since the year clo~ed, the matter has been consi­
dered by the Central Advisory Council who have reco~ended that the 
present arrangements shall continue with certain modifications necessary to 
make the financial position in the accounts more clear than had hitherto been 
the case. · 

13. In concluding this brief review of the financial position of railways 
in India in 1921-22, it is perhaps permissible, in view of the unfavourable 
results disclosed, to make some reference to the honourable position held by 
railways in the past among the principal sources of India's revenue. In the 
last 22 years, the net gain to Government from the working of railways has 
aggregated.nearly 108 crores of rupees after paying all interest charges, 
and in several cases contributing liberaUy, as explained above, towards the 
extinction of capital liability by payment of annuities. The fact that rail­
V.:ays have demonstrated in the past in this very practi_cal manner their capa­
City to add to the country's revenue should suffice as an ample assurance that 
the temporary set-back in 1921-22 is not due to any inherent cause, and that 
thr; IJ1d traditions will be resumed 'Yhen trade and internal prosperity have 
recovered from the disorganisation which has followed in the wake of the war. 
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CHAPTER II. 

EARNINGS. 

(See Appendices 5, 9, 11, 14 and 24 of Volume II.) 

14. As mentioned in the previous chapter, the total earnings of the State- Railway 
owned railways amounted toRs. 81·87 crores against 87·00 anticipated when dEarnindga epen on 
the budget was framed. The earnings of Indian Railways are naturally so Tra.d~ 
far as goods·transport is concerned, very largely dependent on trade, and even poa•tion. 

the passenger traffic though less. directly connected with the same factor 
invariably responds to the stimulus of a good· trade year and a bountiful 
monsoon. 

15. The outstanding feature of the trade position in 1920-21 was that Trade review. 
India was for the first time a debtor country, the value of imports exceeding 
the exports by Rs. 77 crores. In the year under review the same result re-­
curred, but the figures both of imports and exports showed a decrease. 
·Imports fell off to lis. 266 crores, a decrease of 21 per cent. compared with 
the previous year. Exports were valued at Rs. 245 crores, a decrease of 
5 per cent. compared with 1920-21. On the whole, therefore, India was 
again a debtor country and the trade depression was even more pronounced 
than in the previous year, though the balance was rather more in India's 
favour. 

The most noticeable features of the import trade of the year 1921-22, 
as compared with 1920-21, were a heavy decrease in the imports of manu­
factured goods, especially under cotton manufactures, iron and steel, motor 
vehicles, paper, wooll~n piece-goods and hardware and ah increase in the 
imports of sugar, wheat and coal. The chief features of the year's export 
trade were an increase in the export of rice, tea and raw cotton and a large 
decrease in the shipments of jute, gunny bags and cloth. The check in 
imports was probably princpally due to higher prices accentuated by high 
freights and incr~ased customs duties. As regards the export trade, as 
there had been a good monsoon all over India, there was consequently no 
lack of commercial crops for export; but this favourable state of affairs was 
neutralised by the reduction in the buying powers of the continental countries 
which for the time being deprived India of its best markets for its produce. 

Turning now to the internal position, the conditions were in most 
respects favourable to a prosperous railway year. The monsoon gave gene­
ral and sufficient rain for agricultural operations and the winter rains were 
also very good except in· Bengal. The season on the whole was therefore 
from an agricultural point of view favourable, and almost all the crops 
yielded a good outturn. The total production of rice showed an increase of 
19 per cent. and that of cotton 24 per cent. as compared with the preceding 
season. . Sugar cane, sesamum, groundnut and indigo also yielded much 
better crops than in the preceding year. The outturn of jute, however, 
showed a decrease of 32 per cen~. owing to a greatly restricted area having 
been placed under the crop, due chiefly to the low prices obtained for the 
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two preceding crops and to a large carry-over from the previous year and 
also to the high prices of foodstufis, which induced cultivators to grow more 
paddy in place of jute. Summarising therefore the year was favourable for 
internal trade but conditions were against a development of external tran­
sactions on which railways depend to a great extent for their long lead 
traffic. The result of these conditions is very clearly reflected in the figures 
of tonnage carried and the earnings especially of the lines leading to the 

prjncipal ports. 
16. In the light of these facts an analysis of the railway traffic for the 

year shows many points of considerable interest. 

The total earnings of all lines rose from Rs. 91·98 crores in 1920-21 to 
Rs. 92·88 crores-a fact which taken by itself is a remarkable evidence of 
the capacity for development of earning power of the railways even under 
unfavourable conditions. Analysing the result by the two main s~urces 
of earnings, the rise of nearly a crore is found to be made up of a fall in 
passenger earnings of about half a crore and a rise in goods of about a 
crore and a half. It is interesting in this C{lnnection to look back on past 

. results which are shown in the summary below and form' a valuable index 
of the progress of development even during the stormy years of the war . 

. 
P.&ssRNO r.a TnAFFic. I Goons Tn.&:rnc. 

Other traffic Total 
Year. Number Earnings 

earnings earnings 
Tons (in Earnings (in thou- (in thou-

(In thou- (in thou- thousands). (in thou- sands). 

I 
. sands). 

sands). sands}. sand'3). 

1 2 3 ' 5 6 I 7 

. 
No. 

~ 
Rs. Tons. Rs. Rs Rs. 

1013-14 . . . . 457,718 21,17,51 82,613 37,77,49 4,63,51 63,58,51 

1014·15 . . . 451,080 20,35,29 80,972~ 35,09,18 4,98,27 60,42,7.& 

j015-IO . . . . 464,381 20,98,57 82,499 38,75,79 4,91,68 64,66,04 

1016-17 . . . 486,031 23,08,19 86,242 41,43,00 6,17,23 70,68,42 

1017·18 . .. . . 430,269 26,23,16 85,472 44,49,54 7,63, 70 77,36,39 

1018-10 . . . . 459,732 28,97,78 91,161 49,13,89 8,17,01 86,28,68 

IOJO.liO . . . . 620,027 33,16,20 87,630 47,ll,60 8,87,43 80,15,32 

1020-21 . . . 659,246 34,76,66 87,642 47,96,84 9,25,27 91,98,76 

192!·22 . . . /.61,326 34,29,31 86,248 49,52,32 9,07,04 92,88,67 

. 17. The connection between 'trade condition . . • 
paturally more apparent in respect f ds s and rallway results lS 

traffic is affected by many other con~tio~~ be than passenge.rs. Passenger 
dr·velopment of trade A""J'cult 1 d yond those wh1ch govern the 

· ,.,. ura an general · · 
usually accompanied by good passenger ret;rns prospent~ IS, however, 
D.W!Ual num~rjeal increase of passenger h. h ~nd the check m the speed of 

s, ilY Jc t. e figures disclose, is probably 
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directly attributable to the rise in prices which has curtailed the power of the 
population to travel to an extent which was possible in the days before this un­
happy feature made itself so apparent. If the figures are now examined 
in greater detail certain interesting facts are disclosed. For convenience in 
comparison, the results in numbers and earnings by· the different classes are 
shown in the table below from the last year before the war to date . 

. 
NCJlBD OJ' PASSDGEIS C&UID (Ill DOC!.L'Ull). E.la."Q:COS n.oJI P.l!!IDODS (IX mGl"S.\."fDI 01' 

&t>P~). 

Yoar. ...... I -,.. !nd Int.r 3nl and bt !nd In!« ""' and ....... ....... ....... ....... V~ndor"a ..... ...... ....... .,..._ Yt>ndor'l 
Ucket.a. 

I I 
Uclr;e&a.. 

-

IlL I Rs. IlL IlL IlL 

lVlS.U. ali 3,"1 12,371 folO,otiO so,uo ..... ss.ro l,o:t,ts 18,37,03 l1J,3d 

191'-15 . ,.. 8,ol6! 12,018 403,559 ....... 61J,'i8 ..... 1,03,.31 n,e,ge 10,36 

19lrJ.lCI . . ,. . 3,791 13,048 4.1:!,254 ...... 68.7tl l,Ol,U 1,12,82 18.01,85 :o.n 
' 1910-17 . 823 •• 607 U,3t9 ,31,(56 Sfo,'liJCI 72,!8 ; l,SO.Ol l,ZZ,U ll,tll,&a II,VI 

1917·18 . 883 4,2.10 7,719 881,017 SG,tM 90,25 1,43,30 1,16,13 21,.U,51 24,30 

11JUH9 . ..... 5,119 8,'i21 401,388 •o.t68 1,11,00 1,72,GG 1,42,88 t:.a,~,8l S'l,Tf 

' 1919·20 . 1,108 ..... 10,200 460,306 U,97t l,ZS,SO I !,17,1M 1,89,68 27,G8,1Jl ..... 
1020-21 . l,H8 7,129 11,750 (00,280 .S,930 l,SO,.S 2,:e,.ao 1,01,10 28,91,21 t7.U 
1921·22 1,080 O,t92 10,60-1 t90,'i'S3 62.36& 1,38,47 i 2.29,63 1,77,80 18,41,83 41,~ 

In respect of the last year it will be noticed that the numbers of passen· 
gers by first, second and intermediate classes have declined compared with 
1920-21, while the third class shows a small increase. Inspite of the fall in 
numbers the earnings from· the first two classes have risen, while the yield 
from the intermediate and third classes has fallen compared with 1920-21. 
This latter result which is very significant is due to decreased lead. Economic 
factors have in fact forced the third class passengers in India to forego 
indulgence in long journeys in the same way as has happened elsewhere in the 
world, and have checked the rapid increase in the numbers travelling ;which is 
evidenced in the figures of previous years. Decreased third class travelling is 
also to some extent attributable to the fact that insufficiency of stock has forced 
many railway administrations to refuse to make special arrangements for 
melas which in the ordinary course of events attract large numbers of 

' passengers. 

18. Turning now to the goods traffic, the figures given at the end of Goods trafti~. 
paragraph 16 above reveal the interesting fact that compared with previous 
year the tonnage lifted in the year under review showed a decrease of over 
1 million tons, but the earnings went up by Rs. 11 crores. This apparent 
anomaly is explained by a fall in the quantity of commodities carried at 
cheap rates principally coal accompanied by increases ·in some of the better 
paying commodities. Other contributory causes were the increase of rates 
for coal carried for use by the public and the withdrawal of concession rates 
in some cases. The combined effect of these factors has been to increase the 
earnings in spite -of a fall in tonnage lifted. These facts are illustrated by 
th·e figures in the summary below which shows the inore important commo-
dities carried by railways and the earnings derived therefrom. Commo-
dities with a tonnage less than one million have been lumped together. 
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Commodity. 

(I) Coal • • • 
(2) Rsilway •torcs . 
(3) Wheat and wheat J!our 
(4) Rice • • 
(f.i) Other graiDJ 
(6) Stone : 
(7) llotal1 
(8) Salt , 
(9) Wood • , • 

(10) Sugar • , , 
(11) OIJ.and oil100d&. 
( 12) Cotton and yarn • 
(13) Lime, chalk, etc . . 
( 14) Jato and gunny bag• 
( 15) Fedder , • 
(10) Otbor Commuditie• 

ADMINISTRATION REPORT OF 

1920-21. 1921-22. 

' Tons in 
!Jillions. 

' 21-86 
' 18·22 

3·24 
4-63 
4·90 
3·05 
3·30 
2·24 
2·25 
1·76 
2·89 
I-DO 
1-25 
1·72 
1-21. 

13-()6 

TOTAL ·I 87-IH 

Re. in Tons in 
crorcs. ! .Millions. 

8·21 18·78 
2-64 20·01 
2·80 2·35 
3-11 4·85 
3·68 I li·l3 
0·72 2·79 
2·27 I 2·82 
1-47 I 2·30 
1-03 2·38 
1·52 I 2-18 
2·52 3·05 
4·04 2·16 
0·38 1-43 
1·57 1-32 
0·86 1·23 

ll·15 13-47 
. 

RL in 
crores.. 

7·30 
2·78 
1·83 
3·37 
4·21 
0·69 
2·10 
1·61 
H2 
2·52 
3·10 
4·81 
0·40 
1·29 
0·80 

11-69 

47·97 S6·25 ·I 49•52 

19. It will be noticed that so far as tonnage is concerned by far the most 
important commodity is coal representing about.. 22 per cent. of the total 
goods traffic carried during the ~ear. The average quantity carried during 
the last five years has been over 22 million tons; this was reduced to 
UJ million tons in the year under review, or a decrease of 3 million tons 
owing principally to decreased outpu~ from the collieries as the rE)Sult of 
labour troubles. The earnings from this source were consequently less by 
about 1 crore of rupees. The most interesting feature of the year was that 
India was actually for the first time for many years importing considerable 
quantities of coal. 

20. Apart from railway stores, the next heaviest item of traffic is re­
presented by food grains, wheat, rice, etc. The variations in traffic in these 
commodities are due to a number of conflicting cans~. The tonnage of rice· 
rose owing to the removal of the embargo on Burma -export and the corre­
sponding result in respect of other grains was the natural sequence to a good 

· harvest. The wheat position was extraordinary. Exports were ~till under 
the embargo imposed in April 1915 and as already mentioned India was 
during the year importing wheat from abroad. The traffic in wheat and wheat 
.flour which in 1913-14 was 3·56 million tons fell off to a total of 2·35 millions 
of tons in 1921-22. · 

The increased import of sugar is shown in the increased earnings from 
this commodity of nearly a crore of rupees but apart from this nearly all 
of the imported commodities including kerosene oil, piece goods, provisions, 
etc., gave very disappointing returns owing to the trade depression !tlready 
l'eferred to. 

21. Before concluding this chapter mention must be made of the fact 
that the earnings given above exclude the surcharge on goods and parcels 
traffic which remained in force throughout the year under review. This 
surcharge was levied with the object of securing additionltl revenue for the · 
general purposes of the country and was not credited to railway earnmgs. 
The surcharge has since been replaced by increased rates which have been 
introduced with effect from 1st April 1922. 
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CHAPTER III. 
. WORKING EXPENSES. 

(See Appendices 6, 1~. 13 and 15 of Volume II.) 

22. As was anticipated in the last report there has been a further rise Factors affect· 
· in the working expenses of railways in the year under review. The extent of ing rise in 
th · · ·n b expenses. e rxse m recent years WI . e gathered from the percentages of expenses to 
earnings given below:-

Ye&~ 
Percentage of expensos 

to grosa earnin.gt of 
all railways. 

1913-14 .. 61•79 

1914-15 64•19 

1915-16 60•91 

1916-17 - 47•26 

1917-18 45•72 

1918-19 48•45 

1919-20 66•81 

1920-21 65•64 

1921-22 76"22 

It will be noticed that in the year immediately before the war the expenses 
were in the neighbourhood of 52 per cent. of earnings, while they have now 
reached 76 per cent., the increase oyer last year's proportion being no less 
than 10·68 per cent. 

This rise in the cost of working railways is, as mentioned in a previous 
chapter, not peculiar to India, but it js nevertheless a matter of particular 
seriousness in this country where many lines Wl're being worked on a narrow 
margin of profit even before this feature became so apparent. The effect 
on the general financial results of railways has already been dealt with in 
the first chapter of this volume. But apart from this it has for the pre­
sent introduced a new and in most cases an insuperable difficulty in the way 
of further extensions. It is, therefore, from every point of view a matter of 
the first importance that the reasons which have led to this progressive increase 
shall be located and a remedy, if possible, applied. For this purpose the first 
step necessary is obviously to make a careful analysis of the figures in order 
to isolate so far as possible the· temporary factors in the situation from the 
more serious permanent causes of more expensive working. Naturally the 
relative importance of these two types of causes varies on different adminis­
trations, but it is still p_ossible to draw certain general conclusions from the 
analysis of the figures ·as a whole. · 

.Q 
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bel h the distribution of the expenses on all rail-.23 The summary ow s ows . . d 
. ln20-21 and 1921-22 between the vanous spendmg epart-

ways for the years " 
ments: 

Proportion of working 
.AlloUDt spent in expense• ~o gross 

eanung•· 
Departmen~. .Work 

. 1920-21 • 1921-22. 1920-21. 1921·22. 

Ro. Ra 
Per cent. ororea crores. Per cent. 

Main~nce of way, works and I ll·95 14·33 12·99 15-43 
Engineering . . 

ltatiODJ. 

Maintenance and renewing of 20·88 25-42 22·70 27·37 
Locomotive . . 

engineaandoostoffueland nm· 
ning 1t.ote1 and other expen· 
aea attaehed to provision of 
motive power. 

Maintenance and running, of carri· 7-30 9·39 7·94 IO·ll Carriage and wagon • 
agoa and wagon& 

Trame Workiag of train~ from a buaioeaa 10·61 11·24 11-53 12-10 . . 
1tandpoint, i.e., booking of 
pauengera and goods and 
arrangement. for transport. 

Agenoy and othon Agent'• office e:r.rlll88, Audit, 4-70 5·16 5-11 6•56 
St.orea, Modloa and Polioe • obargea, eto. .. 

Forry . . Stoam boat ezpenaoa • . . •31 ·34 ·34 •37 

MlaooUaneoua• Lo.w chargeS, oom~naatlon. oon. 4-54 4-92 4-93 5·28 . 
tribution to ProVJdont Fund, eto. 

TOTAL . 60·29 70·80 65·54 I 76·22 

· It will be noticed that the increase has, as was to be expected, affected all 
the departments, but the relative amounts differ widely and nearly half of the 
total increase has occurred in the Locomotive Department alpne. If these 
individual results are now again analysed under administrations, a fair ide& 
of the main underlying causes may be deduced. 

24. Engineering Department.-The excess expenditure incurred last year 
over the previous year's expenses is Rs. 2:38 crores and is attributable prin· 
('ipally to the following lines:-

Railway. 
North Western 
Great Indian Peninsula 
Bombay, Barmla and Central 
South Indian 
Enst Indian 
Nir.am's Gunrnnteed Stnte 
Eastern Bengal 
Oudh and RQhilkhnnd 
Bengnl-Nngpur 
Burma 
Jodhpur-Biknner 
Other railways 

.. 
India 

.· 

Rs. 
croreo. 

·r5 
·4r 
•34 
•24 
·n 
·to 
•09 
·os 
·or 
·or 
•04 
•02 

2•38 

From these figures it appears that the principal excesses occurred on four 
lines and an. examination of their accounts shows clearly that it is in the main 
due to heavier renewals of rails, sleepers and bridges. So far then as this 

• Inoludins ro~l workins ••pens~• of oer~in B!llaller lines not inoluded in the de~ils by departmen\4. 
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avenue of expenditure was responsible, the increase is the natural outcome 
of the effort being made to bring lines up to standard, and to this extent it 
may fairly be hoped that it is temporary. There is, howe,·er, of course a 

_ certain permanent element represented by rise in wages and cost of materials 
for ordinary repairs which will probably prevent a return to previous rates 
of working. The comparative prices of sleepers and rails contrasted with 
1913-14 will show the extent of the rise in costs which is attributable to these 
two essentials of railway working. 

Price. 

-
1913-14. 1991-U. -

Sleepers. 
Rs. A. P. Rs. A. P. 

1. Deodar . Sleepers Broad gauge . 4 4 0 8 8 0 
2. Sal (Nepal) 

" " " . 5 0 0 8 8 0 
" ( " 

) 
" 

Metre gauge . 2 8 6 3 2 0 
3. Sal (C.P.) 

" 
· Broad gauge • 5 0 0 8 8 0 

,(,). 
" 

Metre gauge . 2 0 0 4 0 0 
4. Douglas Fir Sleepers . . . 4 12 0 10 0 0 

. 
. Rails and Fish Plates. 

Rails . . . . . Rs. 100 per ton Rs. 158 per ton. 
Fish plates • . . . . " 130 . " " 

185 
" . 

25. Locomotive Department.-The excess over the previous year's 
expenses is Rs. 4·54 crores and it occurred principally on the following rail-
ways:-

Railway. 

North Western 
Great Indian Peninsula 
Bombay, Baroda and Central India 
South Indian , 
Madras and Southern Mahratta 
East Indian 
Bengal-Nagpur .• 
Burma 
Oudh and Rohilkhand 
Eastern Bengal 
Other railways 

... 

Rs. 
ororea. 

1'27 
1'01 

'64 
•41 
•28 
'24 
•20 
•12 
•09 
•06 
•22 

4"54 

In this case the increase is, allowing for the relative size of the lines, 
very much more equally distributed, and an examination of the railways' 
accounts shows that the!e is one universal underlying cause which accounts for 
the general rise, viz., the high price paid, for fuel. It is a matter for satis­
faction that this rise was due to temporary causes connected with the shortage 
in supply of Indian coal and the purchase of foreign fuel at rat~s which wert­
considerably in excess of the equivalent of Indian price. To this extent, 
therefore, the cause is special and temporary, but Indian coal has been affected 
by economic causes like everything else and has reached a. higher price which 
will probably mean a. permanent addition to working costs. A comparison of 

D2 

Locomotive 
Department 
Expeneee. 
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. n be" "d with those current in 1913-14 will illustrate the prtces aetna y mg pat kin ts 
extent of ihe rise that has taken place in this item of wor g cos . 

· Price per ton Price per ton 
Clau of Indian ccal. in 1913.14. In 1921-22. 

Deshergarh 
Selected Jherria 
First class Raneeganj 
First class Jherria • 
Second class Jherria 

Rs. A. 1'. 

5 0 0 
4 0 0 
4 4 0 
3 12 0 
2 12 0 

Rs. A. 1'. 

7 8 0 
6 4 0 
6 8 0 
6 0 0 
4 12 0 

As in all other cases the addition to the wages bill is a permanent 

liability. 

Carriage and 
Wagon 
Department 
Expense•. 

26. Carriage and Wagon Department.-The" excess is Rs. 2·09 crores and 
is attributable as follows :-

Rs. 

Railny. orores. 

Traffic 
Department 
Expenses. 

Eastern Bengal 
North Western 
Bengal-N agpur 
Great Indian Peninsula 
Madras and Southern Mahratta . · 
Oudh and Rohilkhand 
East Indian 
Bombay, Baroda and Central India 
South Indian • 
Other railways 

•43 

' 
•41 
•35 
•27 
•26 
•14 
•10 
•09 
•02 
•02 

2·09 

The underlying cause is not quite so easy to locate in this case as in the 
preceding. Increased expenditure appears to be due largely to increased 
renewals and to this extent as in case of engineering it is the natural seq~el 
to the depreciation which could ;not be made good during the war. But the 
ordinary repair bill is also extraordinarily heavy, and this is undoubtedly to 
be attributed to the fact that on every railway in India stock is being run 
which should have been renewed and to which unduly frequent repair is 
unavoidable. It may fairly be hoped that this feature will gradually right 
itself as the arrears of depreciation are overt~en. The increased cost of 
individual shop repairs is, however, a permanent feature .which can only be 
combatted by more efficient machinery and more economical methods. 

27. Traffic Department.-The excess is Rs. 63 lakhs and. occurred 
principally on 

Rallwny. 

N ortb ·western 
Oudh and Rohilkhand 
Dombny, Dnroda and Central India 
Enst Indian 
Otbor railways . 

• 
Rs. 

Jakha. 

12 
10 
11 
1 

23 

63 
_The increase in this case is fairly uniform on all lines. It is solely due to 

the me rca sed cost of staff and con tams no temporary element. Every lin · 
r d. · k" li . e In 
n 10. 1s ma mg e orts to economise in this resi>ect, but labour agitation and 

the ~nstant demands on the part of the public for passenger superintendents, 
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watch and ward staff, etc., must inevitably add to the cost of traffic workin<> 
" to an extent that no possible economies can neutralise. 

. 28. Agency, etc.-The excess amounts to Rs: 46 lakhs and the highest Agency 
figures are :- Expenses. 

Railway. 

Great Indian Peninsula 
Eastern Bengal • 
Bengal-Nagpur • • • • 

Tis. 
l..k.hs. 

9 
6 
5 

The individual increases are small and are principally aet'Ount.ed for by 
higher wages and the increased cost of stationery, forms and general office 
expenses. The increases are all of a permanent nature, and the field for 
economy is not large, but everything possible is already being done to reduce 
the need for clerical staff by decentralising control. 

29. Miscellaneous e:xpenditure.-The excess is Rs. 38 lakhs made up of 
increases on 

Railway, 

East Indian 
Great Indian Peninsula 
Oudh and Rohilkhand 
South Indian 
Burma 
Eastern Bengal 

~d !!~creases on · 
Bengal-Nagpur. 
Bombay, Baroda and Cenhal India 
Nizam's Guaranteed State 
North Western 
Madras and Southern Mnhratta 

Rs. 
loki ... 

43 
11 
11 
4 
3 
3 

14 
12 
9 
1 
1 

This head includes a number of different items such as hire and demur­
rage on stock, proyident fund, gratuities, railway schools, law charges and 
compensation. Most of them have risen for permanent reasons, but a special 
mention is due to the last item, viz., compensation for lost and damaged 
goods, etc.. This item of expenditure has in the last few years increased to 
an extraordinary degree, owing to the growth of pilferage and the increased 
value of goods. The figures of payments for the last six years will illustrate 
the seriousness of the position. 

YeM". 
Rs. 

1916-17 17,94,659 
1917-18 . 23,07,969 
1918-19 45,91, 795 
1919-20 71,24,675 
1920-21 1,11,86,306 
1921-22 1,16,21,975 

The measures which have been taken to combat this evil are described in 
a subsequent chapter. 

30. Summarising therefore, there seems good reason to hope that a sen­
sible degree of our present inflated working expenses will disappear gradually 
as the lines are brought back to normal condition. And in this connection a . 
special mention is necessary in respect to the progress in making up arrears 

Expenses on 
Miscellaneous 
Items. 

Renewal 
Programme. 



Retrench· 
ment 
Committee. 
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. h 1 programme The financial procedure in this respect has m t e renewa · f · 
bee I · d in Chapter I of this report. The figures o expendi-

already n exp ame h uffi . I 
' · · re quoted in last report, but t ey are s Clent y ture m prevwus years we . b . . 

· · · · f the last year's results now available to ear repetitiOn. mtcrestmg m VIew o . 

PaooBA.mu: RBVBNVB EnENsBs. 

Yu& 
Provision. Expenditllze. 

Rs. (in crores). Rs. (in crores). 

1913-14 

}-~ .. ~·!{ 3·68 

1014-15 3'30 

1915-16 2•82 

1916-17 • 2•50 2•20 

1917-18 3•30 1•54 

1918-19 4•07 2•00 

1919-20 • 9•75 3•59 

1920-21 10•75 5•30 

1921-22 9"25 7•23 

The improvement in what has actually been accomplished as indicated by 
the expenditure incurred is very satisfactory, as it shows that the strenuous 
efforts to make up the leeway which all railways incurred during the war artl 
at last beginning to be effective. 

Apart from special renewals, the increase in ordinary repairs to perman­
ent-way and bridges is unlikely to prove susceptible to any measures of 
econoiny for some time to come and may even rise above the existing level. 
Information in the hands of the Board goes to show that there are arrears in 
this respect on some lines which the present level of expenditure does not 
suffice to provide for. Such ·matters as fencing, painting of bridges, ballast, 
etc., have been neglected in the years of the war and the deficiency has got to 
be made good. 

• Repairs to rolling-stock are to a certain extent affected at present by tem­
porary conditions, but the present high cost of shop working is a factor on 
all lines which is worthy of serious attention. Possibly in this matter 
improvements in indigenous supplies will help to keep costs down. But it 
must not 1;>e lost sight of that constant improvements in speed and in type of 
stock which the public demand must inevitably swell the repair bill. · 

. . 31. Finally, as affecting all departments the rise in the cost of wages con­
stitutes the most difficult problem of all which still awaits solution. Every. 
railway in India has now under the Railway Board's instructions adopted 
systematic measures by means of Retrenchment Committees or otherwise to 
prepare and carry out a regular campaign of economy embracing all avenues 
of railway expenditure from ~hich good results are expected. 
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CHAPTER IV. 
RAILWAY STAFF. 

(See Appendix 23 of Yolume II.) 

32. The total number of railway employes at the close of the year 1921- Number of 
22 was 754,478 of which 6,858 were Europeans, 11,831 Anglo-Indiang and staff. 

735,789 Indians .. In last year's report a table showing the variations in 
numbers of each of these classes in the last ten years was given, and the 
figures are sufficiently interesting to bear repetition. 

Year Europeans. 
1 

ADJ<Io- IndiDnl. TOTAL. Indians. ' ! I 
' I 1912 • . . . . . . . 7,860 I 10,066 571,606 689,422 
' • 

1913-14 . . . . . . . . . 7,986 10,437 614,883 633,305 

1914-15 . . . . . . . . . 7,641 10,849 682,493 600,483 
' 

1915-16 . . . . . . . 7,274 10,412 007,919 i 62~160G 
I 

1916-17 . . . . . . . . . 6,907 10,425 619,202 036,634 

1917-18 . . . . . . . G,802 10,239 636,96; I 064,008 

1918-19 0,702 10,450 667,824 I 084,976 . . . . . . . . 
I 1919-20 . . . . . . . . 6,643 10,866 695,269 713,078 

1920-21 . . . . . . . . •7,281 •n,ruo •729,789 •7'9,010 

1921-22 . . . . . . . . . 6,868 11,831 735,789 754,478 

. 
.33. In view of the present demand for the more extended employment of lndianiaation 

Indians in the railway services, it is of interest to note that in the last ten s~!~~:.ay 
years the number of Eu>:opeans employed has fallen from 7,850 to 6,858 and 
the number of Indians has risen by nearly 165,000. During the war, the 
number of Europeans decreased in 1918-19 to 6,702, a fall of about 1,200, 
and of these only about 250 appear to have rejoined in 1919-20, but the number 
has again sho:wn a decrease. 

During the Delhi Session of 1921-22 the following Resolution wag 
adopted by the Council of State :-

" The Council recolUillends to the Governor General in Council the 
necessity of taking early steps to increase the number of 
Indians in the higher grades of service of the State managed 
railways, and of devising means to secure the adoption of a 
similar policy by Companies managing State Railways." 

In· accepting the Resolution, the Government pointed out that t.hey had 
already accepted the policy of gradually Indianising all the public services 
and stated that that policy would be applied to the higher railway estab­
lishments wherever possible, subject to the necessity of making efficiency 
th€' paramount consideration in railway. matters. Since the report of the 
Public Services Commission was issued much has been done already towards 
--~-----------------------

*Revised figures. · 
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. . · t blishments of State worked. Railways. In the 
!Indiamsmg the superiOr es a I d' . 

. . t t 20 per cent. of the officers are now n Ians, m the 
Engmeenng Depar men . S 

· ffi D t nt 25 per cent. and in the Superi9r tores Depart-Superior Tra c epar me . D 
· I th Locomotive and Carriage and Wagon apartments 

ment 8 per cent. n e . . h' fi h l 
I b 'bl" to make a small be"'mmng due c Ie y to t e ack it has on y een possi " . o • f 

f il. · J! per training in this country. Extensive schemes or the of ac Ities 10r pro . . . 
· · f hanical encrineers are now, however, under consideration. trammg o mec b' . 

Government have used their influence to induce Companies to follow a 
similar principle on their lines to which it seems to be popularly suppos~~ 
th t they are antagonistic. It may, however, be remarked that these bodies 
r: in respect of other matters usually charged with working their lines 

:olcly in the interests of the shareholders' profits, ~nd it seems somewhat 
illogical to suppose that in the p1atter of economy m res~ect to sta~ th~y 
would not for similar reasons prefer to employ cheaper Indian labour ~f this 
was for practical purposes equally efficient. As a matter of fact every Rail­
way Company in India has expressed entire agreement with the Government 
of India policy and given practical evidence of their desire to give effect 
to~ . . 

In this connection it is interesting to note the progress made 'during the 
last 6 year~ on all lines taken together. In 1916, the number of Indians 
holding superior posts in all departments of Comp3:nies' and State Railways 
in India was 85; in 1922 it was 212. The increase has taken place chiefly 
in the Engineering and Traffic Departments. In the former, the number has 
ris~n in the period mentioned from 39 to 81, an'd in tlie latter, from 32 to 82. 
In the Audit Department, there are now 23 Indians against 7 in 1916. In 
the Stores and Printing Department, there are 7 against none in 1916. In 
the :Agency Department, there are 4 Indians against 3 in 1916. Tlie further 
progress in this respect is being carefully watched, and all Agents have been; 
required to furnish half-yearly statements showing the appointments made. 
It is recognised that one of the prjncipal difficulties in this matter hitherto 
has lain in the want of facilities for preliminary training .in India for 
candidates for railway employment. Practically all branches of railway 
work require the possession of technical qualifications Qf some sort and fo~ 
this purpose the ·general literary education given in ordinary schools and 
colleges is obviously inadequate. Engineering colleges have existed for some 
years, but apart from these institutions which provide for only one side of 
railway working, and the small facilities which railways have themselves 
provided for elementary training in mechanical engineering, no definite 
arrangements have so far been attempted to meet the needs of indigenous 
railway recruitment. 

34. In this connection, however, a word of mention is necessary in 
respect to the measures which have been taken in some cases with the assist­
a~ce of loc.al. Go;ernments. to imp~ove the_ existing arrangements for preli­
mmary trammg m mechamcal engmeering referred to above. :At Jamalpur 
?n the East _J ndian Railway, facilities have for some years existed for train­
mg mechamcs. It has recently been decided to enlarge the scope' of these 
nrrangemen~s and to start a new technical school together with residential 
accommodatiOn for the staff. The local Government h · d . . . as promise a non- · 
recurrmg grant for capital purposes in addition to an annual grant in return 
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for which a certain number of >acancies "\'1;11 annually be reser>ed for qualifi-
ed youths of Bihar and Orissa. . 

At Kanchrapara and Lillooah apprentil't>S are taken in the shops 
and arrangements exist for giving them a theoretical training outside the 
shops. The whole question of apprenticeship training in Bengal has been 
subjected to the most careful examination by the Bengal Government. In 
1919, a Committt>e was appointed to consider this matter. Sir Rajendranath 
J.\.fookerjee was president, and the other members of the Committee were 
Sir Nilratan Sarkar, the then Vice-Chancellor of the Calcutta Uni>ersity; 
Mr. Hindley, the then Deputy Agent of the East Indian Railway; 
Mr. Spalding, the Locomotive Superintend@t of the Eastern Bengal Rail­
way; Mr. Everett, Superintendent of Industries and Inspector of Technical 
and Industrial Institutions, Bengal; and Mr. Heaton, Principal of the Civil 
Engineering College. As the result of that Committee's report, it has been 
decided by the Government of Bengal to establish a technical school in 
CalcuFta. The primary function of it will be to provide part time technical 
classes for apprentices employed in the various workshops, including the 
railway workshops, of the district. A site in a central position in Calcutta 
has been purchased at a cost of Rs. 8 lakhs, and it is understood that the 
building is under erection. The Government of Bengal have also, on the 
recommendation of the Committee referred to above, established a Board of 
Control for apprenticeship training. Further, it has been decided to con­
cert arrangements with the Eastern Bengal Railway for a practical course 
of six years at Kanchrapara, and apprentices undergoing this course will 
receive theoretical training concurrently with their practical instruction. 
The Bengal Government propose to meet the cost of a technical school at 
Kanchrapara including equipment and the cost of the educational staff. On 
it.c: part, the Eastern Bengal Railway has undertaken to provide the appren­
tices with prartkal training, to rem1merate them, and to supply a hostel 
superintendent, etr. Those of the apprentices who are surcessful at a 
selected examination will be put through a higher theoretical training at an 
institution such as the Sibpur College. 

Turning to Bombay. the Great Indian Peninsula and the Bombay, 
Baroda and Central India. Railways have long had apprentices' classes for 
their apprentices which up to this have been controlled and managed by t.he 
Young Men's Christian Association. The teaching staff was drawn from 
the railway mechanical engineering staff and for teaching purposes they 
were under the control of'the Young Men's Christian Association. The Rail­
ways are now negotiating with the authorities of the Victoria Technical 
Institute for the future control of their classes. 

The Madras and Southern Mahratta Railway already provides classes 
for apprentices both at Perambur and Hubli. The arrangement at Hubli is 
somewhat similar to that at Lillooah. 

As regards Negapatam, the railway workshops aro being transferred to 
Trichinopoly, but at Trichinopoly. provision is contemplated for a railway 
school in connection with the new combined broad and metre gauge work­
shops. 

At Ludrnow, Gorakhpur and Jhansi, classes are already provider! for 
railway apprentices. Quite recently, a committee consisting of GovernmPnt 

E 
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experts ~nd of employers of labour was appointed to draw up a programme 
for a course of training. It is now proposed to locate a college at ;r.ucknow 
· h · hb rhood of the Oudh and Rohilkhand Railway locomot1ve work-m t e ne1g ou . . . 
shops. At this college, it is understood,_ ~roviSion w1ll ?e made both for 
th training of emrineer~ and for the trammg of mechamcs. An entrance 
ex:mination will be held. The successful candidates_will undergo preli­
minary practical training in the Oudh and Rohilkhand ~ailway workshops 

· 1 ring which period thev will attend concurrent technical courses at the 
( u • . d 
college. The practical training of the students .will be .supervise on the 

Coat of ata.ff, 

railway by a qualified workshop instru~~r who Will be p_a1d by Governm~nt, 
but selected bv the railway. The trammg of mechamcal and electrical 
foremen will· be on th'l same llnes as those alreanv followed in the Jham:i 
technical school: that is to say, they will undergo five years' training in the· 
Oudh and Rohilkhand Railwav workshops together with a theoretical 
training in the college. · 

In addition to the school at Jhansi, there is also a school at Gorakhpur. 
Arrangement~ haw now been made for the Gorakhpur school to work in 
collaboration with the Bengal and North-Western Railway, that is to say. 
practical training will be given in the railway workshop and theoretical 
training in the school. Both the Jhansi and Gorakhpur schools are intended 
to turn out expert mechanics. · · 

At Lahore. thP Pnniab Government hav,ll decided to open a college for 
the trainin!!' of electrical and mechanical engineers. It has been arranged 
that this collegp should work .in collaboration with the North Western Rail­
way. The stnd<'nts will receive practical instruction in the railway work­
shops and theorPtiml in•truction Itt the College. The local Government has 
also under consideration a school for the training of artisans which also will 
work in with the railway schemes for the training of apprentices. 

The Ben!!'ai-Nagopur Railwav has alrelldv made arrangement• fo; the 
training of European, Anglo-Indian and Indian apprentices. · The men 
are given practical training in the workshops at Khargpur and at these· 
workshops night schools also exist for theoretical instruction. There are 
also night schools at Ajmer and Insein to supplement the theoretical instruc­
tion in the schools. There is no school at present at Pahartali on the Assam­
Bengal Railway, but thr railway is already .in correspondence with the local 
Government on the subject of the establishment of a school on tlre lines of 
that at Kanchrapara. 

~fter the close of the year under review, an experienced officer was 
plac_ei:l on special duty to go into the ·whole question of the training of 
~n~mns for both superior and subordinate grades of· all departments: and 
tt IS under~too? that hi~ report provides amongst other things for extending 
and co-ordmatmg the d!l'ferent schemes outlined above, so far as the railways 
are concerned, and for securing more uniformity in the length and character 
of the courses. · · 

. 35. Turning now to the financial aspect of the staff question as it affects 
railways, a reference was made in the last report to the e t d' · · 
th d · t ali x raor mary r1se m 
h. e :xpen 1 ure on st on all lines which was principally attributable to the 

tg ~r rates of wages. The figures already given in the openin araora h 
of this cltapter show that the inrre~se in numbers employed on :tfline';; :as 
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5,468, but from the comparative figures given in the summary below it will be 
seen that the increase in cost has again been out of all proportion to the extra 
numbers employed. 

Railway system. 

Assam-Bengal . 

Bengal-Nagpur 

Jodhpur-Bikaner 

Bombay, Baroda and Central India 

Burma . 

Eaatindian 

Eastern Bengal 

Great Indian Peninsula 

Bengal and North· Western 

l'r!adraa and Southern Mahratta . 

Nizam's Guaranteed State 

North Western 

Oudh and Rohilkhand 

Rohilkund and Kumaon 

South"Indian 

TOTAL. 

1920.21. 

Rs. 

43,05,087 

2,04,41,518 

25,88,148 

3,43,17,434 

1,00,25,568 

3,38,59,589 

1,76,78,409 

4,76,35,884 

58,60,948 

I, 75,32,252 

42,43,019 

4,60,59,848 

78,57,328 

13,93,327 

1,30,04,503 

26,68,02,862 

1921-22. 

' i Rs. i 

45,26,921 

2,31,07,461 

31,82,555 

3,82,21,926 

l,Q.I,29,720 

3,88,91,105 

1,83,73,337 

4,61,55,1i42 

62,36,703 

1,88,11,356 

46,33,073 

5,17,03,929 

91!,72,871 

13,58,989 

1,37,64,901 

28,90,20,439 

No particular object would be served by attempting to trace the parti­
cular reasons which have led to the increase on individual liJ;tes. In som!l 
cases the apparent decrease in cost is due to the fact that last year!s figures 
were unduly infhiterl by the payment of heavy arrears consequent on improved 
scales having been introduced with back effect. 

36. During the year under review, agitation amongst the staff developed Strike•. 
into actual strikes of a more or less serious nature on the following lines :-

1. Assam-Ben9:al Railway. 
2. East Indian Railway (on two occasions). 
3. Great Indian Peninsula Railway. 
4. Rohilkund and Kumaon Railway. 
5. Bombay, Baroda and Central India Railway. 

The most important strikes were those which occurred on the Assam­
Bengal and East Indian Railways. From the evidence collected the causes 
appear in both cases to have been only remotely if at all connected with any 
actual grievance of the staff against the administration. The object o.f the 
outbreak on the Assam-Bengal Railway was to bring pressure on Government 
to repatriate tea garden coolies in Sylhet. The men on the East Indian Rail-

E2 
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way struck work without warning. The cause was an alleged assault by a 
European sh1mter and a European fireman on an Indian fireman. The 
Assam-Bengal Railway strike lasted from 25th May 1921 to 31st August 
1921, and those on Ea.ot Indian Railway from ·J9th December 1920 to 
Gth January, 1921 and from 2nd February 1922 to about the middle of April 
1922. Apart from the inconvenience caused to the traders and the general 
public, the loss caused hy these strikes both to the Government (and through 
them to the taxpayer) anrl the eJnployes themselves was very heavy. 

Since the close of the year under review, Government have had under 
consideration measures which will, it is hoped, provide a medium for im­
partial consideration of the grievances of the staff, and it is sincerely t-o be 
hoped that the result of these measures and the pressure of public opinion 
may conduce to discourage the increasing tendency to this form of agitation 
which has formed such an unwelcome feature in the last year's record. 
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CHAPTER V. 
RAILWAY MATERIALS. 

(See Appendix 22 of Yolume II.) 

37. The value of ·materials purchased by Indian Railways Ill 1921-22 
(excluding coal, coke, stone, bricks, lime, ballast, etc.) reached the l't:'I.'OI"d 
total of Rs. 38·61 crores which represents an advance of Rs. 8·35 crores beyond 
last year. The objects on which the money was spent and the sources of 
purchase are shown in the follo~g summary : 

v ALUB 01' DlPOBTED M.a.TEB.IALS. I 
----

' Class of Materialll. Purchased Purchased Total Yaluo o[ Total 
direct. 

1 
thr~ugh importt>d indi~cnouol purch ... ·o. 

I 
Indian materials. mawrinlll. 
Finns. 

I 
-

Rs. Ra Re. Rs. Ro. 

' oro res orore~. oro res. crore1.. croroa. 

1. Rolling-Stock 
I . . . 13·04 
I 

·62 13·66 1-63 lf,·lO 

2. Tools and Stores • . . . . 2·11 I 6•14 I 8•2;; 5·09 13·34 

3.· Perp1anent-Wny . . 2·13 I ·57 !!·70 3·9:i 6·05 
I 

4. Electric plant . . . . . ·58 ·35 
I 

·93 ·02 •95 

ti. :Bridge Work . . . . ·92 ·03 I ·95 ·01 •DO 
I 

6. Workshop-machinery, etc. . ·54 ·12 I •OG ... 5 •GO 

7. Building and station materials a.nd fencing ·27 ·23 
I 

·50 ·12 ·62 

8. Engineer's plant . . . ·13 ·10 I ·23 ( ·01 ·2-1 ' 
' 

TOTAL I > I . . 19·72 8·16 I 27·88 10·73 38·61 
' 

The first point of interest which will be noticed in these figures is that 
something over two-thirds of the expenditure is represented by materials of 
foreign origin. The main reasons which necessitate these proportionately 
heavy purchases abroad were explained in last year's report and the analysis 
of expenditure given above shows that these reasons were particularly appli­
cable to the heavy transactions qf the year under review. Of the imported 
total nearly half is represented by the 9ne item Rolling-Stock. 

38. :Until a few y_ears ago, India's capacity to supply her own rolling­
stock was practically negligible, and even now the output is small and has 
hitherto been regrettably uncertain. It is, however, satisfactory to note that 
even under this head, a good beginning has been made and over Rs. 1! Cl'ores 
were spent in the country. Of the imported articles, engines and the spare 
parts of coaching and goods stock formed the major portion, no less than 
Rs. 6 crores having been spent on the former and over Rs 4! crores on the 
latter item. 

39. As mentioned above, the capacity of the existing private wagon con­
structing shops is still limited, but although the actual output from this 
source has for various Ieasons been small, progress is being made and it is 
hoped that India's deficiency in this matter is now in a fair way to be made 
good. As this matter is of particular interest to those who desire-and quite 

Value of 
Railway> 
materials. 

Supply of 
Rolling-Stock. 

Indian 
Standard 
Wagon 
Compiany'a 
Works. 
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. , d t f foreign supplies in this respeet, some 
. htly-to see Tm!Ja mdepen en o . 

rtg . h. b. t may be of mterest. . . 
information on t lS su Jec Indian Standard Wagon Company, whiCh Is one 

By the courresy of the . b . the Railway13oard are enabled to 
fi t tart in th1s usmess, 

of the latest rms ? 8 
· d .1 h ' h give some indication of the progress 

publish an illustrat10n and etat s w tc - . 

they are making. ---

An erecting bay-Indian Standard Wagon Company, Asansol. 

The works of this Company are situated near Asansol. The area of 
land occupied by the works and quarters is about 110 acres of which the 
works occupy 38 acres. The covered portion of the works ·has a total area 
of 274,754 square feet. · 

The works arP. d.!~igned for an output of 3,000 wagons a year and 
include plant for manufacturing from the raw material every item on the 
wagon except wheels anti axles. The works include stamp and press shops 
completely fitted with modern powerful machinery) spring shops, smithy and 
machine shops, etc., all equipped with the Jatest types of m~chine tools. All 
of the shops are fitted with electric .. overhead travelling cranes and other 

· modern conveniences. It is hoped that works of this ·class will be able to 
supply India with wagons which will compete both in price and quality with 
the foreign article, and on this their success mv.st depend. 

40 . In respect to e!lgines, India has so far no facilities at all. In the 
year under revit-w, the first step in this direction was however taken. In 
October 1921, C'TOvernm~nt gave the general undertaking that tenders would 

Erection of 
loco. Enaine• 
in India. 
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be invited annually in India for all the railway locomoth"e engines and boilers 
required by Government during the 12 years conunencing with 19ZJ. The 
first tender was invited on 15th October 1922 and the following general 
conditions were prt>Scribed :-

(a) The ;nvitation to tender was to be published sinmltaneouslv in 
India and in England. • 

(b) The Qnality cf the locomotive engines offered must satisfv in E'Yery 
respect thP specifications laid down. 

(c) The prico in the case of tenders made in India must compare not 
unfavourably with that of the imported articles. 

(d) Tenderers in India must satisfy Government that an appreciable 
part of the .manufacturing would he done in India. 

(e) Manufacturer!' receiving orders in India would be expected to 
.-provide fncilitit-s in their works for the training of a limited 
number of Indian tt>chniral !'tudents. and where such firms 

. have their main works outside India or are subsidiary companies 
promoted by or closely connected with firms which have their 
main works outside India, they would be expected to provide 
thereat similar facilities to students recommended by the IIigh 
Commissioner for India in London. · 

As a result nf this announcement, it is Understood that at least one firm is 
erecting works for locornotive manufacture and it is hoped that next 'year's 
report may be able to rPcord some progress in the direction of making India 
indepex;dent in this important matter. · · I 

41. Next to ro!1in~-stock, the most important head of .purchase is the 
comprehensive one of tools and stores .. of the total against this head, Rs. 2·11 
crores represent"d the value of materials imported direct, Rs. 6·14 crores 
the value of imported stores purchased in India and Rs. 5·09 crores the value 
of articles manufactured in India. It will be noticed that direct foreign 
purchases were comparatively small, mostly for miscellaneous stores which are 
not procurable in India. 

SuP,ply of 
RaJ! way Toole 
and Storea. 

42. On rails and· sleepers a total sum of Rs. 6·65 crores was spent; of Rail supply. 

this 2·82 crores rppresented the value of rails and fastenings and Rs. 3·83 
crores the value o1' sleepers. Rails and fastenings worth Rs. 1·19 crores were 
manufactured in the country and materials worth Rs. 1·63 crores were im-
ported from abroad. A reference was made in the last report to "the valuable 
assistance in this respect which has been rendered to railways by the enter-
prise of Messrs. Tata and Sons with their steel works which now supply the 
majority of the rails used on Indian railways besides a great quantity of 
other engineering material. The steady progress made in this respect will 
be evident from the figures below :-

1915-16 
1916-17 
1917-18 
1918-19 
1919-20 
1920-21 
1921-22 ' 

Year. Value of raila and laatrnioga 
manufacturrd in Jndje. 

Rs. 
crores. 
1 ·19 

·47 
·09 
·58 

1·02 
·74 

1-19 
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43. As reg~rds ~~eepers, Rs. 2·65 crores represent the. c?st of woo~en 

sleepers and Rs. 1·19 crores the cost of metal sleepers. ,WI~ the exception 
of a small purchase of creosoted pine sleepers, State-worked rail:Vays managed 
with local supplies, but the Company-worked railways found It necessary_ to 
supplement their local purchases with about 3 lakhs of sleep.ers _from Ame~I?a 
and Australia. The expenditure on wooden sleepers of mdigenous ongm 
purchased in recent years ha.q increased considerably, and in 1921-22 a figure 
of Rs. 2·35 crores was reached. To some extent this heavy expenditure is 
due to rise in prices, the ordinary price of a broad gauge sleeper having risen 
to about Rs. 8 which is nearly double the pre-war rate. 

Metal sleepers worth Rs. 77 Iakhs were imported ana similar sleepers 
to a value of Rs. 42 lakhs were manufactured in India. The Great Indian 
Peninsula Railway obtained cast iron sleepers of the value of Rs. 68 lakhs 
from abroad. The Bengal-Na.,oopur Railway imported steel sleepers worth 
some 8 lakhs of rupees. · 

44. From what has b£>en stated in the prece"ding paragraphs, it will be 
apparent that a start has been made in the matter of establishment of railway 
industries. Further efforts in this direction must depend mostly on private 
enterprise. This matter was thoroughly considered by the Stores Purchase 
Committee whos-e report was published in 1920. A further impetus to the 

\ question was given by the discussion in the Legislative Assembly which took 
place in March 1922 on the late Sir Vithaldas Thackersey's resolution on the 
subject. :After discussion the Assembly passed the following resolution :-_ 

" That this Assembly recommends to the Governor General in Council 
that a Committee consisting of the members of the Indian Legis­
-lature be appointed !<:1 consider and report at an early date as 
to what steps should be taken by the Government of .India to 
encourage the establishment of the necessary industries, so that 
as large an amount as possible of the Rs. 150 crores proposed 
to be set aside for the rehabilitation of railways during the next 
five years be spent in India and further to advise the Govern: 
ment of India in regard io the revision. of the Indian Stores 
Rules." -

In accordance with this resolution, a Committee under the presidency of 
the Hon'ble Mr. C. A. Innes was appointed to consider the question further. 
Two meetings of this Committee were held in the month of March 1922. A 
numb~r of poin~s connected with the encouragement of Indian Railway In­
dustries were discussed, and the revision of the Stores Purchase Rules was 
thoroughly gone into by the Committee. Further discussion on the subject 
has been l~eld over pending consideration of the Indian Fiscal Commission's 
report which has recently been published. 

~'ffn'di~~~c:ua 45. There is one important point in respect to this matter which must 
Supplies, ?ot be lost sight of. If railways are to be worked economically in the best 

mterests of the tax-payer, it is essential that they shall buy their material in 
the chea_pest m~rket. Prices in England and.other countries have fallen and 
are f~llmg rapidly, nn_d _if Indian-made materials are to take the place of 
su_rpht's from abroad: It ~s essential that they shall be abTe to keep pace with 
tlus tendency· If this difficulty can be surmounted, there is no doubt that 
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Indian Railways will derive very important financial and administrative 
advantages. To mention only one point. The stores balances on State-owned 
Railways were valued at the end of 1921-2-2 at the very large sum of Rs. 23 
crores. It is probable that measures now being taken will enable this to 
be largely reduced, but even so the balance which it is absolutely \mavoid­
able to retain in reserve will be very regrettably large and must remain so 
until the enterprise of India's own manufacturers can put the country in u 
position to be independent of sources of supply 6,000 miles away. 

46. As stated at the beginning of this chapter, the figures so far given 
exclude from consideration fuel and some other materials such as bricks, lime, 
etc., which are usually purchased and charged direct to works concerned. 
Most of these latter articles have for some years been purchased locally, and 
there is nothing of particular interest to be said about them. But the question . 
of fuel on which railways depend for their existence has now l;ecome a matter 
of very great concern in view of the unprecedented rise in working expeMes 
for which it is largely responsible. 

47. The increas-e in the expenditure on coal by railways in recent years 
is attributable to the combined result of several distinct factors which have 
operated in very different degress on different administrations·. It is, there­
fore, somewhat difficult to give a general review of the causes which will 
furnish a complete explanation of local variations. The statement below 
gives the figures for the principal railways for the last 4 years. 

Expendlturo In crores or ropocs. Fuel COO!Iumed. ln mllliODI of tolll. Trala·mU<~~lD mWions. 

Jlallways. 
1918-10. 1919·20.11920-21.1t921-2Z. tots-to.jtot9-ZO. 1020-21. 1921·22. 1918-10. lOlD-20. lw.!0-21. {1~1-U. 

North Western 1·11 1·20 1·3.& SHS ·•• ·•• 1·07 ••• 2Z·75 ~22·!4 19·118 20·85 

Grea~ Indian Fenln- 1-09 1·21 1·19 2·25 1-18 1·21 1·19 1·17 23·08 23·38 !.HI ..... 
ou1a. 

Jknnbay,Barodaand ·75 ... ... 1·45 •57 ·81 ••• •G2 liJ-78 17·fo8 18·{0 1'7-71 
Central India. 

Madras and Southern ... ••• ••• ••• ••• ... ·•• ••• l!·UJ 1!·00 lll·U 111-60 

Mab.tatta. 

South Indian ·S7 ••• ·52 ... ·SO ·28 ••• ·81 NiO 8·115 8·80 0·31 

EastlndlD.n •27 ••• ••• •51 1·08 1·07 1-08 1·03 28·01 21H7 28·98 24·05 

Burma •Sl ... ••• ••• •22 ••• ... ••• ..7 • 11·37 11·'11 .. <1 

EaBt.ern Bengal ·18 ·22 •2S •SO ••• •Sl ·SS ... 'N8 7·'08 8·29 .... 
Dcngal-Nagpnr •17 •19 ·19 ••• ... ... ... ... 11·« 12•10 lll·OO lll ... 

On db and llobll· ·14 •17 •18 ·~2 ·20 •21 •21 ... .... 8·19 .... .... 
khand. 

Bengal and North· ·11 •11 •11 •lS •16 •16 ·U •14 .... ... , 6·08 .... 
w ........ ... ·07 ·08 ·07 ·05 ... ... ... 1·17 HS •·•o . ... 

Assam-B<ngal . 
~ ... I •03 •OS •OS ... .. , •OS ... ... 1·16 1 ... 1·18 

Rohllkund and 
Kumaon. 

TOTAL 6·03 5·67 ~·01 1 0·70 6·00 1 6·161 .... .... U8·221151·M 1151·051 U8·83 . 

Considering totals only, the expenditure on fuel has risen from Rs. 5-0~ 
crores in 1918-19 to Rs. 9·76 crores in 1921-22 and the budget figure for 1922-
23 is Rs. 10·02 crores. Roughly speaking, therefore, the expenditure has 
nearly' doubled, though the quantity consumed and the train-miles have but 

slightiy increased. 

48. It is, therefore, obvious that the main factor resp~msible for the in­
crease is the rise in price to which a reference is made m the chapter on 

work~ expenses. 

Fuel. 

Expenditure 
on fuel. 

Riae in price 
of coal. 
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b 1 es the contract prices of various classes of 
The statemen~ . eo~ compar 21-22 and 1922-23 :-

I d" Coal prevailmg m the years 1918-19, 19 n Ian 

CoNTBAO'l' PBICES PEB TOlr 

CIMset of coal 
1918·19 1921-22 1922-23 

rRs. .A. 'rp, Rs. A. P. Rs .... 1' • 

6 0 0] [7 8 0 11 ·o 0 Deebergarh • . . . . . 
Beleotod Jhcrriab. : . 5 0 0 [6 4 0 9 8 !l 

Fint ClaM Raneeganj . . . . . . . 5 4 0 6 8 0 9 8 0 

Firat CJau JbE~rriah . . 4 12 I) 6 0 0 8 12 0 

Second CIMo Jherriah • . . . 3 8 0 4 12 0 6 8 0 

It will be ~oticed that the prices have almost doubled in the last four 
vears. But there is another factor which had an important bearing 
in last year's expenditure, 'Diz., the threatene~ shorta~e of supply and ~he 
consequent necessity of purchase of expensive fo_retgn .coal, _the price 
of which varied between £2-14 and £3-16 per ton dehvered In India. These 
few facts give a very ample explanation of the rise which has taken .place 
in the aggregate expenditure on fuel for railways. But as already mentiOned, 
there are other factors which account for the widely different scale of expen­
diture on different administrations. 

49. Taking the individual railways, the North Western Railway spent. 
last year about Rs. ~! crores on fuel which represents one-fourth of the total 
expenditure on all railways. This railway is situated at a considerable dis­
tance from the Bengal and Bihar coalfields and has consequently to carry coal 
over long distances. An idea of the difference in cost of coal on this railway 
and on the East Indian Railway will be gathered from the fact that the 
average cost per ton including freight, etc., from pit's mouth to engine shed 
was R's. 17·23 on the North Western Railway against Rs. 7·19 on the East 
Indian Railway. In the year under review, the North Western Railway had 
to use imported coal obtained from Africa, Japan and England to the extent 
of 277,275 tons which repres·ents about two-fifths of the total foreign coal 
used on railways. This accounts for the abnormal rise in expenditure on fuel 
on this railway. 

The Great Indian Peninsula Railway spent Rs. 2t crores on fuel. The 
quantity consumed was proportionately large, owing to Ghat Sections. The 
traffic <:arried was also heavy, the train-miles being the largest of all railways 
excepting the East Indian Railway. The Great Indian Peninsula Railway 
consumed 196,981 tons of foreign coal which was imported from Africa 
Australia, China and England. ' 

The Bombay, Baroda and Central India Railway's expenses on fuel 
amounted to about Rs. 1! crores "which was almost double the amount 
spent in 1018-19. The amount of foreign coal consumed on this railway 
was ~44,734 tons which was obtained from Africa and Great Britain. The 
average cost per. ton of foreign coal issued on the broad gauge .section wat~ 
about Rs. 49 agamst R-'!. 21 for Ipdian coal. 

The Madras and. Southern Mahratta and the South Indian Railways 
Rn.ffer fro111 the ~llllHl disadvantage as the North Wester

11 
Railway in bei~g 
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situated at some distance from the coalfields and ha•e consequently to pay 
heavy amounts for freight. The average cost per ton of Indian coal issued 
on these railways was Rs. 22 (Rs. 17 in the case of the metre gauge section) 
and Rs. 29 (Rs. 31 in the case of the metre gauge section), respectiwly, again~t 
Rs. 7·33 on the Bengal-Nagpur Railway 5' 6' gauge. These railways also 
had to use imported coal to the extent of 88,098 tons at an aoerage issue price 
of Rs. 44 (Rs. 42 in the case of the metre gauge section) and Rs. 50 a ton, 
respectively. 

The East Indian and the Bengal-Na.,"Pur Railways are in the fortunate 
position of being situated in the principal coal-producing areas in India and 
their expenses on fuel are therefore much smaller. The East Indian Railway 
had to spend only half a crore of rupees and the Bengal-Nagpur Railway a 
quarter of a crore. The train-miles on the East Indian Railway were the 
largest of all railways in India and the consumption of coal was also the 
largest excepting the Great Indian Peninsula Railway. 

The Eastern Bengal, Bengal and North-Western, Oudh and Rohilkhand, 
Rohilk:und and Kumaon and Assam-Bengal Railways, being situated com­
paratively close to the coal areas, also share in the low prices of coal, the 
average cost per ton issued on these railways being Rs. 8·86 (Rs. 12·29 in the 

· case of the metre gauge section), Rs. 11·60, Rs. 12·41, Rs. 13·50 and Rs. 15·64, 
respectively. 

The Burma Railways obtained its coal supply from Wales and Bengal, 
the average issue price being Rs. 38·61 and Rs. 29·09 per ton, respectively. 

Apart from these particular causes of variations which are special to 
each administration, the relative consumption is affected by the gradients of 
the line and the class of traffic dealt with. The great variations due to these 
canses are shown in the diagram which.gives the average consumption of coal 
per 1,000 ton-miles. Generally speaking, however, there has been an apparent 
slight rise in the amount of fuel consumed per train-mile which in 1920-21 
was 93·29 lbs. and in 1921-22 had increased to 93·31 lbs. This is probably 
attributable to the increased amount of inferior Bengal coal used and greater 
weight of trains. 

50. So far we have dealt only with the consumption and may now turn Coal supply. 
to the question of supply. The summary below shows the total coal mined iu 
India and the proportion consumed on railways :-

1919 
1920 
1921 

Year. Coo.l mined in Indio.. 

Tons. 

22,628,037 
17,962,214 
19,265,916 

f Indian cOal consumed by 
!locomotives on Indian roil ways. 

Tons. 

6,055,492 (1919·20) 
6,287,068 (1920·21) 
5,478,902 (192.1·22) 

The decreased output of collieries is reported Y> be due to labour short­
ages, flood and cholera; it is also due to the shallower por~ions of some of the 
mines having been exhausted and the deeper areas not havmg ~e.t b~n open.ed 
up. India requires an ever increasing supply of fuel for her nsmg mdustnes 
and consequently the deficiency in the indigenons output had to be made good 

from foreign sources. F 2 
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din th War about 300 000 tons of foreign coal were In the year prece g e • ' . · 
· il I the year 1920-21 the consumption of this class used on Indian ra ways. n ' 

of coal was a negligible quantity, being 586 tons only. In the year_ under 
· h 710 066 tons of foreign coal were consumed on railways. 

reVIew, no less t an , . a1 Oth · d · 1 · t 1 iii purchasing foreign co · er m ustria The railways were no a one . f . 
had to f 11 th Same course The total quantity of oreign coal concerns o ow e · . . . 

imported into India and the proportion consum~d on railways IS shown m the 

B11IllJllary below,:-

CoAL JHl>ORTXD· 

Foreign 
coa.l 

Year. 
From From· consumed 

United other Total by 

Kingdom. countries. railways. 

Tons. Tons. Tons. Tons. 

1919-20 8,410 31,247 39,657 860 . . . . . 
1920-21 ·. 9,973 77,023 86,996 586 . . . . 
1921-22 . . 811,085 1,067,475 I,878,560 710,066 

These figures form a useful commentary on the statements which have 
sometimes been put forward that railways have u.tilised their position as 
carriers to appropriate an undue share of the indigenous supply in preference 
to adopting the unwelcome alternative of buying their share of the expensive 
foreign coal. 

From the facts and figures given in the preceding paragraphs one import­
ant conclusion emerges. The present output of Indian coal is barely sufficient 
for her needs and necessity therefore arises to open up new coalfields. and to 
economise in the use of coal and measures which will conduce to such economy 
and to enlargement of supply have now assumed particular importance. In 
order that all possible avenues of economy may be · explored, Fuel Saving 
Committees have been restarted on most lines. The use of oil as an alternative 
fuel was referred to in the last report and possibly this may in the future 
give some relief. But with the increasing demands which must follow indus­
trial development, it is improbable that these measures can serve to afford the 
necessary measure of relief, and it is therefore of the first importance that 
means should be found to increase the available supply .. 

51. In order to attain this object and at the same time to give railways 
an assured supply of their own, the policy of starting new collieries by railway 
agency has a great deal to recommend.it. In the last Administration Report 
it was stated that seven such collieries were already being worked by railways. 
During the year under review steps were taken to acquire further property 
for the f>Urpose. 

. For the three State-worked railways it is proposed to acquire a colliery 
m the Karanpura Coalfield, and prospecting surveys have been undertaken 

·for proving coal and determining the areas to be purchased . 

. Prospecting. ';~r~ is also in hand in East Bokharo and Karanpura with 
a VIew to the acqulSltiOn of a colliery for the joint use of the Bombay Baroda 
and Central India Railway and the Ma~ras a~d Southern Mahratta Railway. 
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The Bengal-Nagpur Railway Company too arc carrying out prospect­
ing surveys in the Talchir and South Karanpura coalfields. 

52. Apart from this alternative, very important assistance can be render- Coal lines. 
ed in the direction of increasing available sources of supply by improving 
transportation facilities without which n·ew collieries cannot be opened up 
or worked profitably. It is therefore urgently necessary that the possibilities 
of constructing lines shall be considered to serve areas where the coal has 
been proved to exist. A good instance is that of the Talchir Coalfield where 
the coal is said to be as good as in the Jherriah field and great developments 
are anticipated when railway communication has been established, and for 
this purpose it has been decided to construct the Cuttack-Talchir Railway, 
a length of 65 miles, at an estimated cost of Rs. Sllakhs. Another important 
coal line that the Bengal-Nagpur Railway propose to construct is the Hesla-
Chandil Chord. This line is intended to relieve congestion of coal traffic on 
existing lines. An extensive survey of possi~le lines to serve the Karanpura 
coalfield is now being made with a view to the most suitable routes for develop-
ment of this area being determined in order that these lines the construction 
of which is so urgently required in the general interests may be taken in hand 
as soon as circumstances permit. 

Lastly, there is much to be done in the matter of improving facilities in 
the existing coalfields and special attention has been devoted to this aspect of 
the difficulty in the programmes of the lines concerned. 
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CHAPTER VI. 
ROLLING-STOCK. 

(See Appendices16; 17, 18 and 19 of Volume II.) 

53. Judging from the columns of the public press the question o! the 
sufficiency of rolling-stock continues to take precedence of all other railw~y 
matters in point of public interest, and it is perhaps only natural that thxs 
should be so, since short-comings in this respect are matters in which the pub~c 
are very directly interested. It is, however, unfortunately the case that this 
subject is in actual practice one of considerable technical complication and 
most of the simple panaceas which are put forward with so much confidence 
are impracticable of adoption. Some explanation of this aspect of the matter 
will be given later on in this chapter. 

54. Turning then fi.rst to the consideration of the facts of the actual posi­
tion, Railways had when the year opened 9,365 engines, 24,951 coaching, and 
201,194 goods vehicles. The additions made during the year were 378 engines, 
289 coaching vehicles and 6,322 wagons, bringing the totals up to 9, 743 
engines, 25,240 coaching vehicles and 207,516 wagons. The table below shows 
the distribution of this stock on the railways according to their different 
gauges:-

Onugo. Engines. Coaching 
vehicles. Goods vehiclea. 

lJroo.d . 6,347 i3,7i2 i44,058 

1tfotro . 2,866 . 9,559 56,833 

Nn.rrow . 53i i,969 6,625 

TOT At. • 9,743 25,240 207,5i6 

[n addition to the above, there were also 137 rail motor cars in use on the 
railways. As stated last year, the major portion of these cars are used for 
inspecting purposes. 

The total stock represented a value of 141 crores of rup,ees. 

55 .. Though the actual rate of progre~s in adding to _?Ur stock of engines 
and vehicles does not show any very great Improvement over the previous year, 
there are several favourable features in the position which augur well for the 
future. :ltirstl!, ~ndia's capacity to manufacture her own stock is improving . 
n nd some deta1ls m regard to extension in this direction have already· b 
· · h · een ~1yen m t ~ P.reVIous chapter. Secondly, and apart from the prospective 

m?rease of mdigenous supply. of w~gons, another very welcome change is very 
oVIdent, nnn~ely the decrease m prices below the inflated level which followed 
th~ wnr ~er10d. Some of the latest orders in England have been placed at 
prices winch compare very favourably with those which had to be paid twelve 
months ago. English built standard wagons have been obtained for something 
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in the neighbourhood of £340 compared with £750 quoted in last report. 
The price of engines has similarly fallen and the cost of a modern type power­
ful snperheater engine has now reached the comparatively reasonable figure 
of £7,500 as against £11,000 mentioned in last report. 

It is hoped that tliis tendency -#m continue as the result is to expand to 
a very appreciable extent tile capacity for improvement represented by the 
funds at our disposal. The five years' programme as drawn up contemplates 
an addition of 942 engines, 6,699 coaching vehicles and 32,300 goods vehicles. 
These numbers were, however, based on a very high level of prices which 
were current when the programme was framed, and it now seems possible that 
for the al:iove reason they may be very snbstantially improved upon. 

56.- Apart from numbers, the next point of interest is the question of 
improvement in type of stock. . So far as engines are concerned, there is not 
much to report except that on the Nort-h Western Railway there were 151 
engines fitted for oil burning, and the Karachi District is almost entirely run 
with this type of engine. The Great Indian Peninsula Railway Company 
also have now introduced a new type of oil burning passenger engine. 

In respect to passenger stock, the question of improvements is naturally 
one in regard to which the ·public take particular interest and many sugges­

. tions have from time to time been made in the press and in debates in the 
legislature especially in respect to the third class. 

57. One of the most frequent proposals is for the introduction of corridor 
stock. This idea is of course not a novelty in India as stock of this type bas 
at various times been tried on several lines. At present there is third class 
stock of this type on the Bombay, Baroda and Central India, Bengal-Nagpur, 
East Indian, Great Indian Peninsula, Oudb and Rohilkhand and South 
Indian Railways. The numbers are all small, and there is no information 
that any line i~ building more. Theoretically the corridor type may appear 
to give advantages, but in practice these are more than counterbalanced by 
the following objections :-

(l) Insecurlty.-It war; found necessary in 1910 to take off foot boards as 
a pre~aution against train thieves, as the corridor would provide a safe and 
convenient alternative for such people in the absence of train attendants. The 
female compartment would also be accessible. 

(ll) 'Loss of space.-A.Jly form of corridor involves waste of space. Simi­
lar sized coaches accommodate from 16 to 20 per cent. less passengers if fitted 
with corridors and cross seating in place of longitudinal seats. 

(lii) P1·actical difficulties in working. 
(a) Corridors are found to be speedily clogged with bulky packages. 

(b) Delay both in loading and unloading owing to fewer doors and 

blocked corridors. 
(c) Difficulty in providing adequate latrine accommodation. 

(d) Added danger in accidents owing to fewer means of exit. 

(e) Inferior ventilation in most types. 

58. Another variation which bas its supporters is the fitting of cross 
seats in place of tpe longitudinal method hitherto adopted. Stock of this 
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· I d backs for long distance traffic are 
type is used for suburban traffic. tst. rawd for corridor stock, viz.:-

. · ects to those men tone 
similar m many rcsp . . win either· to alleyway up cen-

(l) Reduced seatmg accommodatton o g 
tre or side or to extra doors n~sary. . 

(it) Latrine difficulty almost imp~sstble. of solutwn. . 
iii L in down accommodation tmposstble. . . 

( ) y g d'ffi It to discover from the pomt of vtew of 
The advantages are very 1 cu . . 

the passenger. . , ovement of latrine accommoda-
59. Other suggestion~ rel~te to the mdt'ptr. t advance will be made by the 

d 't. h ped that m thts matter a ts me 
tion, an 1 ts o . h. h . under trial on the Great Indian 
new type of third class carrtage w tc lS 

. .. 

Interior of o.n improved type of 3rd do.ss carriage on the G. I. P. Railway. 

Pcninsuln. Railwu.y. This carriage of which an · illustration is given pro­
vides also. as will be noticed, additional accommodation and very much more 
leg room than· was available in the previous types in use. In all such matters 
the drawbn.cks a.re often only apparent after considerable trial, and this type 
of carriage is therefore being experimentally used on one line at the ~utset. 

As regards the provision of latrines, out of the total of 16,660 lower class 
coaches. 11,403 are at present provided with latrine accommodation, and all 
new. stock except that intended for suburban service is· being built with 
imp1·oved facilities in this dir~tion· The a.lleged inaccessibility of ·the 
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latrines is at any rate partly due to the habits of the passengers who carry 
big packages with them and thus block the passages. 

60. Another matter about which complaints are sometimes made is the Lighting of 
insufficient lighting of carriages. The total number of >ehicles suitable for "fraina. 
lighting by gas or electricity at the end of the year 1921-22 was 23,240; of 
this 12,600 are fitted for lighting with gas and 8,877 with electricity and 
only 1,763 remain to be so fitted. The summary below shows the position in 
this respect with regard to the broad, metre and narrow gauge lines separately. 

. Gas lit Elect ric lit COaches not Gn.uge. Coaches. Concb('S. yet fitted. ToT At.. 

5'-6. . . 9,730 2,457 529 12,716 

3'-31" . . . . . . . ~.535 6,528 833 8,896 

2'-6• and 2' . . . . . . . 335 892 401 1,628 

TOTAL . 12,600 8,877 1,763 23,240 

It will be noticed that on the broad gauge railways, 96 per cent. of llie 
coaches have been provided with gas or electric lights, on the metre gauge rail­
ways, 91 per cent. of the coaches are so fitted and on the narrow gauge 
railways, 75 per cent. of the coaches are l~t by gas or electricity. 

The principal railways are now replacing gas with electricity. Improve­
ment in this direction could not be made during the war owing to want of 
materials, but the deficiency is now being made good with all possible speed. 

61. As regards goods stock, the outstanding drawback in the past has 
been the multiplicity of types in use on the various administrations whicli 
results in difficulties in the matter of interchange and through running, and 
especially in the matter of repairs. It will be recognised that in view of the 
different conditions of traffic on different lines a number of types is unavoid­
able. But it is also obviously uneconomical that individual railways, the 
whole of whose wagons are the property of Government, should be required to 
keep a stock of spare parts which suit their own administrations alone and 
cannot be used for general purposes. This question bas received a good deal 
of consideration in the past and standard desigils have bePri draWn np. 

In July 1921, the Railway Board decided that it was desirable that theo 
standard designs for broad and metre gauge wagons and carriage underframes 
should be revised in the light of criticisms received from various quarters, 
and in September 1921 the Indian Railway 'conference Association appointed 
a committee to consider the views of-the mechanical and the traffic officers of 
the different Indian Railways. The Committee had also to study the criti­
cisms of three firms of consulting engineers as well as the builders of the 
sample vehicles in England and in India. After inspecting 14 types 
of vehicles for the broad gauge, 1 9 types of metre gauge sample vehicles 
and the 67' carriage nnderframes which were made in England and erected In 
Kanchrapara, they b'ave now submitted their report in which they hav:e recom­
mended 39 types of vehicles including two petrol tank wagons, 2 cattle wagons 
and 2 explosive vans. The Committee have endeavoured to embody the best 
features of modern carriage and wagon design into vehicles which will serve 
as recommended standards of their respective types. The feature which they 
have principally studied is that referred to above, viz., that renewable parts 
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such as axle boxes, drawbars, buffers, wheel~, brake blocks, etc., shou~d always 
be interchangeable between different types. Thi~ repor~ w~ considered by 
the Indian Railway Conference :Association at their meetmg m October 1922. 

· 62. There is one other matter of a technical nature regarding stock which 
merits a word of mention. Reference was made in the report for 1919-20 to 
the question of the introduction of automatic coupling. This matter. is of 
great importance in connection with ease in handling an~ ~lso prevention of 
regrettable accidents which are inseparable from the existing arrangement. 

,The automatic coupling is standard in :America and is being introduced in ~us­
tralia. The (lifficulty is of course in the transition stage when stock ha~ng 
two different types of coupling must simultaneously be utilized. In order to 
study the procedure adopted two officers were deputed to Australia in 1919-20. 
Since then information has been collected from American firms specialising in 
this business, but in order to avoid any possible mistake in this important 
matter and to ensure that tlie most suitable type is adopted, it will be neces­
sary io send an officer to America to study matters on the spot. 

63. Before concluding this chapter, a word of mention is necessary in 
respect to the important .question of repairs to stock. This item Of expendi­
ture is now exceptionally heavy, owing principally to the fact. that a large 
number of carriages and wagons which have exceeded the limits of their use­
ful life have had during the war period and since to be retained in use. Old 
stock of this class naturally needs constant attention, and the· result is 
reflected in higher expenditure and heavier strain on repairing shops. At 
the enii of 1921-22 railways showed 28 engines, 1,587 carriages and 4, 711 
wagons awaiting renewal and the amount spent. on repairs had risen in the 
year under review to the large sum of Rs. 10·89 crores. It is obvious, there-. 
fore, that the work of repair which now falls on shops has increased to a very 
serious extent, and in addition it must also be borne in mind that the major 
portion of the erection of new stock ana all the building of passenger stock 
has to be performed by railway agency. Consequently the question of ade­
quacy of shop facilities and the supply of up-to-date machinery has assumed 
great importance. 

64. During the year under review a considerable sum ~as spent on the 
equipment and e~tension of shops and stores buildings. It is proposed in the 
near future to build new shops- or considerably improve the equipment of the 
existing shops on several railways ana special mention ·may be made of the 
more important of the schemes in hand or in contemplation.' 

Tri~l1.!nopol~ .~hops, South lnaian Ra.ilway.-The existing shops of the 
South Indian Railway at Negapat~m have becom,e incapable of dealing with 
~he work. ,On. gr?unds of convemen?e,. economical handling and despatch, 
It h~S been aeCided to COnstruct COmbmed broad ana metre gauge work h 
fo~ the South I~dian Railway at Trichinopolv. .The cost of the sche~:i: 
esbmat~d app.ro~Imately at Rs. 3! crores. This will entail the conversion of 
the Erode-TriChi~opoly branch to broad gauge whi<:h is estimated to cost 
Rs. 42lakhs. ~oth ~he schemes have received the approval of the Secretarv ' 
of State for InaJa anii commencement of work has been authorised • 

Karachi .~hops North w t R ··l . · 
t 

' es ern at .way.-In VIew of the rap. d d I . 
men of Karachi as a port which will assume . . ~ eve op­
when the contemplnted broad · • an even gr~ater Importance 

. . gauge connectiOI!S to Agra alld Bombay :n·~ 
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realised, and of the general development of traffic on the North Western 
Railway, it has been decided to construct an up-t<rdate and efficient loco­
motive carriage and wagon shop with a marshalling yard in the neighbour­
hood of Karachi. The whole scheme is estimated to cost approximately; 
Rs. 336 lakhs. The requisite land is being acquired at present, and detailed 
estimates for the scheme are under preparation.. . 

Do/tad shops, Bombay, Buroda and Centml India Railwag.-'l'he accom­
modation in the existing locomotive, carriage and wagon shoP.S at Pare!, 
Bombay, being inadequate, and any extension of the existing shops at Parel 
being found to be impracticable, owing to the congesti6n of the Bombay area, 
it is proposed to erect new workshops at Dohad station, 3~8 miles from 
~ombay, at an apP.roximate cost of Rs. 200 lakhs. 

Kanchrupara shops, Easte1·n Bengal Railway.-Considerable extensions 
are being made to the locomotive shops of the Eastern· Bengal Railway; at 
Kanchrapara. A new smithy and a foundry have been added in order to 
meet the immediate needs, but the inadequacy of the locomotive shops has· 
long been recognised and a scheme !s under preparation for carrying out 
extensions and irui>rovements, the total cost of w~ich is estimated at Rs. 42 
lakhs approximately. 

Kltargpur shops, Bengal Nagpur Railway.-ln the current year, four and 
a-half lakhs of rupees have been set aside for the extension of the electricity 
generating plant at K.hargpur and one lakh of rupees for a similar purpose 
at Adra. Extensive developments are to take place at the Khargpur work­
shops within the next three years, as twenty-one lakhs of rupees are to be 
spent in improying the machinery and plant. 

These represent only the larger schemes of extension,_ but in practically: 
every railway shop in India it will be necessary in the near future to spend 
large sutns of money on newer and more up-to-date plant and minor schemes 
of extension. It is, therefore, particularly important that this question of 
adequacy of shop accommodation and equipment shall not be lost sight of in 
judging of the possibilities for increase in the numbers of rolling-stock which 
it is· hoped ·to :.;nake during the progress of the quinquennial programme. 

a2 
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CHAPTER VII. 
REHABILITATION AND DEVELOPMENT. 

(See A pz,endices 1, 2 and 3 o I Volume II.) 

65. In these days when ~verything pertaining to railwa~s is subjecte~ to 
a constant stream of criticism, it is important that the public shall occasiOn­
ally look on the other side of the picture and give some recognitio~ ?~-what 
has been and is being accomplished in the way of development of faCilities for 
railway travel in India. Speaking genera~ly the_ pr~ent ten~ency seems to 
be to notice only the·faults, to forget the dtfficulttes mvolv~ m the remedy, 
and to neglect to recognise the many great improvements whtch have ~ctt~ally 
been made in recent years. For the benefit of those who are perhaps mclined 
to think that India's progress in this respect has been unduly slow, it may 
pPrhaps be helpful to look back on the conditions in India itt this respect only 
fifty years ago. The two smalltnaps which are reproduced in this issu~ will 
perhaps serve to illustrate better than any dull recital of figures the- change 
that has come over India in the matter of railway communication since 1872, 
and a perusal of some of the old time tables relating to the period len.ls coa­
siderable colour to the picture. As an example the journey from Karachi to 
Delhi, a distance of 1!07 miles, is performed in these days in one continuous 
journey of about 36 hours. The experiences of the traveller of 187~ apP.ear 

,to have been much more varied. The single daily train started from Karachi 
at ll-15 P.M. and arrived at Kotri, a distance of 109 miles, at 6 A,M. next 
morning. . There the line. ended, and the travellers transferred to the Indus 
Flotilla steamer which .ran to Shershah twice a month. · No timings· were 
quoted, and it was sP,ecially provided that the time of departure and speed 
depended on the state of the river. The distance was about 575 miles. At 
Shershah the passengers disembarked and proceeded again by train. · From 
Shershah to Delhi the journey of 567 miles was performed in about 44 hours 
with a break at Beas where the river was unbridged and where passengers 
made their own arrangements to get to the opposite bank and rejoin the train. 
The total journ·ey which occupied ·an indefinite time, cost the :f4'st class passen­
ger Rs. 263-12-6 which included his food while on the steamer. The third 
class passengers who were not found in food or cabirt accommodation, were 
~ra~sport~d for Rs. 26-3-ll which is about double the cost at the present day. 
Thts one mstance may perhaps serve to illustrate some of the difficulties of 
travelling fifty-years ago and the advance which has been made irt the interim. 

Further . 66. We lllay 1.10w turn from the past to the present and consider very 
~!~:!C:~:t~~- br1efly the further ~mproveme~ts which it is hoped to make in the near future. 

As alread~ sta:ed m the openmg chapter of this volume, it has been decided 
by the Legtsla~1ve Assembly on the advice of the Railway Finance Committee to 
spend a sum of ~s. 150 crores o~ the rehabilitation of railways in the five years 
11!22-23 to 11!26-27, and the mam purpose of this chapter is to furru· h b · f 

1. f' h s a ne 
out_me o w at has _al~eady been done with this object in the year under 
rev1ew and of what 1t 1s hoped to achieve by 1926 27 No t' ill b . . -. menwnw e 
made m thts place of the question of stock as this subject has already been 
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fully treated in chapter - vJ: dealing with this subject. Apart from 
rolling stock the amount which is to be spent on other impro\·ements in the 
five years amounts toRs. i2 crores. Yery great care.is being exercised to 
ensure that this money shall be devoted in the first place to works which are 
of the first order of urgency in order that the greatest possible relief may b<l 
afforded within the quinquennium. It will, ·howeYer, be recognised that thJ 
expenditure has necessarily to be spread over a wry vast number of relatively 
small works, and it is impossible in this report to refer to anything beyond 
the most important on each line. Naturally of course the progranmtes as now 
l'lescribed are only tentative and will be modified to suit circumstances ii 
necessary as the work proceeds. 

67. On the East Indian Railway, the most important consideration at East Indian 
present is the coal traffic, and with a view to deal satisfactorily with this pro- Railway. 

Programme of blem extensive schemes are already in hand and more are contemplated. Tht> work•· 
main line starting from Calcutta is being quadrupled between Bu~dwan and 
IGlana Junction, and the extension of a third line to Ondal is under considern-
tion. From O~dal to Barakar the main line is being trebled, and, in places 
quadrupled. Large additi'ons to the yards at Ondal and Asansol are in pro-
gress, while those at Borachuck, Kulti and Sitarampur will also be enlarged. 

In the Jherriah coal-field, the line from Dhanbad to Phularitand is in 
course of being doubled, and extra yard accommodation is being provided at 
Dhanbad and at all the stations between Dhanbad and Katrasg~rh. The 
recently opened Jeenagorah branch will provide additional facilities for the 
coal traffic and, in order to increase the usefulness of the railway in this 
respect, it has been decided to extend the yard at Pathardih. 

These alterations and improvements with others in view, will provide for 
a greatly increased down traffic, which in ttirn will make for an accelerated 
movement of empty wagons from the northern and western directions. To 
deal with this increase in the movement of wagons from the north and -west 
large works will be undertaken in the upper districts. The number of passing 
sidings on the Moghalserai and Allahabad sections is being added to, and it 
is probable that portio!ls of the line between Allahabad and Tundla will be 
doubled.· 

New and large yards are being provided at Gya and Moghalserai and 
these improvements combined with the. doubling of the Grand Chord, which 
will be pushed on as rapidly as possible, will provide the necessary facilities 
fo1· the :flow of empty wagons to the coal-fields. 

Involved in the abovementioned schemes is the renewal of -the girders 
of the Lower Sone bridge and the provision of a second track on the Upper 
Sone bridge-both engineering works of considerable magnitude, as these 
bridges are am~ngst the largest in India; and indeed the Upper Sone bridge 
is believed to be next to the Tay bridge in Scotland, the longest in the world. 

The improvements so far mentioned are designed to provide further 
facilities for all classes of traffic. But the special claims of passengers and 
especially of third class passengers have not been forgotten. Additional re­
freshment rooms are to be made at Asansol, Patna, Gya, Allahabad and 
Ttindla. A number of intermediate class waiting rooms are to be constructed 
and special waiting accommodation for third class female passengers at Jamal­
pur, Mokameh,_ Nawada,_ Katni and other stations has been P.rovided for,_ 'JJ:. 

• 
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regular annual programme of improveme~ts ~ watering arraD?ements for 
passengers and extended facilities such a.s hghtmg and better latrme arrange-

ments has been provided for. 
6~. On the Beng~l Nagpur Railway improvements are mainly di~ected 

to making P.rovision both for coal traffic and industrial devel~P.ment m the 

area served. _ 
All the station yards between Khargpur and Howrah are to be remodelled 

at a cost of-one and a-half crores of rupees. Four lakhs of rupees are to be 
spent on the alterations to llhoojudih station, one lakh of rupees on improve-. 
menta at Khargpur station; six and a-half lakhs of rupees on ~atanagar 
station; and sixteen lakhs of rupees are to be df;lvoted to the carry!llg out of 
the improvements at Anara station. ' 

In order to facilitate the coal traffic from the Jherriah coal-fields doub­
ling the line from Anara to Kandra is now in hand. This is expected to cost 
41 lakhs of rupees. The work, when completed, wi.U enable the railway to 
deal more expeditiously, with coal destined for Bombay, and more parti­
cularlY. for Tata's iron works at Jamshedpur. From Adra co~l for Calcutta 
will come direct bY. the line via Khargpur, and coal for the Tata iron works 
will use the two "avoiding lines" at Anara and Kandra. 

At Tatanagar station the alterations and improvements are with the 
object of meeting the needs of a growing industrial colony at Jamshedpur. 
Assisted sidiogs to serve the new industrial :works either in operation or about 
to commence op_Elrations are in course of construction. 

In conjunction with the doubling of the line between Anara and Kandra · 
on the Sini-Anara line, a section one hundred and fifty miles long of the main 
lfne between Sini and Manharpur is to be doubled. This includes the Saranda 

· Tunnel, which is half a mill! long. .Work is already in progress on the main 
line. 

Particular regard has been paid to the comfort and convenience of third 
class passengers in the way of waiting shed accommodation, booking offices, 
zenana waiting rooms, drinking water supply and refreshment rooms. Pro· 
vision has also been made for lengthening the existing platforms to enable the 
present p_assenger train rakes to be increased so as to reduce the overc~owding 
of trains. ' . 

60. On the Eastern Bengal Railway the position is different to that of 
either of the ot.her two lines radiating from Calcutta. This line is not con~ 
~erned ~ith coal, but has 1.0 deal with a den~e general traffic besides p~ovid· 
mg specially for suburban pas~engers. Consequently the improvements neces" 
sary are of a more general character and individually smaller and take the 
form mostly of _improving existing traffic facilities. One large work, how-­
over, the ~xten~10~1 of the broad g~ug~ from Santahar, the present terminus, 
t~ ~ar~at1pur !S -~~ hand, and th1s will later have to be carried through to 
~1hgur1, ~us avo1din~ the present t~anshipping due to break of gauge on this 
route. Th1s scheme mvolves extens1ve alterations and remodelling of yards 
especially, at Parbatipur. 

Water supply is a difficulty in many places and sinking of tube wells is to 
be undertaken at a number of stations. • 

. On the ~~in line, Sealdah to Siliguri, improvements include the construc­
tion of a wa1ting ~h!ld on th!l :Up _{>latform at Poradah. The Poradah-Paksey--
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Santahar train control system is to be extended south to Ranaghat, where it 
will be linked with the Sealdah control system. Nattore is to be provided 
with a large covered shed on the Up platform. :Besides minor improvements 
at Santahar extensive additions are in view at the locomotive workshops at 

. Saidpur, where provision bas also to be made for the erection of a power house 
for generating electricity for lighting and for supplying current to the work­
shops for driving machinery. This power house will also supply current for 
lighting the station and yard at Parbatipur. It is also proposed to increase 
the platforms and refreshment rooms at Siliguri and also the sheds to facili­
tate transhipment to the Darjeeling-Himalayan Railway. · Arrangements are 
also to be made at Siliguri for using electricity for lighting and power. 

On the east and west main line, Katibar to Amingaon, Katibar station 
yard will undergo considerable alterations vastly improving the facilities 
provided, and Katibar will have electricity for lighting and power. At 
Barsoi Junction an additional platform shed and further accommodation for 
third class passengers waiting for trains are to be provided. Arrangements 
are also to be made for supplying current for lighting and power at 
Lalmonirhat. 

In the Calcutta area the entrance to the station yard at Sealdah is to 
be remodelled in order to facilitate shunting movements and avoid the delays 
now involved in bringing in trains; The locomotive yard and the carriage 
and wagon sidings are also to undergo considerable alterations. They will 
be increased in size to an appreciable extent. Cossipore will. have additional 
delivery points with shed accommodation. A new station will be opened 
between Sealdah and Dum Dum Junction, just south of the Circular Canal. 
A system of train control is to be installed at Sealdah with lines of commu­
nication to Ranaghat, Dum Dum cantonment, Majerhat and Ohitpur. Three 
road overbridges are to be allowed for probably near Ballygunge and at 
Naihati. · 

On the southern section of the railway system Ballygunge and Budge 
Budge stations are to be remodelled, and it is possible that the double line 
may be extended from Majerhat to Budge Budge. In the southern section 
also the railway authorities are contemplating making arrangements for 
providing additional passenger facilities at stations, such as second plat­
forms and overbridge. A new locomotive shed is to be built at Sealdah 
South Station and watering arrangements are to be improved. In the 
special interests of the third class passengers Hindu and Mahomedan re­
freshment rooms are being put in at several stations, zenana waiting rooms 
at 9 stations and a considerable sum is to be spent on various small improve· 
ments in the way of platform sheds and waiting rooms. 

70. On the lines leading to Bombay perhaps the most important con­
sideration is the provision of adequate facilities for suburban traffic in and 
around Bombay, and in view of the public interest taken in this matter some 
details of the difficulties to be encountered will perhaps serve to dispel the 
idea that such matters as overcrowding in these areas· admit nf any easy 
s~ution. Considering first the Great Indian Pe~nsu]a Railway.. The 
number of passengers with which the suburban serviCe had to deal m the 
last year before the war was 33,900 per diem. In 1921 the number bad rieen 
to 58,206, · From Kalyan to Byculla the line has been quadrupled, but to 
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. . h ested area between Byculla and 
effect a similar improvement m t e cong_ . ecessity for remodelling bf 

. . T . ·'th the accompanymg n .. V 1ctorla ermmus, w 1 . . h difficult propositiOn. . f tat" s IS a very muc more 
yard11 and extensiOn o 8 Jon '. . he ca acitv of the line is 
And while thiB latter part remamB mco~ple~ •. ~ ~ d~alt with on the 
as at whole limited by the number of trams w IC • can 'th th~ added draw­
Ringle pair of t~acks bct.":~n Byculla _and the termm~~: limit has already 
back in insufficient facihtles at statiOns en route. h h bl f 
been reached. and though it may appear to the public t at t e pro em o 

reventin o~ercrowding in this area is a simple one to be ~lved.by merely 
fncreasin: coacheB and locomotives, this iB not the ~ase·~ven ~n res:e~ ~~~he 
traffic now offering. Moreover, it must be borne m mmd t at t. ed aiTh ay 
administration cannot confine their attention only to present nee 8• • ey 
have got to look ahead. This wilf be clea~ from a pe~sal of the followmg 
table which shows the anticipated increase m traffic durmg the next 15 years. 

I Eatim•i<>d 
total Per two Train Trains per 

Pl'riod. 
1 

number of hour rush miles. hour. pnssf'ngel11 periods. ft o be carried 
daily. - -r 

/i yCMII bl'DCIO . 74,853 16,467 1,646,332 10 

]0 .. .. 103,388 22,745 2,121,015 15 

I~ .. .. . 144,478 31,785 2,758,487 20 

This estimate is based on the normal increase plus ·traffic which will be 
created on completion of the various development schemes at present in pro­
gress in and around Bombay, but it takes no account of traffic which will be 
dealt with on the Harbour Branch when this line is open to traffic. 

So m~ch for the problem, there still rem~J,ins the solution. Obviously 
the first thing to be done is to increase the capacity of the line from Byculla 
to Victoria Terminus and increase the terminal facilitieS at Victoria 
TPrminus itself. Arrangements are well in hand for the accomplishment 
of this object. Mazagaon is being remodelled, and preliminary arrangements 
in rPspect of Victoria Terminus are in hand. The completion of these projects 
will increase the capacity of the section from Byculla to Victoria Terminus 
to the full extent of the traffic which e11n be dealt with on two pairs of tracks 
(this excludes lines which will be specially. set aside for traffic from the 
Harbour Branch). In the remodelled terminal the platform accommodation 
will be increased from 7 to 12 and suburban traffic entirely ·separated from 
through and long distance traffic, six platforms (two of which are for the 
Harbour Branch) will be set aside for the suburban services. Further in 
order to improve the suburban service by providing quicker and more com­
fortable transportation and to increase the capacity of the terminus in the 
most economical way it is proposed to electrify the suburban lines. Proposals 
for electrification have been formulated, and funds have been provided for 
this work during the next five years. 

The above deals with the traffic on the exist~g ;uburban lines. -
During tl1e next two years, it is hoped to open the Harbour Branch from 
Kurla to Victoria Terminus, and arrangements have been made to deal with 
this traffic on a special set of tracks and two platform faces in Victoria 
Terminus, this line will also be worked unde!,' electrified conditions and will 
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connect with Bandra on the Bombay, Baroda and Central India Railway 
t1'ia the Mahim Chord. 

It is anticipated with the opening of the new Cotton Green at Sewri 
and the completion of the various development schemes ·in the ai:eas sen-ed 
by the Harbour Branch, that it will be neeessary to run a service of 20 trains 
per hour during the morning and evening rush periods to meet the needs of 
traffic within the next 10 years. 

The present capacity of Victoria Terminus under steam conditions i~ 
8 trains per .hour in each direction the actual train density, as limited by 
existing locomotive power, is 6 trains per hour in each direction, this 
cr.pacity under the remodelling scheme and electrified conditions will be 
increased to 45 trains per hour in each direction. The electrification of :he 
suburban lines from Kalyan to Bombay and Harbour Branch will allow of 
an increase in train density equivalent to the capacity of the Terminus, or 
a total increase of 650 per cent. over present conditions. 

The position on the other line entering Bombay-the Bombay, Baroda 
and Central India Railway-is in some respects very similar. This line d~>als 
at present with a very much larger suburban traffic than the Great Indian 

· Peninsula Railway. The average daily number of passengers on the local 
·section between Virar and Colaba which in 1913-14, was 74,487 ha.:; risen in 
1921-22 to 113,914. The rush occurs between 8 and 11 in the morning and 
between 5 and 7 in the evening. Quadrupling is being vigorously pushed on, 
and ultimately it is intended to have four tracks as far as Borivli. Even 
under present conditions it has been found possible to run 8 trains an hour 
each way during the busy periods. With the help of various improvements 
and the addition of 5 additional rakes of carriages, which have been recently 
added to the stock, it is hoped to raise the capacity to 10 trains an hour 
very shortly. Even this iWill admittedly be insufficient for present needs. 
Eventually as in case of the Grea~ Indian Peninsula Railway it is intended to. 
work this section electrically, and provision has been made in the five years' 
p:cogramme for this purpose. Before, however, the capacity of this section 
of line can be raised to the extent necessary, a great deal of heavy work will 
have to be done apart from the actual quadrupling including very large 
alterations _and improvements at Bandra and other intermediate stations. 
Intimately connected with these improvements is the provision of correspond­
ing terminal facilities. The building of the terminal station in Bombay to 
take the place of the old Colaba Terminus is an event of great interest to 
the public of Bombay. Land is now being acqUired for this large work, 

· which is estimated to cost more than Rs. 3 crores. The new terminal station 
will be situated between Bellasis Road Overbtidge and Mahalakshmi stat-ion. 
The change from Colaba to this site is in part due to Government's require­
ments in connection with their development scheme and also to the fact that 
it would not be possible, without undue disturbance of property, to find 
sufficient room near Colaba for a large up-to-date terminal station . 

. - 71. Outside the Bombay area there are a great many improvements on· Bombay, 
· th Baroda and both lines contemplated which are urgently reqmred to bring em up to Central 

a more modern standard. On the Bombay, Baroda and Central India Rail- India 
Railway. 

way the relaying of the track with 90-lb. rails and the widening of the distance Programme 
l;xltween the double tracks in some portions of the line where 1!-CCidents have of worka, 

~ 
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d b B b and Ahmedabad the section on which the traffic is occurre etween om ay • . 
heaviest, is being pushed on and the long bridges over the two Bassem Creeks 
are being rebuilt, the estimated cost of the latter being 79 lakhs of rupees. 

There is a programme ~ting Rs. 50 lakbs and extending over 6 years 
for the strengthening of all the other major bridges betwee~ Bombay a~d 
Kharagorla. This, when completed, will allow ~f the runnmg o! heav_Ier 
engines, thus reducing the running time of the mail and ~xpress trams which 

11 t prp~ent have to slow down over all these bri?ges, o: wht~h there are a la_rge 
number·. Further, an increased passenger tram service will be made possible 
by tlre addition of more crossing st;Ltions between Baroda and Ah~edah~d. 
All tlwse works are being undertaken to secure greater speed of transit whiCh 
means an increase in the capacity of the line and to obtain a better duty from 
the engines and rolling-stock already in use. 

The workshops at Pare! are no longer capable of meeting the demands 
made on them for the repairs of engines and rolling-stock and an extensive 
scheme for the establishment of engine repair and wagon building shops at 
Doha1l is on the eve of being commenced; this will permit of the work 
connected with these operations being removed from Parel, thus providing 
rnor·e room for the extension of the other branches of work that will remain 
there. If Dohad should prove to be a suitable location for large railway 
Hhops, it is possible that further transfers from Parel may be made. 

A part from these works which are in the general interests of both 
passenger and goods traffic, a large number of smaller works are contem­
plated in the interests of passengers alone and especially third class passen­
gers. A considerable number of third class waiting sheds and refreshment 
rooms and better watering arrangements are being provided for especially 
on the metre gauge where the necessity is more urgent. The arrangements 
for pilgrim traffic at Muttra are being improved and an Indian refreshment 
room is to be erected at Kasganj. 

72. On the Great Indian Peninsula Railway also there are a. large 
numher of schemes in hand designed to ·improve the capacity of the line and 
the comfort of travellers. The Nagpur remodelling scheme among others is 
well on the way to completion; work on Poona remodelling has been com­
menced; the provision of additional station ~ffices and waiting accommoda­
tion at Jhansi has recently been sanctioned, and arrangements are bein<> 
~ade.to make an immediate start on the work; remodelling schemes fo~ 
Gw~l~or, Dhon.d: ~nd Bhusaval are under consideration. In all these projects 
adchti?nal facilities and comforts for third class , passengers receive full 
attentiOn. 

In addition to the money to be spent on large station remodellinas funds 
hav~ bee? specially set aside for p,roviding extra facilities at th: ~mailer 
stat10ns m ~he way of waiting shed accommodation and also in improvi~ 
watc~ sup~hes fo.r passengers all along the line. These needs are now bein; 
exnnnned m detml by officers specially deputed for the work. 

Althou~h special attention will be paid to the movement of assen er 
traffic, the Improvement of goods services I·s also . • d p g · N • receivmg a equate atten-
tiOn. early all the. s~hemes above mentioned include the remodellin of 
goods yards and provision of additional facilities for th . k g . e quw er movemen~ 
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of goods traffic.. There are also many other projects in contemplation, the 
chief of which are a new marshalling yard near Igatpuri, a new yard on the 
!tarsi Jubbulpore branch, and a tranship yard at Ghorpuri, close to l'oona, 
for interchange of traffic between the standard gauge Great Indian Peninsula 
Railway and the metre gauge Madras and Southern l\larhatta Railway whil'h 
connect at Poona. • The heavier goods engines which are being put on the line 
involve in their turn reconstruction of many bridges anu the strengthening 
of th·e track on long lengths of the line. These works are al:;o receiving the 
attention of the administration. 

There are many other works which although not so important as the 
remodelling of large stations and the construction of up-to-date termini, are 
yet in themselves quite as essential to the efficient working of a railway. 
These include the. regrading of portions of the line with the object of in­
creasing the loads on goods trains thus expediting the movement of traffic, 
the construction and reconstruction of locomotive yards, e.g., Dhuntl, Shaha­
bad, !tarsi, and Gadarwada, increasing the capacity of running shed and 
workshops, e.g., Bhusaval and Jhansi, provision of up-to-date machinery at 
railway workshops, the improvement of water supplies fur locomotive pur­
poses, the provision of train controls, the interlocking of points and signals at 
stations, and many: other unobtrusive works all calling for heavy expenditure. 

The programme on this line makes special provision for the wants of 
third class passengers. The principal items are as follows :-

Nagpur.-The remodelling scheme specially: provides for waiting accom­
modation and booking facilities on an appreciable scale for third class 
passengers. In addition retiring rooms with bath rooms and refreshment 
rooms for Hindu and Mahomedan passengers, respectively, are provided for, 
the retiring rooms for women beuig separate. 

Murtajapur.-Separate waiting accommodation with booking facilities 
is provide.d. In the re-arrangement of the present station building provi­
sjon is made for retiring rooms for Indian passengers. Refreshment 
arrangements are also being consider~d. 

Poona and Jhansi.-The remodelling schemes specially provide for 
facilities for Indian passengers. 

Victoria Terminus.-The scheme provides for.third class waiting accom­
mo.dation with booking facilities, wat~r, refreshments, etc. In addition re­
tiring room for Hindus and Mahomedan passengers (separately: for women), 
respectively, with bath rooms, refreshment rooms, etc., are provided for. 

In addition to thes·e special works, a sum of Rs. 1,00,000 has been provided 
in each year for improvements to waiting rooms, booking halls, water supply 
and other amenities for third class passengers at the smaller stations. This 
provision will be utilised generally: for improvements the needs for which are 
now being investigated. 

73. Madras has also like Bombay: its suburban problems though perhaps South Indian 
they are less urgent and the remedies less expensive than Bombay. On the ~:;:~-;:~me 
South Indian Railway, the most important item of this nature is the of works. 
doubling of the present congested single line between Madras Beach and 
Tambaram thereby afford~g ~dditional facilities to the rublic who would 
prefer to live out of the City m healthy country surroundmgs, and yet get 
to and from their business easily anQ. quickly. 

H2 
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f d. cted works associated with 
Outside the suburbs a number o ISconne d 

providing facilities for traffic are in hand and contemplated. In °~ er to 
facilitate the easier handling of trains the following broad gauge :m metre 
gauge station yards which are inadequate for pres~nt. day traffic Will ~e :m­
pletely remodelled :-Trichinop(>Iy Junction, Tncbinopoly Fort, a ura, 
Nidamangalam, TinneveJiy, Madras Beach, Tiruvaiiu,r, Erode, Shoranur, 

Salem and Coimbatore. 
A number of bridges on the metre gauge main line had been stre~g- . 

thcned before the outbreak of war in order to permit of the use of the heav1est 
class of engines and consequent increased train loads, but unfortunately the 
Vellar bridge (4 spans of 150 feet) and the Coleroon bridge (14 spans_of 150 
feet) had to be held in abeyance. These bridges have now been reguder~d 
in order that heavy engines can run from end to end of the met~e gauge roam 
line. A considerable amount of regirdering has also been earned out on the 
broad gauge and the only bridges which have now to be reconstructed are. t.he 
.Feruk bridge (6 spans of 121 feet) and Kallayi bridge (3 spans of 121 feet.) 
near Galicut, work on which will be commenced in 1923-24. 

The main line track both broad and metre gauge will also be improved 
and strengthened. In the case of the broad gauge the existing 75-lb. rails 
will be replaced bY. 90-lb. rails for a length of 133 iniles and the remainder 
of the track will be strengthened, and in the case of the metre gauge the 
existing 50-lb. rails will be replaced on a regular prograniiDe basis by 60-lb. 
rails. The first consignments of 90-lb. and 60-lb. rails have been received 
and are now being placed in the line. 

The workshop for the metre gauge portion of the system is located at 
Ncgapatam and the workshop for the broad gauge portion at Podanur. 
Neither of these shops is well equipped ov capable of exl!ansion, and it has 
been decided to ·build a new workshop at Trichinopoly at an approximate cost 
of :3! crures to serve both the broad and metre gauges. Owing to the extensive 
nature of the work it is not ·expected, however, that- the transfer will be com: 
plctcd for another 5 years. The amalgamation of the shops now at Negapatam 
uud l'odanur into Trichinopoly also necessitates the conversion of the present 
metre gauge line between Trichinopoly and Erode into a broad gauge line, 
so us to bring broad gauge engines and stock into Trichinopoly. This 
coil version will be completed simultaneously with the new workshop . 

• In the interests of third class passengers Indian ref,reshment rooms 
are _to be provided at 12 stations and waiting rooms ~t 14: stations. Thirty 
stu~wns are to ~e provided with waiting sheds and sanitary conveniences, 
whlle at 20 stations additional arrangements for supply of drinking water 
buve been provided for. 

74. On the Madras and Southern Mahratta Railway the most important 
works at·e connected with the strengthening of track and bridO'es, In this 
Iutter respect provision has been made for relaying with heav/rails several 
hun~reds ~f mil:S of broad and metre gauge track, the most important 
sect tons bemg gt ven priority. 

In regard to station improvements, a large new goods yard is contem­
plated near Madras in which the work at present done at a number of poillts 
can be concentrated, th·ereby expediting the handling of t affi I 
sch 1 f d · d 11. r c. mportant 
Gh

e ues . or yar remo e mg are also being prepared for Arkonam J alarpet 
orpurt and a number of oth t t' Im . ' ' or _s a tons. provements in passenger 
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acco=odation are proposed at Madras Central, Katpadi, Hubli, Belgaum, 
Tirupati East, and additions to waiting room accomiuodation, and Indian 
refreshment rooms at a large number of other stations are also contemplated. 
On many sections of this railway system water supply is a matter of great 
difficulty but it is hoped to provide material improvement in the main supplies. 
The lighting of stations is also to be improved. A scheme is well in hand oy 
which Madras Central, Rayapuram and Salt Cottaocs are being connected 
with the railways own power station at Perambur and all these will I.Je 
equipped with electric light. For the electric lighting of the more important 
wayside stations such as Bezwada and Arkonam investigations are being made 
as to the most satisfactory plant to use. 

'l'o ensure safe working, provision is being made for impro\·ements to 
signalling and interlocking, a work which involves minor alterations to a 
number of Y.:ards. 

A ~arge number of new crossing stations will be made on sections where 
· the distance between stations at present causes delays. 

Prov~ion for the railway staff has not been forgotton and the propo:;cd 
expenditure includes a scheme for additional quarters to certain classes of 
railway staff. An allotment has been made also for the improvement of 
certain railway; schools. 

The shops at Perambur and IIubli are rapidly becoming too small to 
deal with the ordinary repairs of the existing stock and for some y:ears it 
has been found increasingly; difficult to meet all requirements. The railway, 
administration has 'had the advantage of the.advice of an expert brought 
out from England and on his advice it is proposed to rep}ace · a number 
of old machines by up.-to-date machinery with a yery much larger 
output. In addition to . this · a general reconstruction and . rearrange· 
nient is being investigated with a view to adapt the works to the most up-to­
date and economical shop practice. 

The needs of the third class passengers have been amply provided for. 
·In respect to water supply; there are at present 106 stations fi.tted with plat­
form- taps, and at 49 there are pandals for keeping M:ater cool. 

It is proposed to provide taps at 23 additional stations, pandals at 39, 
and to put in extra taps at 67 of the stations already po,·ided with taps. 

· This line runs through long tracts of country with a poor water supply 
and "receives litt}e assistance from local municipalities as regards water; in 
many cases it is a matter of great difficulty to arrange an adequate supply 
of reasonably good water; there .are large schemes at 15 stations for improved 
sources of supply. 

There are 11 large remodelling projects which will include improved 
station acco=odation for third class passengers. At 49 other stations 
extensions to third class waiting halls or new third class waiting halls are 

proposed. . 
There are Indian refreshment rooms at 27 stations; it is proposed to 

add 5 more and the question of further provision is under consideration. 
There are at present fruit stalls at 58 stations; it is proposed to con-

struct 20 more. • 
Latrines are being added at 22 cta·tions. There are 13 uncovered over-

bridges; it is proposed. to cover all these. 
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The question of providing electric lighting . at the ~ore im por~ant 
stations is under investigation. It is .proposed to mtro?uce ~t at 9 stations 
and there is a further list of about a dozen stations which will be taken up 

if the trial ones prove successful. . . 
Proposals for additional booking offices and trcke~ wmdow~ for third 

class passengers are being investigated. About 20 statrons are likely to be 

taken in hand. • 
75. On the Durma Railway there is also a comprehensive programme of 

work in contemplation. The Mandalay line is to be doubled fr~m Pyuntaz~ 
to Kyungon (87! miles) and from Myohaung to .Myit?ge (5! ~Iles), and the 
!'rome line from Wanetchannga to Letpadan (47! miles) makmg a total of 
141 miles of new doubled track. , 

16 crossing stations are to be built on the main line, 3 on the Las~io 
Branch and 2 on the Mu VaHey section making in all 21 new crossmg 

stations. 
Telephonic train control is to be installed on the section Toungoo to · 

Yamcthin. 
The following station yards are to be remodelled to enable·heavy rushes 

of trallic to Le rapidlv and efficiently dealt with, viz., Kemmendine, Prome, 
Maymyo, Thazi, Mandalay, Martaban. 

All stations between Promo and Mandalay are to be lengthened so as 
to be able to accommodate the longest train that the engines can economically 
pull. 

Tho locomotive yards and sheds at Pyuntaza, Toungo~ Yamethin, 
Mandalay and Maymyo are to be remodelled. 

Insein and Myitnge workshops are to be remodelled. 
All weak type girders between Prome and Mandalay are to be replaced 

bY. girders ·of modern design so as to enable a 10-ton axle load to be intro­
duced, thereby increasing the carrY,ing capacity of the goods stock by 25 per 
cent. 

All the 50-Ib. track between Prome and Mandalay and Myohaung to 
.!llaywyo is to Le relaid with GO-lb. rai)s, total length to be relaid being 478 
miles. . 

Insoin and Thingangyun stations are to be remodelled. 
· Facilities for third class passengers such as waiting rooms, booking 

halls and food and water supplies are reported to be adequate on this rail­
wa!, and this statement was supported by the Government Inspector of 
Harlways who made special enquiries on the subject. As regards waiting 
roo~s and booking halls, the clainrs of third class passengers will be fully 
con~rdored, ho~ever, w~~n remodelling the old and constructjng the new 
stations for whrch provrsron has been made in the five years' programme. 

76. On the Oud~ and Rohilkhand Railway the most important work of 
o. ~cneral character Is the doubling of the section Saharanpur to Lhaksar 
whro.h under present arrangement? is often badly congested with consequent 
delay to traffic. Apart from this the most important m· div1"dual k 
t 1 d · h · wor con-emp ate rs t e entrre remodelling of Lucknow traffic yard Th Is 
include an entirely new station building· which will be d. : detpropos.ad 
f th d . . es1gne o proVI e 
or e nee s of the travelhng pubhc and with the usual 0· ffices f -"-=-: 

t r · · . or aULUJ.Ws-
ra 1011; an rncrcase m the platform.accommodation and a 1 d 

t" f th h dl' f • mp e accommo a­
ron or· e an mg o parcel traffic is a necessary complement, and iD 
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addition to this, as Lucknow is an important junction, a large goods yard 
capable of dealing with the maximum 11nmber of good~ train is provided for. 

Over and above these important large works, there are a number of 
small works such as increasing the length of passenger platforms and raising 
those that are low, better drinking water supply and improving accommo:la­
tion for mela passenger at Sitapur and Hardwar. 

Additions to the carriage and wagon repair shopg at Lueknow art> to 
be made so as to cope with the increased stock. 

As regards the permanent-way the whole of the main line from Mogt~:ll­
serai to Saharanpur will by the end of 1926 be laid with the heavy 90-lh. 
British standard rail and be capable of carryin~ the heavier locomotin•s on 
the line. The Cawnpore branch will similarly be renewed and othrr branl'ltes 
brought up to a better standard than at preS!'nt. 

There are a certain number of girders that are not up to modern require· 
ments and these are either being renewed or st~:eng:thened and thf'y inl'lnde thf> 
large girder bridges over the Ganges at Baln.wali and over the Banganga. and 
Sai Nullahs. 

In respect to passenger traffic the proposed programme includes waitin,:: 
accommodation for zenana ladies at Akbarpur, Shahjahanpur, Kashi. 
Nagina, Roorkee and Dibai; Hindn refrPshmPnt rooin at BPnares; addi.­
tional water taps on platforms at Kashi, Hapur, Partabgarb, Fyzabad, 
Badsbapur and Gajroula; third class waiting sheds at Janghai, Asaf.pur, 
Hardoi, Nagina, Roorkee, Dibai and Safdarganj; covered way from waiting 
shed to booking office at Fyzabad; extra third class waiting accommodation 
for mela passengers at Sitapur Cantonment; covering island platform at 
Balamau and Moradabad; improving the mela accommodation at Hardwar 
and other minor facilities; also improved. accommodation at Moradahad. 

77. On the North Western Railway, .the main requirements come under 
the head of traffic facilities and·are spread over a very large number of works 
which are not individually impressive, but none the less of very great urgpncy. 
The main difficulties on the northern section of this line are due to want of 

North­
Western 
Railway. 
Programme 
of works, 

capacity of the single track to take a heavier traffic. Doubling would be a 
very expensive expedient and the altern'ative takes the form of putting in a • 
large number of sidings, loops and crossings. Individually these works• are 
small but in the aggregate they will cost a considerable amount and will add 
to the capacity of the line. 

·Doubling is mostly being deferred to 1924-25, but a small piece, Rawal­
pindi to Chaklala, which is urgently required is provided for in 1022-23. 
The other pieces to be doubled are Deona to Chakpirana, Dina to Domeli, 
Mandra to Gujarkhan and Ferozepur City to Cantonment. 

Under remodelling of yards provision has been made for work at Labore, 
Sibi, Amritsar, Saharanpur, Bhatinda and other stations and also at Karaehi 
where existing arrangements are very inadequate. 

The provision for staff quarters is unavoidably large. It includes 
quarters long overdue at Lahore, Karachi, Ludhiana, Amritsar, Bhatindn. 
and at various other stations on the line in many cases to provide accommoda­
tion for the new train control staff and labour in locQmotive shops. 

Workshops and store buildings include a new locomotive shop near 
Karachi and various improvements and extensions to the existing shops at 
Moghalpura necessary to deal more expeditiously with the additional stock. 
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Wa'ter supply includes provision of better ar:angements at Karachi, Sibi, 
Amritsar, -Ludhiana and various smaller statiOns. In many cases these 
arrangements are necessary for providing water for passengers as well as 

ilie~ · . . . 
Plant and machinery is a heavy item. It includes besides plant for the 

shops a creosoting plant for sleeper treatment which is already in_ hand ~nd 
train control instruments. An important improvement from the pomt of VIew 
of working and safety of the public is the provision for electric lighting of 
important yards and stations. 

The wants of the third class passenger have been given special attention. 
New third clas.q waiting shed and booking office (130 ft. x 160 ft.) and six 
units vendor's shops have already been completed at the important station of 
Amritsar. For the important matter of water supply Rs. 2! lakhs have been 
provided which will cover substantial improvements at a very large number 
of stations. In addition the programm·e provides for a considerable increase 
to the stall and refreshment room accommodation design"ed specially for 
Indian requirements. For additional waiting shed and shelter accommoda­
tion about 60,000 rupees are to be spent in each year imd a further sum to 
cover improved booking office facilities. 

78. On the Assam-Bengal Railway, there are no large works whicn would 
justify special mention. This line is singular in tba£ it serves for the most 
part a tract of country which is only partially developed, and the line does 
not consequently feel in the same measure the pressure of traffic apparent 
elsewhere. It may be mentioned, however, that the needs of the third class 
passengers have not been overlooked as the following improvements testify. 

Waiting Rooms.-Provision is made for zenana and third class waiting 
halls or sheds at 30 wayside stations, as also special waiting sheds for pilgrim 
traffic at 2 stations. 

Booking lwll.-Third class waiting and booking ball with food stalls is 
to be provided at Chittagong. 

Water supply.-Improved water snpply at 25 roadside stations. 

Overbridge and platform, etc.-To better the conditions at Sitakund 
where pilgrim!} congregate it is intended to provide an overbridge and also a 
raised platform, this having been asked for by the public for some years. 
Arrangements will also be made for el.ectric light poles, etc.; for which power 
will specially be provided at pilgrim festival time by a travelling· generating 
plant. 

An open shed covering is also io be provided for the island platform at 
Laksam. · • 

~~~fa~~~:? 79. It is obvi~usly difficult to invest with any particular interest to the 
development. general reader a hst of works on all lines such as that given above. "It is 

hoped, however, that the details of what is being done on each line may at 
. least be of local inte;:est to the residents of the areas served and in the aggre­
gate may help to give some conception of the magnitude of the task to be 
accomplished and to dispel any idea that railway administrations are apathe-

Replacement 
of linea 
dismantled 
during war. 

tic towards the urgent need for improvement. 

80. Before leaving. this subject mention must be made f tte · 
h. h 'd bl . . o a. rna r m 

w lC cons1 era e local mterest has been displayed v•'z . th 1 · f 
1. . . , • ., e rep acement o 
mPs <hsnmntle~ durmg the war. Mention was made of this matter in the 
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last AdminiStration Report, and it is satisfactory to be able to record that 
of the lines there referred to the following haYe since been relaid and opened 
for traffic :-

llile,_ 

(i) Guntur Tenali section of the Madras and Southern 
Mahratta Railway 15·68 

(i•) Sambhal Hatim Serai section of the Oudh and Rohil-
khand Rail way • J.l:G-1 

(iii) Hyderabad Badin section of the North Western Railway 62·09 

The work of relaying the Sutlej Valley Railway has been commenced, 
and is being pushed on. The relaying of the l3hagalpur Bausi line has had 
to be held over, owing partially to the recent strike on the East Indian Rail­
way, and partially to the non-receipt of materials indented from England. 
Every ejjort will, however, be made to take the work in hand as soon as 
possible. 

81. With the very heavy programme of work in connection with open 
lines to which India is now committed, it will be evident that programmes 
for still further extension of railway communication have of necessity to 
take second place. In fact so far as Government resources are concerned, it 
was specifically provided in the recommendations of the Railway Finance 
Committee which were subsequently ratified by the Legislature that the slim 
to be :erovided in the programme should be devoted primarily to the rehabi­
litation of existing lines. Still it is obviously necessary to complete lines 
which have been partially constructed and it would be unwise to defer further 
extensions where these are really a matter of great urgenc,y: for the development 
of the country. 

82. During the year under review 125·14 miles of new lines were opened 
for public traffic, about one-third of which represented mileage built by 
Indian States, and. about half by private Companies. Government lines 
open~:d during the year were 2()·64 miles in length and were intended chiefly, 
for military purposes. · 

. The following is the list of the new lines opened during the year 
1921-22:-

Name of Line. Gauge. Length. Owner. Working Agenoy. Dato ol 
opening. 

Choranda-Koral . . 2' 6• 11•62 Baroda State . Baroda State . 18-11-21 

li'utwah-Islampnr Light Rail· 2' 6• 26-68 Branch Line Co. . Moaan. Martin "' 24-1-22 
way. Company. 

Larkana.Shahdadkot . . 2' 6• 31·53 Branch Line Co. . North Weatem Ry. 16-2-22 

llotad-Tagdi Section . 3' at• 22·84 Bhavnagar State Bhavnagar Ry. . 16·3·22 

Wanaparti Road.Shriram· 3' at• 6·83 His E:ultod High. N1zam's Guaranteed 1·2·22 
nagar Section. ness the Nizam of State Railway. 

Hyderabad. 

Tank-Kanr . . . 2' 6• 11•78 Government. . North Western Ry. 13·2·22 

Xaur-Khlrgi . . 2' 6·. 13·86 Ditto . . Ditto 111-5·21 

-
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1. many of which are short lengths 
83. Besides these a number of ot;er mest ·action The full list is given 

of only very local interest were un er cons I . 

below: · 

Nu.me of line • Gaugo Length. ConBtructing Agency 
~rogreas of work on 31st · 

March 1922. Propor­
tion completed. 

. ----------~----~-----i---~~---.--.-~---~-w;---6, 6.. 26.fl0 Govemmen • 
Khyber Railway • 

Harbour Branch ~dent~ion 
(overhead OODDOC~JOD.) 

Amla to Nagpur • • 

Majri-Bajur 

Bokbaro-Ramgarb 

Amda.Jamda • • 

Onlajori.Bodampob&r 

Kaola Cool.fioldl • 

Bn.lha.rsbah·Wa.rangal • 

Alon-Malngbyln 

Aloulmoln· Yo 

l'yiomana-Tnungdwlnggyl 

Katakho.t.Lalabnzo.r 

Honumangn.rh·Sialllo · • 

Dlkn.nor-Kolayat. • 

Mu.rwu.r.JlJn.wn.r • 

Dbolka-)))londuka • 

Okhomandnl 

6' 6 .. 

6' 6 ... 

6' 6' 

6' 6' 

3' 31"' 

a' at• 
a' at• 

3' 31' 

a' at• 
a' at• 

a• at• 
3' 31' 

Oodbnkda.ll!nbuva wllh • 3' 31' 
branch to Port AJbort 
Vlolor. 

Tngdi·Dbnnduko • • • 3' 31' 

Motlpur .. Tnnkbnlo , 2' o• 
Pollod·Dbodron , • 2' o• 

TOTAL 

2·12 

103•74 

13·22 

40·62 

65·60 

21•21 

140·50 

26·51 

88•71 

67·25 

23-63 

120·00 

28•70 

21•50 

38•27 

Great Indian Peninsula 
Railway. 

Dit~o 

Ditto 

Bengal Nagpur Railway{ 
Oo. 

Ditto 

Ditto • 

En1Jt, Indian Rail way Co •• 

Nizam'e Railways Co. 

}Burma Railways Co. { 

Assam Bongal Railway 
Co. • 

}
odhpur Bikanor Roil-{ 
way. 

Bombay, Baroda and 
Oonlral India Railway 
Co. 

37•02 Baroda Durbar 

43•32 Bhovnagor State • • 

6•14 Ditto 

215•60 Baroda Durbar 

13-41 Ditlo , ____ _ 
070•20 

-68 

•·50 

t·25 

t-Ill 

-66 

•75 

-94 

·60 

-oo 
•22 

•43 

•36 

•06 

·23 

-46 

-51 

•00 

•53 

·52 

·OO 

-95 

Special mention is perhaps due in respect to the following of these rail-_ . . ways. 

Khyber Railway.-The whole of this line from Jamrud to Landi Khana 
lies in indep·endent territory in the Khyber agency of the North-West Frontier 
Province, and it is contemplated to carry the formation .up to the boundary 
with Afghanistan. It is an expensive line; the tunnels alone, which are 
expected to be altogether 2·55 miles in length, will cost more than half a 
crore of rupe·es. The gradients are heavy and there will be- three or four 
teversing stations. The progress in construction is conse~ue~tly slow. 

• Roprosonta work on Bormo.Swang Sootion (O·mUos). 
t Raproaonta work on Swang-Dunuya Sootion (12·75 mllos). 
t Ro[nvwnta work on South Kampura E:rlonsion (21-87 miles) •. 
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Itarsi-Nagpur Ra"ilway.-More than half of this line bas already been 
completed and opened for traffic. The work on the remaining sections is 
well in hand. The linking from Nagpur end is proceeding, the necessary 
permanent-way material having arrived, and it is hoped that the Nagpur­
Pandhurna section will be ready for opening by the middle of next year. The 
entire line is expected to be completed in 1924. 

The Amda-Jamda Railway will give acce;;s to valuable iron Ol"{' deposit. 
The last few miles .have proved most difficult owing to labour troubles, but 
arrangements have now been made to employ Sapp·ers and Miners. 

The Onlajori-Badampalwr Extension will also serve iron ore deposits and 
is 21 miles long. The work is in progress .and the line will be opened for 
traffic shortly .. 

Burma Provincial Railways (Alon-Saingbyin, Pyinma:iia-Taungdwingyi 
and Moulrnein-Ye).-The first 14 miles of the Alon-Saingbyin Railway were 
opened on 1st July and it is hoped that the rest will be finished early in 1923.' 
The first 10 miles of Pyinrnana-Timngdwingyi Railway were opened on 1st 
Augustl922 and the entire length is expected to be ready early in 1924. As 
regards the Moulmein-Ye Railway, it is hoped to open the first 20 miles early 
next year and the whole branch in 1924. 

The Balharshah-W arangal Railway will afford an important link between 
the broad gauge railways in the north and south of India. The line, about 150 
miles in length, is being financed by His Exalted Highness the Nizam of 
Hyderabad. 

Kasta Coalfields Railway.-This line will start from a point north of the 
Adjai bridge on the Ondal Saintbia chord line of the East Indian Railway 
and will terminate at Pariarpur, a distance of 17 miles. The railway is 
intended to serve the collieries in this area which are now being rapidly 
developed and are expected to give a good freight return. 

84. From the point of view of the patriotic Indian who is anxious to see 
the advantages of railway communication extended to all parts of the country, 
this record of what bas been accomplished in 1921-22 in the way of new 
construction does not make very ·exhilarating reading. 

In. the twenty years preceding the war India increased her railway 
mileage by 15,756 miles and continued progress on this scale would have bene­
fited the country. But times are changed. In the years before the war a 
broad gauge line could be constructed and equipped for about a lakb a mile. 
The average cost is now in the neighbourhood of Rs. 1! lakbs. The financial 
aspects of railway working in these days have already been discussed in a 
previous chapter, and the combined effect of high capital cost·and dwindling 
net earnings bas removed many possible and desirable lines from the category 
of attractive financial propositions. It may. be argued that Government must 
take account of .the indirect benefits apart from the direct' return in the shape 
of surplus earnings. Doubtless this is true; but Government resources avail­
able for direct construction are at present very limited. Money is expensive 
and only in exceptional cases "it is justifiable to raise money at 6 per cent. or 
to give corr·esponding guarantees to private enterprise for the construction of 
lines which do not offer some reasonable prospect of a corresponding return. 

I2 
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CHAPTER VIII. 
TRAFFIC PROBLEMS AND REMEDIES. 

85. As stated in the preface to this volume, this chapter of the report 
bas been introduced in pursuance of the idea of affording to the public such 
further information in respect to important traffic facilities as cannot be 
gathered from the ordinary survey of the events of the year under review. . 

Taking the passenger service, most of the complaints put foz:ward by the 
public relate to third class passengers and the stibstance of all the most 
important of these is concisely stated in paragraph 168 of the Acworth Com­
mittee's Ueport. As a result of this report a special investigation has beeb 
made by Government Inspectors, and their recommendations are being dealt 
with. Of the matters referred to, by far the most important is overcrowding 
which has been and still is the subject of much correspondence and mis­
representation in the public press. In considering this subject it is from 
the nature of the case a matter of very great difficulty to define the extent 
of the trouble or to support any line of argument or explanation by means 
of figures. In fact a reference to such figures as are exhibited in Appendix 
12 of volume II of this Report will show that the average load of a train 
varies from a maximum of just over 300 passengers from which it 
might appear that no general overcrowding occurs at all. The result of the 
investigation above referred to serv~s however to confirm the opinion expressed 
by the Acworth Committee in this matter that overcrowding does occur at pre­
sent to a more or less serious extent on all lines; but all the evidence shows 
that trouble is in all cases local and is due to a variety of causes.. No one 
single panacea is possible to meet all cases. 

86. Speaking generally the difficulties fall into certain well defined cate­
gories. Firstly, there is the question of stock. .Railways are admittedly i~ 
nearly all cases insufficiently equipped in this respect to enable them to deal 
satis!a~toril~ with all the passenger traffic to be carried. The direct remedy 
to th1s 1s obvwusly to construct more. But quite apart from the fact that as . 
will be shown hereafter, this would not solve the difficulty, it must not be o~er­
looke~ that there are in present circumstances very strict limits to the speed 
at wh~ch passenger stock can be turned out in India. A great many of the 
esse.nttal parts have .to be imported, and the construction and fitting of the 
bod1es has to ~e earned out almost wholly in railway shops since there are at 
present practically no firms in India who have hitherto undertaken this work 
except .to n very _limited extent. The speed of improvement in respect of 
numbOis of stock 1s therefore dependent firstly on supply of English materials · 
?.nd secon?Iy on. Indian capacity to construct. After taking all these factor~ 
mto cons1derat10n th? ma~imum provision has been made as explained in 
chapter VI when deahng w1th the question of rolling stock. 

~he second point t~ be t~ken into consideration in this question is the 
cnpac1ty to l1andle. It 1s ohv10usly useless to equip railways with l"b 1 
supply f t k 1 . . a I era . o s oc un ess prov1s1on is simultaneously made for incre• d · 

d · d . ~se engme 
prJwer an Improve capamty of the lines to enable extra trains to be run. 
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And it is in this latter respect that the most formidable difficulties are encoun­
tered which are probably overlooked or insufficiently appreciated b~ many of 
those who criticise the present conditions of travel. It is a matter of some 
difficulty within the limited scope of this report to give an adequate explana­
tion of this rather intriC'ate ~uhieC't. But there are certain ~imple fact~ 

which will perhaps serve to explain a few of the main difficulties. \\'llerever 
a railway line is single, the number of trains which can be passed along it i~ 

0trictly limited. Wherever gradients are heavv the loads of trains mu~t be 
limited. Where platforms are short and yards inadequate. trains longer than 
those at present running cannot be accommodated. In such ca~es it is u~eless 
to increase the number of third class C'arria!!es nntil thPre is more capaC'itv to 
enable these to be utilised. It will be seen. therefore. that sn!!gestions suC'h 
as those generally put forward to meet the want of accommodation bv tht> 
simple process of adding more carriages to trains are not a solution of tht> 
problem. The remedies for these difficulties take the form of double or qnad­
ruple lines, more crossing stations, bigger yards and longer platforms. Such 
works are very expensive and unavoidably take time to construct. On every 
line in India this difficulty is being dealt with as will be seen from thE' details 
given in chapter VII of this volume. 

87. Special mention may, however, be made of the case of suburban lin<'s 
as the difficulty in thege areas has perhaps attracted more attention than else­
where. It must not be overlooked that in these cases the trouble is usually 
confined to certain particular neriods in the morning and evening, and does 
not exist during the rest of the day. It is probably often forgotten that a 
similar state of affairs exists in the vicinity of most large towns all over the 
world, and is to a great extent unavoidable. It is not intended, however, to 
contend that improvements are not possible and necessary. But it is import­
ant in this as in all other cases that the difficulties should not be under­
estimated, and the complicated nature of the remedy will be amplv evident 
from the details of what is being done in the vic-ini tv of Bombay as described 
in chapter VII of this volume. There is one interesting fact in this connec­
tbn which may be mentioned. From the evirlPn<'e colle!'tecl it anpears that 
improvement in many cases is retarded by the conservative habits of the 
third class passenger in India who will often insist on overcrowding a parti­
cular train in which he is accustomed to travel in preference to ming a reliPf 
train leaving a few minutes later. 

88. Before leaving this subject of overcrowding the much discussed sub­
ject of mela traffic must be mentioned. On these occasions as the Acworth 
Committee recognised in their report some degree of overcrowding is usually 
unavoidable. The prartice of utilising goods stock for this purpose has been 
severely criticised in the Legislature, and instructions have been issued that 
this sh~.ll as far as practicable he discontinued. The general increase in third 
class stock will improve matters in this respect in time. As however it is 
impossible to expect that railways wil_l ever keep sufficient passe~ger stock to 
provide for these isolated special ocras10ns and as goods stock has m fa~t neve1 
been used except as a last resort when passenger stock could llt>t J,e procnretl. 
it is obvious that the effect of the well intentioned agitation in this mat.tPr 
must be a restriction in the service with results perhaps rather more unplea­
sant to the pilgrims than those it is hoped to avoid. 
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Food tupply. 89. Of tlie remaining grievances of the third class passenger referred. to 
by th·e 1\':cworth Committee, those relating to insufficiency o~ waiting 
accommodation, booking facilities, water supply, and convemences in 
the carriages themselves have been dealt with in ~he chapters on 
Development and Rolling Stock. The Committee also mentioned the inade­
quacy-of existing arrangements for supply of food to passengers, and this 
aifficuit subject has been given special attention in the investigation by Gov- -
ernment Inspectors already referre'd to. On most lines the practice is · to 
employ suitable vendors who are bound by the terms of their agreement to sel1 
fooa to passengers subject to strict condi.tions as to price and quality. They 
are also in the interests of health required to protect the food so supplied from 
contamination by flies or otherwise. The supplies are subjected to periodical 
inspection by railway officers, and the arrangements generally by the Govern­
ment Inspectors and the Railway Medical Officers. The complaints generally 
are airected against the quality and price.· On some lines special food ins- . 
pectors have been appointed, and one line-the Bengal Nagpur Railway-has 
taken over the supply and arranges fo~ it by means of' its Catering Depart~ 
ment. The expedient of third class restaurant cars bas been tried on sever~i 
lineA, but except posRibly in southern India these Jmve not proved a success.· 
The reasons for this are to be found in the caste difficulty and in the fact that 
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a. third class passenger is usually unwilling to lea\·e his seat and go to a res­
taurant car. Moreover supplies proYided in this way are unavoidably expen­
sive quite apart from the fact that the haulage of the car is costly and in 
practice reduces the available ordinary accommodation on the train. A good 
deal has been done to improYe matters in this respect by means of pl'OYiding 
greatly improved station stalls for tea and refreshments, and it is probably 
on these lines that the solution of the trouble is to be sought. The illustra­
tion given which represents one of the new type of stalls in Delhi station 
;will show what an innnense improvement has bL'Cn effected OVer the old regime 
iu this respect. 

90. Another subject mentioned by the Railway Committee is the uncivil Uncivil 
treatment of passengers by the railway staff. lt will Le re;:oguised tllat tlle treatment of 

f h
. · k passengers 

indefinite nature o t 1s gnevance rna ·es it an exceedingly dillicult mutter to by railway 

deal with. General instructions have, however, been sent to all lines who have staff. 
iu all cases issued special warnings to their staff that p_rompt notice will be 
taken of every proved incivility or want of attention. Beyond this a number 
oi special Indian.Passenger 6uperintendents have been appointed whose sole 
9.uty: is to look after third class passengers and to giye them information 
and assistance. These men are stationed at large centres and especially junc-
tions where the need for this form of assistance is felt. It has been suggested 
that they should travel in the trains, but the proposal would obviously if gene-
rally adopted be exceedingly exp_ensive and would reduce the value of the ser-
~ices rendered, since it is before arriyal and after dep_arture of the trains 
that assistance ;:~.nd advice is p_rincip_ally necessary.: for the illiterate ,eassenger 
who does not knQw how to proceed. 

91. Ap.art from the grie.vances of p_assengers complaint is made in Bribery in 
respect· of various matters relating to the goods trallic. The subject c:'!iliec:tion 
f b 'b . - . h h 11 . . d . 1 WI wagon o n ery m connectiOn w1t t e a otment of ~vagons acqmre spec1a supply. 

p_rominence from the indictment contained in paragraphs 16jl, 165 and· 
166 of the Acworth Committee's Report and it is p_erhap_s necessary to 
refer to certain conditions which are essential to a proper up,derstanding o.f 
this matter. The paragrap_hs referred to bring out, firstly, the Committee's 
unreserved acceptance of the existence of the bribery evjl j.n. the form and to 
the extent represented by commercial opinion, and, secondly, the Committee's 
belief that the subject had not in the past received the attention it deserved 
from the Railway Board and Railway: Administrations ·generally. .The 
Acworth Committee's enquiry was undertaken at a time when the country: 
had barely started to recover from the chaotic economic conditions which 
obtained during the war ll,nd its innnediate aftermath. The restrictions 
imp_osed by yarious forms of Government control on the normal tre11d"of trade. 
were fresh in the minds of persons who were called to give evidence on 
behalf of the collllllercial community, and the part played by railways in 
putting these restrictions into effect, and the dislocation they entailed in 
acc~p~d transportation practice, were imperfectly understood. The atmos-
phere was favourable to the formation and expression of opinion directed 
against persons or methods having to do with artificial restraints of trade. 
Under the instructions of the Railway Board particular attention is being 
paid to this subject and particularly to the supervision of the system in force 
on each railway for registering indents for wagons. With the greater free-
dom of movement and closer supervision of traffic that has taken place during 
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the past 18 months, causes for complaint in regard to bribery and corruption 
have been very greatly reduced. 

92. Much has, and is being done to prevent the occasion for claim pay­
ments which of late years have formed such a formidable bill against railway 
revenues. The watch and :ward staff of railways is being reorganised, better 
lighting in station yards is being provided, and more efficient measures for 
securing the contents of wagons in transit are being investigated. 

The retiult of the deliberations of a Committee appointed, as the result of 
a resolution in the Legislative Assembly, to report on the revision of the 
risk note forms, is at present under consideration. 

It is obviously nut possible in this report to refer to all the multifarious 
problems which traffic officers at present are striving to deal with and which 
in many cases are peculiar to particular administrations. Those mentioned 
represent, however, the larger and more general difficulties, and it is hoped 
that the short explanation now afforded may serve in some measure to assure 
the public that every effort is being made, so far as means to do so admit, to 
get riel of legitimate cause for complaint in respect of transport arrangements. 
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CHAPTER IX. 
ACCIDENTS. 

(See Appendices 26, 27 and 28 of Volume II.) 

93. The total number of persons who lost their lives as a result of acci­
dents during the year under review showed a very slight increase being 3,121 
against 3,016 in the previous year. In addition, the number of rersons 
injured was 3,069 in 1921-22 against 3,039 in 1.920-21. These fatalities may 
seem large, but it must be borne in mind that the number of passengers car­
ried was 561,329,000. Moreover most of the fatalities whieh occurred :were 
due mainly to rash or negligent action of the persons killed, only 227 out of 
3;121 having lost their lives as a result of circumstances beyond their control. 
. Of these 28 were railway servants. Of those who were killed in accidents 
due to their own action more than half, 11iz., 1,676 were trespassers on railway. 
property and 280 lost their lives by falling or jumping from trains in motion . 

. Of the total number of persons (3,069) injured, 1,527 were passengers, 
873 railway servants and 568 trespassers. Of the passengers only 228 were 
injured as a result of accidents to trains and the rest by jumping from moving 
tr·ains or other action due to their own fault. · 

94. The total number of serious accidents to trains during the year under 
review was 539 against 469 in the previous year. A serious feature in this 
year's record is the occurrence of a number of accidents due to deliberate 
train wrecking o~ which the perpetrators were not discovered. A brief 
account of the more serious accidents is given below :-

(a) On the 11th May 1921 at 23-5 hours a collision occurred between 
29 Up and 32 Down (metre gauge) fast passenger trains at 
Rutlam Junction. station. One passenger was killed and 10 
persons injured. The damage to permanent-way and rolling 
stock was estimated at Rs. 17,200. The accident is considered 
to have been caused by the gross inattention of the Rutlam 
Station staff to certain standing orders relating to the admit­
tance of trains into the station yard.· The Station Master, 
Rutlam, was -held to be principally responsible for the accident 
and was dealt with departmentally. A Points Jemadar, whose 
negligence contributed considerably to the accident, was 
dismissed. 

(b) On the 4th December 1921 at 3-35 hours No. ·76 Up goods train 
was derailed at Bajranggarh Station on the Bombay, Baroda 
and Central India Railway. Of the stock 4 wagons and one 
brakevan were derailed and 11 wagons and one brakevan 
capsized. One travelling watchman was killed. The damage 
to permanent-way and rolling stock is estimated at Rs. 52,500. 
The accident appears to .have been caused by the 'flooring of a 
wagon, loaded with bullocks, giving way. It 
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(e) On the morning of the 11th May 1921 a ~ollision occurred betw~n 
654 Up and 653 Down passenger trams at M

1
atadiundph S~tion 

on the Jhansi-Manikpur Section of the Great n an ~runsuJa 

R ·1 The accident is considered to have been caused by the a1 way. . ·a 
driver of the 654 Up passing the outer signal at anger. The 
leadin"' brakevan and the postal 3rd of the 654 Up were com­
plete!; smashed, and some carriages of 653h ~o~. wrecfked. 
About 10 minutes after the collision, due tot e tgrutiOn o. gas 
the wrecked carriages of 653 Down caught fire and the leadmg _2 
vans and 4 carriages nearest to the engine were burned. It Is 
estimated that 15 persons were killed, including 4 railway ser­
vants and some 50 injured most slightly. The chief respon­
sibili;y for the disaster lies with the driver of ~54 Up for 
running against signals. The guard of the tram has also 
been held to blame for not keeping a proper look out and stop­
ping the train by applying the automatic brake. The contra­
vention of certain rules, by the station staff at Mataundh also 
contributed considerably to the accident. All these were 
punished departmentally as it was held that none of them could 
be prosecuted criminally except the driver who perished in the 
disaster. The damage to permanent-way and rolling-stock was 
estimated at Rs. 79,900. · 

(d) On the 9th November 1921, a collision occurred, between No. 322 
Up tranship and S/30 Up passenger trains, at Sheogon station 
on the Bhusawal Nagpur section of the Great Indian Peninsula 
Railway. . One servant of a railway employe was killed. The 
damage to permanent-way and rolling stock was estimated at 
Rs. 60,673. The cause of the accident was attributed to defec­
tive traffic supervision and steps to prevent recurrence have been 
taken by the Railway Administration. 

(n) On the 25th July 1921, at about 22-35 hours, No.3 Up Mail and 364 
Down goods trains collided with each other between Tawwi and 
Peinzalok stations on the Burma Railways. The occurrence of 
the accident was attributed to a breakdown of the block system 
of train signalling resulting in two tokens being taken out at 
the same time for the one section. Of the passengers of No: 3 
Up mail about 100 p'ersons were killed and 54 injured. Drivers 
of both the trains and their first firemen were amongst the killed. 
The 2nd firemen of both trains and the braliesman of the 3 Up 
mail sustained injuries. The damage caused to permanent-way 
and rolling stock was estimated at Rs. 1,00,400. Remedial 
measures for the better maintenance of wires near stations have 
been taken by the Railway Admi-nistrations concerned. 

(f) On the 9th May 192l, at 0-50 hours, whilst No. 54 Down was 
approaching Tildnnga ~tation, the engine was derailed and cap­
sized. Part of the tram was also derailed but did not capsize. 
There was no loss of life or injnries to passengers. The engine 
crew. esc~ped with _sligh~ injuries. Damage to permanent-way 
and rollm~ stock Is estimated at Rs. 5,000. The accident is 
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considered to have been caused by the malicious removal of a 
rail by some person or persons unknown. 

(y) On the 13th August 1921 at about 3-3.> hours at a distance of 
about three quarters of a mile south of the up outer signal of 
Gangasagar Station on the Akhaura Sub-Division, of the Assam 
Bengal Railway an attempt at train wrecking re-ulted in i Up 
mixed train being derailed. The engine capsized and fell down 
the bank and 14 other vehicles were badly derailed and bunched 
together. Six people, including four railway servants sustained 
injuries, but no deaths occurred. The damage caused to the 
permanent-way and rolling stock was estimated at Rs. 30,886. 
The accident was considered to have been caused by the malicious 
removal of a pair of rails by some person or persons unknown. 

(h) Another attempt at train wrecking, on the Assam Bengal Railway, 
occurred on the 17th August 1921 at about 21-10 hours at miles 
4-20, between Pahartali and Bhatiyari, when No. 3 Up pas­
senger train was derailed with the result that the engine and 
tender capsized and the four leading coaches derailed and 
telescoped. One passenger was killed and 3 injured. The 
damage to permanent-way and rolling stock was estimated at 
Rs. 53,450. Evidence of enquiry into the accident proved con­
clusively that the line was rendered unsafe by the malicious 
removal of the fish plates at one pair of joints by some person 
or persons unknown. 

(i) A serious accident occurred on the morning of the 25th June 1921 
when the engine and 6 leading carriages of No. 7 Up passenger 
train from Moradabad to Gaziabad fell into the Sot Nuddi 
owing to the collapse of bridge No. 36 west of Amroha station 
on 'the Oudh and Rohilkhand Railway. The accident was 
caused by an unprecedented flood occasioned by very heavy 
rainfall on the catchment area during the previous three days. 
It is estimated that 39 passengers were killed and 30 injured of 
whom one subsequently died. The total damage to the bridge, 
permanent-way and rolling stock was estimated at Rs. 99,318. _ 
The Committ~e of Enquiry that assembled to investigate into the 
reasons leading up to the accident. were satisfied that the line 
·was properly patrolled on the night of the accident and that 
those whose duty it was to carry out this patrol were fully aware 
of their . duties, and that the bridge had been thoroughly 
inspected by an officer the month previous to the accident. 
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CHAPTER X. 
GENERAL. 

95. A reference was made in last report to th~ important ~ork ~rried 
· th T hnical Section of the Railway Board s office and m particular 

out m e ec . B 'd c · · 
to the investigations being made by the Indian n ge omnnttee. This 

C 
'tte hich owes its inception to the Inchcape Conference of 1912 held_ 

omm1 e w h · f h d' 
its fifth meeting in October 1921 and discussed .t e ments o t ~ ifierent 
methods gf allowing for impact placed before It ~d also c.onsi.dered the 
impact experiments conducted by Mr. H. ~· Sales, therr Inv~stigatmg Officer 
during the months of January to April 1921. The Committee came to the 
conclusion that many more tests were required to be made. before a scientific 
formula covering all sources of impact could be evolved whiCh would take the 
place of the Pencoyd formula in th.e rules for ~he design ·and .insp~ction of 
railway bridges. The Committee also made certam recommendatiOns m regard 
to the question of the revision of Indian Railway Bridge rules. It was 
decided that havi!Jg regard to the fact that the conditions laid down at the 
Inchcape Conference had been practically fulfilled in so far that the Com­
mittee had completed its preliminary part of the investigation, the Railway 

. Board might safely dissolve it after the 5th meeting; but it was resolved that, 
as the continuation of investigation would lead to v~luable results, railway 
administrations should be asked to afford all reasonable facilities to their 
Bridge Engineers t~ carry on this work. The Committee was also unani­
mously of opinion that there should be an annual meeting, under the chair­
manship of the Chief Engineer with the Railway Board, of Bridge Engineers 
and any others interested in bridgework who may be invited by the chairman 
to attend the meeting and that the results of investigations should be 
collected in the Railway Board's office. Investigations on standards of load­
ing and impact are being continued by the British Engineering Standards 
Committee in England and it is hoped that satisfactory results will be arrived 
at in the course of a year or two. 

,The Technical section of the Railway Board's office published the follow­
ing papers during the year :-

No. 213.-A substitute for track circuit between stations with supple­
mentary notes on other expedients for preventing a driver from 
entering a block section without authority. 

No .. 217.-Notes on concrete railway sleepers. 
No. 219.-Technical education in relation to railways in America. 
No. 220.-Steam versus electric locomotives for heavy grades. 
No. 221.-Further notes on steam 'llersus electric traction. . . 
No. 222.-.A;ne~ican Railway motive power department and fuel 

orgamsations. · 
No. 223.-Minor equipment of locomotive repair shops. 
No. 224.-Volume I of the fourth report of the Indian. Railway Bridge 

.Committee. 
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No. 225.-Volume II of the Fourth Report of the Indian Railway 
Bridge Committee. 

No. 226.-Track stresses. 
No. 227.-. Reversing of double headed rails-deductions from experi­

ments on the East Indian Railway. · 
No. 228.-Fifth _Report of the Indian Railway Bridge Committee. 

96. Mention must be made of the question of railway statistics which 
in their present form are recognised to be unsatisfactory and were rather 
unfavourably commented upon by the Acworth Committee. The present form 
of statistics was introduced as long ago as 1880 and though certain changes 
have from time to time been made, no great alteration has so far been 
attempted. In these days when economy has assumed a position of the first 
importance it is possible that what was justifiable years ago may now be 
unduly elaborate. Moreover great improvements in method have been made 
in other countries. Calculating machinery has taken the place of human 
agency in the process of compilation, and it is important that Indian railways 
shall take every advantage of experience of other co1mtries in this matter. 
The question of the general overhaul of statistics was taken up in 1913, but 
further consideration had to be deferred owing to the outbreak of the war. 
An experienced offieer has now .been placed on special duty and has collected 
information in regard to up-to-date procedure in England and America. 
It is now proposed to employ him in association with w officer of the Audit 
Department to make a complete overhaul ·of the existing methods and policy 
in this matter, and it is hoped that very substantial economy besides increase 
in efficiency will result. 

As regards the improvement in the form of railway accounts which are 
closely connected with statistics, a committee of sP.nior accounts oflicers was 
appointed in 1920 with a view to improving the sy~lems of account, audit and 
apportionment of railway receipts. The Committee studied the various 
systems of station accounts and audit procedure in force on railways in 
England and America, and considered the question of adoption of some of 
the more useful suggestions on Indian railways. They also looked into the 
question of establishing a clearing house in India. Their report was received 
in 1921. The recommendations made by the Committee are being considered 
by the Railway Board in consultation with the Railway Administrations and 
the Accountant General, Railways. 

97. The Administration Report of the Railway Department for 1921-22 
;would be incomplete without some reference to certain large questions affecting 
the future administration of railways which could not appropriately be 
referred to in the chapters dealing with the review of year's working. 

In paragraphs 139-141 of their report the Acworth Committee 
recommended the appointment of a Central Advisory Council for Railways 
which wou).d perform the functions of an advisory body to the Government 
of India and would provide for the representation of public opinion in the 
deliberations of Government in respect of larger matters of railway policy. 
The Government of India were in entire agreement with the Committee in 
respect of the necessity of such a body and decided that it would be convenient 
to give this proposal priority over other proposals of the Committee and to 
use the Council when formed for the purpose of considering the remaining 

Railway 
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Advisory 
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larger issues raised in the report. It was, however; found .to be impracti~able 
to constitute the Council exactly as recommended, and It ~as according!! 
decided to give effect to the principle of the proposal by formmg the Council 
from selected members drawn from the Legislative Assembly and the Council 
of State. This decision was given effect to in March 1922 and the first 
meeting of this Council took place at Delhi on 25th March 1922 at which a 
preliminary discussion of the question of Sta~ versus .company management 
took place. A second meeting of the C~~CII has smce bee~ convened at 

. which this same subject has again been discussed together With a number 
of other important matters of railway policy. 

98. Of the matters ah·eady so discussed by the Council there is one which 
merits special mention. The Acworth Committee recommended in para. 142 
of their report the constitution of Local Advisory Councilsjn connection with 
each large administration. Something on these lines was of course already · 
in existence on two railways-the East Indian R~ilway and the Eastern 
Bengal Railway-but the purpose of the Committee involved some extension 
of the scope of usefulness hitherto assigned to those bodies and the adoption 
of similar measures in respect of all other railways. This is a matter in 
regard to which the public are naturally very directly interested, and the 
Government of India considered that the proposal should be acted upon with 
the least possible delay. Preliminary consideration of the measures· neces­
Hary to give effect to .the proposal were therefor!! taken' at once and the plan 
of action as provisionally drawn up has been considered by. the Central 
Advisory Council and approved by the Government of India, and will, it is 
hoped, shortly come into force. 

99. Another matter of importance which has also been con8idered by the 
Advisory Council is the policy of construction by means of Branch Line Com­
panics. The existing terms of 'Government assistance to Branch Line Com­
panics are now out of date and ineffective for practical purposes and the 
question of their revision has been under consideration for some time_. 
The Acworth Committee were not in favour of any very extended use of 
this expedient for securing railway extension in India. . They considered 
that it was expensive and tended 'to create a multiplicity ·of minor owners 
with embarrassing possibilities for the future. The Railway Finance Com­
mittee who. also gave this matter some consideration were inclined to the 
opinion that its use should be restricted to certain particular lines and then 
only subject to certain conditions which would ensure the Indian domicile and . 
character of the company. Apart, however, from all other considerations it 
is obviously impracticable that any permanent revision oi the Branch Line 
Terms can be carried out at present ,while 'tlie value of money is still in ·an 
unstable condition. , Since the close of the year under review fue matter has 
ngain been considered by the Central Advisory Cotmcil who have advised 
~ome relaxation in favour of urgent projects, and their proposals are now 
undet• tlie consideration of Uovernment. · · 
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APPENDIX A. 

Notes on the Relation of the Government to Railways in India. 

(Reprinted from the Report f<>r 1914-15.) 
• 

One of the special features of the Indian Railway system is the di.-ersity of condi­

Diversity of Relations between 
the State and Railways. 

tions that prevails in the relation of the State 
to the various lines in respect of ownership 
and control. Of the important lines situated 

in British India or in which the Governm~nt of India is interested, three (the North 
Western, Eastern Bengal and Oudh and Rohilkhand Railways) are owned and worked 
by the State; eight (the East Indian, Great Indian Peninsula, Bombay, Baroda and 
Central India, Madras and Southern :llahratta, Assam-Bengal, Bengal-Nagpur, South 
Indian and Burma) are owned by the State but worked on its behalf by companies enjoy­
ing a guarantee of interest from the Government; three important lines (the Bengal 
and North-Western, Rohilkund and Kumaon and Southern Punjab) and many of less 
importance are the property of private companies, some being worked by the owning 
eompanies and some by the' State or by the companies that work State-owned syst!'ms; 
several minor lines are the property of District Boards or enjoy a guarantee of interest 
granted by such Boards. · 

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· Indian Railways Act 1890, in 
respect of all rail ways in British India (and also, by virtue of arrange­
ments with Indian States, in respect of the chief railways passing through 
such States), certain general powers. Thus a railway may_ not be opened 
until a Government Inspector has certified that it bas 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 
Govel"1\)llent of India can also, in the interest of the safety of passengers, 
require a railway to be closed, or the use of particular rolling-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 certain matters such as the withholding of reasonable traffic 
facilities or the grant of undue preference. 

In addition, the Government of India (or in sQme cases Local Governments) 
exercise under the provisions of contracte detailed control over the mana~te· 
ment of 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 c~ses which have led to the present diversity of conditions in regard tc 
the agency by which railways are managed, 
and the relations of the Government with the History or Relations of the Govern· 

menc and Companies. 
various classes of companies now in existence, 

are summarised ~ the following _paragraphs:-

. The first proposals for the construction of railways in lndis were submitted in 18:44 
to the East India Company in England by Mr. R. M. S_tephenson, afterwards. Chtef 
Engineer of the East Indian Railway, and others; they mcluded the construction of 

1
. b il ompanies to be incorporated for the purpose and the guarantee by the 
~yrn~c · . 

}!ast India Company of a sperified return. A contract for the constr~whon by the Eaot 
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- · tal line of 100 miles from Calcutta towards 
d. R ·1 c mpany of an expenmen . 

In wn a1 way 0 
• d st f 1 OOO 000!. was made m 1849, and a 

· R · hal at an eshmate co 0 • ' • 
Muzapore or aJme t d b the East India Companj on the Caprtal; and 
return of 5 per cent. was g~aran ee y r with the Great Indian Peninsula Railway 
a similar contrac.t was madBe mbthetsa~:lyy: at an estimated cost of 500,000!. But the 
C Y for a hne from om ay 0 • d 

ompan . II th strnction of Indian rarlways to guarantee com-
Hey of entrusting genera Y e con · d D lh · h · po . d t'I 1854 on the recommendation of Lor a onsre, w o, m 

Pames was not adopte nn 1 f · th f . 20 h A 'I 1853 explained his reasons for pre ernng e agency o 
a mmnte dated t pn ' · t to th tru t' ' h · · and control of the Govemmen , . e cons c ron 
companies under t e •npervrsron I h h 

. ' b h If f th G vernment by its own officers. He he d t at t e State 
of hoes on c 0 0 e 0 

• 1 h 1 d di . ld k railways as well and possrb y as c eap y, an as expe -
Eng1neer officera won rna e ' · h 1 
. · . b t th t the withdrawal from other dutres of t e arge number 

trously as compames, u 0 • • h h d f 
· d ld b d trimental to the pubhc mterest, t at t e con net o of officers reqmre won e e . G 

· d tak' d'd not fall within the proper functions of any overnment commercwl un er rngs I • • h d d 
II 'th' th functions of the Government of Indra, smce t e epen ence and lenst of a WI lD e 

I · th Government was in India, one of the greatest drawbacks to of the popu uhon on e ' . 
f th t''Y and that the country would therefore benefit by the mtro-the advance o e coun ' . . . . . 

· f E I' h gy and English capital for rarlway purposes, wrth the possrbilrty duchon o ng IS ener . . 
h d !'tal would in due course be. encouraged to assrst m the develop-that sue energy nn cap 

ment of Indio in other directions. · · 
'1'1 I' rted by Lord Dnlhousie was adopted, and between 1854 and 1860 1e po rcy suppo . . 

contracts for the construction of Rarlways in 
014 Guaranteed Railways. India were made by the East India Company, 

or (after 1858) by the Secretory of State for India with the East Indian, Great Indian 
Peninsula, llfndras, Dombay, Baroda and Central India, Scinde (afterwards the Scinde, 
Punjab and Delhi), Eastern Bengal, Great Southern of India (afterwards, when amal­
gamated with the Cornatic Railway Company-see below-the.South Indian) and Cal­
cutta and South-Eastern Railway Companies. Under these contracts the railway com­
pr•nics undertook to consh·uct and manage specified lines, wh.ile the East India Company 
(o" the Secretary of State f01 India) agreed to provide land and guaranteed interest on 
the capital, the rate fixed being in various cases 5, 4! and 4! per cent. according to the 
market rates prevailing when the various contracts were made. Half ·of any surplus 
profits earned was to be used towards repaying to the Government any. sums by which 
it had been called upon to supplement the net earnings of any previous period in order 
to make good the guarantee of interest; and the remainder was to belong to the share­
holders. In practically all matters of importance, except the choice of staff, the com­
panies were placed by the contracts under the supervision and control of the Govern­
ment, which hnd power to d~cide on the standard and details of construction; the rolling­
etock to be provided, the number, time and speed of trains; the ra.tes and fares to be 
charged; the expenditure to be incurred; the standard of maintenance; and the form of 
accounts. The railways were to be held by the companies on leases. tenninating at the 
end of 99 year·s, and on such termination the fair v'alne of their rolling-stock, plant and 
machinery was to be paid to them. Dut 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 companies to surrender their 
lines to the Government and to receive in return their capital at par. 

An attempt to secure the construction of railways in India, on tenns more favour­

Early Attempts to Seoure Funds 
for Rn.llway Construotlon 

without n. Guaunntee. 

able to the Government than those of the con­
tracts with the original guaranteed companies, 
was first made in 1862, when a subsidy, but 
not a guarantee, was granted to· the Indian 

Dranoh Railway Company which proposed to make feeders to the trunk lines in Northern 
India, and did actually make one such line. Similar assistance was granted later to 
the Indian Tr·nmway Company, which made a short line in Mad,ras. In 1864, the terms 
granted to the two companies mentioned were taken as a standard for general adoption 
with a view to the encourogement of similar companies. The chief provisions were 
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that the Government. besides l!'iving the neces..,.ry land free of rosts. would grant ·~ 
annual subsidy for 20 years at a rate not exceeding .£100 oor mile of line. mtb an addi­
tion in respect of large bridges costing more than .£10.000. These terms failed to 
attract capital, and the two unguaranteed companies which bad be!!UD work foun•l 
themselves after a few years unable to pro~.eed without further assistance from the 
Government. Consequently, 'in 1867, a contract was entered into mtb the Indinn 
Branch Railway Company (which soon after chan~d its name to the "Oudh ami 
Rohilkhand Railway Company") by which the company was J!Uarnnteed interest at a 
per cent. per annum on the cost of certain lines to be r.arriPd nut hv it. on cnnditio"M 
similar to those laid down in the cnntract..q of the period lRM-1860. Similnrlv. the 
Indian Tramway Comnany. after having been g-iven in 186R a guarantee of 3 Jle~ cent. 
Jler annum, went into liquidation in 1870; and became absorb•d in a new coml'anv cnllPd 
the Carnatic Railway Company (afterwards amalJ!'Bmated with the Great Southern of 
India Railway Company to form the South Indian Railway Company), with which tlte . 
Secretary of State entered into .a contract J!"Uaranteeing interest on its capital at 5 JlPr 
cent. per annum. In 1869. Sir J obn Lawrence summed up the result of the experiment 
of the construction of railways by unguaranteed comJlanies as foll0ws :-"The Govern­
ment of India has for several years been strivinl!' to'induce capitalists to undertah tl.e 
construction of railways in India at their own risk, and on their responsibility with a 
minimum of Government interference. But the attempt bas entirely failed, and it l•as 
become obvious that no capital can be obtained for subh undertakings otherwise than 
under a guarantee of interest fully equal to that which the Government would havo to 
pay if it borrowed directly on its own account." 

The attem]lt to encourage unguaranteed companies having thus been unsuccessful, it 
became necessary to decide whether the old practice of relying on g-uaranteed companies, 
of the type that bad provided CB]lital for, and had constructed, the first railways in India, 
should be continued. The Government of India expressed their objections to this course. 
They doubted whether their power of control over such companies secured the greatest 
poss-ible economy in construction. They also disliked the arrangements under wliich 
they guaranteed the interest on the capital of companies; and thus became responsible 
for loss on working while having only a comparatively remote prospect of Jlrofiting by 
the result of successful working. Two important changes were consequently made in 
the practice that had been followed since the beginning o{ railway construction in 
India:-

1. :Arrangements were made with some of the most im]lortani of the guaranteed 
companies that, in lieu of the provision that half of any surplus profits was 
to be applied in repayment of 'Sums advanced by the Government under the 
guarantee of interest, haU of the surplus profits for each half-year should 
be the property of the Government. In consideration of this modification, 
the Government relinquished, in the case of three companies, the Great 
Indian Peninsula, the Bombay, Baroda and Central India, and the Madras, 
its right to purchase the lines at the end of the first 25 years :from the 
dates of the respective contracts. 

2. It was decided by the Secretary of State that the time had arrived when in both 
- raising and expending such additional capital as might be required for new 

lines in India, the Government should secure to itseU the full benefit of its 
own credit and of the cheaper methods which it was expected that it wonld 
be able to use. Accordingly, for several years after 1869, the chief capital 
expenditure on railways was chiefly incurred· direct by. the State and no 
fresh contracts with guaranteed companies were made except for small 
extensions. Among the lines constructed or begun by State agency and 
from State capital between 1869 and 1880 were the Indus Valley. Punjnh 
Northern, Raj'putana-Yalwa, Northern :Bengal, Rangoon and Irrawaddy 

V ~e;r, and Tirhoot. 
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. By the end of 1879, in about 25 years from the introduction of railways in India, 

: 6,128 miles of railway had been constructed by 
Progress In the Construction companies which had expended, approximately, 

of Railways, £97,872,000 (these figures include the Calcutta· 
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and South-Eastern and Nalhati Railways which were constructed by companies but were 
purclw•ed hy the Government in 1RG8 and 1872, respectively), By the same date 2,175 
miles of railway had been constructed by the Government at a cost of £23,695,226. 

In 1880, the necessity for great and rapid extension of the railway system was urged 
by tJ1e Famine Commissioners, appointed after the great ~amine of 1878, who estim~ted 
that nt len•t 5,000 miles were stiJI ncces!mry for the protectiOn of the country from famme. 
It was held hy the Government of the time that a limit was necessary on the capital 

· borrowed annunlly; and it was clear tl1at tl1e );mit fixed was not high enough to allow 
of 811,)1 progress in railway construction as was desirable. With reference to this diffi- i 

culty the Famine Commissioners remarked : 
Introduction ot Modified "that there would be manifest advantages in 

Guarantee Terms. . 
giving free scope to the extensiOn of railways 

by privntc <·nl<•rprisc if it were po.sihle; and, tlwugh the original form of guarantee has 
hcen condemned, it may not be impossible to find some substitute which shall be free 
from its defects, and may secure the investment of capital in these undertakings without 
involving the Government in finnnoial or other liabilities of an objectionable nature." 

Action of the direction suggested by the Commission was taken by the formation of 
three companies without a guarantee (the Bengal Central in 1881 and the Bengal and 
North-Western and Rol1ilkund and Kumaon in 1882) and three new guaranteed com­
panies (Southern llfuhratta in 1882, the Indian Midland in 1885, and the Bengal-Nagpur 
in 1887). 'fhe Dengnl nnd North-Western .and the Rohilkund and Kumaon Rail'l"ay 
C"tnpunies nrc rcfmTed to more fully, in a later paragraph. Th~ Bengal Central Railway 
Compuny's operution• were not successful at the outset, and a J•evised contract was en­
tered into with the company, with effect from the 1st July 1885, under which the Secre­
tni'Y of State guaranteed interest at 3j per cent. on the company's capital, the balance 
of net earnings remaining after payment of interest on advances b:r the Secretary of 
State and debenture capital (but not the share capital) being divided between the Secre­
tary of Stute and the company in the pronortions of three-quarters to the former and one­
quarter to the latter. The new contract gave the Secretary of State the right to take 
possession of the line on the 30th June 1905, or subsequently at intervals of 10 years, on 
J•epnying the com puny's capitul nt par. The rate of interest guaranteed to the Southern 
Muhmttn Hnilway Company wus also 3! per cent.; in this case the balance of net earnings 
romuiuing ufler payment of interest on advances by the Secretary of State (but not on 
share or debenture capital) was divisible in the same way as in the case of the Bengal 
Centrul Hailwny ComJJOny. 1'he guarantee to the Indian Midland and Bengal-Nagpur 
Railway Companies was 4 per cent.; and the Secretary of State was entitled to tht·ee­
qunrten of tlw surplus profits in excess of all interest charges. The lines constructed by 
the tln·oe companies lost mentioned were declared to be the property of the Secretary of 
Stute, wh_o hnd the. right to determine the conb.·ncts at the end of approximately 25 years 
ufter their reHf>ectJVe dutes; or at subsequent intervals of 10 years, on 1·epayinno at par 
the cnpitnlprovided by tho rom ponies. • " 

1'he Assnm-Dengul Huilwny Co1~1~nny was formed on similar lines in 1892, except 
tbnt n_ny surplus profits "·ere to be divided between the Secretary of State and the com­
pany 111 proportion to the rupitul provided by each. The rate of guarantee in this case 
was 3j per cont. for ll~o first six yonrs nnd thereafter 3 per cent. The Burma Railways 
Company wns formed Ill 1~9i to mnnnge and develop the line in that Province that had 
boo~• cons~·uch•d by the Stnle. Interest at 21 per cent. was guaranteed on the shal'C 
cnp!(u! raised by the com puny, and the surplus ·profits were or1' ·n II d' · 'b) · 1 . g1 a y IVISJ e 1D tJe 
proporhun of four-fifths to !he Secretnry of State and one fifth t th b t · 
1"08 1 d' . · · h . . ~ · o e company, u since 
~ t •e n Jsion ns boon proportwnal to the capital invested by e ch · th d t k' h • . n m e un er a mg. 

T e contmct With the ~urmn Company is terminable by the Secretary of State in 1928, 
1>1' ou subsequent occnswns, on J'epnyment of the company's capital at par. 
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The terms of guarantee given to the companies formed since 1880 ha..-e thus been 
much more fa..-ourable to the Go..-ernment than in the case of those formed before 1869. 

I~ dealing with the guaranteed companies formed before 1869 and with those formed 
·in 1881 and subsequently, it has been the prac­

Termination of Contracts o~ the Old tice (except in the cases mentioned abo..-e when Guaranteed Compames. • ' 
the purchase of some of the old guaranteed 

lines was postponed in order to secure to the Go..-ernment a share in surplus profits) to 
use in some way or other at the earliest possible date the right reserred hy the Go..-ern­
ment of terminating the contracts of the various companies. The method of making use 
of this right has differed in different cases. 'l'he Eastern Beng-dl, Oudh and Rohilkhand, 
and Scinde-Punjab and Delhi lines were purchased and transferred to State management, 
the last named now forming part of the North ·western Railway. Similarly, the Bengal 
Central line was purchased and made part of the Eastern Bengal Uail way. 'l'he Madras 
and the Indian Midland lines were acquired but left, after acquisition, under the 
management of companies working other lines with which it was advantageous to amal• 
gamate them. In all other cases (East Indian, South- Indian, Great Indian Peninsulu, 
Bombay, Baroda and. Central India, Southern Mahratta, and Bengal-Nugpm), the course 
adopted has been to arrange for the continuance of management by the original company 
(or by a new company closely related to the old one), but to secure more favourable finan• 
cial conditions for the State by one or more of the following methods :-reduction of the 
amount of capital retained by the campanies 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 clauses relating to the division of surplus profits. 

Arrangements between the Govern• 
ment and Companies at present. 

The relations between the Government and 
the guaranteed companies now working rail­
ways may be summarised as follows:-

'fhe 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 originally supplied by it or through the acquisition by the 
Government of the greater part of the companies' interests on the termina­
tion of old contracts. 

'Vhen funds required for further capital expenditure, the Government has the 
option either of providing them or of calling on the company to provide 
them. The company receives guaranteed interest at a fixed rate on its 
capital; and eimilar payments out of the earnings are made to the Go..-ern­
ment. If, after these have been made, surplus llrofits remain, they are 
divided between tl).e Government and the company in the various proportions 
provided for by the contracts: The company's share is in all cases only 
a small fraction of the Government's share. 

All the. contmcts, except one, which is for a fixed term of 25 years, are termitmble 
at the OlJtion of the Secretary of State, nt specified dates; nnd on termina­
tion the company's capital is repayable at par (exce1't in the case of the 
East Indian Railway Company, which is for special t·ea:j()ns to receive a 
terminable annnity instead of a cash payment). 

The administrative control exercised by the Government over the companies is as 
follows:-

.Xhe company is bound to keep the line in good repair, in good working condition, 
and fully supplied with rolling-stock, plant, and machinery; to keep the 
rolling-stock in good repair and in good working condition; und to maintain 
a sufficient staff for the purposes of the line ;-all to the satisfaction of the 

Secretary of State. 
The Secretary o£ State may require the company to cuny out any alteration or 

improvement in the line, or in the working that he may think necessary 
for the safety of the public .or for the effect nul working u! the lineJ 

The Secretary of State may reqnire the company to enter into agreements, on 
reasonable terms and conditions, with the administrations of adjoining rnil­

L2 
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ways for the exercise of running powers, for the supply to o~e another of 
surplus rolling-stock, for the interchange of traffic and rolling-stock and 
the settlement of through rates, and for additions and a~terations to, or the 
redistribution of, existing accommodation in junctions or other stations in 
view to their convenient mutual use. 

Th train service is to be such as the Secretary of State may require. In order to 
e secure a general control over the rates quoted by companies, the Secretary 

of State has retained power to settle the classification of goods and to 
authorise maximum and minimum rates .within which the companies shall 
be entitled to charge the public for the conveyance of passengers and goods 
of each class. . 

The company has to keep such accounts as the Secretary of State may require; and 
these are subject to audit by the Secretary of State. 

In all other matters relating to the line the company is made subject to the super­
vision and control of the Secretary of State, who may appoint such persons 
as he may think proper for the purpose of inspecting the line, auditing the 
accounts, or otherwise exercising the power of supervision and control re­
served to him. In particular, the Secretary of State has the right to 
appoint a Government Director to the Board of the company, with a power 
of veto on all proceedings of the Board. All the moneys received by the 
company in respect of the undertaking, whe~er on capital or revenue 
account, have to be paid over to the Secretary of State. 

All expenditure by the company has to be stated and submitted for the sanction 
of the Secretary of State. 

~l'hus, the Government has the p~eponderating :financial interest in the lines worked 
by tho two classes of guaranteed companies, those formed before 1869 and retained as 
working agencies with reduced capital after purchase, and those formed on terms 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 pur of the capital of the companies. 

In addition to tlte lines referred to above, and apart from lines constructed by branch 
line companies, District Boa1·ds and Indian States, two lines of some importance have 

Oth Ll k d b C I been constructed by companies which receive or nes wor e y ompn.n ea. . . 
no dnect assistance by the Government, namely, 

tho Beng:al and North-Western Railway and the Rohilkund an,d Xumaon Railway. 
('l'he Rohilkund and Kumaon Railway Company was guaranteed interest at 4 per cent. 
during construction and 1·eceived for 10 years thereafter a subsidy of Rs. 20,000 per 
annum. 'l'his ceased in 1894.) While, hoW'ever, these companies have no guarantee or 
other direc~ payment from the Government, they derive some advantage (partly through 
direct participation in profits and partly through reduction of expenses) from the fact 
thnt the working of certain State lines has been entrusted to them, the Tirhoot Railway 
to tho former company and the Lucknow-Bareilly Railway to the latter. Their lines 
can be purchased by the State in 1932 on terms which are different in respect of the 
differont sections of the lines, but are, on the whole, much more favourable to the com­
panies than those provided for in the contracts with the guaranteed companies .. Failin 
purchnso in 1932, the lines will become the property of the State in 1981 on terms mucf 
less favourable to the c~mpanies. The general administrative control exercised by the 
Stute.oVOI' these coi_Dpnmes and the control over expenditure are sinillar to that which is 
oxerc1sod, as explamed above, over guaranteed companies. . 

'l'he greater number of the powers for the detailed control of railways as described 

Controlling Authority, in the foregoing paragraphs are vested in the 
Railway Board. The Board consists of a 

President and two Members with a Secretariat establishment. 
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APPENDIX B. 

Resolution No. 457-R.P., dated the 14th. November 1913, as modified by letter 
No. 969-R.P.-14, dated the 13th March. 1914. 
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Terms on which the Government of India are prepared to consider 
offers for the constrnction by the agency of private companies of 
branch lines forming feeders either to State lines worked by the 
State or to railways worked by companies. 

RESOLUTION.-In supersession of all previous orders on the subject, the following 
information is published detailing the conditions on which the Government of India 
will be prepared to receive applications for the grant of financial assistance to companies , 
formed to provide capital for the construction of such branch railways ns Government 
may be prepared to entrust to companies. The terms offered have been made consider· 
ably more liberal in several respects. • 

2. No concession can be granted for the construction of a branch line until the line 
has been surveyed and detailed estimates of its cost and an adequate report on its traffio 
prospects have been prepared by an agency approved by the Government of India. When 
promoters are desirous that such a survey should be made an application should be sub· 
mitted to the Railway Doard in the form prescribed in memorandum D, attached. 

3. The conditions on which concessions for the construction of branch lines will be 
granted are as follows :- . 

(•) The prospectus of the company to be formed for the purpose of providing 
capital for the line must be submitted to, and approved by, the Govern· 
ment of India before issue. The capital of the company must be expressed 
in rupees, and subscription must be invited only in India. The amount 
of capital to be raised will be subject to the approval of the Government of 
India and the construction of the line will not be begun until the Govern· 
ment of India are satisfied that capital sufficient to meet the estimated 
expenditure has been subscribed. 

(i•) The railway shall be built accor~ing to plans and estimates approved by the 
Government of India, and must conform to the fixed and moving dimen· 
sions for the time. being prescribed. The gauge of the line, the route 
followed, the situation of stations, and details of a similar character shall 
be subject to the approval of the Government. 

(ii•) All land in Dritish Territory, which is, in the opinion of the Government of 
India, required for the construction of the line, will be provided free of 
charge, including land permanently or temporarily required for quarrying 
ballast, for brick-fields, and similar purposes. 

(iv) The results of existing surveys will be made available to persons applying 
for concession under these rules. In cases where this is considered advisable 
by the Railway Doard, fresh surveys will be made at the request. of promo• 
ters enquiring into the probable prospects of any projected line, on the 
understanding that no preferential claim to a concession for the construction 
of the line is thereby established. If permission be eventually given for 
the construction of any line the cost of all surveys, whether special surveys 
or surveys previously made at the cost of, or with the approval of Govern• 
ment, shall be included in the capital cost of the railway. The Govern• 
ment of India expressly disclaim all responsibility for the accuracy of anf 
survey, plan, estimate, or other information supplied by them. 
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(v) Electric wlegraphs and telegraphic appliances will he supplied an~. m'"!'­
tained by the Government of India at the charges and on the conditions In 

force for the time being for similar services on Stat.. railways. · · 

(vt) Railway mawrials for the construction of the branch ~ine will be carried over 
railways owned and worked by the State at the special rates charged for 
similar mawrials belonging to State railways. 

(vii) The Government of India will grant financial assistance t~ approved com­
panies either in the shape of a guarantee of interest, or of a rebate to the 
branch line company from the net earnings of the main line fiom traffic 
'interchanged with the branch. Assistance in the latter'foi'IIl can only be . 
promised where the main line is worked by the State; but the Government 
of India will, in other cases, endeavour to arrange on he"!J.aU of the branch 
line company a similar agreement with the co~pany working the parent 
line. " A rebate and a guarantee of interest cannot be granted sinmltane­
ously in respect of the same capital; but capital may be raised for the same 
branch line, partly under the guarantee system and partly under the rebate 
system." In cases where the entire capital is raised by the issue of sharelf 
the following terms will apply:-,-

(a) Guarantee of intere1t.-The Government of India will be prepared to guar­
antee from the close of 'the period during which interest is payable out of 
capital interest at the rate of 3! per cent. per annum on the approved 
paid-up share capital of the company to the end of the financial year in 
respect of which the dividend is ~eclared, subject to the condition that 
all surplus profits which may be earned by the company after pay.ing 
Interest on the paid-up share capital at the rate of 5 per cent. shall be 
equally divided between the Government and the company. This guar­
antee, where given, will remain in force until the line is purchased by 

· the Government. Any sums payable by the Government under the guar­
antee shall be payable in rupees. 

(b) Rebate.-When the branch line connects witli a railway owned and worked 
by the State, the Government of India will be prepared to allow the com­
pany in respect of, and, at the end of each financial year, by way of 
rebate, such a sum, not exceeding in any year -the net earnings (exclusive 
bf earnings derived from the carriage of revenue stores) from tr!lffi.c inter­
ohanged between such State railway and the branch line as shall, together 
with the net earnings of the branch line, make up an amount equal to 
inte1•est at the rate of 5 per ~ent. per annum on the approved paid-up 
share capital of tho company. This undertaking will be subject to the 
proviso that, when the net earnings of the company, without the assist­
once of a reba to, suffice to pay interest nt a l'ate exceeding 5 per cent. on 
the paid-up 6hure capital, the surplus shall be divided equnlly between 
tho Government nnd' the company. The pnyment of rebate shall com­
monee at tho ~lose of the period during which interest is payable from 
cnpitul. Fuynl.ellts on account will, subject to subsequent ndjustment, 
he permissible nt the end of each half-year, For the purpose of calcu­
lating the rebate, the net earnmgs of the main line from traffic inter­
changed with tho branch, will be assumed to bear the same proportion to 
the gross earnings of the ·mnin line fl'Om such traffic ns the net earnings 
of the wholo nulin line system, incluaing the branch, bear to the gross 
earnings of tho whole system. · ' 

(o) Combi11atior~ grwr·anteo a11d rebate teMM.-;-,Vhen the capital of a branch 
line hue been mised partly on guurantee and partly .on rebate te1·ms, the 
GovCI·nmont of India will allow in respect of the share capital issued on 

the 
0~6i'~ .. system tho amount {if any) which would have been ·due on 
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such share capital from time to time had the entire capital been raised . 
GDar1lntee 

OD Rebate :erms .. 
(viit) (a) If, in the case of a concession granted nnder either of the conditio~s of 

the foregoing paragraph, it be intended by .the branch line company to 
construct and work the branch line .itself, the amount to he spent each year 
on working expenses will be subject to the approval and sanction of the 
Government of India. 

(b) In such cases the Government of India may, from time to time, appoint any 
one person to be a Director of the branch line company who shnll be ez­
oificio a member of all Committees appointed by the Board of Dir~tors of 
the company or by the company in relation to the undertakin<> or any other 
matter connected therewith, and shnll have power to exerc~e at his dis­
cretion an absolute veto in all proceedings of the Boord of Directors and 
shall not he re~ovable except by the Government of India, and may act by 
a Deputy appomted by the Government of India. 

(c) If a b~anch line company, which has been granted financial assistance under 
clause vii (a) above and permitted to work the railway by its own agency, 
be guilty of any breach of contract or of gross mismanagement, or if the 
working expenses of the railway exceed the gross earnings for six conse­
cutive half-years, the Government of India may at any time, after giving 
six months' notice, assume the working of the railwny by the State or any 
other agency. If the working of the line is so assumed, the terms of work­
ing will be fixed by Government. 

(iJ:) 'Where the main line is a railway owned and worked by the State, the main 
line administration will, if it is so desired, work . .the branch line for a per­
centage of the gross earnings of the branch. When the branch and main 
line are of the same gauge this percentage will usually be that obtaining 
on the whole system, inchtding the branch, from time to time, but will not 
in any case exceed 50 per cent. of the gross earnings of the branch from all 
sources, and will include all charges on nccount of the use of the main line 
rolling-stocks, subject to the condition that the compnny shnll, if and when 
required to do so during the con.tinunnce of the working contract, bear the 
capital portion of the cost ns stnted by Government of strengthening the 
permanent-way and bridges of the branch line to ennble the rolling-stock 
for the time being of the working railway to be used on it without restric­
tion. 'Vhere the gauges are not the same, specinl working terms will be 
fixed in each case. When the mnin line is not worked by State agency, 
the Government of India, if desired to do so by the branch line company, 
will encleavour to negotiate similnr terms for working with the main line 
administration. 

(.~) No capital expenditure by the branch line company shall be recognised, as 
between the Government of India and the company, unless the prior sanc­
tion of the Government of India to that expenditure has been obtained. 
The company shall have no power to increase its share or stock cnpital with­
out the sanction of the Government of India or the Secretary of State, or-to 
borrow money, otherwise thnn for purely temporary purposes, except on 
conditions to be specified by these authorities. · 

(.ri) A.ny unexpended capital, which the company may have, shall be inve&ted or 
cleposited at interest in a manner to be a.pproved by the Gov.ernment of 
Inclia and in the nnme of the company, not tn that of the :Manogmg Agents, 
and the return therefrom elmll be treaterl as net earni11'gs of the rnilway. 

(.~ii) The branch line cr!mpnny, if so required, shall keep accounts in forms 
approved by the Government of India, and they shall supply, free of c~nrge, 
all accounts required by the Government. The accounts will be subject to 

audit by officers nppointed by the Government. 
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(nit) Funds for the execution of new works chargeable to capital, which may be 
found to be neceesary for the safety, economy, or efficiency of working after 
the branch railway bas been opened to public traffic, shall be provided by 
the branch line company. Such works and their cost shall, when the bra11ch 
railway is worked by the main line administration be agreed upon between 
the branch line company and the main line administration before they are 
undertaken; in the event of any difference of opinion as to the necessity for, 
or the cost of any such work, the matter shall be referred to the Railway 
Board, whos~ decision shnll be final. 

In the evont of the branch line company faili~g to provide, a~r six. months' 
notice, any additional capital for work required under this condition or 
conditions (it) and (i11) above, the Government of India shall be at liberty to 
supply the necessary funds, and to carry out the work, and shall be entitled 
to receive from the sums payable to the branch line company, by way of net 
earnings or rebate, interest at 5 per cent . .(or any lower rate that it may in 
special cases agree to accept) on funds so applied. 

(zi11) Subject to the law for the time being in force, payment out of capital will be 
sanctioned, during a period which may extend to the close of the half-year 
in which tho railway shall have been opened throughout for public traffic, 
of such sums as, with the interim net earnings, shall he required to pay 
interest at a rate to he agreed upon on the paid-up capital of the company. 

('"1!) Such expenses on account of administration of the branch line company as 
tho Government of India may sanction may he charged during construction 
to tho capital account of tho conipany, and with effect from the date on 
which the line is opened for traffic throughout will be charged as follows:-

(a) if the branch line company works its own line, as part of the working 
expenses of the line; 

(b) if the company's line is worked by tho main line administration; 

(1) when the net earnings do not suffice to pay interest at 5 per cent. (or 
suffice to pay only 5 per cent.) on the paid-up share capital of the com­
pany, as part of the working expenses to be met out of the stipulated 
percentage o£ the earnings of the branch taken by the working agency : 

(2) when the net earnings exceed 5 per cent. on the paid-up share capital of 
tho company, as a first charge on surplus profits before division; pro­
vided that, if the surplus pt•ofits are insufficient to meet. the adminis­
tration charges, the balance will be paid by the working agency out of 
the stipulated percentage of the earnings of the branch taken by it. 

(zv•) The rates and arrangements in force on State railways as regards services 
rendered to other departments of State shall apply to the branch line. The 
branch line company shall also be liable when called on to provide, at such 
stations as may be ordered by Government, buildings for post office and 
quarters for post office staff at a charge not exceeding 7} per cent. per annum 

·on the oapital cost of the said buildings and quarters. 

(1t11ii) The Government of India reserve the right to fix and vary from time to time 
the classification of goods for tariff purposes and the maximum and mini­
mum rates of each class of goods and for passengers. They also reserve a 
general right of control in respect of the number and timing' of trains. 

(.rviii) During the first year after opening of the branch line or part thereof, expen­
diture ~tcurred on the maintenance of the line, mny be charged to capital. 

(.ti.•) Notwithstanding anything in tho preceding clauses, expenditure due" to 
cxtrnordinary accidents and casunlties, or to defects and their consequence 

• in the construction of the lina or in any part thereof shall be met by the 
branch line company, in addition to the percentage of earnings payable to 
thQ main line as workitig expenses, and shall be charged against the branch 
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line net earnings, or against capital, according to circumstances, in accord­
ance with the general usage on Indian railways. 

(zz) All agreements for lines constructed under these terms shall include a special 
purchase clause permitting the Go..-ernment of India to purchase the lines. 
at any time, ti.fter giving on<' y<'ar's notice, in the following cases:-

(1) When the Government of India consider it desirable that the gauge of the­
branch line should be altered. 

(2) When it is desired to com·ert the branch line into a line of through com­
munication. 

(3) When the Government of India desire to extend the branch line (without 
altet:ing the gauge or making the line part of a through route), and the­
branch line company is unable or unwilling to supply the necessary 
capital for such extension. 

In the event-of a line being purchased unaer this clause, the price payable­
shall be 25 times the average net earnings (excluding payments on account 
of guarantee or rebate) during the three years preceding the purchase, or-
115 per cent. of the capital expenditure on the line, whichever may be 
the greater. All payments shall be made on a rupee basis. 

(zzt) The agreements shall also include an ordlnary purchase clause permitting 
the Government of India to purchase t~e lines at ·the expiry of 30 years 
from the date on which the railway was declared open for traffic or at 
subsequent intervals of 10 years, subject to the condition that at least one-

- year's previous notice of the intention to purchase has been given. The­
price payable on purchase under this clause shall be 25 times the average­
net annual earilings (excluding payments on account of guarantee or­
rebate) during the three years preceding the purchase, subject to a maxi­
mum of 120 per cent. and a minimum of 100 per cent. of the capital ex-­
penditure on the line at the time of purchase. All payments shall be mad& 
'on a rupee basis. 

4. Applications :for concessions under these orders should be submitted in the forms 
prescribed hy Memorandum A, attached to this Resolution. Copies of the forms may 
be obtained on application to the Secretary to the Railway Board. Requests from· 
promoters for in:formation as regards ~xisting surveys, or for new survey&--'Vide para· 
graph 3 (iv)-should be 11ddressed to the Secretary to the Railway Board. Applications. 
for new surveys should contain the in:formation required by Memorandum B hereto­
attached. 

Re8olution No. l.:~.P., dated the 7th January 1915. 

Grant of special concessions to Branch Line Companies formed for the· 
construction of Railw!l-ys in Assam. 

Ob8e;vatiom,-The Government of India have recently had under their considera-­
tion the question of adoptii.g further means to encourage the construction of feeder 
railways in the- Province of Assam. It has been recognised that improved means of 
communication are essential if the material development of which that Province is. 
capable, is to be brought about, but that, in the present partially developed state of 
large tracts, the immediate financial prospects of branch railways constructed in those 
tracts are less favourable than are the prospects of similar railways in other Provinces. 
of India._ In these circumstances, the Government of India consider that in order to 
encourage the :formation of companies for the construction of feeder railways in 
partially !leveloped tracts in Assam, some increased moasure of linancial assistance is. 
req,;,ired during the early years after the opening of such railways and before the country­
traversed has attained to that state of development to which the existence of a railway 
mav be expected to conduce._ The Government of India ha-:e therefore decided with 
the. approval of His Majesty's Secretary of State m Council ?f Ind~a that the Assam 
-Administration may in approved casfs supplement the financial assistance by way ot-

u 
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guarantee the grant of ..,-hich at the charge of Imperial revenues is contemplated by 
the Government of India Resolution No. 457-R. P., dated 14th November 1913. 

Re~olution.-In the case of branch line companies formed for the construction of 
railways in partially developed tracts in Assam the Government of India will be pre­
pared, provided the conditions implied in the foregoing Observations are fulfilled, to 
•anction an. arrangement by which, in addition to the Imperial guarantee of 3} per 
-cent. contemplated in clause 3 (VII) (a) of their Resolution No. 457-R. P., dated 14th 
November1913, the Assam Administration shall undertake for a fixed term of years to 
make good to the branch line company the sum necessary to increase the rate of dividend 
to 4! per cent. on the paid-np capital of the company when its net earnings are insu.ffi­
·dent to admit of the payment of a dividend at this rate. The p~riod during which 
the As•am Administration will undertake this liability must depend on the circumstances 
<>f each individual case and· the prospects of early development which it presents. In 
ull other respects the orders for the time being in force regarding the formation of 
i'ompanies for the construction of feeder railways in other parts of India will apply 
to the formation of companies for a like. purpose in the province of Assam. 

MEMORANDUM A. 

For the guUM.nce of per~ons or syndicates desimUI of submitting proposals for the. 
construction of branch Milways in Indio. forming feeders either to State lines worked 

by State or to 't'ailwOI}fS worked by Companies. 

1. All applications for leave to construct a branch or feeder railway in any part 
-of British India are to be addressed to the Secretary to the Railway Board • 

• 
2. All such applications shall be printed, and shall be drawn up, as far as may be 

in Form A attached hereto, and shall specify:-
(a) the company, person, or syndicate by whom the application is preferred; the 

proposed amount of capital, the number of shares and the amount of 
eacli share ; · 

(b), all the termini, together with the names of all the principal towns from, 
through, into, or near which the railway is intended to be constructed, as 
well us the names of each civil di!ision and district to be traversed by 
the proposed alignment; 

(c) the length, so far as known, of the proposed railway; 
(d) the gauge, the weight of rails, etc.; 
(e) motive power to be employed; 
(f) the maximum tolls, rates and fares proposed to be charged on the projected 

railway; 
(!!) the proposals for working the railway when constructed; and if any agree­

ment is under contemplation, or has been provisionally arranged with 
any existing Rail_way Alhninistratiou, under wliich the pro_posed. line, 
when constructed, IS to be leased out for working by such Railway Adminis­
tration, the exact nature and terms of such agreement; 

(h) tb charges proposed by the applicants for floating the branch company; 
(•) the charges proposed on account of the general administration of the branch 

company's all'airs; 
(j) any further information that may be required to enable Government to 

thoroughly understand the scope of the proposals. 

3. Every such application shall be accompanied by a map to a scale of one m:ile to 
-one inch, with the line of the proposed railway delineated thereon, so as to show its 
goue1·al course and direction, and also by an esti~ate, as correct as may be, of the 
w01'k proposed to be authorised. . 

4. When the applicants draw up their own detailed plans and estimates, these docu­
n.lents nre ~variabl~ to b~ prepared in strict accordance with the rules for tb.e prepara­
tion of ra1lway proJects 1ss~ed under the authority of the Government of India, of 
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which copies may be obtained on payment from the Superintendent of Go>ernment 

Printing, Ca4:utta. 
5. If Government are prepared to entertain an application put forward in respect 

~f a line that has already been surveyed, permission will be accorded on application 
to the Secretary to the Railway Board, to inspect at all reasonable hours, the detailed 
plans, sections and estimates at the disposal of Government; and copies of such plans, 
sections and estimates will be furnished on payinent of the cost of copying. 

6. But in regard to all such information, statistics, plans, sections, or estimates 
. ' 

which may be furnished, it is to be recognised that the information tlius offered to any 
person interested in the matter, is simply the best ilrlormation of tlie kind at the dis­
posal of Government and that Government cannot accept any responsibility whatever 
in regard to the accuracy of any of the documents. • 

Form A. 
To accompam1 all applicatU>m for leave to. construct a branch. or feeder rail ~ray in any 

part of British. India. 

N a tare of particulars to be specilied. Particulars. 

1 The name of the company, {lerSOn or persons 
by whom the application ts preferred; the 
proposed amount of capital, the number of 
shares and the amount of each share. 

2 The termini, together with the names. of all 
the principal towns from, in, through or 
into m· __ near which the railway is intended 
to be constructed . . 

s The .length, as far as known, of the proposed 
railway. 

. 

' The gauge proposed and weight of rails, etc. . 

5 The moti;..e po~er io be employed. 

-
6 The maximum tolls, rates and fares intended R~erence tf? an j'pendiz (vide nut page} JJklf 

to be charged on the proposed railway. . e Aue gtven 1 necenary. 

-
7 Details of anl agreement which mar. have been 

Jll'Oviaiona y arranged. or which 1t is desired 
w enter into, under which the proposed line, 
when COil!ltructed, ia to be leased out for 
working to any existing Railway Ad:minis-
tl'&tion. 

~ The charges 'i,roposed by the applicants for . 
floating the ranch company. 

9 The charges proposed on account of the gene-
ral e1dministration of the branch company's 
affaire. 

10 Any further information that may be r~uired 
to enable the Government of Ind1a to 
thoroughly understaud tbe scope of the pro-
posalo. • -

. 



ADMINISTRATION REPORT OF' 

Schedule of ma.rimum and 
minimum ratea a~d fares intended to be cha~ged on the-

.,.opoaed branch raz7way. ' 
t: · 3-faximam. lfinimum. 

Pa11enger1 faret-
ht class 
2nd class 
Jnt:rmediate class 
3rd or lowest class 

Carrin gu-
Single carriage 

Two or more carriages on one truck 

Horui-
Single horse 

Do,f!l-
Each 

Parcell and luggage-
If it is proposed to adopt the rates opproved 

b_y the Indian Railway Conference Associa­
tiOn, it will be sufficient to state this fact; 
otherwise tho rates proposed should be stated. 

Good• rate~-· 
6th class 

4th " 
3rd 

" 2nd , 

1st " 
Special class 
X r.lass (Explosives including dangerous goods). 

MEMORANDUli B. 

Pies per mile. Pies per mile. 

Maximam. !.Iinimum. 
Pies per mile~ Piea per mile. 

Maximum. Minimum. 
Pits per truck. Pies per truck-:-

}faximwn. Minimum. 
Pies per mile. Piea per mile. 

Maxim11Dl. 
Pioo per 60 

miles or pnrtion 
thtreof. 

Maximum. 
Piea per maund 

per mile. 

Minimum. 
Pies per 50 

miles or portio~tt 
thereof. 

Minimum. 
Pies per mauud 

per mile. 

Information to be supplied by persona or syndicates desirous of having surveys, for­
l>ranch or feeder lines of railway in India carried out at the cost ·of Government. 

1. All such applications shall specify- • 

(a) the company, person or syndicate by whom the application is preferred; 
(b) nil the termini, together with the names of all the principal towns from, 

through, into, or near which the survey is intended to be carried, as well 
n• the names of each civil division and district to be traversed by the­
proposed alignment; 

(c) !.he leugth, so far as known, of the proposed rail way; 
(d) tbe gauge and the motive power to be employed; 
(e) tbe intentions of the applicants as to the construction and working of the· 

rnilwuy. If it is intended that the working shall be leased to any existing· 
Rnilway Administration, the nature of the contemplated agreement shall· 
be specified. 

2. E''~tj· such application shall be accompan.ied by a map to a scale of one mile to­
one inch, with the line of the proposed survey delineated thereon, so as to show the-
general course and direction, · 
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