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PREFACE. 
IN presenting this report of the Administration of Railways for the year 

1920·21, the Railway Board wish to draw attention to an important 
change from the procedure hitherto adopted. The reports for previous years 
have consisted of a general survey of the more important events of the year 
affecting the railway position in India supplemented by a volume of statistical 
information of working of the lines concerned. The whole publication, though 
containing matters of great interest to those who were in a position to weigh 
and appreciate the value of the results exhibited, was perhaps hardly suited 
as a medium for conveying to the public a true appreciation of the railway 
position in India and the important significance attaching to the statistical 
results of working. 

2. With the growth of public interest in this matter the Railway Board 
have, therefore, cousidered it desirable to alter the form of the first ,olume 
so as to make it both a record of the principal events of the year and an 
explanatory medium of the existing position in the light of the results 
detailed in the succeeding volume. Each chapter of Volume I, therefore, 
corresponds to an appendix or group of appendices in Volume II quoted in 
the heading and includes a short explanation or survey of the existing 
position supplemented by a summary bringing togeti).er in a convenient form 
the main or more important facts to be deduced from the figures together 
with a brief reference to relevaut events of the year under review. 

3. Apart from this change there is one other new feature which may 
be mentioned. A short introductory chapter has been added giying a 
brief review of the outstanding facts of the trade, agricultural and shipping 
position on which railway working so greatly depends, and it is hoped that 
the facts therein exhibited will be of assistance to the student of railway 
working in assigning a true value to the results attained. 

4. In the pocket inside the back cover of this volume will be found 
three maps :-

(i) The special map referred to under the head "Open Line 
Improvements. " 

(ii) A general map of India showing railways open and under 
construction on the 31st Ma.rch 1921. 

(iii) A map of railway systems in India, Burma and Ceylon, 
showing each system in a distinctive colour, prepared by 
Mr. J. H. Trott.· 

• Map 'If Railway B!I.te"';' in India. Burma and Gellion by Mr. J. H. Trott.-rhis additional m.p i. 
'included only in copies of the report used for official purpo.e.. It may he obtained by the pnblic, on payment. 
from Mr. J. H. Trott. Aligarh. United Provin .... ";ho holds the copyright. 



Note on India.n Currency. 

For the information of foreign readers of this report who are :uoaccustomed to the use
of Indian currency and units, it may be mentioned that Rs. 1,00,000 is usually referred ~ 
colloquiaJIy 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' 
stel·ling the lakh was equivalent to t6,666 and a crore to £666,666. With effect from 
the beginning of the official year 1920-21, ~as proposed by the Corrency Commission: the 
standard rate of exchange has been fixed at Rs. 10 to the pound sterling, and at this rate:
the" lakh " is the EY.!uivalent of £10,?OO 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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ADMlNISTR!TION REPORT 

ON THE 

RAILWAYS IN INDIA 
FOR THE YE.llt 

1920-2l 

Introductory Review of trade position. 

India has hitherto been priIilaIily an exporting country with a 
consequent favourable balance of trade. The outstanding feature of 1920-21 
is the reversal of this position consequent on an enormous increase in the 
value of imports coupled with a serious decline in exports. The gross 
imports of pIivate merchandise reached the record figure of Hs. 336 
crores, an increase of no less than· 61 per cent. over previous year's 
figure of Rs. 208 crores. The exports of private merchandise including 
re·exports, Oil the other hand, declined by Us. 70 Cl'ores or 22 l)er cent. as 
compared with those in the preceding year and amounted to lIs. li56 crores. 
There is thus left a llet balance. of impOlts valued at Rs. EO crores·as 
against net expOlts of Rs. 119 Cl·ores in the previous year. These figures 
exclude statistics of treasure, Council bills and other remittances, but even 
with this addition the balance of .trade was against India to the extent 
()f 50 crores as compared with a· favourable balanc3 of Rs. 88 croras in the 
preceding year. The total overseas trade in merchandise and treasure on 
pIivate account in 1920-21 was remarkably high, amounting to Rs. 640 
crores as against Rs. 553 crores in 1919-20. 

2. The most noticeable features of the impOlt trade of the year 1920-21, 
as compared with 1919-20, are (a) a large increase in manufactured goods 
imported into India, the chief contIibutors to this increase being 
cotton piece-goods; iron and steel, machinery and mill work, railway plant 
and· rolling-stock, cotton'twist and yarn, motor cars and motor cycles, hard
ware and woollen piece-goods; and (b) a decrease in sugar-and to a small extent 
in kerosene oil, and silk piece· goods. The chief features of the year's export 
trade are (a) an increase in the value of food grains exported, and (b) a 
heavy decrease in respect of most other commodities especially raw hides 
and skins, raw cotton, seeds, tanned hides and skins, raw jute and cotton 
twist and yarn. 

3. The Indian markets were at the close of the year seriously overstocked 
with manllf;wtured goods, and dealers have found themselves face, to face 
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with a difficult financial position. On account of sh<>rtness of crops as well 
as the fact that the power of India's customers t6 purchase her produce has 
been severely restricted, the export trade has suffered an almost unparalleled 
depression. 

4. It is not proposed to attempt in this brief review any analysis of the
causes which have contributed to the abnormal trade position described 
above. A brief reference to the agricultural position is, however, necessary, 
since the business of the_ transporting agent is in India very largely dependent 
on agricultural results. The monsoon on which everything depends began 
well and ended badly. The average rainfall of the monsoon period over the 
plains of India as a whole was 12 per cent. below normal and as a consequence 
most of the important crops, such 'as wheat, cotton, jute, were seriously affected. 
The season was, however, ,somewhat favourable for the rice crop in Eastern 
and Southern India. 'l'lie total quantity of cotton produced was 39 per cent. 
and of jute 30 per cent. les~ than the previous year's yield. Rice suffered 
rather less but the production was still 12 per cent. less than in 1919-20. , 
Nearly all other commodities showed similar results, and export was further- " 
retarded by uncertain prospects of the future and the spectre of impending: : 
famine due to' the premature closing of the rains. 

5. Intimately connected with this question of export i~ the position in 
regard to shipping and freights. India has, of course, shared in the difficulty 
of shortage of ~hipping and higher freights which has affected the whol~ 
world as a consequence of the war. From these difficulties the country is only
just beginning to emerge. During the year under review, some improvement 
was made as is evident from the returns which show that the net tonnage of 
vessels entering ports in British India with cargoes from foreign countries 
aud British po~sessious amounted to 6,557,470 tons as against 5,166,320 tons 
and the net tonnage cleared amounted to 7,041,003 tons as against 6,163,853' 
tons in 1919-20. Owing to the ~epressed condition of export trade shippers 
ltave experieuced great difficulties in fulfilling their freight engagements, and 
the result has been to bring down to it considerable extent the hiO'h rates of 

, ' 0 

freight previously obtaining. In the interests of railways in India which 
depend so greatly on favourable trade conditions it is to be hoped that this
tendency towards low freights and increased tonnage may continue and that 
more favourable internal prospects and the re-opening of European markets 
may shortly terminate the period of depression from which the country has-
6uffered in 1020-21. 
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CHAPTER'I. 
LINES OPEN, UNDER CONSTRUCTION AND 

PROJECTED. 

(See Appendices 1,2. 3 alld 10 of Volume II.) 

s 

i The total length of Indian Railways open for traffic on the 31st MarcIl 
1920 was 36,735 miles. During the financial year 192()-21, 298 miles were 
added, bringing the total mileage open (after allowing for minor corrections 
.(Iue to realignments, rechainage, etc.) on the 31st March 19::1 up to' 37,029 
miles. This great property represents the result of 68 years of construction 
-from the first modest opening in 1853 represented by the little suburban 
iline from Bombay to Thana, 21 miles in length, laid with light iron rails and 
equipped with three small engines and a dozen primitive carriages. From 
that date onwards extension and improvement have steadily continued, varying 
sometimes in speed to accord with prevailing financial policy. It is interesting 
in this connection to trace the contribution to open mileage represented by 
each succeeding Viceregal administration :-

<, 

lInrquis of Dalhollsie 

-:Earl of Canning 

-:E.rl of Elgin' .~.' 

. Lord Lawrence 
( , 

-:Earl of Mayo ... 

.Lord N orthhrook 

Lord Lytton ... 

lIar'quia of Ripon 

Name of Viceroy. 

. .. 
... 
. .. 

... ... 
:Earl of DulIerin and Ava ••• . .. 
~:Mnrqni8 of L3n~downB ••• • •• 

Earl of Elgin 

Lord Cnrzon 

-:Earl of Minto 

Lofa. Bardinge" 

'Lord Chelmsford 

... 

... 

... 
,M 

... 

... 

... 

... 

... 

.. -. 

... 

Perina. ~1i1 .. oponed. 

1853-1855 16~ 

1856-1861 1,41~ 

1862-1863 920 

1864-1868 1,501 

1869-1871 1,066 

1872:1875 1,467 

1876-1880 2,621 

1881-18~ 2,469 

1885-1888 2,945 

1889-11l93 3,928 

1894-1898 a,53G 

1899-1905 6,255 

1906-1910 3,805 ) 
-, 

1911-1915-16 St73~ .~ 

1916-17-1920-2~ 1,196 

Total --, 37,029 

Open 
Mjleage. 

It w.ill be DDticed that the progress in the last few years has been very , 
appreciably slower and this is principally due to the war, with enforced 
~ancial economy and actual shortage of materials. But the high value of 
,money, combined with the inoreased cost of materials and labour, has 
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introduced in recent years an entirely new economic factor into the problem. 
of railway extension, and it is probable that even when materials are once 
again plentiful, it will be found difficult to resume from State reSOurces. 
the previous speed of construction if extensions are ,to be confined to projects 
which are caloulated to yield a profit sufficient to cover the interest on their' 
capital outlay. An exactly similar difficulty applies to construction financed 
by Indian Railway Companies, since capital will not be available for lines 
which cannot show a fair certainty of substantial early profits Sufficient 
to provide an attractive rate of interest on the money subscribed. 

2. The greater part of the railways in India consists of single track, and 
the provision of double tracks in busy areas is becoming each year of more: 
importance. During the year under review, 66 miles of line, from. 
J3egmanji to Chahi (63 miles) and Shakurpur to Delhi-Kishengunj (3 miles) on 
the North Western Railway were doubled. The following table shows the. 
relative length of each kind of track at the end 6f last year. 

Miles. 

Single line 33,985 

Double line 2,948 

Triple line 29 

Quadruple line 64 
Quintuple line 2 

Sextuple line .,. 1 

Total 37,029 

'1'he amount of double line is still comparatively small and is made up 
as belolV ;-

.,;. 

Railway. Locality. 

North Western _ Karachi to Snmnsata (excluding certain lengtbs), Saharanpnr 
to Shahdnm, Lahore to Raemnd, Rawalpindi to Golm, et •. 

Great Indian PeninBula Thana to liar';, Kalyan to Poona, Bhnsawal to Nngpur, otc. 

Ea.t Indian Calcutta to Allahabad, Ghaziabad to Delhi and cettain lengths 
on the Grand Chord and bmnches. 

llombay, Baroda and Contral Bombay to Baroda and Ahmedabad to Darojadi, ot •• 
India. 

Eastern Bengal 

llurma 

llongal· N a,,"1'ur 

n. Calcutta to Ishurdi (near 'Sara bridge), Calcutt4 to Daruiptir, 
etc. 

•... Rangoon to Pyuntam and Rangoon to Wanetchaung 

Calcutta to Khargpur, Banhra to Adra and Shalimar branch 

MadmB and Southern llahratta lladra. to Arkonam 

Other milway. 

Total 

Mil ... 

860 

131 

655 

259 

141 

119 

106 

45 

32 

2,9~8 
. 
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Tri'ple, quadruple, quintuple and sextuple tracks are conlined to areas
in the vicinity of Calcutta and Bombay where the suburban traffic is very 
heavy. 

3. The.earliest railways in India were constructed on the 5' G" gauge Gauges. 

which it was intended should remain the standard gauge. Later, after pro-
longed discussion, it was decided, principally on the score of economy, to 
construct lines on the metre gauge in places where the prospective traffio was. 
not heavy or high speed essential. 3Iany of the lines so constrt:cted have been 
since converted to the standard gauge; but one of the earliest, the Rajputana-· 
3Ialwa Railway now part of the Bombay, Baroda and Central India Railway, 
still mainiains its metre gauge track. Later still, various short feeder lines· 
on the 2' 6" gauge which originally were little more than steam tramways 
laid on existing roads, were added. And lastly a still smaller gauge of 2 ft. 
was :first adopted for the purpose of the hill railway to Darjeeling which was: 
opened in 1880 and further extensions on this gauge have since been made. 
There are thus at the present day four gauges in India, the mileages being: 
as follows ;.-

Broad gauge (5' 6") 
Metre" W gil") 
Narrow" (2' 6',) '" 

" " (2' 0'1 

... 

... ... 

Miles. 
18,195 
15,24.8 

2,948 
638 

Total 37,029 

It will be seen that about half of the total length. is on the broad 
gauge. 

D.uring the year under review, the conversion to ~l'oad gauge of 
the Nowshera-Durgai (2' 6") branch of the ·North Western Railway and 
of the Santabar-Parbatipuf. (3' Sn . section of· the Eastern l~engal Railway 
was taken in hand. The question of the conversion of a portion of the 
Jodhp~r-Bikaner Railway from metre to broad gauge hili been receiving 
conside!~tion i~ connection with the proposed Agra-Karachi broad gauge 
Railway. 

. . 4. The :first railways in India were :financed and eonstructed by Com- Ownerabill_ 

panies supported by a guarantee of the Government of India. Direot State 
construction from borrowed capital began in the early seventies and for some 
years this policy was steadily adhered to. Later, however, the difficulty 
of :findrngthe necessary c!\:pital by direct borrowing .induced a return to the 
previous procedure, the State l'etaining the power to pUl'chase after a definite 
period. of tenure. This "power of"purehnse has be .. n consisteJII.tly lIsed t() 
acquire railwaYJi..lls the €-ompanies" contract'S' eXllired and at the present 
(lay there nre only four important lines, the Bengal and North-Western. 
the Southern Pl).njah, the· UeIhi-Umballa-Kalka, and the Rohilkuud and 

I Xumao.n .~{ailwDys which aloe not the prope,ty eli G(iv.ernment~ 
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Apart from the above a considerable mileage of railways has in more 
!ecent years been constructed by Indian States and by the agency of sman 
feeder companies. 

There are thus in India at present three principal owners of railways 
whose lines represent the following mileage:-

Mil .. OWned. 
(,) Government (inclnding Provincial Governments and District 26,88a 

Boards). 

(u) Indian States ... 
(ii,) Private Companies ... 

... 
'" 

Total 

4,:194 

5,746 

:17,029 

It :will be seen· that nearly six-sevenths of the ·total .mileage belongs t~ 
Government and the IndianStates, while only one-seventh is Owned by private 
Companies. Nationalisation, so far as ownership is concerned;, of Indian 
Railways .has, therefore, already been practically effected. 

. . 
5. The principle of Government-owned rail ways being leased to 

Companies to work is almost peculiar to India and the ultimate wisdom of 
this policy has in recent years been the subject of very keen controversy. The 
question of fut:ure policy in this matter formed an important part of the 
deliberation of a special committee of experts assembled for the pmpose 
during' the year under review. The actual mileage worked by.the different 
agencies is as follows :-'- ." 

Mil .. wori<ed. (,) Government ... '" 8,929 '. 

_ (i,) . Indian States ... .., 2,889 
.. (ii') . Companies ... ... . .. 25,211 

Total 37,029 

The following are the railways under the direct control of Govern-
ment:- . 

(1) .North Western Railway Miles worked. ... ' . ... .-. 5,520 
(2) Eastern Bengal Bailway ... 

'" '" ],738 
.(3) Ondh and Rohilkhand Railway ... ... 1,609 
(4) .. Jorhat (provincial) Railway ... . .•. "- 33 
(5) Aden llailway ... ... ••• 29 . .. 

Total _. 8,1129 
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The Indian States that work railway lines are as under:-
Mil .. worked. 

(I) Jodhpur ... 
••• } 1,356 (2) Bikaner ... • •• ... ... '" (3) Mysore .... . .. ... 391 

(4) Gwalior ... ... ... ... 250 
(5) Gondal ... 231 
(6) Bhavna.,n-ar ... ... 217 
(7) Junagad ... . .. .., .. ": 141 
(8) Morvi ... ... 93 ... 
(9) Udaipur ... ... 67 

(10) N avana"n-ar ... ... 64. 
(11) Dholpur ... 

'" 1i2 
(12) Cutch 87 

Total ... 2,889 

The Companies that undertake the working of Indian Railways are as 
follows:-

Co][PANIES WHO WORK SrATB-OWNED RAILWAYS. COMPA.NIES WHo WORK PRIVATE-OWNED RAILWAYS. ... 

Company. Domiciled in Miles 
Company. Domiciled in )Iii •• 

wOl"ked. worked. 

(Ii Bombay, Baroa;. and 
Cential India Rail-

England ... 3,933 (il) Hi. Exalted Highne •• 
the Nizam's Guarau-

England ... S97 

way • teed State Railway •• . 
(2) Great Indian Peninsula England 3,335 (12) )lessrs. Martin & Co. India 3"'''' . ... ... -<> . 

. Railway. 
(13) )!essrs. )lcLeod & Co. India ... lS8 

(3) 1>Iadms and Southern England ... 3,047 
Mahratln Railway. (14) BengalDooarsRailway England ... ISS 

-
(4) llcngal-Nagpur Rail- England ... 2,843 (15) Darjeeling·Himalayan India ... 146 . 

w.,ay. Railway. -. 
(5) East Indian Railway ••• England ... 2,770 (16) Barsi Light Railway ... England ... lIS 

(6) Bengal and North- Englnnd, ... 2,063· (17) ABSam Railways and England- ... 91 
We.tern Railway. Trndiog Company. 

(7) South Indian Railway Engllllld. ... 1,852 (IS) GUZCl'llt Light Railway. India .- S~ 

(S) llurma Railways .. , England ... 1,623 (19) Bengal Provincial India - 42 
Railway. 

(9) Assam-Bengal Railway Englnnd ... 1,021 
(20) Ea,t India Distilleries India N< 3Z 

(10) Rohilkund and Kumnon Englnnd ." 575t and Sugar Factories. 
Railway_ . Limited. 

(21) Dehri-Rohta. Light India - 24r 
- Railway. 

(22) Tezpore·BaliparnLight India - 20-
Railway. 

(23) Madaya Light Railway India ... 16 
, 

(24) JagadbriLightRailway India ... 3 

- - Total ... - 25,211 

.815 mile .. "".d by the State and 1,248 miles by the Bengal and North·Western Railway Company. 
t 316 mile. C>Wllfd by !!>e. State and l!59_miles by.the Rohi1kund and Kumaon Railway Company. 

, 
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The relations between Government and the Companies working State_ 
'owned lines will be found explained at the end of this volume (see Appendilt 
A) and need not be referred to here. 

New Lines 6. The construction of new lines has, for financiat reasons and owin~ 
Opened. to shortage in the supply of materials, been retarded in recent years, and th~ 

-accounts for the comparatively short mileage added during the year under 
review. Of the 298 miles opened in 1920-21, more than half the lengt.h is 
represented by a military ;~ilway and the balance is made up of a few short 
ibranches financed mostly by Indian States and Branch Line Companies. The 
following is the list of the lines opened :-

-.. 

l\ ame of line. Gauge. Length. O,vller. Working Agency. Dat. of 
opening. 

Milea. 

-(1) Dalbandin·Mirjawa '" Broad ••• 180'50 Government .. North Western Railway 1st October 
1920. 

·(2)· Anngban·Heho ... Metr .... 16'SO " 
... Burma Railways Co. .. 17th January 

192L 

·(3)' Barip.d~·Talband ... Narrow .•. 38'23 Brooch Line Bengal·Nagpnr Railway 15th J oly 1920. 
Company. Co. 

(4) Becbarji·D~ .. asna ::uetr .... { 15'64 ) 
Baroda State ... f 1st May 1920 • - 6'46 ) Baroda State 1st March 1921. ... ... 

·(6) Sawar·Knndla· " 
10'98 Bhavnagar Dhavnagar State ... 1st Fcbrnary 

Gadhakda. State. 1921 •. 

161 Chickjajnr.Chitaldrng 
" 

20'90 Mysor. Stat. ·Mysor. Stat. ... atb January 
1921. 

--, 

A 'brief desCliption of the more impol't!l:!lt of the milii'ays opened 
~uring tlie year and referrl'd to in the statement abcve may be of interest . 

(i) 

(~) 

; 

.. 
\ 

I 

(3') 
. ... 

.. . ' 

. . 
»albandin-3J.i.rjawa.-'!'hiil is a section of the Nushki E:dension 

R~i1way in Baluchistan which w~' built for military purposes. 
The section, 189'0 mibs long, was.opened for public tr.afli.c on 
1st October 1920 • 

.Awrtgban-Heho.-This is a section of'ihe Southei'D Shan States \ 
Railway in Burma. It passes thtllugh hilly country. an<l. is '. , 
,designed to, open. a fertile valley. The greater portion of the 
~arthwork, ~ithsome masonry work on bridges, was carried 
'out by Turkis4 prisoners of war,. 

Bd1·ipada-Talband.-This is an extension of the lIavurbhanj 
'Railway in the province of Bihar and Orissa. The main 

• .. object·Qf the extension is to provide an outlet for the large 
supply o~ excellent timber for sleepers and building purposes 
£.om the extensive forests in the MOllrbhanj StaJte. . \ . 
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7, When the war broke out, a fairly extensive programme of construction 
was in contemplation and several of the lines had in fact already been started. 
The necessity for rigid financial economy combined with the diversion of the 
supply of materials immediately put a stop to all ideas of new projects and 
made it necessary to close down or retard progress even on those which had 
been started. With the cessation of hostilities these difficulties have only 
partially disappeared. Materials are available only in very limited quantities 
and both in this respect and in the matter of finance the needs of open lines 
have to be given first consideration. Consequently progress has been slow. 

B!>low is a list of lines on which work was actually in progress during 
last year. Brief remarks in respect to some of the more important lines are 
appended. 

Progress of work 

Name of Railway. Gauge, Length, Constructing Agency. on 31st Mllrchl 
1921, Proportion 

completed. 

Lines UJ1dw 
colllltl'l1o
tiollo 

Khyl>er Railway ... ... .. , 5' 6'1 26'00 GoveJ."nment . .. Preliminary works 
being carrIed out. 

Amla to N agpur ... ... .- 6' 6" 103'74 G. I. p, By, Co. ., . 
Dokharo-Ramgarh Extension •.• ... 5' 6· 1S'75 B. N. Ry. Co. . .. 
Amda-Jamna llranch ... .. , 5' 6" 65'62 Ditto ... 
Onlajori-nanampahar ... ... 61'6'1 21-'15 Ditto ... 
KaBta Coal-field _. ... . .. 6' 6" 17'01 E. L Ry. Co. ... 
llalharshah-Warangel ... ... 5' 6· 149'50 Nizam's Rya. Co. ... 
Alon-Saingbyin (provincial) ... ... 3' Si' 26'01 lllU'llla By •• Co. ... 
1I0ulmcin-Ye (provincial) .. , .... S' Si" S8'71 Ditto ... 
Pyicmana-Taungdwingyi (provincial) , .. 3' 3i' 66"90 Ditto ... 
nanumangarh-Sadulpnr ... ... 3' Si' 105'00 1 

I 
lIarwar JuncUon·Jiyawar ... ... S' 3J" 21'50 }J. B. Ry. ... 
Dikaner-Kolayat - ... ... S' 3i!' 27-OS J 
Gadh.kda-~rahuva, with a branch to Port S'Si" 4S'32 Bhavnagar state N' 

Albert Victor. 

Okhamandal ... ... . .. 3' 3i' 37'02 Baroda Dw:har ... 
Motipnra-Tankhala ... ... S'Si" 26-'10 Ditto ... 
Tank-Kanr-Khirgi , .. ... 2'.6" SS'IS N. W. Ry. ... 
Futwah-I,lampur Light ... ... 2' 6" 27'00 Futwab-Islampur Lt. Ry. 

Co. 
Larkhana-Dodapur ... ... 2' 6" 54'2S Larkhana-Jacohabad (Sind) 

Lt. Ry. Co. 
Chorand.-Koral ... ... . .. 2' 6" 11'6S Baroda Dnrbar 

Agesanhadlu-llenkipur ... ... 'iffY' 24'50 My.ore Dnrhar 

Kammnngundi·Benkipnr - ... 2'0" 22'SO .. .. 
• Bepreaents work on Bermo-Sawang 8cction, a distance of 6 miles. 
t B.epreBCnta work on 17 mile. from Pyinmana to Kantha. 
l Repre .. nt. work On 60 miles from Kantha to Taungdwiagyi. 

... 

... 
... 

"7S 

ilS" 

'SO 

'39 

'66 

'05 

'3S 

'07 

f64t '17: 
'04 

'4.6 

'01 

'4,3 

·so 
'SS 

'76 

·so 
'SO 

-98 

'62 

'GS 

o 
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Khyber RailLC(fy-is a frontier line designed to meet military 
requirements. It is 26 miles long and is estimated to cost 
nearly two crores of rupee8 

Ali Masjid Gorge, Khyber "~i1way. 

(2) A.mda-Jamda Branch of Bengal-Nagpur Railwa!l-is intended to 
tap rich iron ore deposits in Singhbhum District in Bihar and 
Orissa. The length of the line is 6S . miles and the cost is 
estimated at Rs. 73 lakhs. 

(3) A.mla-Nagpul· Sec/ion 0/ Itarsi-Nagp.ur Railwa!l·.-This line has. 
for unavoidable reasons, taken an unus!l!111y long· time to 
complete; work had to be shut down during· the war; it has 
now been resumed and it is hoped that it will be pushed 
forward without further delay. 

(4) Burma Provincial RailwaY8.-(Pyinmana-'Vaungdwingyi, Alon· 
Saingbyin and· Moulmein-Y e). 'l'hese are agricultural railways, 
182 miles long, which are being fin.~nced by the ~urma GoverI1."; _ 
ment~p"dconstructed by the Burll}.~ Railw.a.ys Com:p!lny. 

~ (5) Ba1Ju!1"shaTt.Wal~angal Railway.-, will.. afford .. an importa,nt lin.k:·;. 
b.\ltween.,tb"e broad gauge rail.,,{ays in the north and south, pf " 

. India. The line. abol,lt 15,Q, mile~ in length, i§ beingfinan~~: :. 

. by His Exalted' llighnes!> the ~izan;, of J{ydera,pa,d. .' ... -
\: . 

. ._ " . rr ••.. 

S. For reasons already given .t.h~ ~~~.a,i~t.!l· pr0!ill~!!ts of further 
progress in new COnstruction are very; li~Wll. !lJlr~limina\'"y~ ineasures in the 
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way of surveys and estimates have,.hQwever, been completed for a great 
number of projects in different provinces and the work in this respect has 
been continued, so that everything may be ready for a resumption of the 
work of extension as soon as the present difficulties disappear. 

During the year under review the following important lines were under 
survey;-

(1) HuJ>ong Valley route of the Indo-Burma Connection Railway. 
(2) MoDharpu. coal-nelds Railway. 
(3) Mirzapur-'Mail~arand Daltonganj-llutar.coal-fields Railway. 
(~) Tube Rail;Yays hi CaJcutta. . ..... . 

:.l_~"""(5J- Karad~Chiplnn-Ulva Railway. 
(6) Hardwat-Karnprayag Railway. 
(7) Agra-Karachi Connection Railway. 

Project (1) is intended to aliord a connection between the railways in 
India and Burma. Projects (2) and (3) are designed to serve new coal-fields 
areas. Project (4) is of considerable local importancq to Calcutta. Project 
(5) will assist in ,the development of ~Iessrs. Tata's Koyne Hydro-Electric
Scheme. Project. (6), will facilitate the pilgrimage to Badrinath. l'roject 
(7) is of great interest to the trading public of the- United Provinces and 
Karachi_ 

, 9. Before leaving .this subject a "iorc1 of mention is perhaps necessary 
i.n. regard to Government assistance to private enterprise. The original 
conditions governing this matter which are printed as Appendix: B to this 

. volume were framed before the war and are in present financial conditions 
insufficient to attract capital. The question of revision has, however, been 
deferred until Government have. had an opportunity of ascertaining public
<>pinion in tbis matter, and in the meantime cases of urgent lines are being 
dealt with specially without prejudice to the general principle which will 

~timately ~e adoptec1_ 

Branch Lin .. 
terms .. 
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CHAPTER II. 
CAPITAL RAISED AND EXPENDED. 

(See Appendix 4 of 11'olume IL) 

Owing to the fact that Indian State Railways, as they exist at the 
present day, represent the accumulated result of direct State construction 
and the acquisition of lines constructed and equipped by Companies, it is 
difficult or impossible to give a comprehensive statement which will correctly 
convey an idea of the capital liability incurred by Government in respect 
of the property as a . whole. It was in fact found that the attempt in this 
direction which appeared in previous reports as Appendix 5 of Volume II 
contained so many unavoidable anomalies that it has been de3ided to discon~ 
tinue this statement altogether. No useful purpose is in. fact served by 
attempting to study this complicated question as a whole. The circumstances 
of each line must be separately considered if a true estimate of the financial 
aspects of the acquisitions from the point of view of the Government of India 
is to be formed. To attempt anything of this sort is beyond the scope of this 
report, but it will perhaps be useful if a few of the salient facts are referred 
to. 

2. The liability on account of railways purchased from Companies has 
been discharged by three principal methods :-

(a) Direct purchase by cash. 

(b) Purchase by payment in form of India Stock specially issued for 
the purpose. 

(e) Purchase by means of terminable annuities. 

The :first method is obviously only suited to the case of small lines. 
The second method was used in the purchase of the Oudh and Rohilkhand, 
South Indian, Bombay, Baroda and Central India· and Indian Midland 
Rail ways. Purchase by means of annuities has been effected in the case of the 
East Indian Railway, Great Indian Peninsula Railway, Madras Railway, 
Eastern Bengal Railway and the old Sind-Punjab and Delhi Railway which 
DOW forms part of the North Western Railway. Simultaneously with the 
acquisition of the share capital, Gove=ent has of course assumed liability 
for the debenture stock in all cases and from the date of purchase all further 
capital outlay has to be met either by direct provision from Government; 
resources or by capital raised by further issues of debenture stock. 
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3. Capital expenditure from Government resources on railways in the last 
eight years has been as follows :-

OPEN LINES. 

Year. 
Works, l:::: NewLin ... Grand Total. 

includiag Rolling-stock. Total. 
stores, etc. 

Ro. Ro. R .. R .. R .. 
(in lill •. ) lin lnkhs.) (in lakhs.J (in Inkbll.) (in lnkh •. ) 

1913·14 ... ... ... 9,29 7,31 16,60 1,86 18,46 

1914-16 ... . .. .. 6.72 9,08 15,80 1,3& 17,15 

1915·16 ... ... .. . 1,74- 4,06 6,80 94 6,74 

. 1916·17 ... ... .. 1,140 72 1,86 I,ll 2,97 

1917·18 ... ... . .. 1,49 90 2,39 1,40 3,79 

. 1918·19 ... ... . .. 5,02 71 6.73 51 6,2" 

1919·20 ... . .. ... 8,72 4,66 13,28 21 13,49 

1920·21 ... ... ... 12,91 10,16 23,06 1,02 24,08-

It will be noticed that fairly generous expenditure has been found 
possible in the years following the war, but it is unfortunately the case that 
even this scale of outlay has not sufficed to make good in any appreciable 
.degree the leeway incurred during the war. Moreover, the figures by them
selves are rather apt to mislead unless allowance is made for the very 
important fact of rise of prices which has reduced the effective value of 
money in some cases to less than half. 

4, In considering the division of expenditure between rolling-stock and Open line 
.other works, there is one point which it is important should be borne in mind. faoWties.. 

Public· criticism of railway shortcomings in recent years has been directed 
principally to the shortage of stock' which to those unacquainted with the 
details of practical railway working appears to constitute the principal if not 
the only difficulty in the matter. It is assumed, therefore, that given an 
unlimited supply of wagons, the troubles of the public in respect of transport 
would i=ediately disappear. Unfortunately, however, the solution of this 
.question depends on other factors which are not so simply disposed 
of. Railways cannot handle unlimited stock without adequate facilities, 
such as yards, sidings, double lines, extended repair shops, etc. To provide 
unlimited stock before these facilities would produce confusion and a 
superfluity of idle stock. The work of bringing railways up to the 
necessary standard in this respect is a question of time and the expenditure 
of large sums of money. So far as the latter requirement is concerned, 
it is within the power of the public to give very effective help to Govern-
ment, but until lines h,ave been equipped to move a greater volume of 
additional stock, it is futile to agitate for the purchase o,f wagons or 

• This'figure exclude. R •• l,981akh. on account of e.ehange adjusted in the supplcmentllry .. count.. 
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to su"''''est that the difficulty would be solved by special expedients' 'such as 
privat; o\mership. This matter will be 'more fully:dealt -with in "a:sub~e
quent chapter, but it is not to be inferred that the necessity for increas.· 
ing stock up to the full limit which can be economically used has been 

.- lost siO'ht of, and the liberal sums' devoted to this purpose in recent 
years '~iIl show thitt this matter has, h,eenkept" in view, A few details in 

- re"'ard to the less obvious work irr-!!onnecH6n with traffic facilities IDa",", 

" f' t I " perhaps he 0 mteres. 

Quadrupling 5. Quadrupling of lines is:being e.xtended: in the suburban areas of' 
and.doubling Dombay and Calcutta. 'Ihis work when completed will afford: very 
of lines. great relief in respect of the housing difIiculties in those cities and.. 

-will facilitate greatly the work of dealing with the heavy traffic :BOWing' 
towards and originating from the two largest trade centres of the Empire: 
Doubling operations were in progress during the year on the East Indian; 
Bengal-Nagpur. North Western and Great Indian 'Peninsula Railways. Orr, 
the East Indian Railway, the work is in connection with the Grand Chord 
line which forms the shortest route to the port of Ca1cutta from Upper India.:. 
The Sini-Monharpur douLiing on the Bengal.Nagfur Railway is a matter of 
great importance in connection with the important steel industry developing' 
in that area. On the North Western Railway, the Rohri-Kotri doubling was 
nearly completed; this work was undertaken in the interest of the wheat 
traffic from the Punjab. Kachagarhi-J ammd doubling on the North Western 
Railway has been taken in hand for military purposes. The only other' 
important doubling project in hand is the Shegaon-Nagpur doubling of the 
Great Indian Peninsula Railway on which good progress has been made. 

Remodelling " 

Gf ,.:rards. 
6. During the year nnder review the remodelling of 41 station yardR'

was in hand, the most important of which were--

Stair 
Quarters. 
eta. 

(1) Nagpur station remodelling. 

(2) Sealdah and Delliaghata remodelling (in Calcutta). 

(3) Dezwada station remodelling. 

(4) Tondiarpet station remodelling (in Madras). 

(5) Poona station remodelling. 
; 

Some idea of the amount of work involved will be gathered from th8' 
fact that the aggregate cost of improvements to these five yards is estimated 
at Rs. 2,37,89,649. The interesting. plan reproduced in the present report of 
the original terminal yard of the Great Indian Peninsula Railway at the o1a.. 

. Bori Bundar station compared with that at' present in use with pro.' 
,P9sed additions will also perhaps convey, some impression of the amount, 

of extension entailed by increased traffic. ' , , 

7. Apart from extension of yards, provision' for increased traffic: involves.. 
..:. iarger station accommodation, mire crossing stations, better watercsu:~ply 

and quarters foHhe staff. Thi!!latter ,IS nQw 'a; very. ,serious question 'On.. 
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llearly all lines. ' The'puhlic have had unfortunate e,idence of the discontent 
prevailing on some adminiStrations and, this question of qmrters is a matter of 

. very great importance as it is impossible to expect a contented staff if they a~ 
not decently housed. Every effort has, therefore, been made to imp~y~. 

J)l,atters in this direction and the expenditure on this item alone during'iFh~ 
'year 1920.-21, was in the neighbourhood of. Rs. 150 lakhs. ~\ " , 

~"I.i.j'" ~~\" 
: 8. So much for what has been or is being done. But 'a consideration 0 ~N'ct~'a!~ 

op.,"h"'line' what remains shows only too clearly that' we have so far only touched the Works. 

fringe of the subject. The administration of nearly every railway in India. 
represents the necessity of extended repair facilities in shops, larger yards, 
stations, etc. The estimates for a few of these projects "ill perhaps convey 
.~!l~e idea of the magnitllde :of the work still to'be done~ 

Rs. 
(1) Remodelling Victoria Terminus. Great Indian Peninsula 

Railway 47 lakhs. 

(2) Grant Road terminal station, Bombay, Baroda and Central India 
Railway 16 .. 

(3) Graut Road-Bandt ... quardrnpling 

(4) Remodelling hlazgaon station yard 

\5) Electrification of the Bombay Suburbau sections of the Bombay, 
Baroda and Central India and Great Indian Peninsula 

36 
" 

" 

Railways ••• 376 " 

(6) Remodelling of Lnclplow station yard . ••• 16 
" 

(7) Improvements to traffic yard and extensions of workshops at 
Allahabad station, East Indian Railway 46 .. 

(8) New workshops at Drig Road station near Karachi, North 
Western Railway ...... SS6 .. 

(9) New shops at Dohad, Bombay, Baroda and Central India 
Railway 200 .. 

In addition to these the Bengal-Nagpur Railway have drawn up a. 

-scheme for the improvement of traffic facilities which is estimated to cost 
'about 2t crores of rupees. These works are required with a view to afford 
-transport facilities for the carriage of the large traffic expected from 
·the steel industry. Besides these large schemes, there are of course 
hosts of smaller ones still waiting. .A. proportion of the extensive schemes 
may eventually not be accepted in their entirety, but it will be obvious from 

-the figures given that very heavy expenditure is unavoidable if even a moiety 
of the claims are to be met. ' 

9. There is one other matter in respect of capital expenditure of 
-considerable interest to the public which may be mentioned here. Durin'" 

. " -the war, it was unfortunately necE!$sary to dismantle a considerable milc:lge 

Bepla.ce
mentotllnes 
dismantled. 
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of existing lines in order to provide material required 
The total mileage affected was 463·03. 

in theatres of war. 

Names of lines. Gauge. Miles. Working Agency. 

-
L Sutlej Valley ... ... 5' 6" 230·00 North We,tern Railway. 

2. Guntu:r-TenaIi ... ... 5' 6" 17·00 Madra, and Southern MahIatt. Railway. 

S. Hyderahad-Badin ... ... 6' 6" 64"78 North We,tern Railway. 

4. Sambhal-Hatim Serai ... .. , 6' 6" 14 .. 25 Oudh and Rohilkhand Railway. 

5. Bhsgalpur·Bau,i ... ., . 5' 6' 32·00 Ea,t Indian Bailway. 

6. Powayan Tramway ... ... 2' 6" 40·00 Rohilknnd and Kumaon Railway. 

7. Sara·Santahar ... ... S'Si!' 65"00 Eastern Bengal Railway. (Not to he-
..placed.) 

Numerous representations have been received asking for the restoration of 
these lines and for every reason it is very desirable that they shall be replaced 
as soon as this can possibly be done. The difficulty in this re~pect has been 
in regard to material rather than finance. The supply both of rails and 
sleepers [s hardly adequate to meet the urgent demands of main lines. 
During the year it was found possible to start work on the restoration of 
the Guntur-Tenali Branch of the Madras and Southern Mahratta Railway and 
on the Sambhal-Ratim Serai Branch of the Oudh and Rohilkhand Railway. 
The restoration of the other lines could not be undertaken, owing to the want 
of permanent-way materials. The question of taking these lines in hand 
has, however, not been lost sight of and it is hoped to make substantial 
progress in 1921-22. 
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CHAPTER III. 
ROLLING·STOCK. 

(See Appendices 16, 17, 18 and 19 of Volume II.) 

The question of inadequacy of rolling-stock has been, and still is, II. 

matter of considerable Concern to the public who, in absence of information in 
regard to the full facts of the position, are perhaps naturally inclined to 
assume that the extent of inconvenience suffered is insufficientlv realised . , 
and that more might have been done to alleviate it. Conditions in this 
respect vary of course on different administrations, the difficulties in each 
case being due to particular circumstances. It is difficult, therefore, to make 
a general survey of the wagon position which will explain circumstances 
of any individual line, and it is equally impossible within the compass of 
this report to go into details of each case. A brief description of the more 

-general difficulties which have been experienced in dealing with this 
complicated problem may, however, help to a better understanding of the 
position. 

2. As has already been mentioned earlier in the report, the actual 
'Shortage of stock represents only one side of the difficulty, and it is imp 'rtant 
that the necessity for increasing concurrently the capacity of the lines to 
:handle the stock shall not be lost sight of. Even with the existing number of 
wagons, it is fairly evident that the economic handling of the existing stock 
is a very difficult matter. A very little examination of the figures in 
Appendix No. 17 in Volume II will in fact show the significance of this factor. 
For example, an indication of the want of repair facilities may be gathered 
from the fact that the percentage of engines and vehicles under repair has 

-inc~'eased on most lines. On the _Madras and Southern Jl.iahralta Railway 
(5' 6~ gauge), 18'27 per cent of the cal'l'iage stock was shown during the year 
under review as regularly under repairs against 10'53 in 1913-14. The wagon 
position was also bad, the percentage being 7'67 during -the yeor under 
review against 4'89 in 1913-14. Some indication of the effect of want of traffic 
facilities combined with deterioration in the track may be gathered from the 
fact that the average speed of trains both goods-and passenger on :nu:ny line!\' 
:has fallen. Similar indication will be found in the increase of empty running 
and decrease of loaded mileage. It is obvious, therefore, that the reasont! 
giving ri~e to this tendency to uneconomical working will have to he dealt 
with concurrently with the question of wagon supply as a further increase of 
wagons in existing circumstances would simply accentuate this evil and 
would in a large measure fail to give the desired relief. 

3. Leaving this aspect of the question we may now turn to the matter of 
~/ the actual supply ~f sto~k. At the .close Of. 1919-20, Ind!an Railways. had 
!j actually 8,990 engmes, l4,743 coachmg vehICles and 194,101 goods vehIcles. 
:, 1 ~he r.dditions actually placed on the line in 1}J20-21 amounted to 375 engines, 
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A 208 coaching vehicles and 6,·.1,93 wagons. The distribution of this stock 
I'i amon!!: the various broad, metre and narrow gauge railways is shown in the , ~ 

\ summary below :-

Gaqge. Engines. I Coaching vehicles. Goods vchicles.. 

llroad ... ... ... ... 6,148 13,501 139,178 

Metro ... '" ... ... 2,723 9,469 55,639 

:Narrow ... ... .. , ... 494 1,891 6,377 

Total ... 9,365 I 24,951 201,194 

In addition to this stock, there are 116 rail motor cars in the possession 
·of the railways, nearly half of which are used as inspection trollies by engin
,eel'S in charge of maintenance of the parmanent-way. The total value of the 
.entire stock is a little over~rores of rupees. There is of course no 
standard by which we can jud'ge ~hat extent this stock is below what is 
.necessary, but there is one special factor which has conduced to such 
.deficiency as exists which must be mentioned. During the war Indian 
Railways gave up 237 engines, 493 coaching vehicles and 5,502 wagons which 
IWere sent overseas for war purposes. 'Ihis was a direct loss in addition to the 
ordinary decreases due to wear and tear occurring during the period. In 
·spite, however, of this, the stock on all railways before the war and at the 
.end of the year under review compares as follows :-' 

Yea,.. Engines. COJching .trek. '''Iagons. 

19U-l5 ... _ . 8,393 22,971 184,076 

1920·'H ... '" 9,365 24.951 201,194 

It is, therefore, evident that Railways have celiainly not stood still in this 
matter of supply and to the extent to which the complaints of the public are 
justified they 'indicate that the needs have increased faster than the stock 
.combined with the capacity to handle. 

4. The next point for consideration is the question of the existing means of 
,supply. India is so far incapable of making engines at all. The capacity of 
the existing private wagon constructing shops is very limited and even so 
the output is dependent upon supply of wheels, axles, brakegear, etc., from 
iJIome or abroad. Coaching stock is mostly erected in railway shops, but 
ihis work ~s dependent on supply of all the main parts and fittings from 
Home. The unoertainty of English supplies and the constant failure 
>from one cause or another since the war is a matter of common knowledge. 
For these reasons no railway in India has been able to work up to even th~ 
!programme of 0utput for which funds had been provided. 
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5 . .A part from this difficulty in respect of materials there is the qlrstion FiilaDCIid 

of finam·e. Prices at present show a tendency to fall, und it is hoped that Aspect.. 

this may continue. But the phenomenal increases in the cost of e,erything 
in the years follo"ing the war have lleen a matter of .err serious concern_ 
to railways. The comparative prices of stock wilUorcibly illustrate this. 

Before the war, a broad gauge superheater engine cost in England 
£3,910. In January 1919, the price of a similar engine was £8,300 and 
the price in the current year was in the neighbourhood of £11,000; 

Before the war, a broad gauge 21' covered goods four-wheeled wagon 
cost about £210 and the price rose to £750 in 1920. Indian built wagons
have cost about Rs. 10,000 to complete. 

The cost of a third class bogie coach was about· Rs.- 30,000 which is
equivulent to the pl'e-war price of quite a respectable sized bungalow. 

It is obvious from these figmes that the purchasing power of money
in'respect of stock has fallen to about one-third of the _ pre-war standard, and
to- produce the-same result the gmnts must be tl"ebled. Simultaneously with, 
this the-rate of interest on borrowed capital has risen to nearly double. It is
ohvions; therefore, that if railways are in the iriterests of the taxpayer to be 
kIlli'naged on commercial principles, it is impossible to neglect fin~ncial con-
siderat.ions in respect of the increase of stock anymore than fn regard to' 
other questions of railway working. 

6.,Before leaving this question of inadequate supply of stock there is 
one special feature in the present circumstances which must be mentioned. 

_The wagon supply of all lines was pooled during the year under review •. 
l'r~or to this restrictions on the loading of foreign wagons in the coalfields
had been removed with the result that a considerable increase in the capacity 
of4esp~tch from the coalfields was effected, amountIng in 1920~21 to aliout 
25 per cent. 

Even so, however, the necessity of providing for the mgenti rlemand for' 
coal in -different parts of the country has in effect led to the diversion of' 
wagon supply to the coal areas. The extent to which thIS has taken place can' 
be judged from the figures of borrowed wagons on the coal supplying lines. 

During the period from April to December 1920 the East Indian Rail-· 
way was an average nett debtor railway to the extent. of approximately 3,~03· 
wagons and the Bengal~Kagpur· Railway to the extent of 1,5::1,1, wagons,
while during the first lhree months of 1921 the East Indian Railway was an 
avera""e -nett debtor railway to the extent of approximately 4,514 wngons· 

b . ." . 

and the Bengal-Kagpur Railway to the extent of 2,845 wagons. These nett 
debits represent the assistance given to the two coal despatching railways by 
their connected railways, and in order to give this assistance these raihrays had. 
to restrict their own traffic. Similarly, in order to_ maintain the supply 'of 
wagons in the coalfields both the East Indian and Bengal-Nagpur Railways 
and especially the.former, had 111so to restricUheir g(}neral m.erchandiseira.!6.c_ . 
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7. Thereis one other point in regard to rolling-stock which ~elits a word 
of mention. The columns of the public press have in recent times contained 

.& great many complaints in regard to the comforts, conveniences and adequacy 
·of accommodation in trains on various lines. Although it is not suggested 
that finality has been reached in respect of necessary improvements, it is in
structive occasionally to look back on the past in order to obtain some idea of 
.the progress which has been effected. l'his issue of the Administration Heport, 
therefore, contains some illustrations of the early types of carriages and loco
motives in use 011 Indian lines contrasted with the most modern additions 
to the stock and for those who are inclined to criticise the scale of comfort 
now afforded, it may be useful to contemplate what sufficed fOl' the simple 
needs of our predecessors half a century ago. It will be noticed that the old 
,third class coach was double storied, there being insufficient head room to 
allow the passengers to stand upright. The latest third class ceaches are 
equipped with electric light and sanitary com-eniences, while provision 
ior third class refreshments and a supply of good water have added apprcci
:ably to the comfods of the travellers, The discomfort due to o~ercrowding 
;of trains on busy sections is a trouble from which India in common with the 
rest of the world is suffering largely as a result of the war and which it is 
'hoped will gradually disappear with the increase in passenger stock and the 
.equipment of the lines in congested areas to carry a more extended service.· . 
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CHAPTER IV. 
Working Expenses. 

(See Appendices 6, 12,13 and 15 of Volume II.) 

The abnormal increase in working expenses of railways which has Increase ill:: 
-taken place in recent years is a matter of very great concern to those who expenses. 

·are responsible for the administration. It is also a question in which the 
public is very intimately interested, since, unless some counteracting method 
()an be devised, the result must eventually be reflected in a rise in the <'ost 
-<>f transport or in other words in increased rates and fares. The figures of 
revenue and working expenses for the last ten years are as below:-

Percentage of 

Year. Grosl earnings. Working working 
cxpeUSCJI. e::r.peme~ to 

gross oarnmgs. 

R., Rs. 

:.1.911 ... .., ... ... . .. 55,27,78,000 28,83,SS,OOO 52'17 

,],912 .. , ... ... , .. .. , 61,65,<»,000 80,15,88,000 48112 

4918-14 ... ... ... .. . ... 63,58,51,000 32,92,89,000 51"79 

..1914-15 , .. ... ... ... .. . 60,42,74,000 82,75,<»,000 54'19 

..1915·16 .. , ... ... , .. ... 64,66,04,000 32,91,95,000 50'91 

.1916·17 ... ... . .. .. . ... 70,68,42,000 83,40,32,000 47'26 

:1917-18 - ... .. , ... ... 77,36,39,000 95,36,87,000 45"72 

"1918·19 .. , ... ... .., .. ' 86,28,68,000 41,80,17,000 48'45 

il919·20 ... ... .. , ... ... 89,16,32,000 60,66,66,000 66'81 

1920-21 ... ... . " .. , ... 91,98,76,000 60,29,1'4,000 65'54 

It will be noticed that prior to the war the percentage of working 
expenses to earnings oscillated about an average of 50. In the later war years 
the proportion fell, owing to the fact that both repairs and renewals were 
'ilUSpended, because materials could not be obtained and this special cause 
1lerved to mask the fact that the cost of working was already on the 

\ 

, 

\ 
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increase. With the cessation of hostilities, the full effect of this was quickly 
apparent in a rise to nearly 57 in 1919·20 which was followed by 65} in th& 
year under review. It is probable that the high water mark has not yet been 
reached and 1921·22 will show an even higher proportion. It is obvious • therefore, that if railways are to maintain their former financial status, th& 
Railways must be prepared either to check this tendency by economy or to. 
neutralise it by increased earning capacity. The actual financial position of 
railways as a whole will be dealt with in a subsequent chapter. 

2. The present chapter deals only with the possibilities of the first 
alternative and in considering the question of economy, it is necessary in. 
the first place to know on what objects the money is spent. The summary 
below shows the actual distribution of the working expenses for the year 
1920·21 between the various spending departments. 

Dcpnrtment. Work. Amount spent. 
Percentage of 

total 
expenses.. 

R •. 

Engineering .. , ... lJnintcnance 
tiolls. 

of way, works and sta- 11,94,88,000 19'82 

Locomotive ... ... llnintenance and renewing of engines 20,87,68.000 34'6a, 
and cost of fuel and running stores 
and other expenses attached to PI'O-

vision of motive power. 

Carriago and " .. agon .. , ... Maintenance and running of camaO'es 
and wagoDS. 0 

7,30,55,000 12·la· 

Trnflio ... ... .., Working of tra.ins from a business 10,61,05.000 17'6()' 
standpoint. i.e., booking of passen-
gers and goods and arrangements 
for tmnsport. 

Agency and other. ... ... Agent's Office expenses, Audit, Stores, . 4.69.78.000 71~-
lIedical and alice chargcs, ctc. 

Fcny ... ... ... Steam boat expen.e. 
'" ... 81.37.000 . 0'5~ 

lIisccllo.neous ... . .. Law cbarges, compensation, contribu. -4.53,73.000 7·.~ 
tion to Provident Fund, etc. 

Total .. , 60.29,04.000 

• Includes Rs. 1l,96,onn on account of total workin~ expenses of certain smaller lines for which details by" 
department. are not available. 

3. Taking these heads seriatim, the expenditure under Maintenance of 
Way is certainly unduly high, but this is due to special repairs and renewals-
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which have become necessary as a result of neglect during the war. The 
resul~ ?f arrears. in this respect is evident in slower timings of trains, speed 
:restnctlOns especIally over bridges, etc., all of which militate a!!'llinst satis

-fa:tory wor~ing. It is probable, therefore, that no economy in this direction 
-WIll be possIble for at least 3 or 4 years. 

4. The next two heads, Locomotive and Carriage and Wagon, provide 
-for the actual trains and include one very important item,viz., fuel. R ailwavs 
in India required for their consumption during the year 6 million to~ 

·()f coal and the price at the pit's mouth has risen from a pre-war rate of about 
Rs. 4 per ton to Rs. 5 or over per ton and is still rising. Apart from this 

. ~uestion of price the actual deliveries have been deficient. This question in
volves conside,·ations of great importance which will be specially dealt with 

:iin subsequent paragraphs. Beyond this matter of fuel the Locomotive and 
Carriage and Wagon expenditure includes a large provision for repairs and 
renewal of rolling-stock which it is impossible to reduce. In this connection 

-it may, however, usefully beborne in mind that every additional requirement 
added to the stock increases the cost of repairs and renewals and if thi~ 
·item of annual expenditure is to be kept down it is impossible to make 

·continual improvements. This applies very particularly to passenger stock 
where the added requirements now demanded do not add anything to the 

-earning capacity and very sensibly augment the expenses. 

5. The Traffic Department is one in which the public is most directly 
'<:oncerned and the heavy rise in expenditure is mainly or wholly a question 
-Qf staff. The rise in wages is, of course, inevitable; but it will help in 
many railway difficulties if the public fully realise that the grant of 
unreasonable demands under pressure of strikes or public support i~ a matter 

-for which the public must eventually themselves pay in increased rates 
;and fares. 

6. In reviewing for comparative purposes the figures of working ex· 
~penses of individual lines_given in Appendix 12 of Volume II, there is one 
particular fact which it is important should be borne in mind. In a country 

·Qf the size of India, conditions affecting working expenses differ so widely 
that comparisons simply on the basis of results are apt to lead to very erro
neous conclusions. For example, the proximity of the coal-fields in Bengal and 
1Iihar and Orissa constitutes a very important advantage to lines operating in 

-those areas, and it is impossible to expect for this reason that the cost of 
~haulage on the North Western Railway, :Madras and Southern Mahratta 
Railway or South Indian Railway will compare with t-hat on East Indian 
Railway and Bengal-Nagpur Railway. The practical effect of this factor will 
be apparent from the interesting diagram produced at the end of this chapter. 

'Similarly grades, population, climate, variations in wages, distance from ports, 
-.are all factors which have got to be taken into consideration. These facts are 
perhaps very self-evident and are only mentioned because they appear to be 

-Qften overlooked in public criticisms pf comparative working of different lines. 
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7. In order that the relative importance of the main avenues of expen~ 
diture on different lines may be apparent the results for last year have been 
collected in the following summary :-

of expen
diture. 

Mainte
nance of 
»rOllerty. 

-(FIGURES IN CRORES OF RUPEES.) 

-
Ma.intenance Other 

Principal Rail way system. Staff. of Fuel. expenses. Total. 
property. 

-
North Western 4,61 2'63 1'34 2'24 10'SZ ... ., . 
Eastern Bengal 1'77 0'49 0'23 0'59 3'0& ... ... 
Oudh and Rohilkhand ... 0'79 0'65 0'16 0'34 1"94 ... 
Dombay, Daroda and Central India ••• 3'43 1"25 0'85 1'71 7-2~ 

I 
Great India.n Peninsula. ... . .. 4'7'; 2'44 1'19 2'34 ,013: 

Mndra. and ~outhern Mahratt. .., 1'75 1'27 0'55 0'67 4'U 

BCDgn.l-l~agpur ... ... 2'04 0'97 0'20 1'03 4'24, 

Ea.t Indian ... ... 3'39 2'17 0'34 1"76 7'6S. 

Dengal and North-We.Iern ... 0'59 0'30 0'12 0'19 l'2G' 

South Indian ... ... 1'30 0'50 0'53 0'46 219-

Bunna. ... ... .. . 1'00 0'45 0'44 0'34 2'23-

A"am Dengal ... . .. 0'43 0'20 0'06 C'l7 0'88' 

Rohilkand and Kumaon ... 0'14 0'07 0'03 0'05 O'2~ 

Nizam's Guaranteed State ... C'42 0'26 0'07 0'05 0'80 

Jodhpur-Dikaner ... . .. 0'26 0'14 0'09 0'15 0'64 

-
Total ... 26'68 13'79 6'22 12'09 58'78 

It will be noticed from thEse figures that the relative proportion of 
expenditure in different heads varies widely on different lines for reasons 

. which have already been referred to. It is impossible within the compass of 
this I'eport to attempt any analysis of these results; but one outstanding 
feature common to all is apparent. Taking all lines togetber, about half of' 

. - the working'expenses are represented by payments to the staff. On some· 
lines with a small volume of traffic the proportion is even higher. It is" 
evident, therefore, that the question of wages and other expenses connected 
with the welfare of the staff is of the first impoltance in consideration of.' 
possible economy in working and this matter is specially dealt with in the.. 
next chapter. 

S. Turning then to the remaining heads a small preliminary explana-· 
tion is perhaps necessary in regard to the provision for maintenance of the, 
propelty as the method employed on Indian railways is rather different t~ 
what is usually adopted in a private industrial concern and the facts in 
this respect have an impoltant bearing on our present financial position. An, 
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()t~ary ~mmercial concern provides for depreciation of its property by 
setting asIde annually a certain portion of the profits for credit to a depre

,ciation fund which is charged with renewals as they are made. As already 
explained, nearly all the Indian railways are the property of Government and 
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 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 expens~s. It is customary, however, for the purposes of 
estimating to separate the cost of these periodical renewals from ordinary 
,working costs and repairs and the sum devoted specially to this purpose is 
. known as " Programme Revenue." During the war even ordinary repairs fell 
into arrears on most railways; but it is this particular head of "Programme 
: Revenue " which sufiered most severely owing to want of materials. and the 
actual result, therefore, h.'1S been that, in t.he absence of a depreciation fund, the 
'revenue that would ordinarily have been spent for this purpose has served to 
swell the surplus and the capital a~sets have progressively deteriorated. The 
result is that a sum considerably in excess of what is usually necessary must 

. be spent in the next few years and the expenditure on this account is again 
further increased by the high prices. The sums provided and spent in the 

.last 8 years for this purpose will illustrate the above. 

Provision. Expenditure. 

1913·J,l 
R •• (in crores.) 

") 
RI, (in eroro •• ) 
( 3'tiS 

I I 
1914-16 ~- ... ~Figures Dot { 3'30 I aVBilabl~. l 1915-16 .. -.. J 2'82 

1916,17 
_ .. 2'50 2'20 

1917-18 .. 3'SO 1'54 

1918,19 ... ... 4'(,7 2'00 

1919·20 9'75 8'59 

1920-21 ... 10'75 5'30 

It will be noticed1that i~the .,ears imme~iately following the ~ar the 
liberal provisions made were not utilized owing'to tlie unfortunate faIlure of 
supplies from England and it has not been possible to make up the leeway 
~ quickly as was hoped. 

Of the sum spent in the year under review, nearly one-half was 
dllvote,d to renewal oholling-stock and the other half to open line works-the 
replacement of worn out rails, sleeper3 and bridges, etc. The most importanl; 

B 
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brid"'e~ which are bein'" rehuilt are those at Bas~ein on the B_OmQilY, .~aroda 
and Central India Rail~ay of which an illustration is given. 

Bassein bridges, Bomba,., Baroda. and Centra.llndia. Ra.ilwa.,.. 

9. The remaining item, fnel, has, in recent years, become a matter of 
considerable anxiety owing to the rise in price and actual shortage of supply. 
The proportion of the various kinds of fuel used on Indian railways during 
the last 10 years is shown in the summary below :-

Year. Foreign coal. Indian coal. Wood. I Oil Fuel. Total. 

Ton .. Ton •. TODI. "Tolll. Toni. 

1911 ... ... 32,132 4,2'23,019 132,860 . .. 4,388,011 

1912 ... ... 118,682 4.590,618 120,&19 . .. 40,829,779 

1913-14. ... ... 29B,682 4,702,07. 10&,4.12 516 6,107,684. 
1914·16 ... ... 89,211 4,9(6,375 95,698 1,936 6.133,119 
IUl5-111 ... ... 40,959 5,143,108 1I2,732 2,638 6,299,4.37 
1916·17 ... , .. 13,162 5,489,,"3 119,218 G,7D6 6,628,619 
1917·18 ,. ... 3.620 5,610,7:.!. 2~3,450 29.800 ' 5,893,695 
1918-19 ... ... 964. U,S80,165 

I 
33S,499 4.8,Ol4. 6,264.642 

1919·20 ... ... 860 6,055,492 

I 
322,422 53,Ql8 6,4SV92 

1920-21 ... ... 686 6,287.06~ 214,909 63.828 , .6,5,6.6,391 

It will be seen tilat the quantity of foreign coal used in the last few years 
is negligible and that the·Indian rnitwaysh'a've'depended more and more on 
the Indian supply supplemented by wood and· more recently by oil. 



.Al'>MiN'IstltATION REPORT, 1920-21_ 

27 

10_ The use of o:ll fuel in India is still iIi its infancy_ The experiments OllFueJ.. 
hitherto made II ave, however, proved to be successful and steps are 
being taken to make use of oil as fuel On engmes on an extensive scale. 
Arrangements hn.ve been made for the supply of nearly a quarter of a million 
tons of oil fuel' annually which will be used on the N orth Western Railway 
and the Great Indian Peninsula Railway, The latter railway had converted 
for oii fuei at the end of the year abo~t 40 locomotives and had in hand' 
the erection of 30 new powerful engines suitable for use of oil fuel. As was 
mentioned in last year's. report the North Western Railway have convprted 
i29 Engines for use of oil and have made provision for a corresponding 
stora.ge of fuel. 

·11. The ilx:peilditute during the iMt'1 yelii's on fuel on State-owned Cost ofFueJ. 
i'ail,,-ays (iIiciuaiIig private oWiled lines "-otked by them) was as follows:-

1914~15 . 
Rs. (in c'Ores.) 

1915-16 ... 
1916-17 

1917-18 

19l8-19 ... 
1919-20 .. , 
1920-21 

• •• '" 

... 
••• 

.. , 

4'25 

4'01 

4'15 

4'29 

5'05 

0'68 

5'80 

12. In order to ensure an adequate supply of c~al at reasonable rates, 
"1 ys have in some cases acquired collieries of then own and at the close 

r.aflt~a 1990-21 there were seven such collieries being worked by the o he year - , d S 
railwa s. The most important of these are the Kurhurbaree an erampore 
ollier~ which has an output of nearly 750,000 tons of coal per annum and 
c. hell' ry which has an output of nearly 500,000 tons, the Bokharo-Ramgar 0 le II' . 

b 1 h the details of working of State co lenes:-The table e ow 8 OWS . 

Colliery. Working A.gency. C.pital outlay. Output. 

, I Rs. Tons. 

Bokharo-R.mgarh ... En.t Indian .nd Bengal-Nagpnr Railw.y .... 16,81,978 488,821> 
, 

XDI:'bllr'baree and Serampore En.t Indian Railw.y ... ... 2P,47,242 744,4()i, 

lIohpani ... ... Great Indian Penin.ul. R.ilway ... 10,18,9~5 85,061 

Kargali ... ... Great Indi.n Peninsul. Railway ... 21,57,204 329,946-

Kho.t ... .. North Western R.ilway ... ... 2,76,1~P 18,2.:x; 

Kho.t ptts •• d fuel factory ... ditto ... .., 27,358 10,87' 

&r ... _ . ditto ." ... 9,98,876 649 

. 

Total ... 91,07,802 1,617,968 

. -
'" 

B2 

Railway 
Collieries. 
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It "ill be seen that for a total capital outlay of over 91 lakhs of rup 
railways obtained over 1~ millions tons of coal which represents one'~OlU'th 
the total quantity consumed by locomotive engines dlU'ing the year un, 
review. 

13. As was stated in the last year's report the question of utilising 
railway purposes certain classes of inferior coals available in India has bl 
engaging attention. . During the year under review, further efforts WI 

made in this direction. An officer was deputed to investigate the Use of p' 
veri sed fuel coal in America. His report was not very encouraging in tl 
it showed that repeated experiments had not resulted in any extensive t 
in locomotives. Experiments are, llOwever, still being continued to ascert:J 
results under Indian conditions. A report has also beell obtained on t 
bliquetting of inferior coal in Germany. The difficulty in India is the la, 
of a binding material and it had been reported that a new process in use 
Germany would get over this difficulty. Enquiry proved, however, that the 
was little hope of the processes in use being applicable to the description I 

inferior coal available in India. 
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CHAPTER V. 
RAILWAY STAFF. 

(See Appendices 23 and 25 of Volume 1 L) 

The ~otal number of railway employes at. the close of the year 1920-21 
was 761,702 of which 6,901 were Europeans 11 699 An"lo-Ind' d 
733 152 I d' '1'· . "" . lans nn 

ta
:hl' b· I n lans. he Increase during the last 10 years is shown in the 

e e ow:-

Year. Europeans. Anglo-Indians. Indians. Tola!. 

1911 ... . .. ... '" 7,685 9,872 645,337 562,894 

1912 ... ... ... '" 7,850 10,066 571,506 589,422 

1913-14- ... ... ... 7,986 10,437 614,882 633,305 

1914-16 ... ... '" 7,00 10,349 582,493 600,483 

1915-16 ... ... '" 7,27J. 10,412 607,919 625,605 

1916·17 ... ... ... 6,907 10,425 619,2O'J 636,6340 

1917-18 ... ... ... 6,802 . 10,2,39 636,967 654,008 

1918-19 ... ... .. . 6,702 10,450 667,824- 634,976 

1919-20 ... ... . .. 6,943 10,866 695,269 713,078 

1920-21 '" ... ... 6,901 11,699 733,152 751,752 

2. In dealing with a great body of labour of this sort including every 
variety of skilled ·and. unskilled workmen, it is impossible, withiIi the 
compass of this report, to enter into any detailed explanation of the various 
measures which have been adopted to improve the pay and prospect.s to 
compensate for the increased cost of living. Perhaps, however, a. comparison 
of the total cost of staff in respecf of salaries, wages, allowa.nces, etc., on the 
various lines as it was before the war and in the year under review which is· 

Number o£ 
Staft'. 

Improve
ments iD 
pay and 
prospe~ 
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!riven in the following summary, will convey some idea of the magnitude of 
'" the fi"'W'es involved '-

" 
. 

Name of Railway system. 1913·14. 1920·21. 

-
Rs. Rs. 

A8&'\m-Dcngnl ... ... ... .. . ... 25,66,744 43,05,087 

Bengal-Nagpur ... ... . ... " . ...... 1,03,00,039 2,04,41,518 

Jodhpur Dikancr ... ... ... 11,80,87. 25,88,148 ... . .. 
Bombay, Baroda and Central India ... ... ... 1,50,77,404 3,43,17,434, 

Burma ... 'N ... ... ... 65,07,429 1,00,25,568 

East IndlRn ,N ... ... .. . ... 1,97 ,58,1~9 3,38,59,589 

Eastern Bengal ... ... ... ... ... 98,85,364 1,76,78,409 

Great Inditm Peninsula ... ... .. , ... 2,12,84,133 4,76,35,8SlO 

Bengal and North·Western ... ... ... ... 37,83,849 58,60;948 

Madra. and Southern llahratta ... ... ... 1,0'2,45,180 1,75,32,252 

N'IZ8IIl'. Guaranteed State ... ... ... ... 26,64,724 42,43,019-

North Western ... ... ... ... ... 2,35,45,323 4,60,59,848 

Oudh and Rohilkhand ... .. ' ... 
.- --- -

... 49,47,001 78,57,328 

Rohilkund and Knmaon ... ... ... . .. 9,52JO"~1 13,93,327 

South Indian ... ... .. . ... .. . 7a,52,934, 1,30,04,503 

Total ... )4,00,51,159 26,68,02,862 
, 

It will be seen that the ,,'ages bill has nearly doubled since 1913-14. But 
the concessions which have been made to the staff have extended to many 
other mattt'rs besides pay and in every case heavy additiomil recurring 
expenditure has been involved. 

3, In order to ensW'e a sufficient supply of food to the staff at places. 
where actual shortage existed and to check profiteering at _ their expense,. 
grain shops have been opened on all lines where this appeared necessary, the 
grain being bought in bulk from railway funds and retailed at reasonable' 
rates to employes. This was intended only as a temporary expedient to meet 
special conditions following the war and it is hoped that it may shortly be
discontinued or its place taken by a parallel organisation carried on by 
co-operative effort among the staff themselves . 

. 4. In order to help employes to make a more adequate provision. for
their retirement and to provide for their dependents in case of death, the rules. 
governing Provident Fund and Gratuities have been very substantially 
improved.. The present cost of thes~ concessions may be judged from the
facts that m the year under review railways paid to their staff in the form of
gratuities .Rs. 26 lakhs a1i.d credited about 60 lakhs of rupees to Prov
ident Funds as bonuses. . . 
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5. These represent direct cone' b 
hi h · d' ' t fi' .' , ,essl.ons ut tb,ere ~re manv other ways in 

w c ill uec nanClalandm t 'lhl . .'.,.' , "ti d ,a ena e p ,15 now bem'" afforded. As already 
men one a very lar"'e sum f . b . <> , , 
" '-' <>, 0 money IS eln'" spent on ,quarters and much 
more remams to be done Rail ." . . ' , .".... , ' , way colorues eqwpped with !!OOd. water 
supply, and ill many cases 1 t··t h' " , . "" ' .. ', ,e, ec nCl y, av:e heen started. at lar"'e centres. 
InstItutes or other forms of t" ' . . '''. , --' '.' . recrea Ion .are prOVided or asSisted from railway 
fun~s., The question of illcreasing facilities for education of children is 
recelvm 0' attention Co-operati C <lit S . t' h . " ..' ve re oCle les ave on many hnes been 
fotarted to asSist m cases of j;~mporary ,distress. ' 

,6. These facts will serve in some measure to correot the impression which 
has, perhaps, been conveyed to the public in connection with some of the )."ecent 
regl'ettableagitations among t4e staff that the railway authorities have becn 
'unmindful of the welfare of their.employes. Labour lllrest is a phenomenon 
which is unhappily not peculiar to India at present. llut when this unrest, 
develops to the extent or ~ausing strikes on railways it is the public who 
are the principal sufferers, and. it is important, therefore, that ill-informed. 
public, criticism shall not, unco)lsciou,sly foment difficulty when adequate 
reason does not really exist, In the year under review strikes have unfor
tunately occurred. on the ];Iombay, llarodit and Central India Railway, the 
llurma Railways, the Dibru Sadiya Railway, the East Indian Railway, 
the Great Indian Peninsula Railway, the Madras and. Southern )lahratta 
Railway and the North Western Railway. No object would be served. 
by attempting to review the causes of the difficulty in each case or 
the measures taken to IQ,eet them. In many cases an unfortunate political 
element has been imported. into the matter. The st.rike of most importance 
was that which occurred. on the North Western Railway when practically 
all the Indian employes of the Locomotive and Carriage and Wagon Shops 
at Moghalpura and a number of the station staff were away from duty for 
the months of April and May 1920. 

/~ 7. So far the description Or measures adopted for relief has referred prin-

(

I cipally to the subordinate staff of the railways. llut it is obvious th~t the rise 
in the cost of livinO' has,affected all cl~ses equally, though the claims or the 

\ oetter paid. officers" were, perhaps, in the'first"-in~~nce, less urgent. ~leasurcs 
\ to improve rates of pay have, however, now been carried out in all ~ervices. 
'---

During the year 1920-21 the engineer establishme~t of State-work~d 
railways was reorO'anised as a result of the recommendatIOns of the PublIc 
Servic~s Commissi~n and. in view of the neces~ity for placing officers in a 
'Position to meet thc present day cost of living. The. Imperial a~d 
Provincial services as hitherto existing were am~lgamated mto one servICe 
desiO-Dated the State Railway Engineer service, on revised. rates of pay 
based ontime_scale.SanctiOn:-waS'-also accord.ed. to the formation of a new 
service of A~sist8nt Engineers to serve as Sub-District officers. Similar 
reorganisations with revised. rates of pay based on the engineer scale have 

Other 
iDdire~ 
bellefits. 

Strikes. " / 

Superior 
Staff'. 
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been introduced for the Locomotive, Carriage and Wagon, Electrical, Traffic 
and Stores Departments of the Superior Revenue Establishment and a new 
Local Traffic Service, modelled on the lines of the Provincial Engineer 
Service, lIas been sanctioned. The rates of pay of the superior establishment 
of most of the larger Company-worked railways have been reorganised on the 
lines adopted for State-worked railways and the Government services 
generally. 

JIIechanical S. Before leaving the question of staff there is one other matter which 
~g. must be mentioned. Railways are peculiarly dependent in their mechanical 

services on an adequate supply of skilled workmen. Hitherto very little 
organised effort has beeu made to provide for the training of educated Indians 
in mechanical engineering though the training of' apprentices in workshops 
on a limited scale was usual. Regular schemes for this purpose have recently 
been drawn up for the three State Raihrays and Companies' lines are taking 
similar measures which, it is hoped, will eventually he of great assistance in 
helping to increase the supply of skilled mechanicallallour-a matter of very 
great importance hoth to railways and industrial India generally. The 
resolution issued by the Government of India on the subject of training of 
educated Indians in mechanical engineering is reproduced as Appendix D tc> 
this volume. 
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CHAPTER VI. 
EARNINGS. 

I See ..t1 d' . . -" , 
\ ppen .~ce8 5, 9, 11, 14 alld 24 of Volume II.) 

The total gross earnin ""s f 11' . Rs 91 98 76 000 ." 0 a rallways In India iU"'1920-21 were Tota.l gross 
. ,.,' , representm<> an incr f R 2 83 ft_; __ Th ul "ease 0 s., ,44,000 over the previous e_ ........ _ 

ye~r. th e ~esd ts attained fell short of what it was hoped would be realised 
w en . e u get was framed, owing in a large measure .. to the trade 
dep reSSlOn referred to in the introductory chapter. 

. 2. The ~rowth of earnings affords a direct index of the development of Growth of 

rallways and unportant facts can be deduced from the study and analysis of earnings.. 
past results. The fi~es for the last 11 years are as below :-" 

1910 ... 
1911 ... 
1912 ... 
1913·14 

1914-15 

1915-16 

1916·17 

917-18-1 

1 

1 

1 

918-19 

919-20 

920.21 

Year. 

... 

... 

. .. 

... 

... 

... 

.. , 
.. -... 

... 

... 

... 

. .. . .. 

... , .. 

.. -

... ... 

... . .. 

... ... 

... .... 

... ... 
'" ... 
... h. 

... ... 

.. , 

Gross clU'Ilings. Increase over P~entnge of:· 
previous year. mennlo. 

R •• R •. 

61,14,22,000 . .. . .. 
55,27,78,000 4,13,56,000 S'OS' 

61,60,04,000 6,37,26,000 11'63-

63,5S,61,OOO 1,93,47,000 8'140 . -
60,42,74,000 -3,16,77,000 -4'96· 

64,66,04,000 4,23,30,000 7'00 

70,6S,42,OOO 6,02,38,000: 1i'31 

77,86,39,000 . - 6,67,97,000 · , 9'45 

86,£8,68,000 . , 8,92,29,000 · - 11"58 

89,15,32,000 ? ,86,64,000 ., 3'32 

91,98,76,000 . 2,83,44,000 ' , S'18 

. . · , 

For comparative purposes, the· figures· during, the war arc to a 
considerable extent vitiated by the special conditions :then obtaining. The 
decrease in 1914-15 was of course directly attJibutable. to the. cessation of 
trade which followed the opening of hostilities, and to some extent the
heavy increases in subsequent years ~~re attributable -to the inilitary and 
other special traffic engendered by the war. Taking, however, the period as 
a. whole it will be noticed that the eai-ilings have increased in 10 years by: 
Rs 40,84,540,000 or'79'1i6 per cent., and' it is of considerable interest to see-

how this.has been effected. p 
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3. Taking first the goods figures :-

Goods eamings. 
Increase Ol"er 

Percentago .. Y.ar. previous year. 

R •• B., 

1910 ." .. , 30,43,17,000 .. , ... ... ... 
32,93,22,oaO 2,50,Oo,noo 8'22 

, 
IPlI ... ... ... ... 
1912 ... ... .. , 37,91,84,000 4,98,62,000 15-14 ... 
1913-14 ... ... ... 37,77,49,000 -14,35,000 -0'38 

1914-15 ... ... ... 35,09,18,000 -2,68,31,000 -7'10 

38,75,79,000 3,66,61,000 10'40 
, 

191ii-l6 ... ... .~ 

1916-17 ... ... .. . 41,43,00,000 2,67,21,nOO 6'89 , 

1917-18 ... .., ... 44,49,54,000 S,06,54,OOO NO I 

1918-19 ... ... . .. 49,13,89,000 4,64,35,000 10'44 i 

1919-20 ... ..- ... 47,11,60,000 -2,02,29,000 -4'11 

1920-21 ... ... ._, 47,96,84,000 85,24,000 1'81 ~ 

The special fluctuations during the war years may be neglected, 
but between 1910 and 1920-21 the increase was Rs. 17,53,67,000 or 57'62 
per cent. 

4. The corresponding figures for passengers are as below :-

Year. Passenger Increase over 
Percentage .. earnings." previous year. 

B .. B •. 

1910 ... ." .., ... ... 19,17,42,000 ... . .. 
1911 ... .. , .., ... . .. 20,84,01>,000 1,66,63,000 8'69 

1912 ... ... .., ... ... 21,96,S9,OOO 1,12,34,000 0'39 

1913-14 ... . .. ... . .. 1S,73,69,ooo 1,77,30,000 8'07 

1914-1. .. , .. , ... .., 23,44,26,000 -29,43,000 -1'24 

1915-16 ... ... '" ... 24,14,00,000 69,74,000 2'97 
1916,17 ." .. , ... . .. 27,05,95,000 2,91,95,000 12'09 
1917-18 .. , .. , ... . .. SO,17,05,OOO 3,11,10,000 11'49 
1918-19 ... .. , 

'" '" 34,20,16,000 4,03,11,000 13'36 
1919-20 ... ... . .. ... 39,06,93,000 4,86,77,000 14'23 
~920'21 ... ... ... ... 40,85,23,000 1,78,30,000 4'56 

• Including earnings from parcels, lng-gage, etc. 

-

• 
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It will be t - d that th _ . no Ice roughout this p~riod the progressive rate of 
mcrease 1U each year has with the exception of 1912 and 1915-16 exceeded 
that of goods and the final result is to show an increase of Rs. 21,67,81,000 
or 113'06 per cent. in the 10 years' period. 

5. Taking figures further back still the following are the results :_ 

GOODS. PASSENGEK. 
Year. 

Tonnage. Earning .. Number. -Earnings. 

Ro. R .. 
1901 ... ... . .. 43,392,000 21,23,67,000 194,749,000 11,41,88,000 

1911 ... ... . .. 71,263,000 32,93,22,000 389,862,600 20,84,00,000 

1920-21 ... . .. 87,542,000 47,96,84,000 559,246,100 40,85,23,000 

PhenomeDal 
growth of 
passenger 
traffic. 

~
'';- It appears from this that the goods earnings have rather more than~"\,\ 

(
doubled in 20 years, while passengers have almost trebled in number and \!:! 
nearly quadmpled in earnings in the same period. The conclusion, there- j I 

fore, which follows from this analysis is that the passenger traffic is definitely-./' 
incre!lsing faster than the goods, which besides being an important testimony 
to the increased prosperity of the people, is a fact of very great importance 
in respect of railway poJicy. It is perhaps not generally known that when 
l'ail ways were first started in India the opinion was confidently expressed 
that very little provision for passenger traffic would be required since caste 
difficulties would prevent the railways from being generally used by the' 
people. The figures of progressive development given below furnish an 
interesting commenhry on this view of the possibilities of railways in India •. 

1871 

1881 

1891 

1901 

1911 

1920-21 

.. , 

.. , 

." 

.. , 

Nnmber of pasllengers. 

19,283,000 

54-,764,000 

122,855,000 

194,74!l,OOO 

389,862,600 

559,246,100 

6. In spite, however, of the increased value of passenger traffic, goods' Relative 

traffi(J is still in the year under review the more important item from the :-p=ce 
standc:ppipt of revenue. . :r:ings. 

• Including enrnings from pt'rcl.ll1, Inggage. etc. 
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The earnings are as below :-

Earnings. Per cent. of total 
earnings. 

Rs. 

Goods traffic 
47,96,84,000 52'15 

*40,85,23,000 44"41 -:Passenger ... 
Miscelli.neous, telegraph, steam-boat, etc .... . .. t3,16,69,000 3'44 

Total 91,98,76,000 100'00 

7. In respect of the total figures, it is interesting to notice the pro
gressive development of earning capacity which is a valuable index of the 
corresponding development in material prosperity of the areas served. The 
following are the figures of earning's pel' mile per week for all lines in the 
last 30 years. 

1890 

1900 

1910 

1920-21 

243 

245 

306 

478 

8. Turning now to the separate items, the earnings under goods in the 
year under review were made up as follows :-

Quantity. Ea.rnings .. 

Tons. Rs • 

.Merchandise 'General 46,147,000 35,30,25,000 

Military stores ... 1,065,000 . 96,53,000 , 
.coal and coke for tbe public and foreign rail ways 21,845,000 I 8,20,50,000 

Revenne stores ... 18,~29,000 2,64,51,000 

[Ave stock 256,000 I 51,55,000 

·Other goods , .. 45;52,000 

Total 
'" 87,542,000 I t47,96,84,000 

• Include. earnings from parcels, luggage, etc. 
"vnu!J~clnde. R .. 2,70,000 a. tho gross earning. of the Aden Railway for which detailed information is Dot 

_.!g!.clud •• the Cawnporc·Bnrh"Rllink eaminl!" whicb, in tho case of totol, are included under "cod..,. 
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, :. It.will be seen from above that the major portion of the earnings is 
(lo~prlsed ill the general he:m of merchandise and the principal commodities 
which go .~ mak~ up this head are given in the table below wmch shows 
the quantities earned and revenue earned in the last :6. . f . 

f h d
'ty ve years rom carnage 

() eac commo 1 • 

1916-17. 1917-18. 1918-19, 1919.~_o, 1920-:n. 

~ ~ ~ ~ - • -I· - • ~ l.n .1!L In ,in :in in in in in _________ ,milli __ o_""_.,_o_ro_r_eB. toillions. crores. millions. orores. milli'"ons.
1 

crorcs. millions. crores. 

Grain Bnd pulse ••• 

Cotton 

Metals 

. ()il seeds 

_.Jute ... 

; Sugar ... 

Salt ... 

()ils ... 

Wood 

... Others 

... IS'18 8-65 15'19 10'9' 16'45 12'12 IS'62 I 9'45 12'11 9'SS 

9-05 S'15 2'02 S-Ol 1'99 8'20 2'24 4'16 1'99 

2-53 r52 2'07 rM 1'98 1'27 2'47 I'SS S'SO 

- ~ ~ ~ ~ ~ ~ ~~ ~ ~ ~ 

- ~ ~ ~-~ ru ~ ~~ ~I ~ IV 

- ~ ~ ~ ~ ~ _ _ ~ r~ 1. 
- - - _ ~ ~ ~ ~ ~ ~ r~ 
... 1-3' l'U I'S7 1'2' 1'24 1'17 1'33 Nl 1'28 Nl 

_r~ _ ~ ~ _ ~ ~ ~ ~ ~ 

IS'80 12'63 7-68 IS'38 9'57 16'OS 

Merchan· 
dise. 

----------~--~~--~~--~~--~--~~---

The effect of the poor trade year and deficient monsoon is clearly 
reflected in the figures of tonnage lifted of all the principal articles of 

,export-which are below those of the four previous years. Metals and wood 
have risen probably as a result of internal industrial activity, and the rise 

-in the tonnage of miscellaneous commodities not det.ailed is due mainly to 
-imports. 

10. Apart from general merchandise, the next large item is coal which Cool tro.lIlo. 

:represents about one-fourth of the total tonnage lifted. ,The question of 
... ;upply and transport of this vital commodity has become in recent years a 

matter of such publiC concern that it is desirable to explain the position at 
. ,some length. 

In 1920 the coal mined in India amounted to 17,962,214 tons 
-against 22,628,037 tons in 1919 or a decrease of 4,665,823 tons. The total 
quantity of coal despatche~ from the main coal-fields of India was as 

-;follows .:-

BeD",al and Bihar and Orissa collieries 
" Singarem collieries 

'Pench Valley " ••• 

U~ " ••• 

Total 

',',' 

••• 

Tons. 

15,986,777 

324,767 

48,992 

135,155 

16,495,691 

---~ 
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. 14944000 tons were carried 1Iy the East Indian and 
Of thIS amount , , . f th . 

• ) '1 'hich is 801814 tons m excess o. e prevIOus 
Bengal-Nagpur .i,al ways " ' 
year's figure. 

t · f c.eneral deficiency of supply and the measures taken to-
The ques IOn 0 0 '. nl' h 

·t t'd the scope of this report whICh deals 0 y WIt matters. conserve 1 are ou 51 e .... 
.. '" . t rt d m' this connection there IS eVIdence In the complaInts auectmg ranspo an .". 

. ., the press of some mlsunnerstandmg of the POSI-and suggestrons appearmg m . ' . 
t ' It eems to be c.enerally believed that the whole dIfficulty IS one of 
IOn. soU I' 't d '11 

d fi • b t thl'S I'S only partially true, n Imi e wagons WI not wagon e Cleney, u . ' . 
solve the trouble, unless provision can at the same hme be made for mcrea'ed 
facilities in and around the coal-fields for de&li~g. expeditio~sly with a larger' 
number of trains. The existinglines have a limIted capaCIty and to overtax: 
that capacity would simply produce. a block: More ~agons are wan~ed ana . 
measures are being taken so far as finanCIally pOSSIble to procure thIS. In 
the meantime with a view to taking full advantage of the existing stock .. 
wac.on suppl~ of all broad gauge lincs has been pooled with effect from 
1st November 1919. This system of pooling wagons has been adopted as an. 
experiment, and so far it has proved a success, but there are certain difficulties. 
in respect of repairs, etc., which have yet ta be overcome. 

11. Mention is perhaps necessary' of the special temporary system. 
of preferential treatment which has been adopted under the control of 
a Coal Transportation Officer. This is not a new cepa,·ture. It is a. 
partial reversion to a system which had been in force prior to the war_ 
When the Coal Special Indent System unner which wngons were
supplied to collieries on certificates issued under the authn'ity of t.he Coal 
Controller (and suhseqmintly the Coal Transport~tbn Officer) was withdrawn 
on the 31st December 1919, it was intended lhal. the pre-war system of wagon:. 
allotment shoulll be reverted to. Unfortunately, however, the wagon supply 
in tllC coal-fields continued in defect with the remIt t hat it became 
necessary for the Coal Tran srortation Officer to grant certific,ttes entitling
holders to preferential treatment in the matt!'r of wagon supplies for 
their coal. This was known as the system of "Special Supply" and WllS 

justified in that it ensured essential industries and the more important· 
consumers at least receiving regular supplies of coal. Several attempts· were 
made to relinquish this new form of control, but the poor wagon position on' 
railways generally and the difficulties in the w"y of effecting any considerable 
improvement in it, necessitated the ('ontinuance, in the public interests, of 
som':. :Cn'Tn of control. The arrangements introduced in July of the year
under r .• iew for diverting coal for Western India ports to the rail-cum-sea.. 
route vw, Calcutta, made the position somewhat easier. The relief thus 
afforded, however, was not sufficient to warrant the withdrawal of the 
"Special Supply System," which continued in operation throughout the
year. In FellVuary 1921, an, Informal ·.committee 'was constituted hy the
Government of India to discuss the difficulties arising out· of the coal sit.uation. 
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in India and to advise as to th b t _ _. 
~llocatin'" railwn e es method, In ex:.sbng circumstances, of 

• b • Y wagons for the distribution of coal in India. The Com-
mittee recommended, inter alia that p f • . th 

I h ,re erence lU e matter of wagon 
supp y s ould be accorded in the order below to the folIomn'" classes of 
~emands:- 0 

(1) Locomotive. 

(2) Gov:rnment shipments, that is, Royal Indian Marine and Locomo
tive coal for railways which is conveyed by sea. 

(3) Public utility companies. 

(4) Shipment and bunker. 

'1'he recommendations of the Co=ittee were subsequently refelTed to the 
·-Coa~ Transl'ortation Co=ittee, which was appointed by the Goverument of 
IndIn, to be used by the latter Committee as a basis on which to work out a 
:new scheme for the distribution of coal wagons which was to replace the 
X Class or " Special Supply System." 

It will be seen, therefore, that the difficulties in regard to distribu
·tion of coal in India are not such as are capable of simple and easy solution 
·~nd that everything possible with existing reso.urces has been done to 
-~lleviate the trouble which the shortage of supply must inevitably cause. 

12. A matter ofC"onsiderable concern to the public is the theft of Thefts. 

· goods in transit which has in recent years shown an unfortunate tendency to 
increase. The importance of the evil both from the point of view of the 
J?ublic and railways is very fully recognised. '1he trouble, however, is not 

· peculiar to India .. It is the natural outcome of the universal shortage of 
supplies all-d the high level of ruling prices and as such has extended to every 

· ~ountry in the world. In India, where the distances are great and valuable 
.goods have to travel for days through unfrequented tracts of country, 
it is a matter of very great difficulty to provide a remedy. It is not, however, 

· to be inferred that measures to check this practice are not being adopted. 

13. During the year under revie\v a Committee was appointed to 
investigate the working of the railway police and one of the points referred 

-to them was to make recommendations calculated to mitigate or remove 
-the defective arrangements made for the protection of goods in transit and 
-at sheds and transhipment yards. Their recommendations are receiving the 
~onsideration of the Government. 

In this connection, it may be stated that the police force employed for 
--the maintenance of law and order on railways and for the protection of 
railway property .is provided by t.he Civil Depa~ment, the railways pa~ng 

-the major portion of the expense lllcurred. Dunng the year under reVlew, 
.::the portion of the total annual cost borne by railway administrations in 

RaUway 
Pollce 
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. ted t Rs 41 23 677 against Rs. 36,11,777 in 1919-20. The 

India amoun 0 • " ..' 
total str~ngth of police force employed on railways Including watchmen was-

about 16,000. 

14. As already mentioned, the growth of passeng~r traffic 11as been 

b I d the distribution of the number carrIed by classes is p enomena an 
interesting.-

,-

Average miles Average rate 
No. of EarniDgs. u. passenger charged per 

CIa ... passengers. 

I 
was carried. passenger 

per mil •• 

I --
No. R •• lIiles. Pies. 

First ... ... ., . 1,148,500 1,30,48,000 130'55 16';2 

Second ... ... . .. 7,128,500 2,26,49,000 77'81 7'st, 

Intermediate ... ... ... 11,749,600 1,91,19,000 71'66 4'36 
I 

Third ... ... ... 490,280,41)0 i 28,91,25,000 38'73 2-92 , 
Season tickets ... ... ... 48,939,1011 I 37,24,000 9'16 l'60 

..·1 
I 

24,76,65,000 I Total 5090246,100 37'02 3'18 

As is to be expected, the third class considerably out· numbers all 
the rest put together; but there are some interesting facts in respect of the 
higher classes. In the year 1916-17 the number of passengers travelling by 
intermediate class was 14,348,800 which in 1920-21 had fallen to 11,749,600 __ 
'£he corresponding figures of first and second classes show clearly that this
result was due to the better class Indian having transferred his patronage
tothe higher cl~ses as providing greater comfort -and privacy. - In the
lowest class the numbers· travelling in the last 10 years have been as. 
follows :-

lOll ... 

1912 ... 
1913-14 

1914-15 

1915-16 

1916-17 

1917-18 

1918-19 

1919-20 

1920-21 

... 
.. , ... ... 

... . .. 
'" 

... '" 

... 
'" ... 

• Exclnding the aeaaon and vendors' ticket-holders. 

848,478,500 

876,566,800 

410,959,800 

403,558,800 

413,254,000 

431,456,200 

881,016,700 

40<1.,387,600 

460,305,800 

490,280,400 
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15. These figures will explain the reason for the pre.ailinO' complaint 
I of .overcrowding ~f tr!i~, when it is rl'membered that the number of purely 

. thIrd class carnages m 1913-11 was 15 '"/19 and l' 1920-91 . I'" ~OS • ,... n ... was 1,1..: ,an 
IDcrease of 2,096 only. Moreover, in this connection it has to be borne in 
mind that. ~wing t.o renewals Leing in arrears an l~duly large proportion of 
the stock IS lllefl'ective. The remerly is obvious; but it is a question of time 

V and ~~ney. In the meantime, all that is Ilossible is being done in the way of 
provldmg a more extensive service of hains. 'rhe daily passengpr train 
mileage in March 1921 was in fact 9,000 miles in excess of the figure at the 

. same period ofthe previous year. 

16. In concluding this chapter, some explanation is necessary in respect 
to the question of increase in rates and fares. During the year under review 
parcel rates have been increased by 25 per cent. and passenger fares have on 

. some lines Leen increased to a very small extenl. Goods rates have in some 
cases been enhance", but nothing in the way of a gem'ral increase has been made. 
The powers of all ndministrations in this respect are limited Ly certain 
maxima which were fixed long ago and """hich must inevitably be mised to 
accord with the increased cost of transport now obtaining. India is alone 
among all nations of the world in having" escaped so far a general and 
extensive rise in raiIwny rates, and it is impossible if rail ways are to continue to 
be worked on sound business principles that an increase in rates commensu· 
rate with the increased cost of working can be avoided. So far as passengers 
are concerned the service given is the cheapest in the world liS the following 
statement showing the average receipts per passenger per mile in difl'el'Cnt 
countries will demonstrate .. Later ligure:i than 1918 for other countIies 
were u~fortunately not available, but as rates in other countries have been 
sensibly increased everywhere in the last two years the discrepancy is 
probably considel"ably greater than represented. 

Overcrowd· 
ing of 
carriages. 

Increase in 
rates and 
fares. 

~latcmcnt showing a'De1'Oge receipts pel' passcnger mile by rail/Day" of' 
cliffel·ent COmdl"ies calculatect i1~ cents (.American). 

United of State America .. , 
Holland ... ., . 
Canada , .. ." 
Sonth Anstralia 
Norway, 1916-17 
Switzerland ... 
New South Wales .. , .. ... 
Japan 
India .. ' 

• In terms of four-wheelers. 

... 

1918 or 1917-18. 

Receipts per passenger. 

mile. 
2'45 
2'27 
2'10 
1-44 
1"42 

... l'S3 
1"21 

... 0'67 
0'515 

. i 
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. CHAPTE:R VII. 
FINANCIAL RESULTS. 

(See Appendix 8 of llolume II.) 

Attention has already been drawn, in dealing with working expenses~ 
to the serious rise in the cost of working rail ways in India, owing to the 
increase in wages and plice of coal and consumable stores. High prices also 
entail a proportionately heavy recurring increase to the capital at chal·ge 
for every increase in capital assets and conse9-uent liability for higher 

interest. 

2. State-owned Railways are worked in the interest of the tax-payer on 
commercial principles. That is to 8ay, it is expected that they will at least 
mect their working expenses and the interest on the capital expended. 
Beyond this, they have for some years paid considerable sums into the 
general exchequer, thereby avoiding cOl'l'esponding necessity for direct 
taxation for the general needs of the country. It i~, therefore, a matter of 
very great, public concern, when, for any general or permanent cause, a 
steady increase is apparent on tbe debit side of the accollnt without a COl'l'es. 
ponding increase in the receipts. Considered from this point of view, the 
financial result.s of railways at present are, therefore, a matter of general 
intel'est; and as the subject is unavoidably one of some complexity; a brief 
explanation of the figures exhihited in the appendices of Volume H may 
be of some assistance. 

3. The total gross earnings during the year under review amounted to 
about Rs, 92 crOl'e~ distributed as foll()ws:-

(1) State Railways owned by Go\'crnment-

(a) Imperial 

(6) Provincial ... 

(2) District lloard Railways 

(3) Railways owned by Indian States 

(4) ,. 
" privnte Companies 

... 

Total 

TOt,,1 

. .. 

... 

... 

... 
... 

••• 

Re. 

81,27,46,000 

1,32,000 

8],28,78;000 
.. :. 
22,96,000 

3,41;09;600 

7,05,93jOOO 

.9]~98,76,OO() 



The :financial results of tIle last three classes of lines mentioned aho.e 
a.re mainly the concern of the :proprietors themselves. The Government, 
however, in most cas"s, providfs lalld free of cost and allows payments to 
make up with the net earnings of the lines a certain stipulated minimum 
return on the capital invested, mostly in the shape of rebate from the earn
ings of its own line~. The net earnings of some of the railways of class (4) 
are more than sullicient to meet the stipulated rate of interest and on 
these a -propOliion of the surplus profits accrues to the Government. The 
1'ebate payments are included in the working expenses of the Government 
lines concerned; the extent to w hidl the other transactions affect the 
Government appears in the entries against the items under the heads 
., Subsidized Companies-Repayments of Advances," etc., and" Subsidized 
Companies-Land," in the table appended to paragraph 6 below. 

4. The total earnings of State Railways owned by State, as stated above, 
were Rs. 81,28,78,000; but tIle actual total realizations including the rcceipts 
iI;! respect of the unrealized earnings of the previous year amount to 
°Rs. 80;!l!l,06,054" Thc payll).ents on accolmt of working expenses during 
the COUl"Se of the yeal" amflunted to Us. 54,52,95,675. The 0 net receipts 
consequ,ently ,,:ol·k,to Rs. 26,46,10,379, yieldiJ).ga return of 4'74 per cent. on 
the capital exprnditurc incl~ding the p~emia pa~d in respect of the purchased 
railways. 

5. The table below cODfpares the financial reslllts obtained in the work
ing of, State~owned rail,ways durJng the year 192Q·2 L with those of the 
previous eight ye!lrs :-

I Capital ""pen' I RECEIPTS. 

ditul'e including 
Return on tho 'premia 

Year. paid. iu re8pect 
Deduct workin~ capital. of purchased GroS,8 rcceipt~. Net receipts. 

railways to end oxpenses. 
of the year. 

~" R •• R •• , Jb~ Per cent.. 

(i~ crorcs.~ (in cl'Ore.z.) (in, orol·cs.) (in oro,cs.) 

56'32 29'36 26'96 0'58 
1IUa,1-l_ ... ... 48~:8Jl 

4'92 IW16 29'53 24,'63 000'09 1914-15 ... 
29'53 21'73 5'46 " 

507'03 61'26 
1915·16 ... ... 

29'91' 32'98 6'46 5l0'10 62'95 
1916·17 ... .,. 

31'36 37'56 7'30 514'06 068112 
19n·18 ... ... 

31'08 39,:18 1'63 
520'~~ 16'26 0' 191~·19 ... ... . 

33'63 6'28 19:11) 45'41 53111!O 1~19-20, ... ... 
54'03 26"46 4'7'-' -

608'32 80'99 
1920-21 ... ... --_ .. --- - - 0 - 0 0_ 

-
G 2 

Receipts. 

Finanoial 
Results. 
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It will be noticed that during the years of the war, the return was 
appreciably higher than in the pre-war years; this result is attributable to 
working expenses having been restricted by postponement of repairs, etc_ 
'fhe high,rate of working expenses which immediately, followed the war 
,,-as ill some measure due to the reaction from this ca~lse and to this extent 

may lJe regarded as temporary. 

(i. Beyond working expenses there are, however, a number of miscel
laneous liabilities which have to be taken into consideration before the net 
plOfit to Goyernment can be ascertained. The ultimate financial position 
aftel' tnldng these into consideration is shown in the following table :-

IN CB08£8 OF RUPBES. 

Railways. I I I 
_______________ 1_10_1_:;._11- 1014-1 ... 1915-16_ 1916-17_ 1917-18. 1918·19. 1919.20.11920.2I.. 

81ote.fJll:nell Railway', 

1. Net receipts (sce preceding table.) 

Deduct. 

26'96 

-
24'6S 27'73 _3:_2'~!J8_: __ 3_7-.:.56+_39::....:-1.::8_:_.::J3::.'6:S:"I_":2~~-~46~ 

2. Share or surplus profLts paid to working '66 1'04 '91 1-16 1-90 
agencies. 

s. 4nnuity payments in purchase of Railwnys. 5'07 S'04 5'04 3-90 

4. Sinking funds '29 'so -SI '49 -so '_"36 '85 'Sl 

.5. Interost. on debt, ",i •. , on direot o&pital l 
expendi~nro by Government Bud on specifio 
loa~ Jssued and liabilities incurred for 
and In lb. purobn •• of Railwoys. 1S'33 H-SS 15-23 1"-97 15-62 15-71 16"36 15-74. 

6. Intercst on capital contributed by Railway 
Companies and Indian States towards out-
lay on State Rnilways. 

Net gain from St~te·oWDed Railways. 

'1. Subsidized Coy_.

&aipt •• 

(a) Repaymcnt of advanoes and sale of land. '" 

(b) Government share of surplus profits. 

Charge •• 

S. Land, etc .... .. 
9. Miscellaneous Raihvay expenditure, vU.,
(~) Cost of Offi •• of Railway Board 

(b) Co.t' of Offic. of Aocounlnnt-Gon.ra1 Rnil 
ways. ' .. 

(e) Survoy of lin •• ... 
(dJ Other Miscellaneous Railway AYnendi'---z: "1U"e. ... 

Net payments orrcceipts on account of·t 7 
SandD. lema , 

Net wOl'king profit to Government from .n 
milwnys. u.u 

7-06 S-,\f) -;6;:;;'24:;YI-;17:1-32;;;;-il'-1:-:":::'91:-;I--:1-:-6--::17-:I'-9--84-~I--"-78-

'01 '01 -OS '02 '0023 '0011 '0016 

'13 -os '12 '12 '12 '16 

-os '15 '10 '03 -04 -OS 
~I--+-':"::-!--=-!'-~:' 

'10 '09 "09 '0& 

'02 '02 

-os '07 -os '04 

-il7 --OS --14 --13 

'09 

-02 

'04 

--06 

'10 '10 

"02 

'10 

';9 

'12 

.. -13 -lsi --1"1 --10 I '04 1 --31 I -'51 I 
7'19 3-22 ~1u:ii2I14'S71--:1-5-:-8.---I:--9--SS-I:· -5--6-5· 
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. Inasmuc~ as. the payments on account of annuities in purchase of 
railways and SInkIng funds include liabilities of a capital nature redeemed 
through these payments, the n,,<>ures against working profits shown abo.e 
unde~state the real results. To this extent railways are in fact acquiling 
.a capItal asset for the future benefit of the country. During -the year 
1\)20-21, the redemption of capital effected through the annuity and sinking 
fund payments amounted to Rs. 1,601,,12,,100 and the actual net working 
profit for the year may, therefore, be stated at Rs. 7,28,35,182. 

7. It may be explained that the !"ate of interest employed in the Rate or 
past for the calculation of interest on capital expenditure provided by the interest. 

Government has been the avemge rate of interest paid by Government on 
loans issued for other than specific purposes. With effect, however, from the 
_year 1919-20, in view of the rise in the rate of interest on loans floated by 
Government, -the interest on Railway capital expenditure is worked out by 
_applying to outlay to end of 1916-17 the average rate of interest obtained 
.on Government borrowings up to that period and to subsequent outlay ilie 
rate calculated with reference to the amount of loa.ns issued since 1916-17 
_and the interest paid in respect of iliem. The following are the rates of 
juterest adopted during the past eight years-

1913-14 ... ... 3'S88 Per ccnt. 

1914-15 .. , ... " 
1915-16 ... ... 3'4725 " 

1916-17 .. , ." 3'2964 " 

11l17-lS ••• ... 3'4730 " 

1915-19 ... ... ... 3'4S1S " 

3'4076 " 

1919-20 ." ... I 
l 0'9328 " 

3-SZ5i1. .. 

1~20-21 ... { 0'1979 " 

For expenditure to end 
of 1916-17, and 

For Bubsequent expendi
ture. 

For expenditure to end of 
1916-17, and 

For subsequent expenditure. 

. important facts stand out Summary" .. 
8. Summarising, ilierefore, the followrng 

-from figures given :-

h . from Rs 29'36 crores in the last year 
Worldng expenses ave nse~ 1920 21 t·.hus neutralisin!!: the whole 

- R 54'53 crores rn " ~ 
-before the war to s'. db" (1" the net receipts below what they 
. . ""ross receIpts an nngrnt> . t -Increase In 0 t' the liability of Government lU respec 

-were in 1913·14. In the mean lme, 
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-
of interest on capital raised 113s risen, and the net result is to bring the 
workino- profit to a fio-ure beloll" what it stood at in 1912-13. o 0 

1Yorkillg eXIlCllses alone ha,e absorbed 67·33 per cent. of gross receipts 
in place of 52·13 per ccnt. for the year prior to the war, and the additional 
cllllitalrC'quired must be raised at a cost of nearly 6 per cent. in place of the 
pre-war rate of 3~ pel' ccnt. 

1'he significance of these figures will be apparent to all who are 
interested in the progressil"e de,elopment of a great national asset of the 
Em}lire. 



RAILWAY t~RNINGS & tXPENOITURt. 
ON STA.TE: OWNE.D LINES IN INDIA. 

19 't 0- 'l.\. 

t\\~?T OF RECEIP/~ 
zs • 

TOTAL RtCEIPTS. 0 1]J~~;;!Z===T4:="""'--"'" Rs. 80/ 99 .. 0& .. 000 

OTHER E~RNI"C.S._,...-. 
As. 75".44 .. 000 

TOTAL bpt NOl1ull£ 
(I"ClUDING INTEREST· 0 
ISUAPl.US PROfiTS) 

RSo 76,,%1,00,000. 

7S 

23-77 % 

-9':'9 
. ,95,5Z,OOo. 

;;; 
<> ... 

so 
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CHAPTER VIII.' 
ACCIDENTS. 

(See Appei,dices 26, 27 and 28 of Volume IL) 

. ~t is satisfactory to report that the total number of persons who lost 
theIr hve~ as a l'esu~t of accidents during the year showed a decrease, being 
~,?16 agaInst 3,17: In the previous year. In addition, the number of persons 
lllJured was 3,039 In 1920-21 against 3,108 in 1919.20. 

Investigation showed that most of the fatalities which occurred 
during the year were due to the rash or negligent action of the persons 
killed, only 209 out of 3,016 having lo~t their lives as a result of circum" 
stances beyond their control. Of these 37 were railway servants. 

Of those who were killed in accidents due to their own nction more 
than half, viz., 1,557 were trespassers in railway prollerty and 230 lost their 
lives by falling or jumping from trains in motion. 

Of the total number of persons (3,039) injured, l,nO were passengers, 
987 railway servants and 526 trespassers. Of the p9.ssengers only 275 were 
injured as a result of accidents to trains and the others by jumping from 
moving trains or other action due to their own fault. 

Total 
fatalities 
andiujaries. 

2. The total number of serious accidents to trains during the year Serious 

1920-21 was 469 against 550 in the previous year. A brief account of the Aooidents. 

more serious accidents is given below. 

(a) On the early morning of the 26th April 1920 at 2/6 hours, 
a passenger express train ran into the rear of a goods train, 
outside the outer signal of the :Mewa N awada Station, owing to the 
line clear having been given to the passenger train when the goods 
train was actually standing at the outer signal and had not cleared 
the block section. 

I 

. ~ ~. 

The vehicles' of the passenger train were lighted by gas, and as a result 
of the collision the gas tanks bUl'st, the escaping gas ignited and 
set fire to the wreckage. 

One van and three bogie coaches were burnt and the actual casualty 
list consequently reJll.liins in s~me doubt. It i~, however, known 
that 45 were killed and 69 inJured.,· four of whom subsequently 

died. 

d to per" 'manent-way and rolling-stock was eStimated at The IJ,m!l-g~ 

Rs. 98,500. 

Ondh o.nd 
RohlJ.khn.nd 
Railway. 



Serious 
accidents 
( .. old). 

Bombay, 
Baroda. and 
Central 
India. 
Railway. 

Bengal· 
Nagpur 
Railway 

48 

Madras and 
Southern 
Mahratta 
Railway. 

RAILWAYS IN INDIA 

. 'd t was caused by contravention of certain 
This seriOUS acCl en '. 

1 b tl e station staff on duty at the tIme of the acCl-(peneral ru es y 1 . • 
t:> ~I' '-a\\'ada and Khanth StatIOns, and also to the 
dent at "' c" a l' • 

t · f certain (peneral rules by the guard and driver of contra ven Ion 0 t:> • 

h d t · Three of the railway servants consldered most t e goo s ram. . 
culpable were prosecuted; two were acqUltte~l, and one sentenced 
to a term of rigorous imprisonment. Other rml I\"ay se;'V~nts whose 
conduct was considered to have contributed to the aCCldent have 

been punished departmentally . 

.!fter this accident Railway Board issued orders for all companies t() 

light by electricity. 

(b) On th') lith ~Iay 1920, a passenger train was received in 
the elead end siding at Jakhwada Station on the broad gauge 
section of the Bombay, Baroda and Central India Railway instead 
of in the loop (the main line being kept clear to receive NO.1 
Down Guzel'at Mail which was due to cross 8 Up there) and 
collided with an empty ,vagon causing derailment of the train 
engine, 2 bogie third class coaches and a bogie third class coach 
with mail compartment. All these vehicles as a result or the 
collision telescoped killing 26 passengers and injuring 41. 

The damage to the permanent-way and rolling-stock amounted t() 
Rs.23,500. 

The accident was due to the incorrect setting of the points. The staff at 
fault were prosecuted, the pointsman being sentenced to one year's 
imprisonment, and the others :fined. 

(0) In the early morning of 8th September 1920, a mail train was 
derailed between Barabamboo and Amda Stations. 

']'he cause of the accident was a sag in the permanent-way, the founda
tions of which had been weakened by heavy and continuous 
rain. The driver of the mail train disregarded the speed restriction 
imposed by a caution order for the section of line on which the 
accident occurred, thereby contributing to the serious damage and 
loss of life. }'o~ passengers were killed and seven injured. Total 
damages to the permanent-way ~nd rolling-stock amounted t() 
Rs.54,257. 

The driver at fault was prosecuted and punished. 

(d) On the night of the 7th October 1920, while.the Madras-Bangalore 
Mail train was running between Arkonam and Musmal Stations 
on the South West line, the enginesuddenly leftthe.rails, and ran 
down thc embankment and turned over on to its side; the bogie 
carriage next to it. crashed into. the t~nder and was tilted over on 
its side; the second and third vehicles from the engine were als() 
telescoped. The other vehicles remained on the rails undamaged. 
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~en people were killed and 22 injured_ 'The dama!!!! to the 
roIlmg-stock and Tle t " 
R 

r rmanen -way amounted to approximately 
s.68,OOO. 

Serio ... 
accidenup 
( .. ..,d.) 

The accident is said to have been due to th al f ail d . . e remov 0 a r ,an IS 

believed to be t~e one successful outrage of a series perpetrated by 
a gang of .orgamsed train wreckers. 

(e) On the early morning of August 28th, 1920, two goods trains 
collided between Usargaon and Kalpi On the Cawnpore Branch 
of the Great Indian Peninsula Railwav, due to the Assistant 
Station Master, Usargaon, having issued a line clear for one 

. train permitting it to proceed into the section occupied by 
another train. 

None of the stalI were killed or seriously injured, but the damage to 
the roIling-stock and permanent-way amounted to Its. 23,000 
(approximatel;r). 

~he Assistant Station Master wns prosecuted and acquitted, but both he 
and the drivers whose inattention contributed to the seriousness 
of the. accident have been punished departmentally_ 

(f) On the morning of the 14th December 1920 at Bommide Station, 
on the broad gauge, when a goods train was being moved from 
th e platform line to the second line to allow the Mettupalaiyam Mail 
to run through the station, the latter ran into the goods train. 
Seven vehicles including one brake-van of the goods train were 
damaged, the engine and tender of the mail was capsized and 
partially buried under the wrecked wagons of the goods train. The 
first two coaches of the mail were capsized and were badly dam
aged, the third coach which was forced into the ashpan of the· 
capsized engine caught fire and was burnt and the fourth coach 
was derailed. 

Forty dead bodie~, nine of which had ·been bu:n~ beyond recogniti?n,. 
were removed from tbe wreckage and 4llnJured 3 of whom died 
on the way to the hospital and 4 after admission. 

This selious accident was due to the driver of the mail train running 
against signals and to the failure of the station staff to observe the
rules for shunting. 

'The staff at fault were prosecuted just before the lllose of the year 

under review. 

If 

Great 
Indian 
Peninsula.. 
Railway. 

South 
Indian 
Railway. 
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CHAPTER IX. 
STORES. 

(See Appendix 22 of Volume IL) 

The question of the purchase of materials for ~ailways is one in 

d t h· h a <rood deal of public interest has' III recent years been regar 0 W IC " . 
displayed. Railways taken collectively are probably the largest pur~ha.sers 
of materials in India. The aggrega.te sum spent in the year under reVIew for 
this purpose reached the enormous total ~f Its. ~O! Cl'ores and even th.is figure 
excludes materials usually purchased III IndIa such as coal and coke, stone, 
bricks, lime, ballast, etc. It has been represented and with good reasons that 
it would be for the benefit both of railways and Indian industries if a larger 
proportion of this money could be spent in India, and considered n:om 
this point of view a little explanation in regard to methods followfld and an 
analysis of the transactions will perhaps serve to dispel a good deal of the 
misunderstanding which exists in regard to the policy adopted in this 
matter. 

2. The supplies required by railways are divided into-

(a) Stores of indigenous origin which are purchased in the country; 

(b) Imported Stores procurable in India; 

(0) Stores procured direct from abroad. 

3. Purchases of indigenous stores are arranged for by each rail way 
administration except that in the case of large items sllch as sleepers, coal 
and rails the Railway 'Board negotiates the purchases for the three St,ate· 
worked lines together. As a matter of principle everything procurable in the 
country is utilised in preference to articles of foreign manufacture, but it 
must be borne in mind that quality and source capable of consistent and 
regular supply are essential. The Stores Purchase Committee which considered 
this matter in 1920 made various proposals for extending and facilitating such 
purchases some of which have been adopted and others are under considera
tion. The question of extension of this form of supply is dependent to a 
great extent on organisation of Indian industries ~o as to facilitate matters 
from this point of view of the prospective purchaser. The main principle 
is clearly established and everything is being done to make it effective in. 
practice .. 

4. Purchase of imported stores is made either from stocks held by local 
importing agents or direct by indent from home. In the case of the former 
category it has hitherto been the rule to restrict purchases to material already 
in the country, but a relaxation of this rule has been recommended by the 
Stores Purchase Committee. Purchases from abroad are made for the three 
State·worked lines by the Director General of Stores and for Company-worked 
lines by the Boards of the respective companies. 
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5. Turning no;w to the actual fi th f d t b gures . e purchases under the 3 heads Value of 
re erre 0 a ove, figures before 1915-16 are not available, but in the last stores 
6 years are as follows :_ purchased. 

TOTAL T..\LUll OP STOKES PUBCBASED BY THE 
Plll~CIP.A.L B.AlLWATS. 

-' Value of Value of atoree 
Value of Btores 

imported stores of Indian TOTAL. 

r imported manufacture 
direct. purchased iu 

or of indigenous lnWa. origin. 

Ro. Rs. Rs. Rs. 

1915-16 ... ... ... . .. 4,26,53,000 1,05/i8,ooo 1,41,88,000 6,74,19,000 

1916-17 ... ... . .. . .. 2,09,99,000 2,24,l9,000 2.so,4!,OOO 6,54,60,000 

1917-18 ... ... ... . .. 1,S4,8S,OOO 2,.74,l.3,OOO 2,30.02,000 6,38,98,000 

1918-19 ... ... ... . .. 2,48,49,000 3,18,38,000 'i ,05,9S,OOO 12,72,85,000 

1919-20 ... . .. ... . .. ll,4lj,63,OilO 3,91,89,000 8,30,26,OCO 23,69li8,OOO 

1920·21 ... . .. ... ... 16,23,41,000 6,01,11,000 9,Ol,()7,OOO 30,25.59,000 

It will be noticed that tIle total figure has grown from Rs. 6,74,19,000 in 
1915-16 to Rs. 30,25,59,000 in 1920-21. 'L'he value vf stores imported direct 
.fell off during the worst of the wnr years to Es. 1,34,83,000 and has now 
increased to the large figure of Rs. 16,23,41,000 or to nearly four times the 
,figure of 1915-16. In the same period imported stores purchased in India 
have increased to about five times and local purchases over six times their value, 
'and judged simply from a superficial survey of the figures it may appear 
that the principle of increasing local purchases at expense of imported 
material is hal-dly effective in practice. To get at the facts of the position it is 
I.necessary to make a further analysis. The figures giyen e;clnde in the first 
place coal, stone, bricks, lime and other materials invariably purchased in 
India which are often charged direct to works in which used. To this extent, 
therefore, the total value of Indian purchases is understated. 

6. The large figure of imported materials includes t~e followiug-

(1) Bridge work. 
(2) Engi~eers plant ~nd worksh,op machinery and tools. 

(3) Rolling stock. 

(4) Electrical plant. 

(5) Pemanent·way. 

(6) Metals. 

(7) Miscellaneous. 

Of these the first four are practicalfy unobtainable ~ In~. Bridge work, 

d 
.' underframes are to a small but mcr~smg extent turned 

wagons an carrIage . 
. Ind' h but they are still dependent on supplIes from abroad for 

out In Ian sops, 
many essentials. 

Hit 

.&Da.Jysla 01 
stores 
PlU'olIaBed. 
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Locomotives, tools and electric plant are not ~rocurable at a:1. It is 

I · f ·b·ch there is no alternatlve market which make -these cost y ltems or" 1 

up the greater part of the foreign purchases. 

d to of the other l'tems an immense improvement in In regar some 
l'espect of Indian purchase is apparent. 

'l'he purcbase of rails in India has risen from Rs. 13'9]: l~khs in.1915-16 
to Rs. 62'46 lakhs in 1920-21. Iron and steel were pu:C'hased ~n India to the 
extent of Rs. 59'20 lakhs in 1920-21 against Rs. 12'8, lakhs In 1915-16 as a. 
direct result of the enterprise of }Iessrs. Tata and Sons. 

Wagons being loa.ded with iron ore at Gurumahsini Mines owned by , 
Messrs. Tata. and Sons. 

It is sincerely to be hoped both in interests of India generally and 
Indian Railway managements in particular that further industries on similar 
lines in respect of other requirements may be started in the country and 
that' within the next few years India will be able to mak~ some appreciable 
progress towards making herself self-supporting in respect of material for 
.her rail ways. 
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CHAPTER X. 
CONCLUSION. 

The previous chapters of this report have dealt entirely mth the plain TeolmioaJ. 
every day facts and problems of workin"" raI'1 - I d' B t th -. " ways In n la. . U ere IS a 
technical and scientific side to this matter -which' can not afford io be ne""-
lected. ~hi~ is pr~vided for by the technical section of the Railway Board\ 
office which IS deSIgned to initiate research in respect of technical en ""ineer
ing matters affecting railways and to serve as a medium for comm~icat
ing results attained for the general benefit. 

2. One of the principal matters engaging attention during the year lmder 
review has been the question of bridges. In order to deal satisfactorily with 
this important subject a special Bridge Committee has been formed from the 
engineers of all railways which is presided over by the Chief Engineer to the 
Railway Board. The principal matter which has so far engaged their atten
tion has been the evolution of a satisfactory formula for" Impact." With
out entering into any techlucal details it may be explained that this subject 
has a very important bearing on the necessary factor of safety. Considerable 
progress has been made as a result of their deliberations and from the actual 
tests of bridges made by a special officer deputed for this purpose with 
Fereday Extensometers and other approved instruments. An officer was sent 
in: this connection to England and America to compare and co-ordinate the 
work of the Committee with that done in America and elsewhere. His 
Report was in: the press at the close of the year. While on leave in England 
the Board's, Chief Engineer got in touch with the British Engineering 
Standards Association and with officers of }1inistry of Transport and Railway 
Engineers' Association who are carrying ?ut parallel investigations. It is 
hoped that the final' result of these measures will be of great technical 
interest and value in future railway construction in India. 

3. Apart from this the technical ser-tion of the Railway Board's office 
have published the following papers during the year:-

No. 201.-' Locomotive'Desigri in relatiop. ~o gradients and curves. 

No. 202.-. Locomotive Design as it affects the Bridge Engineer. 

No. 203.- Cast Iron Sleepers. 

No. 204.-Possibilities of steam Railway Electrification. 

No. 205.-Renewal of Girders on the Kiul Bridge, East Indian Rail
way. 

No. 206.-Train: F,esistances. 

No. 207.-. New.Hump Ma~na;llfug Yard 
South Western Railway. 

at Ft'ltham, London and 
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No. 20S.-Notes on Railway Surveys. 

No. 209.-Control of Railway Traffic by Telephone. 

No. 210.-)fotor Traction and Road Railway (Stronach-Dutton 

system). 

No. 211.-~'hird Report of the Indian Railway Bridge Committee. 

No. 212.-Some Aspects of the Gauge Question. 

No. 214.-lIotorizing Railway Terminals. 

No. 215.-Hardinge Bridge over the Ganges at Sara. 

No. :216.-Stjj,Lility of Hill Slopes. 

No. 21S.--"'heel Dimensions and crossing clearances. 

Several other papers were in the press at the close of the year. A. 
complete list of technical papers issued up-to.date can be obtained gratis
from the Chief Engineer with the Railway Board, Simla. 

4. In concluding this report reference must be made to the valuable 
Report on Indian Railways, which has been received from the Committee pre
sided over by Sir William Acworth which concluded its labours after the year 
under review had closed. This report is now in the hands of the public and 
it is hoped that some of the facts brought out in the preceding pages will help 
them to appreciate and weigh the arguments for a change in the existing 
methods of finance and administration which the Committee have advoqated. 
India is on the e\'e of great changes, economic as well as political. Important 
schemes of manufacture and mining and other developments are being initiated, 
the progress of which depends in almost every case on adequate transportation 
facilities. It is therefore in the first degree important that any change which 
is now made shall be wisely conceived and carefully considered before it is 
adopted so that we may effect a real and lasting improvement in the manage
lllent of our railways on which the prosperity of the country so greatly 
dppends. 
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Appendix A. 

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

(Re/Winteil Irom the Report for 1914-1:j_) 

One of the special features of the Indian Railway sy.s.t!t!ll is the diven;ity of conditions 

Diversity of Relations Between that prevails in the relation of the State to the 
the State and Railways. various lines in respect of ownership and control. 

. Of the important lines situated in British India 
or in which the Gove~nment of I.ndia is interested, three (the North 'V est~n, Eastern Bengal 
.a.nd. Oudh and R~hilkhan~ Railways) are owned and worked by the State; eight (the East 
Indian, Great Indian Penm'llla, Bombay, Baroda and Central India, Madras and Southern 
Mahratta, Assam-Bengal, Bengal-Nagpur, South Indian and Burma) are o,vned hy the State 
Dut worked on its behalf by companies enjoying a guarantee of interest from the Government; 
three important lines (thc Bengal and North-Western, Rohilkund and Kumaon and Southern 
Punjab) and many of less importance arc the property of private companies, some being worked 
Dy the owning companies and some by the State or by the companies that work State-owned 
systems; several minor lines are the property of District 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 nnder the Indian Railways Act, 1800, in respect of 
all railways in British India (and also, by virtue of arrangements with Indinn 
States, in respect of the chief r .. ilw .. ys passing through such States), certain 
general powers. Thus .. r .. ilw .. y may not be opened until a Government 
Inspector has certified that it has been constructed so as to comply witn require
ments laid down by the Government and c .. u be used for the public: carriage of 
passengers withont danger to them. The Government of India can also, in the 
interest of the safety of passengers, require a railw .. y to be closed, or the use of 
pa~ticular rolling-stock to be discontinued, or may prescribe conditionsifor the use 
of the r .. ilway or the rolling-stock. They can appoint a R .. ilw .. y Commission to 
investigate complaints on certain m .. tters such as the withholding of reasonable 
traffic facilities or the gr .. nt of undne preference. 

In .. ddition, the Government of Indi .. (or in some cases Loc .. 1 Governments) exercise 
nnder the provisions of contracts detailed control over the m .. nagement of .all 
R .. ilways in British Indi .. gre .. tly exceeding th .. t which is secured by the I?~n 
Railways Act. They also h .. ve a certain fin .. nci .. 1 interest ;:11 aU co~p"D1es 10 
British India, .. ud a preponderating interest in most of the raIlways,whlch are of 

the first import .. nce. 

hi h h id to the present diversity of conditions inlregard to the 
The m .. in causes w c ave e d d th 

a"ency by which railways are m .. nage, .. n e 
History of Relations of t~e Govern- r:l .. tions of the Government with the various classes 

ment and CompaJlles. of companies noW in existence, .. re snmmari .. d 

,in the following parag .... phs ,- . • 
t tion of l-ailways in India were submItted 10 1844 to 

The first p .. oposals for the codnsbruc
Mr 

R M Stephenson. afterwards Chief Engine.x of 
. C . Euglan y . . ., . 

-the East India. omp~ny 10 others' they included the construction of lines by railway 
the East Indi .. n R .. ilway, and , d the .,."",.,.ntee by the East India Company of 

b · orated for the purpose .. n .,-- f 
oompanies to e lUcorp f th truction by the East Indian Railway Company 0 

A contra.et or e cons • .a specified return. 
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__ ,_ Mirzaporeor Rajmehalat an estimat-
'1 from Calcutta tow""," d b h 

an experimental line of 100 ml es d turn of 5 per cent. was guarantee y t e 
ad . 1849 an are. • 

ed cost of I,OOO.OOOl. was m e ~n , "1 contract was made iu the same year WIth 
h C tal· aud a slJlll ar • 

East India Company on t e api, f Ii e from Bombay to Kalyan at an esti-
• . 1 R'I .v Company or an. . 

the Great Indlau PenlDsU a al waJ • f t ting genemIIy the construction of Indian 
mated cost of 500,OOOl. But the pohcy 0 endrDSted tl'l 1854 on the recommendation of 

• was not a op un 
railways to ~rantee~ comP:'nles dated 20th Apri11853, explained his reasons for prefer
Lord DalhOUSie, who, In a mlDute, ., and control of the Government, to the-

.' d the SuperYlSIOn 
ring the agency of compames, un er G thy its own officers. He held that the-
construction of lines on hebalf of aktbe _~vernm: well and possibly as cheaply, and as 
State Engineer officers would m e rauways , • I b 

. . . b t tb t th 'thdrawal from other duties of the arge num er-expeditiously as compames; u a e WI • . 
of officers required would be detrimental to tbe public interest, that the conduct of commereml 
nndertakings did not fall within tbe proper functions of any Government and least. of all 
within the functions of tbe Government of India, since the dependence of the population on 
the Government was, in India, one of the greatest drawbacks to the advauce .of the country, 
and that the country would therefore benefit by the introduction of English e~ergy and 
English capital for railway purposes, with the possibility that ~c~ energy ~d ~apltal woul<l 
in due course be encouraged to assist in the development of India 10 other directions. 

Tbe policy supported by ·Lord Dalbousie was adopted, and betw:en 1854 ~nd 18~(} 
contracts for the construction of Railways In 

Old Guaranteed Railways, India were made by the East India Company t-

or (after 1858) by the Secretary of State for India with tbe East Indian, Great Indian 
Peninsula, Madras, Bombay, Baroda and Central India, Scinde (afterwards the Scinde, 
Punjab and Delhi), Eastern Bengal, Great Southern of India (afterwards, when amalgamatelf 
with the Carnatic Railway Company-see below-the South Indian) aud Calcutta and 
South· Eastern Railway Companies. Under these contracts the railway companies under
took to construct and manage specified lines, while the East India Company (or the
Secretary of State for India) agreed to provide land and guaranteed interest on the capital, 
the rate fixed being in various cases 5, 4i and 4i per cent. according to the market rates 
prevailing when the vanous contl.."ts were made. Half of any surplus profits earned was to
be used towards repaying to the Government any SOlDS by which it had been called upon to
supplement the net earuings of any previous period in order to make good the guarantee of 
interest; and the remainder was to belong to the shareholders. In practically all matters of 
importauce, except the choice of staff, the companies were placed by the contracts nnder the 
snpervision and control of the Government, which had power to decide on the standard and' 
details of construction; the rolling· stock to be provided, the number, time and speed of tl-ains ;. 
the mte. and fares to be charged; tbe expenditure to be incurred; the standard of mainten
ance; and the form of accounts. The railways were to be held by the companies on leases
terminating at the end of 99 years, and on such termination the fair valne of their rolling
stock, plant and machinery was to be paid to them. But provision was also made t.o enable
the Government 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 rerum their capitalat par. 

An attempt to secure the construction of l'ailways in India, on terms more favourable to
Early Attempts to Seonre Funds· the Government than those of the contracts with 

for Railway Construotion the original goaranteed compauies, was first made· 
withont a. Gnarantee. in1862, when a subsidy, but not a guarantee,. 

. was granted to the Indian Branch Railway Com-
pany which proposed to m~ke feeders to the trunk lines .in Northern India and did actlmU . 
make one such line. Similar ',!"sistan~e was granted later to .the Indian T:"mway compan~ pi .-' .- ~. . .-
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which maile' a short'line'm Madras r ' '" _ _ 

t ' d' .' " .In 1S64 tne .... -O ted' ' .men lOne were taken as a at dard'~" --' ,,,,,:,,ws gran Ito the two comru>.n;e& 
an <or general ad ti -. ' , r-

of similar complmies. The'ch" f'" " ' ,01' on With a view to the encourae-ement 
Ie prOVIsions we th t th G " b 

necessary land free of costs wo-'d re" e overnment, besides giving the 
, ' , w; grant an annual b' d ~ 

ing £IUO per mile of line with dd;:' su SI.1 ,.or20 years at a rate not uceed-
, . , ana tionmresp t fJ b'd 

£10,000. These terms' fa;led to a"'--t ' . ec a arge rl ges costing more than 
" ' 'U''''' capital and th t ' . 

'had begun work, found themsel' ' £t " e wo unguaranteed comIantes which 
_. ' ' , ,~es a er a ftw y~ bl ' 
assistance from the GovErnment' C . ars una e' to proceed Without further 

, . , onsequentlv m 1867 t t 
the Indian BI'anch Railway Co~ an w' " " , a con .rac was (Utered, into with 
ltohilkhaitd Railway Company ,~) ~ ( hhl~hhsoon after changtd its name to tbe U Oudh ond 

y w IC the company was t d -
per cent. per annum on Ihe cost of cnl _ l' lb" ~aran le mterest at 5 
to those laid ,down in the contracts ofthe

a 
n :ndelsS~4-e ICSarrltd ~ut, by It, on ccnd'fon. s;milar 

perla a ,60 Slm·Jarly th 1 d' T 
,Company, after having been gi\"en in ISOS a gua t f'S ' , e n ,an ramway 
I' 'd t' , IS7U d' ' ,ran ee a per cent, Fer annUm went int<> 
Iqw a IOn III an became ab ,bed' ' 

" ' , ,SOl III a new comFany called the ,Carnafc Rail",a 
COIDP- Dy ,afhrl,ards amalgamal,d "ilh Ibe Grtat Southern of Ind'a R' 'I C tf 

f h S b 1 d
' , I al way oml any ~ 

orm I e out n ,an Railway Coml any) w'lh which the Se I f SI t • d' . . ' ... cre ary 0 a c eUul"t: mto 3-

contract guaranlellDg mterest on its "alital at 5 Ier C<Dt, Fer .nnom. In 1£( r. !;'r John 
Lawrence ,ummed up, the, result of the experiment of the construction of ra~hrays by 
unguaranhed cO,ml anles as follo"s :_U The Governmont of Ind'a I fib . . .. .. .. - las or severn years een 
~rlvmg 10 mduc~ capltalist.s ~~ und~rtake the construction of railways in Ind'a at their own 
nsh,and on theu responslb,hty w,th a minimum of Government interfer, nee, .But the 
,attempt has ,entirely failed, and it has become ohvious tbat no capital can he oblain, d for such 
undertakings otherwise than nnder a guarantee of ,interest fully equal to that "hich the 
Government would have to pay if it borrowed directly on its own account," 

The attempt to encourage unguaranteed companies baving thus been unsuccessful, it 
became necessary to decide whether the old practice of relying on guaranteed companies, of 
the type that bad provided capital for, and had consullcted, the first railways in India, sbould 
~e continned, The Government of India expressed their objections to this 'course. They 
do~bted wbether their power of control over such companies secured the greatest Fossible 
economy in construction. They also disliked the arrangements under wbich they guaranteed 
the in.terest on the capital of companies, ,and thus became responsible for lor. on working
while baving only a comparatively remote prospect of profiting by the result of, successful 
working. Two important changes WHe consequently made in the practice that ,had been 
followed since the beginning of railway construction in India :-' 

1. ~ngements were 'mad~ with some of the most important of tbe gnaranteed 
companies that, in lieu of the provision that half of any surplus profits was ~ 

'be applied in repayment of sums adva~lced by the Government under the 
guarantee,of interest, half, of the surplus profits for eachhalf-year should be 
the property of tbe' Go\"ernment. 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 tbe Madras, its right 
to purch~~e the .lines at the end of the first 2 5 YM~omthe' <Jates of the 

r~spective contracts. 

2. It was decided by the Secretary of State that t.he 'time~ad .:m~ea.~hen in 1?0th 
" .• a d expending'such 'additional capital as might be reqUired for itew-raISing n . ji I.. • 1 .• ' I 

.. Ii' 'I' Inil,'a tneGOvernment should secure l;o Itself the full--benefit of ItS 
nesn , "'.' 
wn credit and of the cheaper methods which it was expected tbat it would De a • , 
hIe to, use., Accordingly, for sever",1 years afte~ 1e6~, the chief capital expen-

-.:, :ittini'on r"i~ways was chiefly incurrea dir"7t by Q;e Stateal'd no fresh con~ 
, willi ;Jua~feed com panics were made except for small extensions. ' Among the 

I 
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be b State agency and from State capital between 
lines constructed or h g~n d y Valley Punjab Northern, Rajputana.-Malwa, 
1869 and 1880 were ten u: Irraw..ddy Valley, and Tirhoot. 
Northern Bengal, Rangoon an 

2- from the introduction of milways in India, 6,128 
By the end of 1879, in abont 0 years miles of milway had been constructed by companies 

Progress in the Construction which :had expended, approximately, £97,872,00() 
of Railways. (these figures include the Calcutta and South-

, R 'I b' 1 were constructed hy companies but were purchased bv "Eastern and Nalbati 8J ways, w IC I '1 f il . 
'1868 d 1872 respectively). By tbe same date 2,175 ml es 0 ra way -the Government man, . 0 

"had been constructed by the Government at a cost of £2S,695,2~6. 

'ty f t and rapid extension of tbe railw. ay system was urged by In 1880, tbe necessl or grfa' "' . d 
. ' . . t d after the great famine of 18/8, who estimate that at the Famme CommiSSIoners, arpOin e • 

leost 5,000 miles were still Utces.ary for the protection of the country from fa~llne. It was 
Ibeld by the Government of t,he time that a limit was. nrcessary on the capital borrowed 

II d 't I that the limit fixpd was not high enough to allow of such progress annna y; an 1 was c tar . . F . 
in railwav construction as was d •• irable. With reference to th,. difficulty the amme Co~-

• missioners r<marl,ed : /< that there would be mam-
Introduction of Modi1led fest advalltages in giving free scope to the exten-

Guarantee Terms. sion of rai'ways hy' private enterprise if it were 

possibl,'; and, l.houl!h the original form of guarantee has been condemned, it may not be 
impossible to find some substitute which shall be f,·ee from its defECts, and may secure the 
investment of capital in t1.ese undertakings without involving the Goyernment in financial 

oQr other liabilities of an objectionable nature," 

Action in the direction suggested by the Commis.-ion was taken by the formation of three 
companies without a guaraotee I the Beugal Central in 1881 and the Bengal and North. 
We,tern and RohUkund and K umaon in 1882) and three neW guaranteed companies (Southern 
Mahratta in 1882, the Indian MidLmd in 1885, and the Bengal-N agpur in 1887). The Bengal 
.and North-Western and the Rohilkund and Kumaon llailway Companies are referred to 
more full.' in a later paragraph. The Bengal Central Rail"ay Company's operations were 
not successful at the outset, and a revised contract was ente,ed into with the company, with 
.effect from the 1st July 1885, nnder which the Secretary of State guaranteed interest at SI 
per cent. on the company's capital, the balance of net earnings remaining after payment of 
interest on ad"ances by the Secretary of State and debenture capital (bot not the share capital) 
being divided between the S.cretaryof State and the company in the proportions of three
-quarters to the f"rIDer and one-quarter to t be latter. The nfW contract gave the Secretary of 
State the right to take pos ... sion of the line on the SO~h June 1905, or subseq1)ently at inter
vals of 10 years, on repaying the company'. capital a~ par. The rate of interest guaranteed 
to the Southrn Mahratta Bailway Company was also Si per cent.; in this case the balance 

oQf net earnings remaining after 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 llengal 
Centralllailway ComFany. Th. guarantee to tho Indian Midland and Bengal-Nagpnr Railway 
Companies was 4 per cent. ; and the Secretary of State was entitled to three-quarters of the 
.. urplus profita in excess of all interest chargos. The lines constructed by the three companies 
last mentioned were declared to be the property of the Secretary of State, wlio had t!:~ right 
to determine the contracts at the end of approximately 25 years after their respective dates, 
or at subsequent intervals of 10 years, on repaying at Far the capital provided by the 
~mpanie8. 

The Assam-Bengal '1lailway Compainy was formed on'.imilar lines in 18g2, except that 
any surplus profits were to be divided between the Sfcretary of State and the comIany u. 
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proportion to the capital provided by each Tb 
for the first six years and thereafte S • e rate of guarantee in this case was S\ per cent. 

r per cent Th B R il 
1897 to manage and develop the line in that Pro . e urma a ways Company was formed in 
Interest at 2i per cent was gu'- t d th vmce that had been constructed hy the State.. 

• _GU ee On e share ca·tal • d b 
surplus profits were orimnal1y dl' . 'bl . pi ratse y the company, and the-

b' VISl e In the pr rt" of 
State and one-fifth to the co b t . opo Ion four-fifths to the Secretary of 
capital invested by each in t:':P:r;rt':;'i:

nce 
1908 the di"'."ion has been proportional to the 

nable by the Secreta of State . g. Tbe contract mth the Burma Comrany is termi-
.,., .tal L ry m 1328, or on subsequent occasions, on reTa)-ment of the-

compan J s capr a. par. " 

The terms of gIlarantee given to the companies form.d since 1880 have tbus been much. 
more favourable to tbe Government than in the case of those formed before 18611. 

In dp.aling with tbe guarantetd companies formed before 1869 and wit h those formed in 

Termination of Contracts of the 1881 and subsequently, it has been the practice 
Old GUIl.l"anteed Companies. (except in the cases mentioned above, when the 

. purchase of some of the old guaranteed lines Was-

postponed m order to secure to tbe Government a share in surplus profits) to nse in SOme way 
or other at the earliest Fossible date tbe right reserved by the Government of terminating the 
contracts of tho various comlallies. The method of making Use of this right bas differed in 
different c ... es. 'l'he E ... tern Bellgal, (Judh and Rohil~hand, alld Scinde-Punjab and Delhi 
lines were purchased and transferred to State ma~ ... ment, the last named now form~ part 
of the North We.tern Railway. Similarly, the Bengal Central line Was pun·hased and made
part of the Eastern Bengal Railway. The Madras and the Indian :Midland lines were· 
acquired but left, after a.qui.ition, under the management of '" mrani •• working otler lines 
with which it was advantageous t,. amalgamate them. In all other ca.,es (East Indian, South 
Indian, GrTat Indian Peninsula, Bombay, Bar<.da and Central India, Soutbern Mahratta., and 
Bengal-Nsgj,ur), the COUrEe adophd has heen to arrange for the continuance of managlment 
by the orig'nal company lor by a new compauy closely relatEd to the old one), but to secure
more favourable financial condit'ons for the State by one or more of the following methods:
reduction of the amount of capital retained by the companies in the undertakings, reduction. 
of the rate of interest guarant~ed by the State on such capital, and modification in favour of 
the Government of the c!Jiuses relating to the division of surplus profits. 

Arrangements between the 
Government and Companies 

at present. 

'rhe relations between the Government and 
the gIlafWlteed companies now working railways
may be snmmarised as follows :-

The lines that they work are the property of the I'ltate. 

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 ot 
the greater part of the companies' intere.ts on the termination of old contracts. 

When bmds are required for further capital expenditure, the Government has the option. 
either of providing them or of c;a1Iing on the company.to pr~dc them.. ~e 
cqmpany receives gIlRraDteed interest at a fixed rate on .ts capItal; and SImIlar
payments out of the earnings are made to the Government. If, after these bave 
been made; surplus profits remain, they are divided between the Government IIlld 
the company in the various proportions provided for by the contracts. The
company's share is in all cases only a smaIl fraction of the Governm~nt's share. 

All th tracts xcept one which is for a fixed term of if> years, are termrnable at the-
scon ,e, . d· . th 

. f th S c""'-"" of State at """",,.fied dates j an on terminatIon e-optlon 0 e e J."'LIUI .. ." ,-r--

II , 
1/ 
/ 
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bl t par (except in the case of the East Indian 
, 'tal's repaya e a 

company, Scapi I , 'f ' ial reasons to receive a terminable annuity 
Railway Company, which 1S or spec . 
instead of a cash payment). 

The administrati~e control exercised by 

Iollows:-

the Government over the companies is as 

k tb I, in good repair in good working condition, and 
Th Y 's bonnd to eep e ,ne' , 

ecompau I 'II' st k plant and macbinery; to keep the rolling-stock 
fully snpplied With ro mg- oc " . " . 
, 'd ' d orking condition; and to mamta,n a suffic'ent staII 
\D good repair an m goo w , • S 

f h 1· ,-all to the satisfachon of the Sccretary 0< tate. 
for the purpOSES 0 t C IDC, 

, the company to carry out any alteration or improve-
The Secretary of State may reqmre '£ h saf f 

, h I' 'n t1,e worHng that he may thmk necessary or t e ety 0 mEnt 1D t ene, or 1 
the pu blio or for the dl'~ctual working of the line, 

Th S ta f State mav reqnire the company to enter into agreements, on reasonable 
e ecre ry 0, , f ad' , , 'I :f th 

terms and conditions, with the administratiOns 0 Jo:nmg ral ways or e 

The 

. f ' powers for the snpp~y to one another of surplus rolling-exercIse 0 l"UnniDg, . 
stock, for the interchange of traffic and rolling-stock and the ."et~lem.ent of 

th h tes and for additions and alterations to, or the redistributiOn of, 
roug ra , , " ' , 

existing accommodation in jnnctions or other statiOns m View to their convenient 

mutual use. 

train service is to be such as the Secretary of State may require. In order to 
secure a general control over the rates quoted by companies, the Secre,tary of ,State 
has retained power to settle the classification of goods and to authorlSe manmum 
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 snch acconnts as the Secretary of State may require, and these 
are subject to audit by the Secretary of State, 

In aJl otber matters relating to the line the company is made subject to the supeTVlsloD 
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 acconnts, or 
otberwise exercising the power of supervision aid control reserved to him. In 
particular, the Secretary of State has the right to appoint a Government Director 
to the lloard of the company, with a power of veto on all proceedings of the 
lloard. All the moneys received by the company in respect of the nndertaking, 
whether on capital or revenue acconnt, have to be paid over to the Secretary of 
State. 

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

Thns, the Government has the preponderating financial interest in the lines worked by the 
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 
t»e . State after 1880; it has exceedingly wide control ovor the methods of working; and it 
has the right of taking possession of the lines at specified times on repayment at par of the 
~pital of the companies. ' 
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In ~ditio~ ~ the lines rererred,to,above, and.apart from lines constructed by branch line 

companIes, DIstrict BoaNs and Indian States, two lines or some importance have been 

other Lines Worked by Companies. constructed by companies. which receive no dire<tt 
_ :. ' ~ce by the Govemni~t, namely, the Bengal 

and North-Western Railway and the Rohilkund and Knmaon Railway. (The Rohill'-1Illdand 
Kumaon Railway Company was guaranteed interest at 4 per cent. during construction and 
~ceiv~d for 1~ years, thereafter a subsidy of Rs, 20,000 per annum. This ceased in ISD4.), 
While,' however, these companies have n!> guarantee or other direct payment from the 
G9~ment, they derive some advantage (partly through direct participation in profits and 
partly through reduction of expenses) from the fact that the working of certain ~tate lineS has 
been entrusted to them, the Tirhoot Railway to the former company and the Lueknow-Bareilly 
Railway to the latter. Their lines c"';' be pM,hased by the State in 1932 on terms which are 
,different' in respect of the di:fl'orent sections of the lines, but are, on the whole, mnch more 
favourable to the companies than tho,e provided for in the contracts with the guaranteed 
.c~mpanies, Failing purchase in ID32, the lines will hecome the property of the State in 1981 
-on: terms much less favourable to the companies. The general adminiStrative control exercised 
by the State over these companies and the control 'over expenditure are similar to that: which 
is exercised, as explained ahove, over guaranteed companies. 

The greater number of the powe':' for the detailed c~ntrol of railways as ~escribed i,n the 
foregoing paragraphs are ve.ted m the Railway 

Controlling Authority. Board. The Board conSists of a President and tw~ 

Members with a. Secretariat establishment. 
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Appendix B. 

Resolution No. 457-R.P., dated the 14th November 1913, as modified by 
lettel' No. 969-R.P.-14, dated t/.e 13th MaI'ch 1914. 

Terms on which the Government of India are prepared to cOJlsider
offers for the construction by the Agency of private companies of 
branch lines formmg feeders either to State lines worked by th& 
State or to railways worked by companies. 

RESOLl1TIO!{ . ...:...ln supersession of all previous orders on the "ubject, the following
information is publisbed detailing the conditions on which the Government of India will be 

prepared to receive applicatious for the grant of financial assistance to companies formed to
provide capital for the construction of such branch railways as Government may be, 
prepared to entrust to companies. The terms offered have been made considerably mol'e" 

Jiberal 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 adeqnate report on its traffic prospects 
have been prepared by an agency approved by the Government of India. When promoters 
are desirous that snch a survey shruld be made an applicatton should be submitted to the 

Railway Board in the form prescribed in memorandum E, attached. 

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

(i) The prospectus of the co npany to be formed for the purpose of providing capital 
for the line must be submitted to, ,md approved by, the Government of India 
before .is":,e. The capitru. of the company must be expressed in rupees, and 
su~scrlptio~ must be invited only in India. The amount of capital to be raised 
Will be snbJect to the approval of the Government of India and the construction 
of :he line. will not be begun until the Government of India are satisfied that 
capital suffiCient to meet the estinlated expenditure has been subscribed. 

(i.) The railway s~ be built according to plans and estimates approved by the Gov
ernm~nt of ~ndm, and. must conform to the fixed and moving dimensions for 
t~e time ~lDg prescnbed. The gange of the line, the route followed, the situa
tion of stations, and details of a similar character shall be subject to the 
approval of the Government. 

(ii.) A1l1md in British Territory which is . th .. f 
I d
., ' ,m e oplDlon 0 the Government of-

. n la, reqUired for the constrnction of the line will be 'd d free f h . I d' la ' proVl e 0 c arge 
;me u mg nd permanently or temporaril uired f' ' 
brick-fields aud s:-!1-- y req or quarrymg ballast, for 

, UllWU" purposes. 

(iv) The results of existing surveys will be • . 
cession under these rul] lDaue av:wable to persons applying for con-
Railway Bo're fre h es. n will~ses where this is considered advisable by the 

• , s surveys be mad t th ing into the probable t f e a e request of pro:noters enquir-
no preferent·, I lai prot spec s 0 any projected line, on the understanding that 

a em oaconces' f h established If perDU" be SIOll or t e construction of the line is thereby 
• SSion eventual) • £ 

the cost of· all snrve heth • Y gwen or the construction of any line-
, Y8, w er special s urveys or surveys previously made air-
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the cost of, Or with the approval of G 
cost of the railway. The G o<emment, shall be included in the <"'pital 
ponsibility for the acen1'ru>v f OVerrunent of India expressly disclaim all res-

l.eel --J 0 any SllrVe" p'._ "'""_. 
BUpp 1 by them. J' '- ~wwate, or other information 

(iI) Electric telegraphs and tel . hi . 
t~e Government of India~P t: aPtliances will be supplied and maintained by 

. time being for sirnilar scm e c arges and on the conditions in force for the 
. ceo on State railways. 

(".) Railway materials for the eon"'-· t· f '-
il ""Uc IOn 0 tne branch lin ill be . 

ra Ways owned and worked b th Sew carned over 
materials belonging to State ~w:YS~te at the special rates charged for similar 

(flii) The Government of India will t fi . . 
either in the shape of a ~:ancial assIStanee to approved companies 
line company from the net~ra.n e 0 inte"'?t, ~r of a rebate to the branch 
with the branch A . ta ~ of the mam line from traffic interchange<l 

. . SSIS nee m the latter form can onl be • sed h 
the main line is worked by the State. b t th G y pro~ ~ ':" 
other cas d ,u e overnment of I ndia will, III 

. es, en cavour to arrange on b half f th b h . ·1 e 0 e ranc line company a 
SlDll ar agreem~nt with the company working the parent line. "A rebate an,l 
a g~arantee of ~terest cannot be granted simultaneously in respect of tbe same 
capItal;, but capItal may be raised for the same branch line partly under the 
gu~rantee. sys~em .and partly under the rebate system." I~ cases where the 
entire cap,talls raIsed by the issue of shares the following terms will apply :_ 

(a) t Guarantee "I int're8t.-'l'he (~overument of India. will be prepared to guarantee 
~om the close of the period during which interest is payable out of capital 
mterest at the rate of 31 per cent. per annum on the approved paid-up .hare 
capital of the company to the end of the financial yea, in respect of which 
the dividend i. declared, subject to the condition that all surplus profits which 
may be earlled by the company after paying 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 guaTantee, where given, will remain in force until the 
line is purchased by the Government. Any sums payable by the Government 
under the guarantee shall be payable in rupees. 

(b) Jlebate.-When the branch line connects with a railway owned and worked by 
the State, the Government of India will be prepared to allow tho company 
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 (exdusive of earnings derived 
from the carriage of revenue stores) from traffic interchanged between such 
State railway and the branch' line as shall, together with the net earnings 
of the branch line, make np an amount equal to interest at the rate of I) per 
cent. per annum on the approved paid-up share capital of the company.' This 
undertaking will be snbject to the proviso that, when the net earnings of the 
company, without the assistance of a rebate, suffice to pay interest at B rate 
exceeding I) per cent. on the paid.np share capital, the surplus shan be divided 
equall~ between the Government and the company. The payment of rebato 
.hall :Ommence at the close of the period during which interest is payable 

fro ·tal Fayments on account will, snbject to subsequent adjustment, m capI . , 
be permissible at the end of each half-yea~. .For the purpo~e of calcnla~g 
the -mba.tet the'·net· earnings of the maln line fro~ traffic ro

h 
terchanged '.V1th 

the branch, will he assumed to bear the same proportion to t e gross earnlDgs. 



RAILWAYS IN INDU 

of the main liDe -from such traffic as the net earnings ofthe whole main line 
system, including the branch, bear to the gross earnings of the whole system. 

(e) Cumbinalion guaranlee alttl rebate terms.-" When the capital of a branch line 
has been raised _partly on guarantee and partly on rebate terms, the. Govern_ 

. - h ·t I • d th On.rant •• ment of India will allow in respect of thes are capl a ISsue on e Hcb.no 

system the amount (if any) which would have been due_on such sbare capital 
. . b . d Gmnanteo te " 

from time to time had the entire capItal een raJ"e on Itcb.t. I'ms. 
~ , . 

" ' 
- ,(vii.) (a) If, in thc case of a concession granted nnder either of the conditions of the 

foregoing paragraph, it be intended by the bra~ch line com piny to construct 
and work the branch line itself, the amount to be spent each year on \VOl-king ex
penses will be subject to the aprrovaI and sanction of the Government or ',ndia. 

\ 

- , 

\-

In such cases the Government of India may, from time to time, apr o·nt anyone 
- person to be a Birector of the branch line co pany who shall be e_I-officio a 

member of alI- Committees appointed by the Board of Directors of the com
pany or by the company' in relation to the nnde.ta];ing or any other matter 
connected therewith, and sh~ll -have power to exercise at his discretion an 
absolnte veto in all proceedings of the Board of Directors and shalllJot be 
re.novable exceJit by the Government of India, and IIi-ay act by .. Deputy 
appointed by the Governme ... t of India. - -

(e) If a branch line company, which has-heen glanted financial assistance unde ... 
clanse 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 consecutive half-years, 
the Government of India may at any time, after giving six months' notice, 
assume the working of the railway by the State or any other agency. 1£ the 
working of the line is so assnmed, the terms of working will be fixed by 
Government. 

(jz) 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 bran"eh line for a percentage
of the gross earnings of the branch. When the branch and main Iin.. • .are of 
the same gauge this percentage will usually be tbat obtaining on 'the'whole 
system, il/cluding the branch, from time to time, but will not in any case 
exceed 60 pef cent of the gross earnings of the branch from all sources, and 
will inclnde -all cbarges on account of the use of the main line roIIing-stocks~ 
subject to the_ condition that the company shall, if and when ,reqnired to do
so duling -the continuance of the working contract, . bear t.he - capital portion 
of the .ost as stated by Government of stren-gthening the permanent-way 
and bridgcs_of the branch line to enable the rolling-stock for th~ time being 
of the working railway to.be uSed_ on it witho,;,t restrictio;": ~ere the gauges 
-are not the same, special working terms will be fixed in each --c;,.se. When 
the main line is not worked by ~tareagencY, the Go;eriiment 'of India, if 
desired to do so by the branch line company, will endeavo~: to negotiate 
similar terms for working With the ;main Jfue adrDinistration· -

. ,...... ,':' 
!(t ~ . 

(z) No capitol expenditure by th,e, b~n~~ lin~ _ ~o~panY.' ~all.be ~{cognised, as 
between tl.~"Governmen~. of In~la afld the compa.ny; linless tIie' prior sanction 
of the Government of India to th~t expe';ditUi-e h;.s'!h~eli obtained. The 
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company s~all have no power to increase its share or stock capital without 
the sanction of the Government of India or the Secretary of State, or to 
borr~~ money, otherwise than for purely temporary purposes, except on 
conditions to be specified by these authorities. 

(,n) Any u~expen~ed capital, which the company may haw, shall be inwsted or 
depos~ted at mterest in a manner to be approved by tho Government of India. 
and In the name of the company, not in that of the Managing A.,<><O'nts, amI 
tbe return therefrom sball be treated as net earnin~ of the railwa .. <> •• 

(xii) The branch line company, if so required, shall keep acconnts in forms approved 
by the Government of India, and they shall supply, free of c1mrge, all 
accounts required by the Government. The accounts will be subject to 
andit by officers appointed by the Government. 

(xiii) Fundsfor the execution of new works chargeable to capital, which may be 
found to be necessary for the safety, economy, or eJlidency of working after the 
branch railway has been opened to public traffic. shall be provided hy the 
branch line company. Such worl,s and their cost shall, when the branch 
milway is worked by the main line admiuistration be agree,. 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, whose decision shall be final. 

In the event of the branch line company failing to provide, after six months' 
notice, any additional capital for work required under this condition or 
conditions (it) and (iv) above, the Government of India shall be at liberty to 
supply the necesEary funds, and to carry out the work, and shall be entitled to 
receive from the sums payable to the brancb 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. 

{xi,,) ~ Subj~ct to the law for the time being in force, paym~nt out of capital will ~e 
ti ed durin"" a period wbich may extend to the close of tbe half-yeal )n 

sanc on, " . bl" ffi f 
which the railway shall have been opened throughout for pu Ie tl~ 0, 0 

h ·th the interim net earnings sball be required to pay lllterest sue sums as, WI ' 
at a rate to be agreed upon on the paid-np capital of the company. 

h 
account of administration of the branch line company as the 

{xv) Suo expenses on . d . truet" to the 
~ rnment of India may sanction may be charged unog cons 100. 

o~eal t of the company and with effect from tbe date on which tbe 
caplt accoun ., d f II 
line is opened for traffic throughout will be cbarge as 0 owo:-

li art of the working expenses 
(a) if tbe branch line company works its own ne, as p 

of the line; . 
. lin' k d by the main line administration; 

(b) if the company's e )s wor e . 
t ffi to pay interest at 5 per cent. (or suffice to pay 

(1) when the net earnings do no. ~u ce h -·tal of the company, as part of the 
t ) the pald-np s are capl . 

only 5 per cen. on ·f th ti' ulated percentao"" or the earnmgs 
. to be met 'out 0 e s p ~ workmg expenses . • -

of the branch taken by the'working agency. II: 
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(2) when the net earnings excc",15 per cent. on the raid-up share capit..1 of the 
company, as a first charge on surplns profits before ~i:isio".; provit!ed that, 
if thc surplus profits are insufficient to meet the admll11st~tlOn charges, the 
balance will be paid by the working agency out of the stipulated percentage 

of the earnings of the branch taken by it. 

(rr;) The rates and Rrrano-ements in force on State railways as regards services 
render",1 to other d:partments of State shan apply to the branch line. 1'he 
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 aunum on the 

capital cost of the said buildings and quarters. 

(or"i;) The Government of J ndia reserve the right to fix and vary f,·om time to time 
thc classification of goods for tariff purposes and the maximum and minimum 
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. 

(or,,;ii) During the first year after opening 'of the branch line or part thereof, eXl,endi
ture incurred on the maintenance of the line, may be charged to capital. 

(ziz) Notwithstanding anything in the preceding clauses, expenditure due to extraordi_ 
nary accidents and casualties, or to defects and their consequence in the con
struction of the line or in any part thereof shall be met by the branch line com
pany, in addition to the percentage of earnings payable to the main line 88 

working expenses, and shall be charged against the branch line net earnings, or 
against capital, according to circnmstances,.in accordance with the general 
usage on Indian railways. 

(.x:r) All agreements for lines constrncted nnder these terms shall inclnde a special 
pnrchase c1anse permitting the Government of India to pnrchase the lines at 
any time, after g.i,·ing one year's notice, in the following cases :-

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

(2) 1rhen it is desired to convert the hranch line into a line of throngh commnni
cation. 

(3) "'hen the Government of India desire to c:xtend the branch line (withont 
altering the gange or making the line part of a throngh ronte) , and the 
branch line company is nnable or nowilling to supply the necessary capital 
for such extension. 

In the ev~nt of a line being pnrchased noder this clanse, the price payable
.hall be 25 times the average net earnings (exclnding payments on account of 
gnarantee or re~ate) dnring the three years preceding the purchase, or 115 per
cent. of the capital expenditnre on the line, whichever may he the greater. All 
payments shall be made on a rnpee basis. 

(or",;) The agreements sha~ also inclnde an ordinory pnrchase cla".e permitting th .. 
Government .of India to. purchase the lines at. the expiry of 80 years from the 
~ate on whICh tho ralh;BY Was declared open fo~ traffic or at snbsequent. 
mtervals of 10 years, subJect to the condition that at least. one year's previous. 
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notice of the intention to purel h . 
purchase under this clause shall ~ase25 ~ been gl\·en. 'lhe price payable on 
(excludin e Imes the average net annnal enroin"" 

g payments on account of !?Uarantee or rebate) d . th three ., 
recedino- the ." unng e years 

p " purchase, subject to a maximum of 120 per ee t d . . 
of 100 e t f . n . an a mInlmum 
All . P r cen . 0 the cailltal expenditure on the line at the time of purchase. 

p"yments ohal1 be made on a rupee basis. 

4. Applications for concessions under these orders should b b 'tted' th 
prescribed by Memorandum A. attached to this R 1 ti e ~ IUl m e fonus 
boo d Ii' eso,u On. CopIes of the forms may be 

o ne on app catIon to the Secretary to the Rail .B a.rd R ' '_J! ti' . . way 0 • equests from promoters for 
llUorma on as regards eXISting sUrveys or for ne 'r/ 
b add d to ,w surveys-e, e pnragraph 3 (ill)--shonld 

e resse the Secretary to the Railway Board Art' f 
. th'n£ " . pp Ica Ions or new surveys should 

contain e I ormatIon reqUIred by Memorandum B hereto attached. 

Resolut·ion No. 'S:: P., dated the 7th January 1915. 

Grant of special concessions to Branch Line Companies formed for the 
construction of Railways in Assam. 

Observatiolls.-The Govetnment of India have recently bad under tbeir consideration tbe 
question of adopting further means to encourage tbe construction of feeder railways in tbe 
Province of Assam. It has been recognised that improved means of communic~tion are 
essential if tbe material development of which that Province is cap" ble, is to be brought 
about, but that, in the present partially developed state of large tra:lts, the immediate 
financial prospects of branch railways construct.d in those tracts are less favourable tlmn are 
the prospects of similar railways in other Provinces of India. In these circumstances, the 
Government of India consider that in order to enconrage the formation of companies for the 
construction of feeder railways in partially developed tracts in Assam, some increased measure 
of finaucial assistauce is req11ired <lnring the early years after the ope:ling of such railways 
and before the conntry traversed has attained to that slate of de\'elopment to which the 
existence of a railway may be expected to conduce. 'l'he tl oVernment of India have therefore 
decided with the approval of His Majesty's Secretary'of State in Conncil of India that the 
Assam Administration may in approved cases supplement the financial assistance by way of 
gnarantee the grant of which at the charge of Imperial revenues is cuntemplated by the 
Govetnment of India Resolution No. 457-R. P., dated the 14th Kovemher 1913. 

Re8oE"tton.~In the' case of brl\llch line companies formed for the <onstl'Uction of railways 
in partially developed tmcts in Assam the Government of India will be prepared, provided the 
conditions implied in the foregoing Observati ons are fulfilled, to sanction an arrangement by 
which, in addition to the Imperial guarantee of 31 per cent. conten:plated in clause 3 (TII) 
(Il) of their Resolution No. 457-R. P., dnted 14th Kovember 1913, the Assam Administration 
sh~ll undertake for a fixed term of years to make good to the branch line company the 8nm 
necessary to increase the rate of. dividend to 4i ~er cent. on the paid-u~ ,:"pital of t~e 
company when its net earnings nre insullicien t to admit ~f the payment of a diVidend at thiS 
l-ate. The period during which the Assam Administration will und.rtake this liability must 
depend 00 the circumstances of each individu.u case and the prospects of early development 
which it presents. In:aii other respects the oroers for the ~ime be~ng in force regardi~g t?e 
fo~matioo. 'of ·companies£or the construction of feeder raIlways J.ll other parts of IndIa WIll 

. apply to the formntion of companies for'. like purpose in ~he proviIice of Assam. 
It 2 
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:r.IEMORAJ.~DU)I A. 

, 3 - 0' 'I/omitting propoBalslor the COn8truCo , if r 8yndOCIJte8 .. e8trOUS ;t 
For the gll"Jance ° pe,.o,,' ° , '+'. der. either to State li,lCs wO'J"ked by State 

tio,. 016r4ne'" r.ibeay' in ]ruZ.a,(orrllIng Jee 
or to raUway. IIJorl",Z oil Companlea, 

t branch or feeder railway in any part of Britis 
1. All applications for leave to construc a • Board 

India are to be addressed to tbe Secretary to tbe Railway , 

. " ball- b 'ted and sb.ll be drawn up, as far as may be in Form 
2. All sncb applicatiOns s e pnn , 

A attacbed hereto, and sball specify :-

d' te by wbom tbe application is preferred; the pro. 
(a) the company person, or syn lca f h h 

' f ',_1 tb nmber of shares and the amount 0 esc s are; posed amou'nt 0 cap''''', e n 

, ,- tb 'tb tbe names of all tbe principal towns from, through, (0) all tbe termlD', toge er w. 
• b' b th illT"y is iutended to be constructed, as well as tbe names moo, or near W Ie era. 
of each civil division and district to be traversed by the proposed al.gnment; 

(e) tbe lengtb, so far as known, of tbe proposed railway; 

(d) tbe gauge, tbe weigbt of rails, etc, ; 

(e) motive power to be employed; 

(f) the maximum tolls, rates and fares proposed to be cbarged on tbe projectea 

railway; 

(!1) tbe proposals for working tbe railway wben constructed; and if any agreement is
nnder contemplation, or bas been provisionally arranged with any existing: 
Railway Administration, nnder which tbe proposed line, when constructed, is
to be leased out for working by snch Railway Administration, the exact natnre
and terms of such agreement; 

(n) tbe cbarges propoEed by tbe applicants for floating the branch company; 

(i) tbe cbarges proposed on acconnt of tbe general administration of the branch com
pany's affairs ; 

(j) any further infor:natiou tbat may be required to enable Governm~nt to thoroughly 
understand the scope of the proposals, 

S, Every such application shalI be accompanied by a map to a scale of one mile to on&-
inch, witb tbe line of the proposed railway delineated tbereon, so as to sbow its general course 
and direction, and also by an estimate, as correct as may be, of tbe . work proposed to be
authorised, 

4, Wben the applicants dralv np tbeir own detailed plans and estimates, tbese docu. 
ments are invariably to be prepared in strict accordance witb tbe rules for the preparation: 
of railway projects issued under the autbority of tbe Government of Indis, of wbich copies
may be obtained on payment from tbe Superintendent of Government Printing, Calcutta. 

5, If Government are prepared to entertain an application put forward in respect of a
line tbat has a~ready been surveyed, permission will be accorded on application to tbe Secre
tary to tbe Railway Board, to inspect at all reasonable hours, the detailed plans, sections 
and esti ma~ at the disposal of Government; and copies of such plans, sections and esti-
mates will be furnisbed on payment of tbe cost of copying, -
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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 thus offered to any person in
terested in the matter, is simply tl.e best information of the kind at the disposal of Go\"ern
ment and that Government cannot accept any responsihility whatever in regard to the 
accuracy of any of the documents. 

Form A. 

To accompany aU application8 for leave to co •• truct a branc" or f .. rler rail/cay i .. any part 
of Briti_" I",lia. 

Nature of padieul.,.. to be specified. 
P.rtieulars. 

1 The name of the companY'lerson or persons by whom 
tho appJi('ation is pl'eferre ; the p1'oposed amount of 

. capita], the number 01 shrLl'C8 and the amount of each 
.b3re. 

2 The termini to"'ether with the names of all the princi-
pD.I towns fro;;, in, thl'Ough 01' into or near which the 
railway i. intcnded to be constroct.d. 

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

4 The gange proposed and weight of rails, etc. 

5 The motive po ... er to b. employed. 

The maximum ton., rates ,and fares intended to be Reference to an appendiz (vide nezt page) 
fila!} be here giuen if nece8lary. 

6 
charged on the proposed milwey. 

h" it may have been prol"i-7 Details of any agreement hO h it is desired to enter 
.ionally ;nnnfet th~ ro;o.ed line, when cons~fct. 
into un e1' W 1(' k 0 g to Dny exlS lDg d ! to be leased out or wor In e,IS OOtt" 
Railway AdDlln18 l'a Ion. 

8 db the applicants for fioating tb. Th. charges propo.. Y 
branch company. 

t of the general d on accOUD 0 9 The charge;. prorU. bmnch company'. all'mrs. adminiab:a Ion 0 . 

be re3uired to enable 10 Any further informntiI~na~a~m:;'rough y understand 
the Govel.'nment of 1 . 
the eoope of th. proposa •• 
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"'10 

nd fi e8 intended to "he charged on 
.Schedule of maximum and minimum rate8 a . al' 

the proposed orancl, railway. 

l'a.,enger,jfare.-
1st class 
2nd class 
Intermediate class 
ard or lowest class 

Carriage,-
Single carriage 

... ... ... ••• ... ... 

... ... 

Two or more carriages on one truck ... 

Single horse ... ... . .. 

.])og'-
Eaoh ... ... ... 

Parcel. ani! lUIJIJoIJ'-

... 

. .. 

... 

If it is proposed to adopt the rates !,p?rove~ by: the 
Indian Railway Conference AssocIation, It will be 
au iii cient to state this fact; otherwise the rates 
proposed should be stated. 

.(Jooi!. rat •• -
5th olass ... ... 
4th 

" 
... ... 

ard 
" 

... ... ... . 

2nd 
" 

... 
1st 

" 
... 

Speoiol class ••. ... 
X 011188 (Explosives including dangerous goods) 

MEMORANDUM B. 

)[asimum. 
Pies per mile. 

... 
}[aximum. 

Pies per mile. 

lIa.ximom. 
Pies per truck. 

:Ma:limum. 
Pies per mile. 

Maximum. 
Pies per 50 

miles or pO~on 
thereof. 

Maximum. 
Pies per maund 

per mile • 

.. , 

Minimum. 
Pies per mile. 

.. . .., 
Minimum. 

Pies per mile. 

lIinimum. 
Pies per truck. 

':Minimum. 
Pies per mile .. 

Minimum. 
Pies per 50 

miles or portioIl_ 
thereof. 

. Minimum. 
Pies per Dl1LUud 

per mile. 

Injormation to be 8upplied by Pl!1'801lS 01' syndicates desirous of "a'IJing 81wDey8, 
for oranch or feedel' lines of ,'ailwuy in India carried oulat the cost of 
Government. 

I, AU such applications shall specify-

(a) the company, person or syndicate by whom the application is prefen-ed ; 

(b) aU the tennini, together with the names of aU the principal townsftofu, 'throUgh, 
into, or near which the survey is intended to be carried, as well as'the,names of 
eaoh civil division and district to be traversed by the proposed aligumeut ; 
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(c) the length, so far as known, of the proposed railway; 

(d) the gange and the motive power to he employed; 

"11:-

(e) the intentions of the applicants as to the construction and working of the railway. 
If it is intended that the working shall be leased to any existing Railway 
Administration, the nature of the contemplated a,,"Teement shall he specified. 

2. Every such application shall be accompanied 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 
conrse and direction. 
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Appendix C. 
. b b d in determjnjng the BuIes embodyiDg the prinCIples to e 0 serve . . 

head ways and waterways under railwa.y bridges over naVlga.ble 
channels in Assam and Bengal (circulated with Government of 
India., Railway Department (Railway Board) letter No. 65-P.-16. 
dated 1st May 1920 and No. 05-P.jl0, dated.the 4th l\lay 1921). 

In the case of ri vers on which steamer services are already established full provision 
should be made for these services by the railway. Reasonable pro~ision sbonld also ~e ma~e 
at railway cost for any development of river traffic that can be showa to be defirutely In 

sight when the construction of a railway is taken in hand. 

2. In the ClllIe of rivers which are navigable but which have not hitherto been served 
by steamers, the railways should not be called upon to provide greater headways or wider 
spans than are neceRsary for the passing of flood water and country boats of the largest 
size among those wl,ich habitually use the stream unless the steamer companies can show 
that there is a genuine prospect of river services being opened within", reasonahle period and 
that such services arc required in the public interest. What is a genuine prospect and what 
is a reasonahle period are questions of fact to he decided in each case as it arises. 

3. As regards rivcrs which are unsuitable for steamer traffic, railways should not be 
required to lll'ovide any facilities for steamer service., since possible improvements in the 
future must be purely hypothetical. Whether a river is suitable or uusuitable for navigation 
should be decided hy the local Government after hearing the steamer companies and the 
railway concerned. 

4. In nll cases other than those mentioned in clauses 1 and 2, steamer companies 
should provide the whole or·such portion, as the Government of India may in each case 
determine, of the additional cost of any increase of span or headway which they·desire should 
be provided and which is not necessary for the purposes of the railway. 

0. Headways should generally be calculated ahove the normal high flood level, taking, 
if possihle, an avemge of not less than ten years' recorded high flood levels. 

o. In fixing head ways it must he rememhered that if railways are required to mlke 
bridges high enough to pass all estahlished steamer traffic, steamer companies, on their part, 
should reasonahly be expected to adopt a suitable type of steamer with dipping funnels, kept 
IL8 low above water level as possible, so as not to raise the cost of btid,.ooes unnecessarily. It is 
considered that standard types of steamer, requiring headways as detailed below, will be 
suitahle for all kinds of river tmffie :-

14 fect 

20 " 

28 " 
85 n 

40 .. 

<lver 40" (with the previous appl"Oval of the local Government.) 

With the steamers classified thus; it will merely be necessary, in order to determine 
what headway should be provided over a river in any given case to decide for what particular 
type of steamer the bridge should be constructed. 
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7. H the cost of providing the required headway should proye excessive, lifting or swing 
.bridges may be snbstitnted for fixed spans; in that case provision mnst be made for opening 
-the movable span at reasonable intervals so as not to ohstruct the steam~r traffic nnnecessarily. 

8. Provision should be made for conntryboat traffic in the case of all rivers on which 
-country boats ply or it is possible fortbemto ply. 

9. In regard to the waterway to be provided, ·in any given case, provision should be 
made ·for .spans of ·width sufficient to pass steamers with two fiats alongside in the case of 
large rivers and steamers with one fiat alongside in the case of smaller riva ... 

10. Disputes or differences of opinion in particular cases should be settled in respect of 
each case by the Local Government after reference, if required, ·to a local committee repre
-sentative of all interests and presided over by the Commissioner of the Division or ValIey . 
-eon~eriled. . 

In the case of the 'Province of Burma only, before a railway bridge is constructed over 
-any ·navigable 'channel the design must first be approved by the· Advisory Board of communi.,.... 
tions 0"£ that :Province. This 'Board will also adjndicate in all cases of dispnte which may . 
..rise in connection with headways and waterways in the Province. . 
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:ReBolution No. 2121.15.-19, dated tile 28th April 1920. 

TrainiDg of educated IndianS in Mechanical Engineering. 

. der consideration the report of . the Indian 
The Government of India have had un d tte t' to the predominant 

. . . h . ph 155 raws a n Ion 
Industria! CommISsIOn whlC ill paragra . . . India and to the 

. ..' ow be=ng to assume In , 
importauce which mechanu .. l engmeenug IS n . ." l' th loyment of mechanical 

I d trial t nses Invo vmg e emp 
fact that the development of n us ~n erp d d d a! st ntirely on the employment 
engineers and trained supervioors has h.ltherto epen e. :0 e f smaIl running plant, yet 
f 'mported stail' Although many engmee .. are fonnd ill c arge 0 

o I . . . L_"" I . eering workshops are almost 
the snbordinate and superior SUpervlSJDg s ...... In arge englO. ad f I dia 

d· It . I however that if the vance 0 n n 
entirely EuroFean or Anglo-In Ian. IS c ear" h 1 
industries is to proceed dli the hoped-for scale and if it is to be of real ~enefit to. t e peop e 

of India, there must be not only a great increase in the nnmber and skill of artisans, but a 

c1""s of Indian foremen and mechanical engineers must be created. 

2. Tho Industrial Commission have alo expressed the opinion that, in respe,:" of mecha

nical engineering, in its various branches, the only satisfactory method of pro~ucm~ foremen 

Bnd officers is by a system of apprenticeship in commercially managed engmeermg shops 

combined with thcorctical training, prefcrably imparted in class rooms near the shops and 
under tho same general control. They especially emphasise the necessity of this system in 
India where the home surroundings 6f students belonging to the educated middle-classes do 

not familiarise them with industrial conditions, and, where the students themselves have been 
hitherto more inclined to the theoretical than to the practical forms of training. This 

important pronouncement is based on an examination of the working of the apprenticeship 

System in several railway shops; and makes it clear that the great railway workshops of 

I~dia, which form the most important part of the country's eqnipment in respect of 

mechanical engineering, must neeessarily play the main part in the training of mechanical 

foremen and engineers, as well as of artissns. 

S. The Government of India take this opportunity of expressing the hope that in the 

nesr future a large body of well-qualified men with a mechanical training will he created 

from among the educated middle-classes. Until recently there has been comparatively 

little readinc •• exhibited hy these classes to pass throngh the severe and nnaeeustomed form 

of training which the profession of mechanical engineering requires; hut, during the past 
lew years, there have heen increasingly hopeful signs of a change ill this re"Pect. On the 

other hand, the system of apprenticeship in railw"y workshops in the past gave little or no 

scope, and only poor prospects to youths of these cIssses. Outside the railways, too, 

there was no great demand, till comparatively !"cent years, for Indian foremen or mechanical 

engineers. 

4. It will be of interest to reeite hriefly what has been done by the railways in recent 

years to provide for their own requirements and at the same time, to a certain extent, to meet 

the needs of the country generally tbreugh their apprenticeship systems. 

It is not too milch to soy tbat the railway shops of India have in the past served as 

the chief training ground for mechanical artisans for the whole country. Youths of tho 

working class enter the shops and after a more or less complete course of training as artisan 

apprentices, either remain in the shops as artisans or take up similar employment elsewhere. 

There is, however, an absence of system in the complete training of these youths; they are 
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usually uneducated, or only partially educated when they commence their apprenticeship; 
and arrangements for the very elementary forms of theoretical teaching they need are 
inadequate or non-existent. 

5. The ranks of foremen, assistant foremen, and chargemen are filled ordinarily either 
by imported Europeans or by Europeans and Anglo-Indians brought up in the country and 
trained in the railway workshops. In the latter case, though the system ha. produced many 
competent men, some of whom have risen to important posts on railways and in private firms, 
it still leaves much to be desired. The theoretical training has been as a rule conductcd by an 
inadequate and insufficiently qualified staff; and there is usually an absence of adequate 
supervision of the work of apprentices in the shops. The directions in which the training 
given at present needs improvement are sufficiently obvious. 'l1,e scheme which has beeu in 
force for two or three years past on the Eastern Bengal Railway at lGnchrapara is an inter
-esting example of the lines on which railway apprenticeship training is now developing. 

The arrangements at Kanchrapal"a for educated Indian apprentices are as follow~ :_ 

Residential accommodation has been provided for 28 first class Indian apprentices 
who draw a monthly stipend rising in five years from Rs. IS to Rs. 30. 
They receive their practical training in the workshops and obtain elemen
tary theoretical instruction four hours weekly from teachers who are members 
of the railway staff and are paid for this work. The rules require that these 
apprentices shall be Matriculates and there is no lack of suitable candidates. 
Propomls have been recently put forward by a Committee appointed uuder 
the orders of the Government of Bengal for a more ad vanced scheme at Kan
chrapara including the entertainmpnt of a separate and highly qualified staff, 
and the erection of a hostel for Indian students and of a technical institute 
in which the classes would be held. The Committee hoped that it would 
ultimately be possible to bring into force similar scbemes in connection with 
the East Indian and the Bengal-Nagpnr Railways' shops, as well as at 
certain other engineering works, and to provide a post apprenticeship 
training at the Sibpur College. n Was also suggested by the Committee that 
the general organisation of the whole system of apprenticesbip training might 
be placed under a Board of Control, On which the railways, the engineering 
firms, and the Sibpur College would be represented, 

6. In tbe case of the officer class, till recently very litile has been done in the country 
to recruit either from the ranks of Europeans or Anglo-Indians, and even less in the case of 
Indians, with a view to enable promising apprentices to obtain further training in England, 
.and to qualify eventually for officers' posts. Certain railways have introduced schemes 
providing the necessary pecuniary aid. It may be hoped that the Bengal Committee's 
scheme may assist in due course in providing Indio·n recruits for this class. 

7. This brief account of tbe part hitherto played by the railways of India In provid
ing artisans and foremen, not only for their own needs, but also for the industries of the 
.country generally, indicates the direction in which further progress can be made. The 
Government of India are confident that the managements of the various railways are 
sufficiently alive to the needs of tbe time, to do everything possible to create a system which 
will give middle-class Indian youths an efficient system of t-raining and thus fit them to 
take their share in the great work of equipping India with skilled mechanics and supervisors, 
"the sinews that actuate the industrial frame. 

S. It is needless to enter into detals regarding the precise form of scheme that sllOuld 
.be adopted. This may not always be the same in every case, and will have to be prepared 

r. 2. 
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tosuit the conclitions of each railway on which the improved system is introduceU. The 
Government of India, however, desire to point ont that the railways cannot _ be expected to 
bear the cost of training apprentices in their shops in excess of their own reqUIrements, and the 
help of local Go\·ernmenfs may reasonably be asked to enable expenditure on further 
developments to be met. The Government of India have recently given considerable grants 
to local Governments to assist them in meeting snch calls. 

It is also necessary to explain tbat there is a limit to the nn:nber of apprentices that 
can be trained in any workshop, imposed partly by its size, and partly by the nature of it~ 
work and the extent of the supervision available. 

9. The Government of India trust that the question of the improvement of the 
apprenticeship system will be approacbed by railways and local Governments in full co-opera
tion, and with the determination to open widely, in the interests of the industrial advance-
ment of the country, the excellent training ground presented by the railway workshops, and 
that the .hop manage:nent and staff will bring to the task the same spirit of energy and· 
progress which has raised the railway shops to their present high level of effieiency. 

10. This Resolution deals principally with railway workshops hut the Government of 
India are fully aware of the excellent work done hy local Government workshops and those 
owned by private firms, in training apprentices, and they feel sure that non-railway work
shopo wiII do their hrst to improve tbeir .vstems of trainin.. on lines best suited to each 
individual concerned. • " 


