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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
bave 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, considered it desirable o alter the form of the first volume
80 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 IT quoted in
the heading and includes a short explanation or survey of the existing
position supplemented by a summary bringing together in a convenient form
the main or more important facts to be deduced from the figures together
with @ brief reference to relevant events of the year under review.

3. Apart from this change there is one cther new feature which may
be mentioned. A short introductory chapter has been added giving &
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.”

(i) A general map of India showing railways open and under
construction on the 31st March 1921.

(4¢) A map of railway system$ in India, Burma and Ceylon,
showing each system in a distinctive colour, prepared by
Myr. J. H. Trott.*

% Map of Railway Systems in India, Burma and Ceylon by Mr. J. H. Trott.~This additional map is
“included only in copies of the report used for official purposes. It may be obtained by the public, on payment,
from Ar, J. H. Trott, Aligarh, United Provinces, who holds the copyright.



Note on Indian Currency.

For the information of foreign readers of this report who are unaccustomed to the wuse-
of Indian currency aund units, it may be mentioned that Rs. 1,00,000 is usually referred to-
colloquially as “a lakh of rupees.” Similarly, 100 lakhs constitutes “a erore.” ‘

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

An anna is a 16th part of a rupee and a pie the 12th of an-anna.
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ADMINISTRATION REPORT

ON THE

RAILWAYS IN INDIA

FOR THE YEAR

1920-21

Introductory Review of trade position.

India has hitherto been primarily an exporting country with a Extent of

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 private merchandise reached the record figure of Rs. 336
crores, an increase of mno less than 61 per cent. over previous year's
figure of Rs. 208 crores. The exports of private merchandise including
re-exports, on the other hand, declined by Rs. 70 erores or 22 per cent. as
compared with those in the preceding year and amounted to Ks. 256 crores.
There is thus left a met balance of imports valued at Rs. £0 crores'as
against net exports of Rs. 119 crores 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
of 50 crores as compared with a favourable balancz of Rs. 88 croras in the
preceding year. The fotal overseas trade in merchandise and treasure on
private 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 import trade of the year 1920-21,
as compared with 1919-20, are (¢) & large increase in manufactured goods
imported into India, the chief contributors to this increase being
cotton piece-goods; iron and steel, machinery and mill work, railway plant
and rolling-stock, cotton twist and yarn, motor ecars and motor cycles, hard-
ware and woollen piece-goods ; and (0) 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 (o) an increase in the value of food grains exported, and () 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 manufactured goods, and dealers have found themselves face to face

B
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with a difficult financial position. On account of shortness of crops ag well
as the fact that the power of India’s customers to purchase her produce hag
been severely restricted, the export trade has suffered an almost unparalleleq

depression.

4. Tt is not proposed to attempt in this brief review any analysis of the-
causes which have contributed to the abnormal trade position describeq
above. A brief reference to the agricultural pos1t10n is, however, necesga
since the business of the transporting agent isin India very largely dependen{;
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 Indiaas a whole was 12 per cent. below pormal 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. The total quantity of cotton produced was 39 per cent.
and of jute 30 per cent. less 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 is the position in
regard toshipping and freights. India has, of course, shared in the difieulty
of shortage of shipping and bhigher freights which has affected the whole
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
and British possessions 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 1019-20. Owing to the depressed condition of export trade shippers
have experienced great difficulties in fulfilling their freight engagements, and
the result has been to bring down to a considerable extent the high rates of
freight previously obtaining. In the interests of railways in Ind1a. 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
suffered in 1920-21.
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CHAPTER L

LINES OPEN, UNDER CONSTRUCTION AND
PROJECTED.

(See Appendices 1, 2, 3 and 10 of Volume II.)
The total length of Indian Railways open for traffic on the 31st March Open

1920 was 36,735 miles. During the financial year 1920-21, 298 miles were Mileaga.
added, bringing the total mileage open (after allowing for minor corrections

due to realienments, rechainage, ete.) on the 31st March 1921 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

dine 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. Itis interesting

in this connection to trace the contribution to open mileage represented by

cach succeeding Viceregal administration :—

Name of Viceroy. h Period, Miles opened,
Marquis of Dalhousie . .. | 1853-1855 ... 169
“Earl of Cwﬁng e een . e | 1856-1861 e 1,418
“Earl of Elgin'..." v | 1862-1863 20
" Lord Lawrence .- | 1864-1868 1,501
“Ebrl of Mayo ... - e ae | 1869-1871 w | 1088
Lord Northbrook ... | 18731875 1467
']aord Lytton ... - e e .« | 1876-1880 . 2,621
Marguis of Ripon o w. | 1881-1883 S 2460
-Earl of Dufferin and Ava ... o | 1885-1888 2,945
“Msrquis of Lansdowne .. we e v 188;)-1-8_93 e 3,928
Earl of Elgin | o | 1894-1898 ... - 3,536
Lo;d -Curmn . . aee e © ves | 1899-1905 6,255
“Barl of Minto o | 1906-1910 38051
Lofd Hardinge o | 1911-1015-16 .. 8,733 _
“Lord Chelmsford - - v | 1916-17-1920-21 ... ... - 1,198
¢ - Total ™" ... 37,029

Tt will be noticed that the progress in the last few years has been very -
appreciably slower and this is principally due to the war, with enforced
~financial economy and actual shortage of materials. But the high value of
mOney, combined with the increased cost of maferials and labour, has .

B 2
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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 caleulated to yield a profit sufficient to cover the interest on their-
capital outlay. An exactly similar dificulty applies to construction financeq
by Indian Railway Companies, since capital will not be available for lines
which cannot show a fair certainty of substantial early profits sufficieys
to provide an attractive rate of interest on the money subsecribed.

2. The greater part of the railways in India consists of single track, and
the provision of double tracks inbusy areas is becoming each year of More.
importance. During the year under review, 66 miles of line, fyop
Begmanji 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 of last year.

Miles,

Single line ... " . 83,985
Double line ... 2,948
Triple line ... s 29
Quadruple line . 64
Quintuple line e 2
Sextuple line- ... . 1
Total .. 37,029

The amount of double line is still comparatively small and is made up
as below :— '

Railway. Locality. Miles,
North Western o o | Karachi to Samasata (e:cluding certain lengths), Saharanpur 860
: {o Shahdars, Lahore to Raewind, Rawalpindi to Golra, ete.
Grent Fndian Peninsula oo | Thana to Itarsi, Kalyan to Poona, Bhusawal to Nagpaur, ete. 731
East Indian - ses | Caleutta to Allahabad, Ghaziabad to Delhi and eertain lengths 655
. on the Grand Chord and branches,
Boin‘gz-:y, Barodas and Central | Bombay to Barods and Ahmedabad to Barejadi, ete. 259
ndia,
Eastern Bengal ... -~ v Calmtltta to Ishurdi (near fara bridge), Caleutts to Baruipur, 141
‘ ete.

Burma - --..| Rangoon to Pyuntaza and Rangoon to Wanetchaung 119
Bengal-Nagpur ... we | Caleutta to Khargpur, Bankura to Adra and Shalimar branch 106
Madras and Southern Mahratta | Madras to Arkonam - . ves 4
Other railways ... ' : 32

Total ... 2,948
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Triple, quadruple, quintuple and sextuple tracks are confined 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' 6" gauge
which it was intended should remain the standard gauge. ILater, 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 traffic was
not heavy or high speed essential. Many of the linesso constricted have been
since converted to the standard gauge; but one of the earliest, the Rajputana-
Malwa Railway now part of the Bombay, Baroda and Central India Railway,
still mainiains its metre gauge track. ILater 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 :—

: Miles.

Broad gauge (5' 8”) - »os 18,185
Metre , (%' 33) ... .. 15248
Narrow ,, (3’ 6”) ves s 2,948
N CA 638

Total . 87,029

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

During the year under review, the conversion to broad gauge of
the Nowshera-Durgai (2’ 6”) branch of the North Western Railway and
of the Santahar-Parbatipur. (3’ 83") .section of . the Eastern Bengal Railway
was taken in hand. The question of the conversion of a portion of the
Jodhpur-Bikaner Railway from metre to broad gauge has been receiving
consideration in connection with the proposed Agra-Karachi broad gauge
Railway.

4. The first railways in India were financed and eonstructed by Com-
panies supported by a guarantee of the Government of India. Direct 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 finding the necessary capital by direct borrowing induced a return fo the
previous procedure, the State retaining the power to purchase after a definite
period .of tenure. This power of*-purchase has been consistently used to
acquire railways.as the Gompanies*- contracts” expired and at the present
day there are only four important lines, the Bengal and North-Western,
the Southern Pynpjab, the . Delhi-Umballa-Kalka, and the Rohilkund and

. Kumaon Railways which are not the propeity of Government.

-

Gauges.

Ownership.
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Apart from the above a considerable mileage of railways has in more
recent years been constructed by Indian States and by the agency of smafl
feeder companies.

. There are thus in India at present three principal owners of railwayg
whose lines represent the following mileage :—

Miles owned,
({) Government (including Provincial Governments and District 26,887
Boards).
(2} Indian States vor e - 4,394,
(¢%5) Private Companies = ... . . . 5,746
Total - 37,029
. .

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

Working 5. The principle of Governmeént-owned railways being leased to
Agencies.  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 future policy in this matter formed an important part of the
deliberation of a special committee of experts assembled for the pur
during - the year under review. The actual mileage worked by the different
agencies is as follows ;— ' '

Mil
(‘i) GovemmEHt : | A aas ' see was essw.;;:w.
: C-a -_g’:’:) -Indian Stateg (1 1] [T e . e 2,889
o (%ﬂ:) B Compames ' ‘s ) e [ oee 25,211
Total - 87,029

The following are the railways under the direct control of Govern-

ment i—
(1) -North Western Railway . . Mﬂ;s-v;taol'kgd.
(8) Oudh and Rohilkhand Rallway ... v . ],609
(4). Jorhat (Provineial) Railway . - . . .
3) Aden Rail . , o N
( ) arwey s pes bl (11} 29

Total 8,929
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The Indian States that work railway lines are as under : —

(1) Jodhpur
(2) Bikaner
(3) Mysore
(4¢) Gwalior
(5) Gondal
{6) Bhavnagar
(7) Junagad
(8) Morvi

(9) Udaipur
(1¢) Navanagar
(11) Dholpur
(12) Cutch

The Companies that undertake the working of

follows:—

Tou

“ve

Total

Miles worked.

b

6

250
231
217
141
93
67
54
b2
37

2,889

35
391

Indian Railways are as

COMPANIES WHO WORK STATE-OWNED RarLwavys.

CoMPANIES WHO WORE PRIVATE-0WNED RA.II.WAYS'

Miles

Company. Domictled in worked. Company. Domiciled in Wili‘:‘d-
(1) Bombay, Barods and | England ... | 3,933 | (11) His Exalted Highness | England .. | 897
" Central India Rail- the Nizam's Guaran- }
way. _ teed State Railways,
3 Greaailzl Indian Peningnla | England .. 3,335 | (12) Messrs. Martin & Co. | India ore 325
" Railway. ;
' (13) Messrs, McLeod & Co. | Indis »es 188
(3) Madras and Southern | England ... | 3,047
Mahratta Railway. (14) Bengal Dooars Reilway | England .. 158
') i!engal-Nagpur Rail- { Bngland .. ] 2,813 | (15) Darjeeling-Himalayan | India s 146 .
way. Railway. \ K
{3) East Indian Bailway... | Epgland ... | 2,770 | (16) Barsi Light Railway... | England ... 11%
{6) Bengal and North- | England ... | 2,063%(17) Assam Raillways sod | England ... 91
‘Western Boilway. Trading Company.
(7) South Indian Bailwajf Englsnd ... | 1,852 | (18) Guzerat Light Railways) India e 89
(8) Burma Railways ... | Epgland ... | 1,623 |(19) Bﬁn%ﬂ Provincial | Indis . 43
ailway.
(9} Aasa.m-Bengn] Ba.ilway Englalld aee 1,021 . . .
(20) East India Distilleries | India pes
{10) Rohilkund and Kumaon| Epgland ... 575t and Sugar Factories,
Railway. 1. Limited. - - )
' (21) Debri-Rohtas Light | India  we| 24
- Railway.
(22) Tezpore-Balipara Light | India v 20
Railway.
X (23) Madaya Light Railway | India e 16
(24) JagadhriLight Railway| India vos 3
- - Total ... e 25,211

# 815 miles owned by the State and 1,248 miles by the Bengal and North-Western Railway Company.

% 316 milcs owned by the State and 259 miles by the Rohilkund and Kumaon Bailway. 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 APDendlx

A) and need not be referred to here.

6. The construction of new lines has, for financial reasons and ow ing
to shortage in the supply of materials, been retarded in récent years, and th1s
accounts for the comparatively short mileage added during the year undep
review. Of the 298 miles opened in 1920-21, more than half the length ig
represented by a military 1 rall“ ay and the balance is made up of afew shoyt
branches financed mostly by Indian States and Branch Line Companies. The

following is the list of the lines opened :—

S

KName of line. Gaunge. | Length. Owner. Working Agency. g‘:f;finogf.
_ Miles
(1) Dalbandin-Mirjawa .., | Broad ... | 18930 | Government .. | North Western Railway 13(5 20 October
4{2) Aungban-Heho Metre ... 16-80 » Burma Railways Co, .. l’i'glél January
«(3) Baripnda-Talband ... | Narrow... 3823 | Branch Line { Bengal-Nagpur Railway | 15th July 1920, -
' : Company. Co.
o 1564 |2 1st May 1920.
{4) Becharji-Dewasna ... | Metre,.. { 646 |} Baroda State | Baroda State { 1st Mgch 1921,
«{B) Sa.wnr-Kul‘J‘tila- » 10-98 | Bhavnagavr Bhavnagar State ... 1st February
Gadhakda. State. 1921,°
6) Chickjajur-Chitaldrng | - ,,- 2090 | Mysore State | Mysore State 5&%21 Janvary

s

A brief description of the more important of the railivays opened
during the year and referred to in the statement abcve may be of interest.

(1) .Dalbandm—)lw:yawa —This is a sectlon of the I\ushlu Extension
" Railway in Baluchistan which was built for military purposes.
The section, 189'3 milss long, was.opéned for public traffic on -

1st October 1920:

L

(2) Aungban-Heho—This is a section of the Southern Shan States'

Railway in Burma.

It passes thitugh hilly country and is*

designed to open a fertile valley. The greater portion of the
earthwork, with some masonry work on bridges, was car rried
, ‘out by Turkish prisoners of war.

(3') .Barzpada-TaZband —This is an extension of the Mayurbhanj

.. = ‘Railway in the province of Bihar and Orissa. The main
»- object-of the extension is to provide an outlet for the large

. supply of excellent timber for sleepers and building purposes

.. . from the extensive forests in the Mourbhanj State.
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7. When the war broke out, a fairly extensive programme of construction ILines under

was in contemplation and several of the lines had in fact already been started. :;::.tm o
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
pastially 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.
Below is a list of lines on which work was actually in progress during
last year. Brief reroarks in respect to some of the more important lines are
appended.
Progress of work
Name of Railway- Gauge. | Length. ] Constructing Agency. 15;1?113503:,[0%3;
completed.
Khyber Railwsy ... e o | 5767 2600 | Government + |Preliminary works
being carried out.
Amla to Nagpur ... | 56" | 10374 | G LP. Ry. Co. 78
Bokharo-Ramgarh Extension ... w | B'67 1875 | B. N. Ry. Co. vee 03*
Amda-Jamds Branch o | B 6* 6562 Ditto . 30
Onlajori-Badampabar e . | 576" 21-75 Ditto - 39
Kasta Coal-field ... .. | 567 1701 | E. L Ry. Co. - 66
. Balharshah-Warangal w.| 86" | 14950 | Nizam's Rys. Co. ... 03
Alon-Saingbyin (Provineial) ... w. | 878§"| 2661 | Burma Rys. Ce. ves 33
Moulmein-Ye (Provincial) ... | 333 | 8871 Ditto ave o
Pyinmana-Taungdwingyi (Provineial) ... | 3'33" | 6690 Ditto {:ﬁ}'
Hanuman garh-Sadulpur ovs e | 383 | 10500 ]I 04
Marwar Junction-Jiyawar ... e | 33¥ 2150 | $+J. B. Ry. onn 48
Bikaner-Eolayat e aes w | 8733 | 2703 ' 01
Gadhakda-Mahuvs, with s branch to Port | 3' 83" | 4332 | BhavoagarState .. 43
Albert Vietor.
Okhamandal e o o | 38§ | 8702 | Baroda Durbar e - °BO
Motipura-Tankhala . o | 3337 2670 Ditto e 88
Tank-Kaur-Ehirgi . o | 267 | 3313 | N. W.Ry. . 76
Futwah-Telampur Light o w| 26 | 2700 | Fatwab-Lilampur Lt. By. 60
Larkhana-Dodapur . e - | 286 54-23 L}lrthﬁn;-gosicobabad (Sind) 30
Choranda-Eoral ... ws| 26 | 118 | Baroda Durbar 98
Agasanhadlu-Benkipur oo we | 20" | 2450 | Mysore Durbar ate 62
Eammangondi-Benkipur - e | 2707 22-80 " " " e 65

# Represents work on Bermo-Sawang scetion, a distance of 6 miles.
4 Represents work on 17 miles from Pyinmapa to Kantha.
3 Represents work on 60 miles from Kantha to Taungdwingyi.
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(1) Khyber Reilway—is a frontier line designed to meet military
requirements. It is 26 miles long and is estimated to cost
nearly two crores of rupess

" Al Masjid Gorge, Khyber Railway.

(2) Amda-Jamda Branch of Bengal-Nagpur Railway—is intended to
tap rich iron ore deposits in Singhbbum Distriet in Bihar and
Orissa. The length of the line is 65 miles and the cost is
estimated at Rs. 73 lakhs.

(3) .Amla-l\ragpur Section of Itarsi- Nagpur _Razzway.—’l‘hls line has,
for unavoidable reasons, taken an unusually 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 Railweys.—(Pyinmana-Taungdwingyi, Alone

' Saingbyin and- Moulmein-Ye). These are agriculturzl railways,
182 miles long, which are being financed by the Burma Govern-. _

i ment and constructed by the Burma Railways Company.

-

(5) Balharshak-Warangal Railway—will afford = an important lmk
between.the broad gauge railways in the north and south, of -
India. The line, about 150. _miles in length, is being. ﬁnanced

. 'by His Exalted Highness the Nizam of Hyderabad.

2 e

Projectel 8. For reasons already given the 1mmndxa.te prospects of further
Lines.
progress in new construction are very limited. .J rehmmary measures in the

U
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way of surveys and estimates have, hawever, 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 :— o -

(1) Hukong Valley route of the Indo-Burma Connection Railway.
(2) Monharpur coal-fields Railway, :
(3) Mirzapur-Maihar and Daltonganj-Hutar.coal-fields Railway.
(4) Tube Railways in Caleatta. o

=..} (5} Karad-Chiplun-Ulva Railway. '
(6) Hardwar-Karnprayag Railway.
(7) Agra-Karachi Connection Railway.

Project (1) is intended to afford a connection between the railways in
Indiz and Burma. Projects (2) and (3) are designed to serve new coal-fields
areas. Project (4) is of considerable local importancs to Caleutta. FProject
(5) will assist in the development of Messrs. Tata’s Koyne Hydro-Electric
Scleme. Project {6) will facilitate the pilgrimage to Badrinath. Project
£7) is of great interest to the trading public of the United Provinces and
Karachi.

- 9. Before leaving this subject a word of mention is perhaps necess_arj Branch Line
in regard to Government assistance to private enterprise. The original terms.
¢onditions 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, beer
deferred until Government have had an opportunity of ascertaining public -
opinion in this matter, and in the meantime cases of urgent lines are beil.lg
dealt with specially without prejudice to the general principle which will
pltimateiy be adopted. '

68
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CHAPTER IL

CAPITAL RAISED AND EXPENDED.
(See Appendiz 4 of Volume I1.)

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 respeet
of the property as a “whole. It wasin fact found that the attempt in this
direction which appeared in previous reports as Appendix 5 of Volume IT
contained so many unavoidable anomalies that it has been dezided to discon-
tinue this statement altogether. No useful purpose is in fact served by
attempting tostudy this complicated question asa 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 :—

(¢) Direct purchase by cash.

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

(¢) 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 Cenfral India and Indian Midland
Railways. Purchase by means of annuities has been effected in the case of the
Fast Indian Railway, Great Indian Peninsula Railway, Madras Railway,
Eastern Bengal Railway and the old Sind-Punjab and Delhi Railway which
now forms part of the North Western Railway. Simultaneously with the
acquisition of the share capital, Government 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 Governmept
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 :—
OPEX LixEs.
Year. Works, _ New Lines. | Grand Total,
including |Rolling-stock.] Total,
stores, eto.
Rs, Rx, Re. Rs, Rs.

(inlakhe) | (inlakhs) | (inlakhs) | {inlakba) | (o lakhs)
1913-14 9,29 7,31 16,60 1,86 18,46
1914-15 672 9,08 15,80 1.3 17,15
1915-16 1,74 4,06 5,80 94 674
1916-17 1,14 72 1,86 111 2,97
1917-18 1,49 90 2,39 1,40 3,79
1918-19 .. 5,02 7. 573 Bl 24
1919-20 ... - 8,72 4,56 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 wunless 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
.other works, there is one point which it is important should be borne in mind.
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. Itis assumed, therefore, that given an
unlimited supply of wagons, the troubles of the public in respect of transport
would immediately disappear. Unfortunately, however, the solution of this
question depends on other factors which are not so simply disposed
of. Railways cannot bhapdle unlimited stock without adequate facilities,
such as yards, sidings, double lines, extended repair shops, etc. To provide
uplimited stock before these facilities would produce confusion and a
superfiuity of idle stock. The work of bringing railways up to the
necessary standard in this respect is & 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 have been equipped to move a greater volume of
additional stock, it is futile to agitate for the purchase of wagons or

# This-figure escludes Ra. 1,08 lakhs on account of exchange adjusted in the supplementiry accounts.

CapitaY
Expendi=
tare,

Open line
facilities,
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to suggest that the difficulty would be solved by specml expedlents “such as
private ownership. This matter wili be ‘more fully-dealt with in*a subsge.-
quent chapter, but it is not to be inferred that the necessity for increas:-
ing stock up to the full limib which can be economically used has been

5103{-, sight of, and the liberal sums ' deveted to this purpose in recent

Quadrupling
and doubling
of lines.

Remodelling -

of yards.

years will show that this matter has been Lept in view. A few details in

regard to the less obvious work meonnectlon with traffic facilities may
perhaps beof interest. ‘

5. Quadrupling of lines is: being extended:in the suburban areas of
Bombay and Calcutta. This work when completed will afford : very
great relief in respect of the housmo difficulties in those cities and_
“-111 facilitate greatly the work of dealing with the heavy traffic ﬂowmg
towards and originating from the two largest trade centres of the Empire._'
Doubling operations werein progress during the year on the East Indian;
Bengal-Nagpur, North Western and Great Indian Peninsula Railways. O
the East Indian Railway, the work is in connection with the Grand Chord
line which forms the shortest route to the port of Caleutta from Upper India..
The Sini-Monharpur doubling on the Bengal-Nagpur 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-Jamrud 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.

6. During the year under review the remodelling of 41 station yards-
was in hand, the most important of which were--

(1) \atrpur station remodelling.
(2) Sealdah and Belliaghata remodelling (in Calcutta\

- (3) Bezwada station remodelling.

(4) Tondiarpet station remodelling (in Madras). :
(5) Poona station remodelling.

Some idea of the amount of work involved will be gathered from the-

fact that the aggregate cost of improvements to these five yards is estimdted
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 old-

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

Staff
Q,lm.rt.ers.
ato.

/

of extension entailed by mcreased traffic.

7. Apart from extension of yards, provmon for increased traffic: involves-
larger station accommodation, more erosqmg stations, better water-supply
and quarters fot the staff. This latter is now = very serious question o
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pearly all lines. * The public have bad unfortunate evidence of the discontent
prevailing on some administrations and this question of quarters is a matter of
very g great importance as it is impossible to expect & contented staff if they are-
not decently housed. Every effort has, therefore, been made to lmpl‘ﬂv&:
_matters in this direction and the expenditure on this item alone durmn- thef

year 1920-21, was in the neighbourhood of Rs. 150 lakhs.

\-\'\

8. So much for what has been or is being done. But ‘a conmdemtmn
what remains shows only too clearly that we have so far only touched the

fringe of the subject. The administration of nearly every railway in India,

represents the necessity of extended repair facilitiesin shops, larger yards,
stations, etc. The estimates for a few of these projects will perhaps convey

_some idea of the magnitude of the work still to be done.

(1) Remodelling Victoria Terminus, Great Indian Peninsula

Railway. C e ves

Rs.

47 lakhs.

:' * {2) Grant Road terminal sta-tion, Bombay, Baroda and Central India

Railway - -
(3) Grant Road-Bandra quardrapling '

-(4) Remodelling Mazgaon station yard e

16

34

36

{5) Elecirification of the Bombay Suburban sections of the Bombay,

Baroda and Central India and Great Indian Peninsula
Railways oo . e vee

(6) Remodelling of Luclgnpw station yard -

(7) Improvements to traffic yard and extensions of workshops at

Allahabad station, East Indian Railway

(8) New workshops at Drig Road station near Karachi, North

Western Railway ... .

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

Railway ve

. 378

16
46

836

200

2

”»

”»

n

»

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 2% 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 expendlture is unavoidable if even a moiety

of the claims are to be met.

IJ_%%“L‘
Open""lnfé‘
Works,

9, There is one other matter in resi)ect of capital expenditure of Replace-

«considerable interest to the public which may be mentioned here.

During

the war, it was unfortunately necessary to dismantle a considerable mileage

ment oflines
dismantled.
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of existing lines in order to provide material required in theatres of war,
The total mileage affected was 463-03.

Names of lines, Gaunge. Miles, Working Agency.
1 Sutlej Valley . von b ¢ 23000 | North Western Railway.
2. Guntur-Tenali e v 56" 1700 | Madras and Southern Mahratta Railway,
8. Hyderabad-Badin . B’ 67 6478 | North Western Railway.
4. Sambhal-Hatim Serai ... we |  B'6 1425 | Oudh and Rohilkhand Railway.
5. Bhagalpur-Bausi . ... e 5' 6" 3200 | East Indian Railway.
6. Powayan Tramway ... e 2’6" 4000 | Rohilkund and Kumaon Railway.
7. Sara-Santahar s 33 6600 Easf:;?m]z?gal Railway. (Not to ber

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 respect has been
in regard to material rather than finance. The supply both of rails and
sleepers is 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-Hatim 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 Polume I1.)

The question of inadequacy of rolling-stock has been, and still is, 2 Inadequacy
wmatter of considerable concern to the public who, in absence of information in ©°f Roling-
regard to the full facts of the position, are perhaps naturally inclined to Stoole
-assume that the extent of inconvenience suffered is insufficiently realised,
and that more might have been done to alleviate it. Conditions in this
Tespect 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 nf the
position.

2. As has already been mentioned earlier in the report, the actual Trafie
shortage of stock represents only one side of the difficulty, and it is imp rtant i::i;;:i” te
that the necessity for increasing concurrently the capacity of the lines to stock.
kandle the stock shall not belost sight of. Even with the existing number of
wagons, jt 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 ITwill 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 -
-increased on most lines. On the Madras and Southern Mahratta Railway
(5’ 6” gauge), 1827 per cent of the carriage stock was shown during the year
under review as regularly under repairs against 10-533 in 1913-14. The wagon
position was also bad, the percentage being 7-67 during the year under
review against 4-89in 1913-14. Some indication of the effect of want of traffic
facilities combined with deterioration in the frack may be gathered from the
fact that the average speed of trains both goods-and passenger on meny lines:
has fallen. Similar indication will be found in the increase of empty running
and decrease of loaded mileage. It is obvious, therefore, that the reasons
giving rise to this tendency to uneconomical working will have to be 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.

8. Leaving this aspect of the question we may now turn to the matter of Numbers
! the actual supply of stock. At the close of 1919-20, Indian Railways had ;:ofl‘:.umg'
'} actually 8,990 engines, 24,743 coaching vehicles and 194,701 goods vehicles.

1 ‘The sdditions sctually placed on the line in 1920-21 amounted to 375 engines,

D
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' 208 coaching vehicles and 6,493 wagons. The distribution of this stock
| ! among the various broad, metre and narrow gauge railways is shown in the
\ -summary below :—

b

Gauge. Eogines. Coaching vehicles.| Goods vehicles,

Bl‘oad e e ee T 6:148 13)591 139,173
Metro - 2,723 9,489 55,639
Narrow e 404 1,391 6,377
Total 9,365 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 {rollies by engin-
-eers in charge of maintenance of the pearmanent-way. The total value of the
\ -entire stock isa little over 1,30 crores of rupees. There is of course no
standard by which we can judgéfo what 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
Rajlways gave up 237 engines, 493 coaching vehicles and 5,602 wagons which
were sent overseas for war purposes. This 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 :~—

Year. Engines, Coiching steck. Wagons.
1914-15 . as 8,393 22,971 184,076
1920-21 os e 9,363 _ 24,951 201,194

It is, therefore, evident that Railways have certainly 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.

Arrange- 4. The next point for consideration is the question of the existing means of
ments for . . . . . .

Snpply of supply. India is so far incapable of making engines at all. The capacity of
Stock, the existing private wagon constructing shops is very limited and even so

the output is dependent upon supply of wheels, axles, brakegear, etc., from
‘Home or abroad. Coaching stock is mostly erected in railway shops, but
this work is dependent on supply of all the main parts and fittings from
Home. The uncertainty of English supplies and the constant failure
from one camse 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 the
programme of output for which funds had been provided.
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Great Indian Peninsula Railway IIXI Class Carriage (Modern).
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5. Apart from this difficulty in respect of materials thereis the quzstion
of finance. Prices at present show a tendency to fall, and it is hoped that
this may continue. But the phenomenal increases in the cost of everything
in the years following the war have heen a matter of very serious coneern.
to railways. The comparative prices of stock will forc1blv illustrate this.

Before the war, a broad gauge supelheater engine cost in Enﬂla.nd
£3,910. In January 1919, the price of a similar engine was £8, 300 and
the price in the cwrrent year was in the nsighbourhood 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. 80,000 which is-
equiv.xlent to the pre-war price of quite a respectable sized bungalow.

It is obvious from these figures that the purchasing power of money
in'respect of stock has fallen to about one-third of the _pre-war standard and.
4o produce the'same result the grants must be trebled. Stmultancously with.
this the rate of interest on borrowed capital has risen to nearly double. It is-
obvious, therefore, that if railways are in the mterests of the taxpayer to be-
managed on commercial principles, it is 1mposs1hle to neglect financial con-
siderations in respect of the increase of stock any more than in 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 w]iich must be mentioned

The Wafron supply of all lines was pooled during the year under rev1ew.
Prior 1o this restrictions on the loading of foreign wagons in the coalfields.
had been removed with the result that a considerable increase in the capacity
of despatch from the coalﬁelds was effected, amounting in 1920-21 to about
25 per. cent.

]]ven s0, however, the necessity of providing for the wrgent demand for:
coal in ‘different parts of the country has in effect led to the diversion of

wagon supply tothe 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 3,203

wagons and the Bengal-Nagpar Railway to the extent of 1,534 wagons,.
while during the first 1hree months of 1921 the East Indian Railway was an
average nett debtor railway to the extent of approximately 4,514 wagons-
and the Bengal-Nagpur Railway to the extent of 2,845 wagons. These nett
debits represent the assistance given to the two coal despatching railways Ly
their connected railways, and in order to give this assistance these railways 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. Railw ays

Fi ial
Aspect.

Dive rsion of
wagons to
Coal Areas.

and especially the former, had also to restriet.their general merchandisetraffie.. .
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7. There is one other point in regard to rolling-stock which Derits a word
of mention. The columns of the public press have in recent times containeg
a 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 ina
structive occasionally to look back on the past in order to obtain some ides, of
the progress which has been effected. This issue of the Administration Report,
therefore, contains some illustrations of the early types of carriages and loco-
motives in use on 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 for the simple
needs of our predecessors half a century ago. It will be noticed that the olg
third class coach was double storied, there being insufficient head room to
allow the passengers to stand upright. The latest third class ccaches are
equipped with electric light and sanitary conveniences, whils provision
for thiid class refreshments and a supply of good water have added appreci-
ab]y to the comforts of the travellers. The discomfort due to overcrowding
‘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 i is
hoped will gradually disappear with the increase in passenger stock and the
fegmpment of the lmes in congested areas to carry a more extended service.-
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CHAPTER 1V.

Working Expenses.

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

The abnormal increase in working expenses of railways which has increase im=

taken place in recent years is a matter of very great concern to those who ©XPenSeS.
-are responsible for the administration. It is also a question in which the
public is very intimately interested, since, unless some counteracting method
can be devised, the result must eventually be reflected in a rise in the cost
-of 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. Gross earnings. g;:ﬁﬂi - e;:;lf;ﬁo _
gross earnings,
Ra, Ra.
o1l . - 55,27.78,000 | 28,83,88,000 6217
1912 - “e “ .. | 61,65,04,000 | 30,15,88,000 4892
q913-14 .., - . .. | 6358051,000 | $2,92,89,000 5179
A914-15 .. tee - o | 604274000 | 82,75,04,000 5419
J915-16 ... oo vos o | 64,66,04,000 | $2,91,95,000 5091
291617 .. . - - we | 70,68,42,000 | 33,40,32,000 4728
q9L718 .. oo see ™ e | 77.86,99,000 | 95,96,87,000 4572
191819 .. - s o 86,28.68.060 41,80,17,000 4846
191920 .. - . . 89,15,32,000 { 60,65,66,000 5681
1920-21 . vee . v | 91,98,76,000 | 60,29,04,000 6564

- 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
suspended, because materials could not be obtained and this special cause
sderved 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 653 in the
year under review. It is probable that the high water mark has not yet beep
reached and 1921-22 will show an even higher proportion. It is obvioug,
therefore, that if railways are to maintain their former financial status, the
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 firsy
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.

Percentage of
Department, : Work., Amount spent. _ total
: expenses,
Rs.
Engineering T e wn. | Maintenance of way, works and sta- | 11,94,88,000 19-82
. tions,
Locomotive - «w. | Maintenance and renewing of engines | 20,87,68,000 4:62.
and cost of fuel and running stores
and other expenses attached to pro-
vision of motive power,
Carriage and Wagon .., os» | Maintenance and running of ecarriages 7,30,55,000 12:12-
and wagons.
Trffic . e w- | Working of trains from a business | 10,61,05,000 1760
standpeint, i.e., booking of passen-
gers and goods and arrangements
for transport.
Ageney and others ., - | Agent’s Office expenses, Audit, Stores, | - 4,69,78,000 it
Medical and Police charges, cte.
Ferry 2o «es | Steam boat expenses .., 31,37,000 _ . 052
Miscellaneous . sss | Law charges, compensation, contribu- | #4,53,73,000 758
tion to Provident Fund, ete.
Total v | 60,29,04,000

* Includes Rs. 11,96,0M on account of total working expenses of certain smaller lines for which details by

departments are not availalle.

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 mainte-
resulb of arrears in this respect is evident in slower timing: of trains, speed nance of
restrictions especially over bridges, ete., all of which militate against satis- ‘:ay. works,
~factory working. It is probable, therefore, that no economy in this direction o

~will be possible for at least 3 or & years.

4. The next two heads, Locomotive and Carriage and Wagon, provide Expendi-

“for the actual trains and include one very important item, viz., fuel. Railways ture

in India required for their consumption during the year 6 million to;as gﬁr:'i?;“
-of coal and the price at the pit’s mouth has risen from a pre-war rate of about and Wagon
Rs. 4 per ton fo Rs. 5 or over per ton and is still rising. Apart from this Depart-:
~question of price the actual deliveries have been deficient. This question in- ments.
volves considerations of great importance which will be specially dealt with

:in 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
“i6 may, however, usefully be borne in mind that every additional requirement

added to the stock increases the cost of repairs and renewals and if this

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
-earping capacity and very sensibly aungment the expenses.

5. The Traffic Department is onein which the public is most directly Trafie
-concerned and the heavy rise in expenditure is mainly or wholly a question ©XPenses.
-of 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 is 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- Faotors
“penses of individual lines given in Appendix 12 of Volume II, thereis one affecting
‘particular fact which it is important should be borne in mind. In a country zip::::u
-of the size of India, conditions affecting working expenses differ so widely lines.

that comparisons simply on the basis of results are apt to lead to very erro-
peous conclusions. For example, the proximity of the coal-fields in Bengal and
Bihar 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 that 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
~often overlooked in public eriticisms of comparative working of different lines.
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% 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 beey
collected in the following summary :—

———
(F1GURES IN CRORES OF RUPEES.)
]
Mzintenance Other
Principal Railway system, Staff. of Fuel. expenses. Total,
property.

. ]
North Western .- 461 263 134 224 1082
Eastern Bengal 177 049 023 059 308
QOudh and Rehilkhand 078 065 o016 034 104
Bombay, Baroda and Central India ... 343 1-25 085 171 734
Great Indian Peninsola ... 475 244 119 234 W
Madras and Southern Mahratta 175 127 - 055 067 494
Bengal-Nagpur 204 097 020 103 494,
East Indian ene . 339 217 0-34 1-76 86,
Bengal snd North-Western 059 030 012 019 120
South Indian 1'30 050 053 046 92979,
Burma - oes 100 0ds 044 034 223
Assam Bengal - 043 020 08 ¢17 g8
Rohilkund and Kumaon s 014 007 003 005 029
Nizam's Guaranteed State Cc42 026 007 005 080
Jodhpur'Bikaner ) Iy 026 ' 014 009 0.15 . 064
Total ves 2668 1379 622 12:09 5878

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 report to attempt any analysis of these results ; but one outstanding
feature common to all is apparent. Taking all lines together, 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 importance in consideration of
possible economy in working and this matter is specially dealt with in the:
next chapter.

8. Turning then to the remaining heads a small preliminary explana--
tion is perhaps necessary in regard to the provision for maintenance of the:
property as the method employed on Indian railways is rather different to-
what is usually adopted in & private industrial concern and the facts in
this respect have an important bearing on our présent finaneial position. Am
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ordinary commercial 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 expenses. It is customary, however, for the purposes of
estimating to separate the cost of these periodical remewals 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 suffered most severely owing to want of materials, and the
actual result, therefore, has been that, in the 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 assets 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
lasi 8 years for this purpose will illustrate the above.

Provision, Expenditure.

Rs. (in crores.) | Rs. {in crores.)
1913'1; e Y e .. [TH saw 1 8.68
1914-15 - e - e . | $Figures not |4 330

| amilablg_a. L
1915-16 vee o J 2:82
1916-17 e er s e . 250 220
1917"18 aan L e (1T L11) (S 1) 3'30 1'54
1918‘19 Ty ase T sie 11} (11 4'67 - 2‘m
1919-20 . aee - - e 975 359
1920-21 ave e e 1076 530

It will be noticed that in the years immediately following the war the
liberal provisions made were not utilized owing to the unfortunate failure of
supplies from England and it has not been possible to make up the leeway
as quickly as was hoped.

Of the sum spent in the year under review, nearly one-half was
devoted to renewsl of rolling-stock and the other half to open line works—the
replacement of worn out rails, sleepers and bridges, ete. The most important

B
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bridges which are being rebuilt are those at Bassein on'the Bombay, Baroda
and Central India Railway of which an illustration is given.

e —— —— e

Bassein bridges, Bombay, Baroda and Central India Railway.

TFuel. 9. The remaining item, fuel, 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, Oil Fuel. Total,

Tons, Tons. Tons. -Tons. Tons.
1011 o 82,132 4,223,019 132,860 4,388,011
1912 118,682 4,590,618 120,679 4,820.779
1013-14 .. 298,582 4,702,075 106,412 515 5,107,684
191416 ... 80,211 4,946,375 95,598 1,936 5,133,119
w1516 ... 40,959 5,143,108 112,732 2,638 5,209,437
1916-17 ... 13,162 5480448 | © 119218 |  cros | 5,625,619
1917-18 3,620 5,616,725 213,450 29,800" 5,893,695
1918-19 .. 964 5,880,165 335,499 48,014 6,264,642
1919-20 ... - 860 6,055,492 - 322422 53,018 6,431,792
192021 .., 586 8,287,063 214,909 63,828 | 6,566,391

It will be seen that the quantity of foreign coal used in the last few years

is negli__é-:ible and that the:Indian railways have depended more and more on
the Indian supply supplemented by wood and.more recently- by oil.
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10. The use of ofl fuel in India is skl 1 1
hitherto made have, however,
being taken to make use of oil a

As was
orth ‘Western Railway have converted
made provision for a corresponding

mentioned in last year’s report the N.
129 Engim_a_s' for use of oil and have
storage of fuel,

ear's on fuel on State-owned
by theni) vas as follows s~

- ‘11 The expenditure duting the last 7 y
railWays (incliding privats swhed lines worked

Re. {in crores)

1914-15 se

. . 425
1915-16 | o e 01
1916-17 v 415
1917-18 . . 429
1918-19 . . o 505
1919-20 568
1920-21 . we 580

_ 12. In order to ensure an adequate supply of coal at reasonable rates,
railways have in some cases acquired collieries of their own and at the close
of the year 1920-21, there were seven such collieries being worked by the
railways. The wmost important of these are the Kurhurbaree and Serampore
colliery which has an output of nearly 750,000 tons of coal per annum and
the Bokbaro-Ramgarh Colliery which has an output of nearly 500,000 tons,

The table below shows the details of working of State collieries ;—

Colliery. Working Agency. Capital outlay. Output.

‘ ! Rs. Tops.
Bokharo-Ramgarh . | East Indian and Bengal-Nagpur Railways... 16,81,978 438,826
Xuarhprbaree and Serampore East Indian Roilway e 2047242 744,404
Mohipani «.. | Great Indian Peninsula Railway 10,18,995 856,061
Eargali e . | Great Tndian Peninsula Railway . 21,57,204 820,946
Khost - w | North Western Railway e - 2,76,109 18,206

. Khost pressed fuel factory ... ditto 27,358 10,877
Sor s " ditto e .- 9,98,876 840
Total s 91,07,862 1,677,968

Cost of Fuel.

Railway
Collierios.
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It will be seen that for a total capital outlay of over 91 lakhs of rup
railways obtained over 1} millions tons of coal V_VhiCh represents one-fourth
the total quantity consumed by locomotive engines during the year up
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 be
engaging attention. ' During the year under review, fu-rther efforts wy
made in this direction. An officer was deputed to investigate the use of P
verised fuel coal in America. His report was not very encouraging in }
it showed that repeated experiments had not resulted in any extensive ¢
in locomotives. Fxperiments are, however, still being continued to ascertg
results under Indian conditions. A report has also been obtained on ¢
briquetting of inferior coal in Germany. The difficulty in India is the 1
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 .
inferior coal available in India.
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CHAPTER V.
RAILWAY STAFF.
(See dppendices 93 and 25 of Volume IT.)

The total number of railway employés at the close of the year 1920-21 Number of
was 751,752 of which 6,901 were Europeans, 11,699 Anglo-Indians snd Staff
733,152 Indians. The increase during the last 10 years is shown in the
table below :—

Year. Europeans, | Anglo-Indians, Tndians. Total.
11 ... - 7,635 9,872 545,337 562,304
1012 ... 785 | 10068 571,608 589,423
1913-14 7,986 10,437 614,382 633,305
1914-15 - w|  7ea 10,349 582,403 600,483
1015-16 o w| 72 | 10412 607,019 625,605
1916-17 e 6,907 10,425 619,202 636,634
1917-18 v 6,802 10259 636,967 654,008
1915-19 6,702 10450 667,524 684,076
1619-20 - - e 6943 | 10868 695,269 713,078
1920-21 | 6,901 11,699 733,162 751,752

2. In dealing with a great body of labour. of_thi.s sort .includifl:]g;- gv:lliy :n!l;l;::vi:
variety of skilled and u.nskill.ed wprkmen,. it is 1mpz?31bleé zl?t lgriou: pay and
compass of this report, to enter into any detailed explanation of the M i
measures which have been adopted t° improve the pay and prospects
compensate for the increased cost of living. Perhaps, however, a c:mpa.n:;n
of the total cost of staff in respect of sa.la,_x:les, wages, allOWancesf, etc., h(;nh e
various lines as it wae before the war and in the year_-under review whic 1§
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eiven in the following summary, will convey some idea of the magnitude of
D

the figures involved :—

Name of Railway eystem. 1913-14. 1920-21.
Rs. Rs.
Assam-Bengal e vor . »e 25,06,744 43,058,087
Bengal-Nagpur ... A3 -~ - 1,03,00,039 2,04,41,518
Jodhpur Bikaner e s es 11,80,875 25,88,148
Bombay, Barods and Central India ane .- 1,50,77,404 8,43,17,434.
Burma - 65,07,429 1,00,25,568
East Indian - - - 1,97,68,139 3,38,569,589
Eastorn Bengal ... 98,85,364 1,76,78,409
Great Tndian Peninsula 2,12,84,133 4,76,35,884
Bengal and North-Western . 87,83,849 58,00,948
Madras and Southern Mahratta 1,02,45,180 1,75,32,252
Nizam's Guaranteed State e 26,64,724 42,43,019
North Western ... o 2,35,45,323 4,60,59,348
Oudh and Robilkhand ... . 19,47,001 78,647,528
Rohilkund and Kamaon e e . 9,52,021 13,93,327 .
South Indian . v 73,02,934 1,30,04,508
Total J4,0051,159 26,68,02,862 -

i

It will be seen that the wages bill has nearly doubled since 1913-14. But
the concessions which have been made to the staff have extended to many
other matters lesides pay and in every case heavy additional recurring

expenditure has been involved.

3. In order to emsure 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 employés. This was intended only as a temporary expedient to meet

special conditions following the war and it is hoped that it may shortly be-
discontinned or its place taken by a parallel organisation carried on by
co-operative effort among the staff themselves. '

~ 44 In order to help employés 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 these concessions may be judged from theé-
facts that in the year under review railways paid to their staff in the form of"

gratuities Rs, 26 lakhs and credited about 60 lakhs of

ident Funds as bonuses,

rupees to Prov-
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5. Th i .
esé represent direct concessions but there are many other ways in

_ W_l_liC]Z.l indirect financial and material help is now being afforded. As already
mentioned & very large sum of money is being spent on quarters and much
more remains to be done. Railw ' |

] X : ay colonies equipped with good ater
supply, and in many cases electricity, have been started at large centres.

Institutes or other forms of recreation are provided or assisted from railway
funds. The question of increasing facilities for education of children is

receiving a.ttffntion. Co-operative Credit Societies have on many lines been
started to assist in cases of femporary distress. -

6. These facts will serve in some measure to correct the impression which
has, perhaps, been conveyed to the public in connection with some of the recent
regrettable agitations among the staff that the railway authorities have been
-unmindful of the welfare of their employés. Labour unrest is a phenomenon

which is unhappily not peculiar to India at present. But when this unrest

develops to the extent of causing strikes on railways it is the public who
are the principal sufferers, andit is important, therefore, that ill-informed
public. criticism shall not unconsciously foment difficulty when adequate
reason does not really exist.. In the year under review strikes have unfor-
tunately occurred on the Bombay, Barodaand Central India Railway, the
Burma Railways, the Dibru Sadiya Railway, the East Indian Railway,
the Great Indian Peninsula Railway, the Madras and Southern Mahratta
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 o meet them. In many cases an unfortunate political
element has besn imported into the matter. The strike of most importance
was that which occurred on the North Western Railway when practically
all the Indian employés 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.

P
7/

7. So far the description of measures adopted for relief has referred pri.n-
cipally to the subordinate staff of the railways. But it is obvious th:at the rise
in the cost of living has.affected all cla:s_seg._‘gqual‘ly, though the claims of the
better paid officers were, perhaps, in thg'ﬁrsﬁfinsga:ncge-, less ur:gent. Me.a.sures
to improve rates of pay have, however, now been carried out ia all services.

During the year 1920-21 the engineer establishment of State-worked
railways w:,s reorganised as a result of the recommendations of the Public

Other
indirect
benefits,

Strikes.

Superior
Staft.

Services Commission and in view of the necessity for placing officers in a -

position to meet the present day cost of living. The. Imperial a..nd
Provincial services as hitherto existing were amp:lgama.te.ad into one service
desionated the State Railway Engineer service.on revised r'af.es of pay
base?l on time-scale. 'Saﬁdtibx_fwa’sf‘also accorded to 1.:he .formatlon of a: n.ew
service of Assistant Engineers to serve as Sub-District officers. Similar

isati i i » engineer scale have
reorganisations with revised rates of pay based on the eng
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been introduced for the Locomotive, Carriage and Wagon, Electrical, Traffe
and Stores Departments of the Superior Revenue Establishment and a neyw.
Yocal Traffic Service, modelled on the lines of the Provincial Engineer
Service, has 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.

8. Before leaving the question of staff there is one other matter which
must be mentioned. Railways are peculiarly dependent in their mechaniea]
services on an adequate supply of skilled workmen. Hitherto very litile
organised effort has been made to provide for the training of educated Indians
in mechanical engineering though the training of apprentices in workshops
on alimited scale was usual. Regular schemes for this purpose have recently
been drawn up for the three State Railways and Companies’ lines are taking
similar measures which, it is hoped, will eventually be of great assistance in
helping to increase the supply of skilled mechanical labour—a matter of very
great importance both 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 to
this volume.
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CHAPTER VI.

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

The total gross earnings of all railways in India in'1920-21 were
Rs. 91,98,76,000, representing an increase of Rs. 2,83,44,000 over the previous
year. The results attained fell short of what it was hoped would be realised
when the budget was framed, owing in a large measure.to the trade
depression referred to in the introductory chapter.

. 2. The growth of earnings affords a direct index of the development of
railways and important facts can be deduced from the study and analysis of
past results. The figures for thelast 11 years are as below :—-

Year. Gross ea.rnings. II)?::;’:::;‘: ;:ﬁ;. Peirncz::’:g of!
Rs, ' Rs.

1910 .. 51,14,22,000

1911 .. . 55,27,78,000 4,13,56,000 808
1912 ... - - 61,65,04,000 6,37,26,000 1153
1913-14 63,58,51,000 1,93,47,000 814
1914-15 60,42,74,000 —3,15,77,000 —4:96.
1915-16 64,66,04000 |  4,23,30,000 700
191617 70,68,42,000 6,02,38,000: 31
1917-18- 77,36,30,000 [ 6,67,07,000 945
1918-19 86,28,68000 .| 892,209,000 |.. 1163
191920 - 89,15,32,000 9,86,64,000 332
1920-21 . 91,08,76,000 .| 2,834,000 318

decrease in 1914

heavy increases
other special traffic enge
a whole it will be notice

. Rs 40,84,54,000 or'79'86 per cent., and'
how this has been effected.

For comparative p
considerable extent vitiated by the special conditions then obtaining.
_15 was of course directly attributable to the . cessation of
trade which followed the opening of hostilities, and to some extent the-
in subsequent years were attributable to the military and
ndered by the war. Taking, however, the period as
d that the esinings Have increased in 10 years by
it is of considerable interest to see-

urposes, the- figures- during. the war are to a

The

4

Total gross

Growth of
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Goods 3. Taking first the goods figures :—

Traflic —

onsmmgs. Increase over

Year. Goods earnings. previous year. Percentage,
Rs, Bs.
1910 .. 30,43,17,000 o
1011 .. 32,93,22,000 2,50,05,000 899 |
2 .. 87,91,84,000 4,98,62,000 1514
1913-14 37,77,49,000 —14,35,000 —038
1914-15 35,09,18,000 —2,68,31,000 -710
1915-16 - 38,75,79,000 3,66,61,000 1045
1916-17 " 41,43,00,000 2,87,21,000 689
1917-18 - 44,49,54,000 3,06,54,000 740 |
1918-19 49,13,89,000 4,64,35,000 1044 |
1919-20 - 47,11,60,000 —2,02,29,000 —411
1920-21 - 47,96,84,000 85,24,000 181!
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.

Passenger 4. The corresponding figures for passengers are as below :—

Trn.ﬂ_ic

€ArnIngs,

Yeur. | Doz orer | Porcentage.
Rs. Rs.

1910 ... - 19,17,42,000
1911 ... .“ 20,84,05,000 1,66,63,000 869
1912 ... 21,96,39,000 1,12,34,000 539
1913-14 23,73,69,000 1,77,30,000 807
1014-16 28,44,26,000 —29,43,000 —124
1015-16 . 24,14,00,000 69,74,000 297
1016-17 s 27,05,95,000 2,91,95,000 12:09
1917-18 30,17,05,000 3,11,10,000 1149
1918-19 34,20,16,000 4,03,11,000 13:36
1019-20 39,06,93,000 4,86,77,000 1423
1920-21 40,85,23,000 1,78,30,000 456

* Including earnings from parcels, luggage, ofe.
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) It .wﬂl be noticed t]{at throughout this period the progressive rate of
increase In each year has with the exception of 1912 and 1915-16 exceeded

that of goods and the final result is to show a.
or 113-06 per cent. in the 10 years’ period.

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

n increase of Rs. 21.67,81,000

Phenomenal
i growth of
passenger
Seas GooDs. PassexGEER. trafiic.
Tonnage. Earnings, Number, *Earnings.
Ras. Rs.
3901 .. 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 20,84,0:6,000
1920-21 87,542,000 47,96,84,000 559,246,100 40,85,23,000

Tt appears from this that the goods earnings have rather more than® \“
doubled in 20 years, while passengers have almost trebled in number and ‘) y
nearly quadrupled in earnings in the same period. The conclusion, there- ; g
fore, which follows from this analysis is that the passenger traffic is deﬁnitel'y"/

increasing 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 policy. Itis perhaps not generally knownthat when
railways were first started in India the opinion was confidently expressed
that very little provision for passenger traffic would be required since caste
difSculties would prevent the railways from being generally used by the
people. The figures of progressive development given below furnish an
interesting commentary on this view of the possibilities of railways io India.

6. In spite, however,
traffis is still in the year umn
stand-ppipt of revenue.

1871
1881
1891
1901
1911

1920-21 oy e

Nnmber of passengers.

ase

19,283,000
54,764,000
192,855,000
194,748,000
889,862,600
558,246,100

of the increased value of passenger traffic, goods Relative
der review the more important item from the

importance
of goods
. trafic
earnings.

# Including earnings from porecls, Inggage, ete.

F2



Earnings
per mile
pexr week.
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of goods
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The earnings are as below :—
. Per cent, of
A Earnings. Jonte of otal
Rs,
Goods traffie var 47,96,84,000 52-15
' j’assenger e 1 *4‘0,85,28,00 0 4'4.'4:1
Miscellaneous, telegraph, steam-boat, ete.... . +3,16,69,000 844
Total . $1,98,76,000 100°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 earnings per mile per week for all lines in the

last 30 years.

1890

1900 . e
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. Earnings.
Tons, Rs.
Merchandise General 46,147,000 $5,30,25,000
Military stores 1,065,000 | 96,53,000
Coal and coke for the public and foreign railways ... 21,845,000 |  8,20,50,000
Revenue stores ... - - 18,229,000 9,64,51,000
Live stock . 256,000 51,55,000
'Other gOOdS wee LLL) “an . e 45;52,000
Total 147,96,84,000

87,542,000

® Includes earnings from parcels, luggage, ete.

.} Tncludes Rs, 2,70,000 as the gross earnings of the Aden Railway for which detailed

available,

1 Exclodes the Cawnpore-
«arnings,

information is not

Burhwal link earnings which, in the case of total, are included under scodsy
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9. It will be seen from above that t
comprised in the general head of mercha
which go to make up this head are

the quantities carried and revenue earned in th

of each commodity.

1916-17, 191718, 1918-19. 1918-20. 1920-81.
Tons | Be. | Tons | Bs. | Tons | Ba. | Toms.| Ba | Toms | Ra

mﬂ‘]imﬂ- 01';:8& milﬁlcms. cr:;es. nnﬁ:ms. orohrles. i il'1onu.| crinrcs milg:m. or;nms
@rain and pulse ... w| 1318 | 86| 1549 | 1005 1645] 1212 | 1962 94| 137 | eus
Cotton w| 205| 815| 202 so4| 199| sep| 2| 48| 199| s0e
Metals - | 258| 1) 207| 18| 188| 1o7| 47| 135| ss0) aor
- Ol seeds w| %03\ @19| osr| 16| 2o1| 23| 26| zu| 2s0] sn
_Juto ... w| 189| 128| 1es| 110f 17| 1a| 2e| 168! 1w} 147
: Sugat . w | 197 vs2| 2o03| 1v3| o2ss| 28| zor| 1| 17| 138
Salt .. w | 262 16| 24| 156| 264| 17| 248l 1e0| sea| 147
Oils .. w!| 184l 11| 187| 128 124| 117| 138| 141 18| 141
Wood - w i §195| o081| o1s]| 10| 2| 19| e8| 11] 2es| ves
~Others w | 1980 | 785 | 1263] 7es| 1888 | sos| wss| es7| 1003| 1014

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 detailed is due mainly to

“imports.

10. Apart from general merchandise, the next large item is coal which
:represents about one-fourth of the total tonnage lifted.  ,The question of
-supply 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 despatched from the main coal-fields of India was as

“follows :—

Bengal and Bihar and Orissa collieries

Singareni collieries ...
Pench Valley ,, e

Umaria » ves

Tons,
15,086,777
824,767
48,992
135,155

16,495,691

— e ek e e

he major portion of the earnings is Merchan=
ndise and the principal commodities 5%

given in the table below which shows
elast five years from carriage

Coal trafiic.
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Of this amount 14,944,000 tons were carried by the East Indian fmd
Bengal-Nagpur Railways which is 801,514 tons in excess of the previous
pdlmiNdg

year’s figure.

The question of general deficiency of supply: and the measures taken to-
conserve it are outside the scope of this report wh_lch t.leals OITI‘V with ma,t!;er&,
affecting transport and in this connection there is evu‘lence m. the compla lnt.g
and suggestions appearing in the press of some misuna erstan-dmg of .the posi-
tion. Tt seems to be generally believed that the whf)le. difficulty is one of
wagon deficiency, but this is only partially true. 'U-nhmlted wa.gons. will not
solve the trouble, unless provision can at the same time l?e_ made f(fr increased”
facilities in and around the coal-fields for de&ling.expedltml}sly with a larger-
number of trains. The existinglines have a limited eapacity and to overtax
that capacity would simply produce. a block. More :svagons are want.ed and -
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,
wagon supply of all broad gauge lines has been pooled with effect from
1st November 1019, This system of pooling wagons has been adopted as an,_
experiment, and so far it has proved a success, but there are certain didiculties
in respect of repairs, ete., which have yet to be overcome.

11. Mention is perhaps necessary of the special tempcrary system.
of preferential treatment which has been adopted under the control of.
a Coal Transportation Officer. This is not a new departure. 1t is a
partial reversion to a system which had been in force prior to the war.
When the Coal Special Indent System wunder which +wagons were-
supplied to collieries on certificates issued under the authsrity of the Coal
Controller (and subsequently the Coal Transportatisn Officer) was withdrawn
on the 31st December 1919, it wasintended that the pre-war system of wagon.
allotment should be reverted to. Unfortunately, however, the wagon supply
in the coalfields contioued in defect with the result that it became
necessary for the Coal Transportation Officer to grant certificates entitling-
holders to preferential freatment in the matter of wagon supplies for
their coal. This was known asthe system of " Spreial Supply” and was
justified in that it emsured 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 dificulties in the way of effecting any considerable
improvement in it, necessitated the continuance, in the public interests, of
soms ‘cvm of control. The arrangements introduced in July of the year
under r view for diverting coal for Western India ports to the rail-cum-sea.
route pi@ 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 February 1921, an,Informal -Committee - was constituted by the-
Government of India to discuss the difficulties arising out of the coal situation.



. ADMINISTRATION REPORT, 1920.21.

in India and to advise as to the best
allocating railway wagons for the
mittee recommended, infer alia,

supply should be accorded in the
-demands :—

method, in existing circumstances, of
distribution of coal in India. The Com-
that preference in the matter of WaZon
order below to the following classes of

(1) Locomotive.

2 Gov.ernment 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.

The recommendations of the Committee were subsequently referred to the
~Coal Transportation Committee, which was appointed by the Government of
India, to be used by the latter Committee as a basis on which to work out a
‘pew 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 dificulties in regard to distribu-
“tion of coal in India are not such as are capable of simple and easy solution
~and that everything possible with existing resources has been done to
-alleviate the trouble which the shortage of supply must inevitably cause.

12. A matter of considerable concern to the public is the theft of
.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
public and railways is very fully recognised. The trouble, however, is not
_peculiar to Tndia. "It is the natural outcome of the universal shortage of
supplies and the high level of ruling prices and as such has extended to every
-country 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 mafter of very great difficulty to provide a remedy. Ttis not, however,
- 40 be inferred that measures to check this practice are not being adopted.

13. Daring the year under review a Committee was appointed to
investigate the working of the railway police and one of the points referred
- 40 them was to make recommendations calculated to mitigate or Temove
~the defective arrangements made for the protection of goods in transit and
.at sheds and transhipment yards. Their recommendations are receiving the
-consideration of the Government.

Tn this connection, it may be stated that the police force employf;d for

~the maintenance of law and order on railways and for the. protectlon. of
railway property .is provided by t.he Civil I)epar.tment, the railways })aqmgg

~the major portion of the expense incurred. Dunn-g the year u.nder review,
-the portion of the total apnual cost borne by railway administrations in

Thefts.

Railway
Police
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India amounted to Bs. 41,23,677 against Rs. 36,11,77'7: in 1919-20, The
total strength of police force employed on railways including watchmen wag

about 16,000.

4. As already mentioned, the growth of passenger traffic bas beey

phenomenal and the distribution of the number carried by classes ig

interesting.—

Average miles A]:' eruge raty

No. of Earmnings. 1 passenger charged per

Class., PSsEngers. wis carried. Passenger

Per mile,

No. Rs. Miles. Pies.
First 1,148,500 | 1,048,000 13055 1642
Second . e 7l128)500 2:26;493000 77' 8l 184
Intermediate 11,749,600 1,91,19,060 7166 436
Third w | 490,280400 ; 28,91,25000 3873 202

’ I

Season tickets ... 48,939,100 | 37,24,000 916 160

| :
Total 559,246,100 ' 34,76,65,000 3752 318

Asis 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..
‘The corresponding figures of first and second classes show clearly that this.
result was due to the better class Indian having transferred his patronage-
to'the higher classes as providing greater comfort and privacy. In the
lowest class the numbers* travelling in fhe last 10 years have been as.
follows :—

1911 ... 348,478,500
1912 ... cen . . s 375,666,800
1913-14 . 410,959,800
1914-15 . ' 403,558,800
1915-16 oo ces von 413,254,000
1916-17 ves voe 431,450,200
1917-18 - w. 881,018,700
1918-19 see on e 404,387,600
1919-20 460,305,800
1920-21 we 490,280,400

'.Exéluding the season and vendors’ ticket-holders.
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15. These figures will exp

; _ . lain the reason for the prevailing complaint
of overcrowding of trains,

. . - when it is remembered that the number of purely
;- third class carriages* in 1913-11 was 15,712 and in 1920-21 was 17,5S0S, an

increase of 2,096 only. Moreover, in this connection, it has to be borne in
mind that. Owing to renewals Leing in arrears an unduly large proportion of
the stock 1s ineflective. 'The remedy is obvious ; but it is a q?lestion of time
and money. Tu the meantime, all that is possible is being done in the way of
providing & more extensive serviceof trains. The daily passenger train

mileage iP. March 1921 was in fact 9,000 miles in excess of the figure at the
- same period of the 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 been increased to a very small extent. Goods rates have in some
cases been enhancel, but nothing in the way of a gencral increase has been made.
The powers of all administrations in this respect are limited by certain
waxima which were fixed long ago and which must inevitably be raised 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 railway rates, and it is impossible if railways are to continue to
be woiked on sound business prineiples 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 as the following
statement showing the average receipts per passenger per mile in different
countries will demonstrate. - Later figures than 1918 for other countries
were uﬁforhmately not available, but as rates in other countries have been
sensibly increased everywhere in the last two years the discrepancy is

" probably considerably greater than represented.

Overcrowd-
ing of
CArTiIRgoSs.

Incrense ih
rates and
fares.

Statement showing average receipls per passenger mile by railways @":'-

different countries calculated in cents (American).

1918 or 1917-18.

Receipts per pa.ssen ger.

mile.

United of State America ... 2-45
Holland - - 2:27
Canada coe - aee 2:10
South Anstralia .. ves oo . 1:4-4
Norway, 1916-17 - o 1.42
SWitzerIand ser e XL see Y] i.ii
New Sonﬂl Wa]es aet T sen L sas 0.6”
P s e (11} ]

i]-:g_ialian :.... nee sat sas LT 0.515

# In terms of four-wheelers,
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CHAPTER VIL
FINANCIAL RESULTS.

" (See Appendiz 8 of Volume I1.)

Attention has already been drawn, in dealing with working expenses,
to the serious rise in the cost of working railways in India,. owx{in-g to the
increase in wages and price of coal and consumable stores. Hl.gh Prices also
entail a proportionately heavy recurring increase to th(:: ca_.p.ltal at CI}&I‘ge
for every increase in capital assets and consequent liability for higher

interest.

2. State-owned R&ilways are worked in the interest of the tax-payer on
commercial principles. That is to say, it is expected that they will at least
mect their working expenscs and the interest on the ecapital expended.
Beyond this, they have for some years paid considerable sums into the
general cxchequer, thereby avoiding corresponding neecessity for direct
taxation for the general needs of the country. It is, therefore, a matter of
very great public concern, when, for any general or permanent cause, a
steady increase is apparent on the debit side of the acecount without a corres.
ponding increase in the receipts. Considered from this point of view, the
financial resulfs of railways at present are, therefore, 2 matter of gemeral
interest ; and as the subject is unavoidably one of some complexity, a brief
explanation of the figures exhibited in the appendices of Volume L[ may
be of some assistance.

3. The total gross earnings during the year under review amounted to
about Rs. 92 crores distributed as follows : —

(1) State Railways owned by Government—

Rs.
{(a) Imperial .., ‘e - 81,27,46,000
(b) Provinciﬂ ase (L1 e LL ) 1’32,000

Total ...  81,2875,000

(2) District Board Railways ... £2,96,000
{3) Railways owned by Indian States 3,41,09.600
(4) » »  private Companies ., 7,05,93,000

Totﬂl »en . 9];9_8576:000
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The finaneial results of the 1u

are mainly th st three classes of lines mentioned above

R *:n cionceré of th.e Proprietors themselves. The Government,
» 1L ost casrs, provides land free of cost and allows payments to
make up with the net earnings of the lines a certain stipulated ‘minimum
f'et-urr. on the capi.tal invested, mostly in the shape of rebate from the earn-
ings of its own lines. The net earnings of some of the railwavs of class )
are more than- sufficient to meet the stipulated rate of in.terest and on
these a proportion of the surplus profits accrues to the Government. The
rebate payments are included in the working expenses of the Government
lines concerned; the
Goven:lxrfent appears in the entries against the items under the heads
“ Subsidized Companies——Repayments of Advances,” ete., 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 the actual total realizations including the receipts
in respect of the_ unrealized earnings of the previous year amount to
Rs. 80,99,06,054. The payments on account of working expenses during
the course of the year amounted to Rs. 54,5295 675. The net receipts
consequently work to Rs. 26,46,10,379, yielding a return of 4-74 per cent. on
the capital expenditvre including the premia paid in respect of the purchased
railways. ‘ o

extent fo which the other transactions afect the

Receipts,

5. The table below compares the financial results obtained in the work- Financial
ing of State-owned railways during the year 1920-21 with those of the Xesults.

previous eight years :—

Capital experln—, Recerprs,
diture including
Year. p:ll:ienl:xm rlt::;lcch ) ‘ R::Puir;l ?n
r;f\f_’:;:‘g“;g a Gross receipts. Ded::;e:-st)ex;l-;mm Net receipts,
of the year,
Rs. Rs. Es. . Ra, Per cent.
{in crores.) (in crores,) | (in crores.) (in crores.)
1913-14 ;33;33 ’ 56-32 29-36 26-96 558
1914-15 .- 50009 54'16 2963 2463 492
19;.5-16 e . 50703 5726 2953 2rrs 546
1916-17 - 51010 62:05 29-97 3298 6'46
1917-18 i 51406 6892 31-36 3756 7:30
101819 52041 7626 3708 3918 753
1915.-.20 . v . 633:90. 7910 45'47 3363 628
19.2;)_21 . 553?,2 8099 5453 2646 474

G 2



RAILWAYS IN INDIA
a

——

e noticed that during the years of the war, the return wag
the pre-war years; this result is attributable to
working expenses having been restricted by postponement of repairs, ete.
The ]li:h rate of working expenscs which immedia.tely. followed the war
n:;oine measure due to the reaction from this canse and to this extent

It will b
appreciably higher than in

was 1
may be regarded as temporary.

Net profit 6. Bevond working expenses there are, howev.'er, a number of .miscel-

from laneous liabilities which have to be taken into consideration before the net

Railwa¥s.  ofit to Government can be ascertained. The ultimate financial position
after taking these into consideration is shown in the following table :—

IN CROEES OF BUPEES.

———

Bailways.
ilway. 101518, 191415.] 1915-16.{ 1916-17.] 1917-18.] 1918-19, 1919-20.'1920_21_

—

Blate-owrned Railways.

1. Not receipts (sce preceding table.) w | 2696) 24063 2773 | 9298 | 3756 (| 8918 | 3363 | 2548

Daduct. ' o

2. Share of surplus profits paid to working 66| 104 91 116 1-49 1-90 2:01 173
agencies,

8. Annuity payments in purchase of Railways. 5071 504 504| 504 504 504 504 390

4, Sinking funds - . . 29 *30 81 49 50| -.36 35 31

expenditure by Government nnd on specific
loans issued and linbilities inecwrxed for

5. Interost on debt, vir,, on direct capital 1
and in the purchase of Railways. 1388

1485 7 1523 | 1497 ) 1562 | 1571 1696( 1574

Companies and Indian States {owarde out-

6. Interost on eapital contributed by Railway J
Iny on State Railways.

Net goin from State-owned Boilways. .| 708| 40| 24| wd| wo| 1617| 98a| 4

9. Subsidized Coy.5—
Receipts,
{a) Bepaymont of advances and sale of land, ... ‘01 02 0l 03 02| -0029 | -0011 | -0016

(%) Government share of eurplus profita. e ‘13 08 ‘12 '12 12 18 *84 28 T

Charges.
8, Land, eto. ... ™ - 08 15 04 24 10 03 04 05
9. Miscollaneous Railway expenditure, vis.,=
(a) Cost of Office of Railway Board - 10 09 09 0% ‘08 10 10 2
Cost of Off f A il- . . .
{® wny: co of Aoccountant-Goneral, Rasl 02 02 02 02 02 02 02 02
{¢) Survey of lines - e o 08 07 08 04 04 08 ‘0] 13
{9) Othor Miscollaneous Bailway exponditure, .. | —27 | —05 | —14 —13 08 24 59 0
Not pa; ts i i - :
g: n}::;{;)l: orreceipta on account of items W v+ —18| —14] ~10 —04| —31| —51 +87

Net workd fi -
ratwnye Yroft to Government from all | 719 | 323| 610| 1122 1487 | 1586 9 565

g




ADMINISTRATION REPORT, 1920-21.

PR

. Inasmuch. as the payments on account of anmuities in purchase of
railways and sinking funds inelude liabilities of a capital nature redeemed
through these payments, the figures against working profits shown above
undel:state the real results. To this extent railwa;s are in fact acquiring
a capital asset for the future benefit of the country. During ‘the veaj'
1920-21, the redemption of capital effected through the annuity :nd sinking
furd payments amounted to Rs. 1,64,12,400 and the actu'.;l net Workin:-
profit for the year may, therefore, be stated at Rs. 7,28,35,182. 7

7. It may be explained that the rate of interest employed in the Rate of
past for the caleulation of interest on capital expenditure provided Ly the interest.
Government has been the average rate of interest paid by Governmént on,
loans issued for other than specific purposes. With effect, however, from the
year 1919-20, in view of the risein the rate of interest on louns 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 the
rate caleulated with reference to the amount of loans issued since 1916-17
.and the interest paid in respect of them. The following are the rates of
interest adopted during the past eight years—

1018-14 ... we 3388 Per cent.
1914!"15 [T} o.; ".e 3'499 2
1915“16 ane [TY 11 3‘4725 ”
1916'17 [T [ TT) ase 8.2964 »
1917'18 (11} »ese 111} 3'4730 1)
1918"19 [11] ane (1T 8'4:818 It
84076 ,,  For expenditure to end
of 1916-17, and
191920 - - | 59328 For subsequent expendi-
L ture,
' 33262 ,  For expenditure to end of
20-21 1916-17, and
1620- - ~ 51979 ,  Forsubsequentexpenditure,

8. Summarising, therefore, the following important facts stand out Sammarye

+rom figures given :—

Working expenses have risen from Rs. 2936 crores.ifl the last year
‘before the war to Rs. 5453 crores in 1920-21, thus neutralising the whole
increase in oSS T€C ipts and bringing {-,I%e 1}3.1', receipts below w.hat they
—were in 1013-14. In the meantime, the liability of Government in respect
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of intcrest on capital raised has risen, and the net result is to bring the
working profit to a figure below what it stood at in 1912-13.

Working expenses alone have absorbed 67°88 per cent. of gross receipts
in place of 52'13 per cent. for the year prior to the war, and the additiona]
capital required must be raised at a cost of nearly 6 per cent. in Place of the

pre-war rate of 3} per cent.
The significance of these figures will be apparent to all who gare
interested in the progressive development of a great national asset of the

Empire.
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CHAPTER VIIL
ACCIDENTS.
(See Appendices 26, 27 Vand 28 of Volume I1.)

_ I_t s satisfactory to report that the total number of persons who lost Total
their hves- as a result of accidents during the year showed a decrease, being fatalities
3,016 against 3,171 in the previous year. In addition, the number of person: sndinjaries
injured was 3,039 in 1920-21 against 3,108 in 1919-90.

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

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

Of the total number of persons (3,039) injured, 1,410 were passengers,
987 railway servants and 526 trespassers, Of the passengers 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.

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 Accidents.
more serious accidents is given below.

(¢) On the early morning of the 26th April 1920 at 2/6 hours, Oudh and
a passenger express train ran into the rear of a goods train, gﬁﬁ‘““
outside the outer signal of the Mewa Nawada Station, owing to the v
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. '

{
S
The vehicles of the passenger train were lighted by gas, and as a resulf
of the collision the gas tanks burst, the escaping gas ignited and
set fire to the wreckage.

One van and three bogie coaches were burnt and the actual casualty
list consequently remains in some doubt. It is, however, known
that 45 were killed and 69 injured, four of whom subsequently
died.

The damage to pta.i-‘rt’la:ﬁ:f.;ni.:-Way and rolling-stock was estimated at
Rs. 98,500,
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Central
India
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This serious accident was caused by contra,venti?n of certaip
seneral rules by the station staff on duty af, the time of the acei-
zent at Mewa Nawada and Khanth Stations, and also .to the
contravention of certain general rules by the guard and_ driver of
the goods train. Three of the railway s.ervants considered most
culpable were prosecuterl; two were acquxttefl, and one sentenceqd
to a term of rigorous jmprisonment. Other railway se:'v:}nts whose
conduct was considered to have contributed to the accident have
been punished departmentally.

After this accident Railway Board issued orders for all companies to
light by electricity.

(0) On the 17th May 1920, a passenger frain was received in
the dead 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 Guzerat Mail which was due to cross 8 Up there) and
collided with an empty wagon 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 of the
collision telescoped killing 26 passengers and injuring 41.

The damage to the permanent-way and rolling-stock amounted to
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.

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

The cause of the accident was a sag in the permanent-way, the founda-
tions f which had been weakened by heavy and continuous
rain. The driver of the mail train disregarded the speed restriction
imposed by =2 caution order for the section of line on which the
accident occurred, thereby contributing to the serious damage and
loss of life. Four passengers were killed and seven injured. Total

damages to the permanent-way and rolling-stock amounted to
Rs. 54,257. '

The driver at fault was prosecuted and punished.

(@) 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 engine suddenly left the rails, and ran
down the embankment and turned over on to its Si;ie; the bogie
carriage next to it erashed into.the tender and was tilted over on
its side; the second and third vehicles from the engine were also
telescoped. The other vehicles remained on the rails undamaged.
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Thirteen P96PIB were killed .3
. and 22 injured.
rolling-stock and perman jured. The damage to the

Rs. 68,000, fnt-way amounted to approximately

The accident is said to have been due to the removal of a rail, and is

believed to be the one successful outrage of a series perpetrated by
a gang of organised train wreckers,

(€) On the early morning of August 28th, 1920, two goods trains
collided between Usargaon and Kalpi on the Ca.wn;ore Branch
of the Great Indian Peninsula Railway, due to the Assistant
Station Master, Usargaon, having issuezi a line clear for one

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

None of the staff were killed or seriously injured, but the damage {o

the rolling-stock and permanent-way amounted to Rs. 23,000
(approximately).

The Assistant Station Master was 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
the 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 bodies, nine of which had been burnt beyond recogniti(_)n,.
were removed from the wreckage and 41 injured 3 of whom died
on the way to the hospital and 4 after admission. :

This serious 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 tlose of the year
under review.

Serions
accidents:
(comcld.)

Great

Peninsula
Railway.

South
Indian
Railway.
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CHAPTER IX.
STORES.
(Sce Appendiz: 22 of Volume IL)

The question of the purchase of materials for i:ailWﬂ;YS is one in
regard to which a good deal of public interest has "in recent years been
displayed. Railways taken collectively are probably the largest purchasers
of materials in India. The aggregate sum spent in the year under review for
this purpose reached the enormous total of Rs. 30} crores and even this figure
excludes materials usually purchased in India such as coal and coke, stone,
bricks, lime, ballast, ete. It has been represented and with good reasons thas
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 from
this point of view a little explanation in regard to methods followed 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;
(6) Imported Stores procurable in India;
(¢) Stores procured direct from abroad.

3. Purchases of indigenous stores are arranged for by each railway
administration except that in the case of large items such as sleepers, coal
and rails the Railway Board negotiates the purchases for the three State-
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. TheStores 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 so 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. Puarchase 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 hashitherto 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 J1:hree

S'tate-worked lines by the Director General of Stores and for Company-worked
lines by the Boards of the respective companies.
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purchased.

5. Turning now to t
terred to abovb p _:)le actual figures the purchases under the 3 heads Value of
€, lgur 5- i i
> ligures before 1915-16 are not available, but in the last StoT®s
6 years are as follows :—
TOTAL YALTE OF §TORES PURCHASED BY THE
FRINCIPAL RATILWAYS,
— Value of stores
_ Value of stores im;:lt:: :Eor | of Indian Torar.
g imported p mannfactare
direct. purchased in inds
Indi or of indigencus
origin.
Rs, Rs. Ra Rs,

1915-16 4,26,58,000 |  1,0578,000 | 1,41,88,000 |  6,74,19,000
1916-17 2,09,99,000 | 22419000 | 2,20,42,000 |  6,5460,000
101718 1,8488,000 | 2,741,000 |  2,80,02,000 |  6,38,98,000
191819 " 2,4849,000 | 818,338,000 | %,0595,000 | 12,52,85,000
191920 .. 11,47,63,000 | 391,890,000 |  8,30,26,000 | 28,69,78,000
192021 o 16,23,41,000 |  5OL1LOCO |  9,01,07,000 | 30,25,59,000

It will be noticed that the total figure has grown from Rs. 6,74,19,000 in
1915-16 to Rs. 30,25,59,000 in 1920-21.
fell off during the worst of the war years to Rs. 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 hardly effective in practice. To get at the facts of the position it is
'necessary to make a further analysis. The figures given exclude 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.

Of these the first four are prac

(1) Bridge work. |
2) Engiﬁeérs plant and worlfs'h'o_p machinery a'.nd’. tools.
(3) Rolling stock,
(4) Electrical plant.
(5) Permanent-way.
(6) Metals.

(7) Miscellaneous.

The value of stores imported direct

6. The large figure of imported materials includes the following—

ti¢ally unobtainable in India. Bridge work,

wagons and carriage underframes are to a small but increasing extent turned
d =]

out in Indian shops, but

many essentials.

they are still dependent on supplies from abroad for

H 2

Analysis of
stores
purchased,
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tools and electric plant are not ‘procurable at all. Tt ig

comotives, ) ’
.thwe ﬁstly items for which there is no alternative market which make

up the greater part of the foreign purchases.

In regard to some of the other itemsan immense improvement in
respect of Indian purchase is apparent.

The purchase of rails in India has risen from Rs. 13'91L la,.khs in-1915-16
to Rs. 6246 lakhs in 1920-21. Iron and steel were purchased in India to the
extent of Rs. 59-20 lakhs in 1920-21 against Rs. 12:87 lakhs in 1915-16 as a

direct result of the enterprise of Messrs. Tata and Sons.

Wagons being loaded 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 make some appreciable
progress towards making herself self-supporting in respect of material for
her railways, '
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CHAPTER X.
CONCLUSION.

The previous chapters of this report have dealt entirely with the plain Technicals
every day facts and problems of workine X

N Soo PO g railways in India. .Butthereisa
technical and scientific side to this matter which can not afford to be neg-

lected. ’.]This- is PTvaided for by the technical section of the Railway Board's
office Which is designed to initiate research in respect of technical engineer-

ing matters affecting railways and to serve as a medium for communicat-
ing results attained for the general benefit.

2. One of the principal matters engaging attention during the year under
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 Bpard. 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 technical 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 Ministry of Transport and Railway
Engineers’ Asscciation who are carrying out 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 section of the Railway Board’s office
have published the following papers during the year:—

No. 201.—Locomotive Design in relation to gradientsand curves.
. No. 202.—Locomotive Design as it affects the Bridge Engineer.

No. 203.- Cast Iron Sleepers.

No. 204'.—Possibilit1'es of Steam Railway Electrification.

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

No. 206.—Train Resistances.

No. 207.—New Hump Marshalling Yard at Feltham, London and
South Western Railway.
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No. 208.—Notes on Railway Surveys-
No. 209.—Control of Railway Traffic by Telephone.

No. 210.—Motor Traction and Road Railway (Stronach-Dutton
system).
No. 211.—Third Report of the Indian Railway Bridge Committee.

No. 212.—Soine Aspects of the Gauge Question.

No. 214.—Motorizing Railway Terminals.

No. 215—Hardinge Bridge over the Ganges at Sara.
No. 216.—Stability of Hill Slopes.

No. 218.—-Wheel 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 ezisting
methods of finance and administration which the Committee have advocated.
India is on the eve of greaf 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-
ment of owr railways on which the prosperity of the country so greatly
depends. '
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Appendix A.
Notes on the Relation of the Government to Railways in India.

(Reprinted from the Report for 1914-15 )
One of the i i .
special features of the Indian Railway system is the divensity of conditions

Diversity of Relations Between th&fi pl‘e}*ails in the relation of the State to the
the State and Railways. various lines in respect of ownership and control.

Of the important lines si

i i e es situated i itis i

or in which the Government of India is interested, three (the North '\V::tern 1]:‘;a.s“ Btz:thIngaldm
iy n Dben

apd Oudh and Rohilkhand Railwa
Indisn, Great Indisn Peninsula gs) :re owned and worked by th'e State; eight (the East
Mah , Sombay, Baroda and Central India, Madras and South
ahratta, Assa:m—Benga.l, Bengal-Nagpur, South Indian and Burma) a’re wned b l? oto
“but W{:)l‘ked on its behalf by companies enjoying a guarantee of interest fro o tx;e GY the State
three important lines (the Bengal and North-Western, Rohilkund and K:ln o Zvernmsnt;
Punjab) a,n.(l many of l.e ss importance are the property of private coml)a.nieslr::)l:lleai:l i Southlin(ll
by the owning companies and some by the State or by the companies thz;.t work :;gt'e:(\)\rrn(;d

systems ; several minor lines are the property of District Boards i :
gramted by such Boards, 0aICS O enjoy a guarantee of interest

The diversity of conditions is in certain res i
‘ pects less important th i
for the Scllowing Tessons portan an might at first appear

The Government of India exercises under the Indian Railways Act, 1890, in respect of
all railways in British India (and also, by virtue of arrangements with Indian
States, in respect of the chief railways passing through such States), certain
general powers. Thus a railway may not be opened until a Government
Inspector has certified that it has been constructed so as to comply with require-
ments Jaid down by the Government and can be used for the public: carriage of
passengers without danger to them. The Government of India can also i: the
interest of the safety of passengers, require a railway to be closed, or th,e use of
particular rolling-stocic to be discontinued, or may prescribe conditionsjfor the use
of the railway or the rolling-stock. They can appoint 2 Railway Commission to
investigate complaints on certain mafters such as the withholding of reasonable
traffic facilities or the grant of undue preference.

1n addition, the Government of India (or in some cases Local Governments) exercise
under the provisions of contracts detailed control over the management of aoll
Railways in British India greatly exceeding that which is secured by the Indian
Railways Act. They also have a certain financial interest jin all companies in
British India, and a preponderating interest in most of the railways which are of

the first importance.

The main causes which have led to the present diversity of conditions in}regard to the
agency by which railways are managed, and the
History of Relations of the GOVern ..., of the Government with the various classes
ment and Compazres of companies now in existence, are summarised

in the following paragraphs:—
The first proposals for the construction of railways in India were submitted in 1844 to

land by Mr. R. M. Stephenson, afterwards Chief Engineer of

the East India Company in Eng . . .
the Fast Indian Railway, and others; they included the construction of lines by railway

companies to be incorporated for the purpose and the guarantee by th? Last '..[ndia- Company of
8 specified return. A contract for the construction by the East Indian Railway Company of
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Mirzapore or Rajmehal at an estimat-
. . :]es from Calcutta towards

an esperimental ine of 1D [:‘li:in 1849, and & return of 5 per cent. was gua-rantee@ by t.he
ed cost of 1,000.000Z. was m tract was made in the same year with

. ital ; and a similar con .
Fast India Compsny on the Capital; . Kalyan at an esti-
the Great In dia:l Peninsula Railway Company for a line from Bombay to Balyan

i i the construction of Indian

mated cost of 500,000 But tl_;e poliey OEt ené‘;“s::; in%;“‘;r;gi on the recommendation of
iy o guarantee.d o Wasbedn;Ot; April 1858, explained his reasons for prefer-
Lord Dalbonste ‘:Eho’ - 'mm}lts,e;h the supervisI;on and control of the Government, to the
ri anies, un ]
:l:fstt:;litﬁ:n?; (I)in:zrzﬁ bebalf of the Government by 1its own oiﬁtl:ers. Hc; he}d 1;ha:;1 the
State Engineer officers would make mailways as well, and pOSSﬁ.JlY as ]:3 e]&p Ys an bas
expeditiously as companies ; but that the withdrawal from other duties of the large num er
of officers required would be detrimental to the public interest, that the conduct of commercial
undertakings did not fall within the proper functions of any Government and le&st- of all
within the functions of the 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 wonld therefore benefit by the introduction of English energy and
English capital for railway purposes, with the possibility that such energy a_.nd c-a.p1ta.l would
in due course be enconraged to assist in the development of India in other directions.

The policy supported by Lord Dalhousie was adopted, and between 1854 and 1860
contracts for the construction of Railways in
India were made by the East India Company,.
or (after 1858) by the Secretary of State for India with the 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 amalgamated
with the Carnatic Railway Company—see below—the South Indian) and Caleutta and
South-Eastern Railway Companies. Under these contracts the railway companies under-
took to construct and manage specified lines, while the East India Company for the
Secretary of State for India} agreed to provide land and guaranteed interest on the capital,
the rate fixed being in various cases 5, 4% and 4} per cent. according to the market rates
prevailing when the various contracts were made, Half of any surplus profits earned was to-
be used towards repaying to the Government any sums by which it had been called upon to-
supplement the net earnings of any previoug period in order to make good the guarantee of
interest; and the remainder was to belong to the shareholders, In practically all matters of
importance, except the choice of staff, the companies were placed by the contracts under the
supervision 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 trains;.
the rates and fares to be charged ; the 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 value of their rolling~
stock, plant and machinery was to be paid to them. But provision was also made to 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 return their capital at par.

01d Gunaranteed Railways.

An attempt to secure the construction of railways in India, on terms more favourable to-

Early Attempts to Secure Fun.ds- | the G?\rfamment than those of the contracts with
for Railway Construction the original guaranteed companies, was first made-
without a Guarantee, in 1862, when a subsidy, but not a guarantes,.

. was granted to the Indian Branch Railway Com-
yany which proposed to make feeders to the trunk lines in Northern India and di‘;r aycf:ually '

anake one such line.  Similar :qssistance was granted later to the Indian Tramway Company,
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w};:fi;::gl :r_sht:feline'iﬁ Madras, - n 1864, the terms granted| to the two companies
PP ° (oo o8 & standard for general adoption with a view to the encouragement
of similar companies, The'chief'Pm .. - ; L  the

“assistance from the Government.
the Indian Branch Railway Comyp
Rohilkhand Railway Company >

:Consequent]y, in 1867, a contract was ¢ntered into with
any (which soon after changed its name to the “Oudh and
) by which the company . was guarantied interest at 5

certa’n I'nes to be carried out Ly it, on ecndit’ons s'milar
of the period 1854—1860. Simlarly, the Indian Tramway

In 1868 a guarantee of 3 per cent. per annum, went into
( absorbed in a new company called the Carnat'e Railway
Comp: ny {aftarwards amalgamated with {be Great Southern of India Railway Com)any to

form the South Indian Railway Comjany), with which the Secretary of State entered into a
contract guarantecing interest om ils cayifal at 5 Ter cent. perzonum, In 1€(5, &'r John
Lawrence summed up the, result of the experiment of the construction of ralways by
unguaranteed comjanies as follows :—* The Government of Ind'a has for several years been
striving to induce capitalists to undcrtake the construction of railways in Ind'a at their own
risk, and on their responsibility with a minimum of Government interfer. nce, But the
attempt has entirely failed, and it has become obvious £hat no capital can be oblain. d for such
andertakings otherwise than under a guarantee of interest fully equalto ibat which the
Government would have to pay if it borrowed directly on its own account.”

to those laid down in the contracts
.Company, after having been given
liquidation in 1870, and became

The attempt fo encourage unguaranteed companies having thus been unsuccessf.lﬂ, it
became necessary to decide whether the old practice of relying on gu.ara.ntee.d companies, of
the type that bad provided capital for, and had constructed, the.ﬁrs:b rallwayf in India, should
be continued, The Government of India expressed their objections to this -course. Tl‘xey
;lotibted whether their power of control over such companies secured t}:le greatest possible
eco;iomy in construction. They also disliked the arrangements undt:r which they gua.rani_;f:ed
the interest on the capital of companies, and thus became rtfspons:b]e for loss on working
while baving only a comparatively remote prospect of Proﬁtl'ng by the rfesult of.sm:(;:e:sfnl
Wbrking. Two important changes were conseq.uenl.;ly mafle in the practice that had been
followed since the beginning of railway construction in India :—

1. A.rr-angements were ‘made with some of the most important of the gua.ranbeeq
" companies that, in lieu of the provision that half of any surplus proﬁtsdwa.sﬂtq
‘be applied in repayment of sums advanced by the Government u:;;l elid be
'gumnbeed interest, half of the surplus profits -fog each ,l‘la.lfeyefa‘r should be
the properﬁy of the' Government. In consideration of . this modlﬁcah;n,d;c:g
Government relinquished, in the case of three c-ompar_nes, the ‘Grea.t'tsn. 1:;
Peninsula, the Bombay, Baroda and Central Im’]m,. 8“‘1 the M:dl‘;:;:e 1 fnfh
~ to purcha.'w,e the Jines at the end of the first 25 years from the dates o | e
respective contracts. . : s R
: £ State that the time had a.'rﬁveﬂﬁvhe;.fin both
ing- "additional capital as might be required for new
hes 1 da-“"iEf léi:::m::: '?Efﬂd o 1o itelf the £l -beriefit of its
 lines di{:1 a.::i of the cheaper methods which it was expectet! that if; would be
0:1: :.3 use. . Accordingly, for several years after 1869, the chief capital expen-
;itﬁré ‘on railways was él'ljeﬂylincurred direct by the State and no fresh contracts,

* with 'g'uariihfeé d companics were made except for small extensions. Among the
W
b 4

9. Tt was decided by the Secretary o
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Yines constructed or begun by State a-géncy and from State capital between
n L

1869 and 1880 were the Indus Valley, Punjab Northern, Rajputana-Malwa,

Northern Bengal, Rangoon and Trrawaddy Valley, and Tirhoot.

from the introduction of railways in India, 6,128

miles of railway bad been constructed by companies

Progress in the Construction which 'had expended, approsimately, £97,872,000

of Railways. (these figures include the Calcutta and South-

“EBastern and Nalhati Railways, which were constructed by companies but were P‘urc}]as.ed by

the Government in 1868 and 1872, respectively). By the same date 2,175 mﬂe_s of railway
+iad been constructed by the Government ata cost of £28,695,226.

By the end of 1879, in about 25 years

In 1880, the necessity for great and rapid extension of the railway system was urged by
the Famine Commissioners, appointed after the great famine of 1878, who estm.:a.ted that at
Tenst 5,000 miles were still nccessary for the protection of the country from fax_mne. It was
theld by the Government of the fime that a limit was necessary on the capital borrowed
annually ; and it was clear that the limit fixed was not high eno?gh.to allow of such. progress
in malwav constructiun as was desirable. "With reference to this difficulty the Famine Com-
’ missioners remarked : ¢ that there would be mani.
fest advantages in giving free scope to the exten~
sion of rai'ways byprivate enterprise if it were
possible; and, though the original form of guarantee has been condemned, it may not be
impossible to find some substitute which shall be free from its defects, and may secure the
investmcnt of eapital in these undertakings without involving the Government in financial
-or other liabilities of an objectionable nature.”

Introduction of Modified
Guarantee Terms.

Action in the direction suggested by the Commission was taken by the formation of three
companies without a guarantee 1the Beogal Central in 1881 and the Bengal and North-
Western and Rohilkund and Knmaon in 1882) and three new guaranteed companies (Southern
Mabratta in 1882, the Indian Miidlund in 1885, and the Bengal-Nagpur in 1887). The Bengal
and North-Western and the Rohilkund and Kumaon Railway Companies are referred to
more fully in a later paragraph. The Bengal Central Railway Company’s operations were
not successful at the outset, and a revised contract was enteted into witk the company, with
effect from the 1st July 1885, under which the Secretary of State guaranteed interest at 8}
per cent. on the company’s capital, the balance of net earnings remaining after payment of
interest on advances by the Secretary of State and debenture capital (bat not the share capital)
being divided between the Secretary of State and the company in the proportions of three-
quarters to the former and one-quarter to the latter. The new contract gave the Secretary of
State the right to take possession of the line on the 30th June 1905, or subsequently at inter-
vals of 10 years, on repaying the company’s capital at par. The rate of interest guaranteed
to the Souttern Mahratta Railway Company was also 3} per cent.; in this case the balance
<of net earnings remaining after payment of interest on advances by the Secretary of State (bub
not on share or debenture capital) was divisible in the same way as in the case of the Bengal
Central Railway Company. The guarantee to the Indian Midland and Bengal-Nagpur Railway
Companies was 4 per cent. ; and the Secretary of State was entitled to three-quarters of the
surplus profits in excess of all interest charzes. The lines constructed by the three companies
last mentioned were declared to be the property of the Secretary of State, who had the right
to determine the contracts at the end of approximately 25 years after their respectiv'e. dates,
or at subsequent intervals of 10 years, on repaying at par the capital provided by the
companies, - _
Thé -Assam-Bengal Railway Company was formed on“similar Jines in 189 2, except thab
any surplus profits were to be divided between the Secretary of State and the company in
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Interest at 24 per cent. was gu

sst‘:riﬂus Ig'oﬁts ﬁ';:are oniginally divisible in the proportion of four-fifths to the Secretary of
a. ;1 an 01;::& bh to th-e company, but since 1908 tha division has been proportional to the
capital inve v each in the undertal'ing. The contract with the Burma Company is termi-

nable by the Secretary of State in 1928
, or . _
company’s capital at par, °n subsequent occasions, on refayment of the

aranteed on the share ca

The terms of guarantee given o the compauies formed since 1880 have thus been much
more favourable to the Government than in the case of those formed before 1569,

In dealing with the guaranteed companies formed before 1869 and with those formed in

Termination of Contracts ofthe . 01 204 subsequently, it has been the practice
0ld Guaranteed Companies. (except in the cases mentioned above, when the
- purchase of some of the old guaranteed lines was
postponed in order to secure to the Government a share in surplus profits) to use in some way
or other at the earliest possible date the right reserved by the Government of terminating the
contracts of tho various ecompanies. The method of making use of this right bas differed in
different cases. The Eastern Bengal, Qudh and Rohilkhand, and Scinde-Punjab and Delbi
lines were purchased and transferred to State management, the last named now forming part
of the North Western Railway. Similarly, the Bengal Central line was purchased and made-
part of the Eastern Bengal Railway., The Madrasand the Indian Midiand lines were:
acquired but left, after acquisition, under the management of o mpanies working ofler lines
with which it was advantageous to amalgamate them. In all othercaces (East 1ndian, South
Indian, Great Indian Peninsula, Bombay, Barcda and Central India, Southern Mahratta, and
Bengal-Nagjur), the course 2doptcd bas been to amrange for the continbance of managiment.
by the orig'nal company tor by a new company closely related to the old one), but to secure
more favourable financial conditions 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 guaranteed by the State on such capital, and modification in favour of
the Government of the clauses relating to the division of surplus profits.

' . d
Arrangements between the The relations 'betv-veen the Govtarnmet‘lt an
Government and Companies - the guaranteed companies now working railways-
at present. may be summarised as follows :—

The lines that they work are the property of the State.

The greater part of the capital is the property of the Government, either through having-
‘ been originally supplied by it or through the acquisition by the Government of
the greater part of the companies’ interests on the termination of old contracts,

‘When funds are required for further capital expenditure, the Govemmenl:, has the option-
either of providing them or of calling on the company -'bo pro?w;de them, - 'iFhe
company receives guaranteed interest ata fixed rate on its capital ; and similar-

: p:'iyments out of the earnings are made to the Government, If, after these have
been made, surplus profits remain, they are divided between the Government and
the company in the various proportions proviloled for by the contracts. The-
company’s share is in all cases only a small fraction of the Government’s share,

which is for a fixed term of 25 years, are terminable at t]_m

at, specified dates; and on termination the-

12

All the contracts, except one,
option of the Secretary of State,

pital raised by the company, and the-
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i in the case of the East Indian
1s capital is repayable ab par (excep . . :
ﬁl"::; li)omiany, which is for special reasons to receive & ferminable annuity

instead of a cash payment).
The administrative control exercised by the Government over the companies is as
follows :—
The company is bound to keep the line in good repair, in good working condition, and

) . i s to keep the rolling-stock
: lling-stock, plant, and machinery ; to ke¢ ;
fully supplied with ro mgd working condition ; and to maintain a suffic’ent staff

- : 3 0
in good repars anin & _all to the satisfaction of the Secretary of State.

for the purposes of the line;

i to carry out any alteration or improve-
Secretary of State may require the company ‘
e menil:.yin the I'ne, or in the working that he may think necessary for the safety of
the publio or for the effectual working of the line.

The Secretary of State may require the company to enf;er into ag.re-er?ents,.on reasonable
terms and conditions, with the admivistrations of adjoining railways for- the
exercise of running powers, for the supply to one another of surplus rolling-
stock, for the interchange of traffic and rolling-stock and the.setf,lem.ent of
through rates, and for additions and alterations to,. or. the redlftrlbutlon‘ of,
existing accommodation in junctions or other stations in view to their convenient

mutnal use,

The train service is fo be such as the Secretary of State may require. In order to
secure a general control over the rates quoted by companies, the Secretary of State
has retained power to settle the classification of goods and to authorise maximum
and minimum rates within which the companies shall be entitled to charge the
public for the conveyance of passengers and goods of each class,

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

In all other matters relating to the line the company is made subject to the supervision
and control of the Secretary of State, who may appoint such persons as he may
think proper for the purpose of inspecting the line, auditing the accounts, or
otherwise exercising the power of supervision and control reserved to him, In
particular, the Secretary of State has the right to appoint a Government Director
to the Board of the company, with a power of veto on all proceedings of the
Board. All the moneys received by the company in respect of the undertaking,

whether on capital or revenue account, have to be paid over to the Secretary of
State.

All expenditure by the company bas to be stated and submitted for the sanction of the
Secretary of State,

Thus, 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
the . State after 1880; it has exceedingly wide control over the methods of working ; and ib

has the right of tfaking possession of the lines at specified times on repayment, at par of the
capital of the companies, . '
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In ?ﬂdltzllt;l Bt{: the lines referred to above, and apart from lines constructed by branch line
cofnpinebj’ istrict Boards and Indian States, two lines of some importance have been
Othe¥ Lines Worked by Companies, 0nstracted by companies which receive no direct

. - ] assistance by the Governmient, namely, the Ben
and Northl'{“;estem Railway and the Rohilkund and Kumaon Railway. (The Rokilland fl:;
Kumaon Railway Company was guaranteed interest at 4 per cent, during construction and

o 0 ey 3 i, e
GC.&VP—I;Dment they derive solzne ad g (il theoat T d1rec.t- B e aad

( s : vantage (partly through direct participation in profits and
partly through reduction of expenses) from the fact that the working of certain State lines has
been entrusted to them, the Tirhoot Railway to the former company and the Lucknow-Bareilly
Ra.ilwaf.}.'. to the latter. Their lines can be purchased by the State in 1932 on terms which are
different in respeet of the different sections of the lines, but are, on the whole, much more
favourable to the companies than those provided for in the contracts with the guaranteed
companies. Failing purchase in 1932, the lines will become the property of the State in 1981
.on' 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 above, over guaranteed companies. o

The greater number of the powers for the dé{aileq: céntrol 'qf railways as described in the
foregoing paragraphs are vested in the Railway

Controlling Authority. Board. The Board consists of a President and two

Members with a Secretariat establishment.
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Appendix B.

ler 1913, as modified by
? o No. 457-B.P., dated the 14th Novem .
esolution ZZ:?ter No. 969-R.P.-14, dated the 13th March 1914,

rms dia are prepared to consider
hich the Government of In ; :

Teoﬂ‘er?f::- the construction by the Agency of p.nva.te compa,:n;s of

branch lines forming feeders either to State lines worked by the

State or to railways worked by companies.

ResorurioN.—In supersession of all previous ord.ers on the SlleBC:, ftllm difollo_;u;g»
information is published detailing the conditions on \.vlnch ‘the Governmen of nfa md @
prepared to receive applications for the grant of financial a.ss.lstance to <gmpa.mes torme bf_-,:
provide capital for the constructioni of sach branch railways as ; overm:]en blma.y

prepared to entrust fo companies. The terms offered have been made considerably more-

liberal in several respects.

2. No concession can be granted for the construetion of a branch lifle until the line has.
been surveyed and detailed estimates of its cost and an adequate report on its trra.ﬂic prospects
have been prepared by an agency approved by the Govemment)of India. W hen. promoters
are desirous that such a survey sheuld be made an application should be submitted to the:
Railway Board in the form prescribed in memorandum B, attached.

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

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

(¢9) The railway shall be built according to plans and estimates approved by the Gov--
ernment of India, and must conform to the fixed and moving dimensions for
the time being prescribed. The gauge of the line, the route followed, the situa=-

tion of stations, and debails of a similar character shall be subject to the
approval of the Government.

(¢¢5) All land in British Territory, which is, in the opinion of the Government of
India, required for the construction of the line, will be provided free of charge,

/in(-:luding land pel:ma.a.nently or temporarily required for quarrying ballast, for
brick-fields, and similar purposes.

(vv) The results of existing surveys will be made available to persons applying for con=
cesgion under these rules. In cases where this is considered advisable by the
:'Ral]fﬂl.y Board, fresh surveys will be made at the request of promoters enquir-
ing 1ato the probable prospects of any projected line, on the understanding that
no pr?ferential claim to a concession for the construction of the line is thereby
established. 1f permission be eventually given for the construction of any line-

the cost of all surveys, whether special surveys or surveys previously made ab-
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o.th?.r cases, endeavour to arrange on bebalf of the branch line company a
similar agreement with the Company working the parent line, * A rebate and
a gf:a.rantee of interest cannot be granted simultaneously in respect of the same
capital ; but capital may be raised for the same branch line, partly under the
guarantee system and partly under the rebate system.” In cases where the
entire capital is raised by the issue of shares the following terms will apply s:—

(a) Guarantee of interest.—The Government of India will be prepared to puarantes
from the close of the period during which interest is payable out of capital
interest at the rate of 8} per cent. per annum on the approved paid-up share
capital of the company to the end of the financial year in respect of which
the dividend is declared, subject to the condition that all surplus profits which
may be earned 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 guarantee, where given, will remain in force unti} the
line is purchased by the Government. Any sums payable by the Government
under the guarantee shall be payable in rupees. '

(8) Rebate.—When the branch line connects with a rallway owned and worked by
the State, the Government of India will be prepared to allow the 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 (exclusive of earnings derived
from the carringe of revenue sfores) from traffic interchanged between such
State railway and the branch line as shall, together with the net earnings
of the branch line, make up an amount eéqual to interest at the rate of 5 per
cent. per annum on the approved paid-up share capital of the company.” This
undertaking will be subject to the proviso that, when the net (:earnings of the
company, without the assistance of a rebaf:e, suffice to pay interest at .a .ra.te
exceeding b per cent. on the paid-up share capital, the surplus shall be divided
equally between the Governmend and the company. Th? pa.ymen.t of rebato
shall commence at the close of the period during which interest 8 payable
from capital. Fayments on account will, subject to subsequen‘: 3;1811“551111:1:015,
be permissible at the end of each half-year. For the purpose o A e tl_:g
"= the“rabate,” the net  earnings of the main line from traffic ;]nterc anged wi
+he branch, will be assnmed to bear the same proportion to tae gross carniogs

-
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.+ - of the main line from such trafSc as the net earmngs of the whole main line
1. system, including the branch, bear to the gross earnmgs of the whole system,

(c) C'omématzon guarantee and rebate terms.—* When the capital of a branch line
has been raised partly on guarantee and partly on rebate terms, the, govem..
ment of India will allow in respect of thes hare capital issued on the -_111:%;_9?

system the amount (if any) which would have been gue on such share capital

. . arantes 5

from time to time had the entire cap1ta.1 been raised ’t_m ate~ terms. ’f

- (viéd) (2) If, in the case of a concession granted nnder either of the conditions of the

foregoing paragraph, it be intended by the bracch line company to construct

and work the branch line itself, the amount to be spent each year on working ex-

-~ penses will be subject to the approval and sanction of the deernrqent'of ‘ndia,

A (6) In such cases the Government of India may, from time to time, apront any one
person to be a Director of the branch live co  pany who shall be es-gfficio a
member of all' Comm1ttees appomted by the Board of Directors of the come=

v pany or by the company in relation to the undertaking or any other matter

S connected therewith, and shull have power to' exercise at his discretion an
absolute veto in all procée'dinos of the Board of Diréctors and shall 1ot be
rexovable except by the Government of lndxa. and may act by s Deputy
appointed by the Governmeut of India.

. (¢) 1f a branch line company, which has- been gianted financial assistance under
clause #ii(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 excecd 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 ageney, 1f the
working of the line is so assumed, the terms of working Wﬂl be fixed by

Government,

(fz) Where the main line is a railway owned and worked by the State, the main line
administration will, if it is so desired, work the branch line for a percentage

T . of the gross earnings of the branch. When the branch and main lin» are of
the same gauge this percentage will usually be that obtaining on the ‘whole

system, including the branch, from time to time, but will not in any case

exceed 50 per cent of the gross earnings of the branch from all sources, and

will include .all charges on account of the use of the main. line ro]lulg-stocks
subject to the condition that the company shall, if and when reqtured to do

so during - the continuance of the working contract, bear the’ caplta.l portion

of the cost as stated by Government of streno'thenmo- the permanent-way

and bridges of the branch line to- enable the rolhng-—stock for the time being
of the working railway to be used on it mthout restnctlon Where the gauges

are ot the same, specjal workmg terms w1]1 be fixed in each ca.se. ‘When

. the main line is not worked by State agency, the Government of India, if
. desired to do so by the branch line company, will endeavour, to negotiate

similar terms Ior working with the main line adm:mstra.tmn
et

(x) No capital expendxture by the. 'hranch lme compa,ny sha.ll be reoocrnmed as
between the, Government, of India aﬁd the company, unless the prior sanction

of the Government of India to that expenditure has'béen oblained, The
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company s}:a.ll have no power to increase its shave or stock capital without
the sanction of the Government

bt horias b of India or the Secretary of State, or to
W money, otherwise than for purely tempora except om

conditions to be specified by these anthorities, TS ’
(i) Any m_)expend-ed capital, which the company may have, shall be invested or
deposited at interest in a manner to be approved by the Government of India

and in the name of the company, not in that of the Managing Agents, and
the return therefrom shall be treated as net earnings of the railway,

{2if) The branch line company, if so required, shall keep accounts in forms approved
by the Government of India, and they shall supply, free of charge, all

accounts required by the Government. The accounts will be subject to
audit by officers appointed by the Government.

{x#i7) Funds for the execution of new works chargeable to capital, which may be
found to be necessary for the safety, economy, or efliciency of working after the
branch railway has been opened to publie traffic, shall be provided by the
branch line company. Such works and their cost shall, when the branch
railway is worked by the main line administration be agreed upon between
the branch line company and the main line udministration before they are
undertaken ; in the event of any difference of opinion as to the nceessity for,

or the cost of any such work, the matter shall be referred to the Railway
Board, whose decision shall be final.

Tn 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 (#7) and (¢z) above, the Government of India shall be at liberty to
supply the necessary funds, and to carry out the work, and shall be entitled to
receive from the sums payable to the branch line company, by way of neb
earnings or rebate, interest ab 5 per cent. (or any lower rate that it may in
special cases agree to accept) on funds so applied.

(i) " Subject to the Jatw for the time being in force, payment ocut of eapital will lze
sanctioned, during a period whick may extend to the close of the h'alf-yeal in
which the ailway shall have been opened throughouf; for publie tr?,fﬁu, of
such sums as, with the interim net earnings, shall be Tequired to pay 1interest
at a rate to be agreed upon on the paid-up capital of the company.

{zv) Such expenses on account of administration of the bran.ch line company as the
Government of Tndia may sanetion may be charged during constructxon. to the
canital account of the company, and with effect from the date on which the
lilI:e is opened for traffic throughout will be charged as follows :—

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

- * - - .st t.on .
(8) if the company’s line is worked by the main line administration ;
i t at 5 per cent. {or suffice to pay
s 1 og do not suffice to pay 1nteres
- earlnngsn the paid-up shate capital of the company, as part of . the
) Oto be met'out of the stipulated percentags o« the earnings

(1) when the
only b per cent.
working expenses

of the branch taken by the working agency * ]



RAILWAYS IN INDIA
66

—_—

(2) when the net earnings exceed 5 per cent. on the [‘aill-UI.J -s!mre ca.pii.;dl of the
company, as 2 first charge on surplus profits before ?lf*lsxon_; provided that,
if the surplus profits are insufficient to meet the admnnstl:atlon charges, the
balance will be paid by the working agency out of the stipulated percentage
of the earnings of the branch taken by it,

(zri) The rates and arrangements in force on State railways as 1'eg'al:d? serviees.
rendered to other departments of State shall apply to the bran(-}h line. The
branch line company shall also be liable when called on to provide, at such
stations as may be ordered by Government, buildings for post office and quarters
for post office staff at a charge not exceeding T} per cent. per annvm on the
capital cost of the said buildings and quarters,

(wvis) The Government of India reserve the right to fix and vary from time to time
the classification of goods for tariff purposes and the maximum and 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,

(zv¢7£) During the first year after opening‘of the branch line or part thereof, expendi-
ture incurred on the maintenance of the line, may be charged to capital.

(#/z) 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 ag
working expenses, and shall be charged against the branch line net earnings, or
against capital, according to circumstances, .in accordance with the general
usage on Indian railways.

(#z) All agreements for lines constructed under these terms shall include a special
purchase clause permitting the Government of India to purchase the lines at
any time, after giving one year's notice, in the following cases :—

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

(2) When it is desired to convert the branch line into & line of throngh communi-
cation,

(3) When the Government of India desire to extend the branch line (without
altering the gauge or making the line part of a through route), and the

branch line company is unable or unwilling to supply the necessary capital
for such extension,

In the event of a line being purchased under this clanse, the price payable-
shall be 25 times the average net earnings (excluding payments on account of
guarantee or rebate) during the three years preceding the purchase, or 115 per

cent. of the capital expenditure on the line, whichever may be the greater. All
payments shall be made on a rupee basis.

(wxi) The agreements shall also include an ordinary purchase clause permitting the-
Government of India to purchase the lines at, the expiry of 80 years from the
(?a.te on which the railway was declared open for traffic or at subsequent.
intervals of 10 years, subject to the condition that at least one year's previous-
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notice of the intention to pure!
Purchase under this clauge shall
(excluding payments on account
preceding the parchase, subject
of 100 per cent. of the capital e
All payments shall be made on

ase has been given. The price pavable on
be 25 times the average met annual earnings
of guarantee or rebate) during the three years
to 2 maximum of120 per cent. and & minimum

xpenditure on the line at the time of purchase.
a rupee basis,

4. Applications for concessions nnder these orders shduld be submitted in the forms
preseribed by Memorandum A, attached to this Resolution.

C o Copies of the forms may be
obtained on application to the Secretary to the Railway Board. Requests from pmmoberz for
information as regards existing sirveys,

or for new surveys—ride paragraph 3 (iv)—shonld
ilway Board. Applications for new surveys should
morandum B hereto attached,

be addressed to the Secretary to the Ra
contain the information required by Me

Resolution No. 55 P., dated the 7th January 1915,

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

Olserva¢ions—The Government of India have recently had under their consideration the
question of adopting further means to encourage the construction of feeder railways in the
Province of Assam. Ifhas been recognised that improved means of communication are
essential if the material development of which that Provinee is capable, is to be brought
about, but that, in the present partially developed state of large tracts, the immediate
financial prospects of branch railways constructed in those tracts are less favourable than are
the prospects of similar railways in other Provinces of India. In these circumstunces, the
Government of India consider that in order to encourage the formation of companies for the
construction of feeder railwaysin partially developed tracts in Assam, some increased measura
of financial assistance is required during the early years affer the opeaing of such railways
and before the country fraversed has atfained to that slate of development to which the
existence of a railway may be expected to conduce. The G overnment of India have therefore
decided with the approval of His Majesty’s Secretary ‘of State in Council of India that the
Assam Administration may in approved cases supplement the financial assistance by way of
guarantee the grant of which at the charge of Imperial revenues is contemplated by the
Government of India Resolution No, 457-R., P., dated the 14th November 1913.

Resolution.~In the case of branch line companies formed for the eonstruction of railways
in partially developed tracts in Assam the Government of Indix will be. prepared, provided the
conditions implied in the foregoing Observationsare fuliilled, to sanction an arrangement by
which, in addition fo the Imperial guarantee of 3} per cent. contemplated in clauso: 3 (F I-I)
(2) of their Resolution No.457-R. P., dated 14th November 1913, the Atssam Administration
shall undertake for a fised term of years to make guod to the branch lm_e company the sum
necessary to increase the rate of dividend to 44 per cent, on the pmd-ul? c:apltal of tlfe
company when its net earnings are Insufficient to ndmxt-nf th-e payment of a (.lun-de?(.l at thig
rate. The period during which the Assam Administration will undertake this liability must
depend on the circumstances- of each individual case and thfa prosl?ects‘ of carly deve]?pment
which it presents. Infaﬁ other respects the orders for the t'xme befng in ferce re;,fgaIrd:lI.;g tl.,]el
formation -of -companies for the cdnstruct.ion of 'feedfr f;llway:i :lieo(t)?e; SI:;:IS of India wi

_apply to the formation of companies for-a like purpose in the pro .
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MEMORANDUM A.

pitcates desirous of submitting proposals for the construce

4 1 ersons or & .
For the guidance of persos Y wither to State lines workedby State

tion of branchrailways in India forming feeders
or Lo railways worked by Companies.

1. All applications for leave to construct a branch or feeder railway in any part of Britis
Tudia are to be addressed to the Secretary to the Railway BOard.

2. All such applications shall be printed,and shall be drawn up, as far as may be in Form
A attached hereto, and shall specify :—

{a) the company, persou, or syndicate by whom the applicativn is preferred ; the pro-
posed amount of capital, the anmber of shares and the amount of each share ;

(8) all the termini, togéther with the names of all the principal towns from, through,
into, or near which the railway is intended to be constructed, as well as the names
of each civil division and district to be traversed by the proposed alignment ;

(¢} the length, so far as known, of the proposed railway ;
() the gauge, the weight of rails, ete. ;
(¢) motive power to be employed ;

(7) the masimum tolls, rates and fares proposed to be charged on the projected
railway ;

(7) the proposals for working the railway when constructed ; and if any agreement is-
under contemplation, or has been provisionally arranged with any existing:
Railway Administration, under which the proposed line, when constructed, is-
1o be leased out for working by such Railway Administration, the exact nature-
and terms of such agreement;

() the charges proposed by the applicants for floating the branch company;

(§) the charges proposed on account of the general administration of the branch com-
pany’s affairs;

(7) any further inforzpation that may be required to enable Government to thoroughly
understand the scope of the proposals,

8. Every such application shall be accompanied by & map to a scale of one mile to one
inch, with the line of the proposed railway delineated thereon, so as to show its general course

and direction, and also by an estimate, as correct as may be, of the work proposed to be
authorised.

4. When the applicants draw up their own detailed plans and estimates, these docu~
ments are invariably to be prepared in strict accordance with the rules for . tlfxe reparation
of railway projects issued under the authority of the Government of India, of wllz)nici copies-
may be obtained on payment from the Superintendent of Government Prin,ting, Ca.’lcutta..P

5. If Government are prepared to entertain an applicati
. ¢ pplication put forward in respect of a-
line that has a.]ready been 8111"'9.‘{‘%1, permission will be aceorded on application to tII:e Secre=
tary to the Railway Board, to inspect at all reasonable hours, the detailed plans sections

and estimates ab the disposal of Government; and cop;
. - . H pies of such pl s .
mates will be furnished on payment of the cost of copying plans, sections and esf:
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6. But in regard 4o a]] such i

-_—_—_—_————
Form A,

To accompany all applications Jor Leave ¢o construct 4 branek or

of British Indsa. Jeeder railiay in any part

Nature of particulars to be specified. Particu]
articulars,

1 [ The name of the com
2 of the company, person or
the application is pl‘eferrec{’ : the gl'nl;:?)l::insa};fzu:? O:;

:apxtn.], the number of shaves and the amount of ench

2 | The termint, tozether with the names inei
, toget of all th -
pa] ’oown.s from, in, through or into or near wiillr];ntc};e
railway is intended to be constructed.

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

4 | The gauge proposcd and weight of rails, ete.

5 | The motive power to be employed.

6 | The maximum tolls, rates and fares intended to bo | Reference to an appendiz (vid
charged on the proposed milway. may be kere givepf if t:;'e(a:la:ytht £age)

7 | Details of any agreement which may have been provi-
sionally arianged, or which it is desired to enter
into, under which the proposed line, when construet-

~ ed, is to be leased ont for working to any existing
Railway Administration,

8 | The charges proposed by the applicants for floating the
branch company.

9 | The charges proposed on account of the general
administration of the branch company’s affairs.

10 | Any further information that may be required to enable
' t;ey Government of India to thoroughly understand

the scope of the proposals.
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Schedule of maximum and minimum 14
the proposed branch railway.

tos and fares intended t0 be charged on

Mazinmm. Minimum.
Pies per mile. Pies per mile.
Passengers fares—
].Bt 018.88 Ll ese sss Lhdd - o
2nd class ves ses ves -
Intermediate class bee o o .- oo
3rd or lowest class e oo . - -
Maximom. Minimuom,
Pies per mile,  Pies per mile,
Larriages—
Single ca.rriage wie see L) b
: Maximuin, Minimum,
Pies per truck,  Pies per truck,
Two or more carriages on one truck ... e e ;
Maximom. "Minimum,
Pies per mila.  Pies per mile,
Horses—
Single horse .., e se wes war ses
Maximune, Minimum,
Pies per 50 Pies per 50
miles or poztion miles or portion.
thereof, thereof.
Dogs—
Eﬂ.ch wew des e sen .. sen
DParcels and luggage— _
If it is proposed to adopt the rates approved by the - '
Indian Railway Conference Association, it will be
sufficient to sfate this fact; otherwise the rates
proposed should be stated.
Maximem, . Minimum,
Pies per maund  Pies per monnd
per mile. per taile,
Goods rates—
5th class ... . v e
4th ” eny adw LE R *ie LLY ] “ap
31’(1 ” sae s L] e LY '
gnd ” sea aen e XL [T sea
].Bt ” [TT) LT (FY] was . PTY) san
Specilll 01&58 L 1] ] (11} [L1) [IL] I..t
X class (Explosives including dangerous goods) ...

MEMORANDUM B.

Information to be supplied by persons or syndicates desirous of having surveys,
for branch or feeder lines of railway in India carried out at the cost of
Government. ‘

1. All such applications shall specify—
(a) the company, person or syndicate by whom the application is preferred ;

(&) all the termini, together with the names of ull the principal towns frotn, through
into, or lear which the survey is intended to be carried, as well as 7blie”names of,
each civil division and district to be traversed by the proposed aligument ;

»
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(c) the length, so far as known, of the proposed railway ;
(#) the gange and the motive power to be employed ;

() 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 agreement shall be 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
eourse and direction,
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Appendix C.

les to be observed in- determi.ni:-lg the
ridges over navigable
d with Government of

Rules embodying the princip
headways and waterways under railway b
channels in Assam and Bengal (circulate
India, Railway Department (Railway Board) letter No. 65-P--16,

dated 1st May 1920 and No. 65-F./16, dated the 4th May 1921).

In the case of rivers on which steamer services are already esﬁflb]l'Shed full provision
should be made for these services by the railway, Reasonable provision should also .be ma._de
at railway cost for any development of river traflic that can be shown to be definitely in

sight when the construction of a railway is taken in hand.

9, In the case 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 necessary for the passing of flood water and country boats of the largest
size among those which habitually use the stream unless the steamer companies can show
that there is o genuine prospect of river services being opened within 2 reasonable period and
that such services are required in the public interest. What is a genuine prospect and whab
is a rensonable period are questions of fact to be decided in each case s it arises.

3. As regards rivers which are unsuitable for steamer {raffic, railways should not be
required to provide any facilities for steamer services, since possible improvements in the
future must be purely hypothetical. Whether a river is suitable or unsuitable for navigation
should be decided by the local Government after hearing the steamer companies and the
railway concerned.

4. In all 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 inerease of span or headway which they desire should
be provided and which is not necessary for the purposes of the railway.

5. Headways should generally be caleulated above the normal high flood level, taking,
if possible, an avernge of not less than ten years’ recorded high flood levels,

6. In fixing headways it must be remembered that if railways are required to mike
bridges high enough to pass all established steamer traffie, steamer companies, on their part,
should reasonably be expected to adopt a suitable type of steamer with dipping funnels, kept
as low above water level us possible, o as not to raise the cost of bridges unnecessarily, It is
considered that standard types of steamer, requiring headways as detailed below, will be
suitable for all kinds of river traffic :-—

14 fect '
20
28 ,,
8% .,
40
over 40 ,, (with the previous approval of the local Government.)

With the steamers classified thus, it will merely be necessary, in order fo determine
what headway should be provided over a river in any given case to decide for what particalar
type of steamer the bridge should be constructed. .
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7. If the cost of providing the required headway should prove excessive, lifting or swing
bridges may be substituted for fixed spans; in that case provision must be made for opening
the movable span at reasonable intervals so as not to obstruct the steamer traffic innecessarily.

8. Provision should be made for country boat traffic in the case of all rivers on which
country boats ply or it is possible for them to 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 flats alongside in the case of
large rivers and steamers with one flat alongside in the case of smaller rivers.

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 D1v1510n or Valley '
foncerned , : . :

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 communica~
tions of that Provinece. This Board will also adjudicate in all cases of dlspute which may
arise in connection with headways and waterways in the Province. : '
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Resolution No. 2121-E~19, dated the 28tk April 1920.

Training of educated Indians in Mechanical Engineering.

-
had under consideration the report of -the Indian

Tpdustrial Commission which in paragraph 155 draws attention to the: predominant
beginning to assume in India, and to the

importance which mechanical engineering is now : - i
fact that the development of Industrial enterprises involving the enfp]oyment of mechanical
engineers and trained supervicors has hitherto depended almost entirely on the employment

of imported staff. Although many engineers are found in charge of small running plant, yet
the subordinste and superior supervising staff in latge engineering workshops are a.lm:::st
entirely Eurorean or Anglo-Indian, Itis clear, however, that if the advance of Indian
industries is to proceed on {he hoped-for scale and if it is to be of real benefit o the people
of India, there must be not only a great increase in the number and skill of artisans, buta
class of Indian foremen and mechanical engineers must be created. ’
sed the opinion thas, in respect of mecha~
thod of producing foremen

The G overnment of India have

2. The Industrial Commission have alo expres
nical engincering, in its various branches, the only satisfactory me
and officers is by a system of apprenticeship in commercially managed eugineering shops
combined with theoretical training, preferably imparted in class rooms near the shops and
under the same general control. They especially emphasise the necessity of this system in
India where the home surroundings of students belonging to the elucated middle-classes do
pot familiarise them with industrial eonditions, and, where the stadents themselves have been
hitherto moro 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
India, which form the most important part of the country’s equipment in respect of
mechanical engineering, must necessarily play the main part in the training of mechanical
foremen and engineers, as well as of artisans,

8. The Government of India take this opporfunity of expresihg the hope that in the
near future a large body of well-qualified men with a mechanical training will be created
from among the educated middle-classes. Until recently there has been comparatively
little readiness exhibited by these classes to pass through the severe and unaccustomed form
of training which the profession of mechanical engineering requires; but, during the past
fow years, there have been increasingly hopeful signs of a change in this respect. On the
other hand, the system of apprenticeship in railway workshops in the past gave little or no
scope, and only poor prospects to youths of these classes. Outside the railways, too,
there was no grent demand, till comparatively recent years, for Indian foremen or mechanical
engineers.

4. Tt will be of interest to recite briefly 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 through their apprenticeship systems.

It is not too much to say that the railway shops of India bave in the past served as
the chief training ground for mechanical artisans for the whole country, Youths of the
working class enter the shops and after a more or less complete course of training as artisan
appren.tices, 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 mneed 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, Inthe latter case, though the system has produced many
competent men, some of whom have risen to important posts on railways and in private firms,
it still Jeaves much o be desired.  The theoretical training has been as a rule conducted 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. The scheme which has been in
force for two or three years past on the Eastern Bengal Railway at Kaochrapara is an inter-
esting example of the lines on which railway apprenticeship training is now developing.

The arrangements at Kanchrapara for educated Indian apprentices are as follows :—

Residential accommodation bas been provided for 28 first class Indian apprentices
who draw a monthly stipend rising in five years from Rs. 18 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 $his work. The rules require that these
apprentices shall be Matriculates and there is no lack of suitable candidates.
Proposals have been recently put forward by a Committee appointed under
the orders of the Government of Bengal for a more advanced scheme at Kan-
chrapara including the enterfainment 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 schemes in connection with
the East Indian and the Bengal-Nagpur Railways’ shops, as well as at
certain other engineering works, and to provide a post apprenticeship
training at the Sibpur College. It was also suggested by the Committee that
the general organisation of the whole system of apprenticeship 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 the case of the officer class, fill 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 {raining 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 Indian recruits for this class.

7. This brief account of the 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 the time, to do everything possible to create a system which
will give middle-class Indian youths an efficient system of training 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.

8. Tt is needless to enter into detals regarding the precise form of scheme that should
be adopted. This may not always be the same in every case, and will have to be prepared

L2
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ed system is introduced. The
ilways cannot be expected to

tosuit the conditions of each railway on which the improv
requirements, and the

Government of India, however, desire to point out that the ra

bear the ecost of training apprentices in their shops in excess of their own -
help of local Governments may reasonably be asked to enable expenditure on_further

developments to be met. The Govemnment of India have recently given considerable grants

to local Governments to assist them in meeting such calls.

1t is also necessary to explain that there is a limit to the number of apprentices t}fa't
can be trained in any workshop, imposed partly by its size, and partly by the nature of its
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 he approached by railwaysand 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 shop management 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 efficiency.

10. This Resolution deals principally with railway workshops but the Government of
India are fully aware of the excellent work done by local Government workshops and those
owned by private firms, in training apprentices, and they feel sure that non-railway work-
shops will do their best to improve their systems of training on lines best svited to each

individual concerned,



