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REPORT

ON THX

ADMINISTRATION AND WORKING

oF

INDIAN RAILWAYS.

INTRODUCTORY.

By letter under the direction of His Majesty’s Secretary of State for India
in Council, dated 22nd August 1901, I am asked—
I “ to enquire into and report upon the administration and working
of Indian railways, whether controlled by the State or by
Companies, with special reference to the system under which
they should be managed in India in the future:”

II “to report upon the feasibility of a systematic plan of railway
development in India, to be worked up to by the Government
over a series of years »

III “to advise as to the management and development of the traffic, the
‘convenience of the public, and the improvement of the revenue : **
and

IV “generally to make such suggestions as you may think useful for
any or all of these purposes, including the extension of branches
and Light railways as feeders of the main lines.”

. Tn order to be in a position to advise fully on the subjects referred to me
I have travelled extensively over the railways in India: and have exhaustively
investigated their general working and administration. In doing so, 1 have met
the various heads of Departments, also the Government officers, with all of
whom matters were fully discussed, and have likewise considered the representa-
tions made to me by the various Chambers of Commeree, Associations, and other
public bodies. . »

3. T have also, as desired, visited the United States of America, as well as
Canada. To enable me to enquire fully into the arrangements in operation on
the various lines and study the methods of railway management and Woi-king
in these countries, I had to cross the continent twice, and in this Report will be

embodied such of their arrangements as can, in my opinion, be adopted with
. B
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advantage in India. My enquiries and studies were not confined to specific
Departments only, but embraced the entire system of administration, From the
time I left England in October 1901, until I return, I shall have travelled over
76,000 miles in connection with my Reference.

4. I have now the honour to submit my Report, and, as it has necessarily
to cover a very wide field, the scope of the Reference being so extensive, I think
it better for simplicity and brevity to classify the subjects and to deal with them
under their respective heads.

5. Speaking generally, I think there can be no doubt that the Ppresent
administration and working of the Indian railways cannot be regarded as at all
satisfactory. But I dttribute this more to the system than to any particular
individual action on the part of the Railway or Government officers.

6. The revision of a large Department of the State, which has been the slow
growth of years and which controls many thousands of miles of railway and
many varied interests, is neeessarily a problem of no small magnitude and of
no little difficulty. T have, therefore, naturally approached the subject with
some degree of hesitation and concern. But after long and anxious considera-
tion, the conclusion forced on me is that root-and-branch reform alone will be
productive of lasting good, and that if the development of railways in India is

not to be hampered, and if they are to render that full and efficient service
to the country of which they are capable, they must be permitted to be worked
more as commercial enterprises than they have been in the past.

3
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CuaPTER I
ADMINISTRATION OF RAILWAYS.

7. The first subject referred to me is—

“The administration and working of Indian railways, whether
controlled by the State or by Companies, with special reference to
the system under which they should be managed in India in the

‘ future.” '

8. This subject really involves two, namely, (1) Administration, which in
its widest sense includes working, and (2) Working, whicl: is limited to details of
management but does not include administration in its broader sense. The latter
talls more correctly under Subjeet IIT of my reference, and I shall deal with it
under that head, confining myself here to Administration, as distinguished from
Working. '

9. At the close of the year 1902, there were 25,936 miles of railway open

for traffic in India, which were worked (for details see Appendix A) by 33
separate Railway Administrations as follows : — |

24 by Companies = operating a total of 17,754 miles ;
5 by Native States, ,, » » 2,184

4 by the Government ,, 5 » 5,998

33

10. The several Administrations work groups of lines owned, some by
Companies, some by Native States, and some by the Government, but,
broadly speaking, the railways of India may be divided into two main groups,
viz.:— .

Class 4.—Railways for which the Government have no financial re-
sponsibility, amounting to 5,462 miles. These consist (for
details see Appendix B) of~

() Railways financed by Companies withont assistance from
the Government other than free land, éinounting to 1,104,
miles ;

(ii) Railways financed by Companies with assistance from Local
Bodies in the form of a subsidy or guarantee,
350 miles;

(iii) Railways financed by Companies with assistance from the
main linein the form of a Rebate on traffie interchazfged
with the main line, amounting to 766 miles ;

(iv) Railways owned or financed by Native States,
3,242 miles,

amounting to

and
amounting to
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Class B.—Railways for which the Government have full financial re-
sponsibility, amounting to 20,474 miles. These consist (for
details see Appendix O) of—

(i) Railways owned entirely by the Government, amounting to
8,638 miles;

(ii) Railways purchased by the Government from Companies
but which have been leased to the latter to work, amount-
ing to 4,615 miles; and

(iii) Railways promoted by Companies on the guarantee of the
Government, amounting to 7,321 miles.

11. All the railways in both classes are at present controlled by the Gov-
ernment, but the system of control differs according to the class to which they
belong, and may be described as follows,

12. In the case of railways in Class A, that is, railways for which the Gov-
ernment have no financial responsibility, the control is practically limited to—

(i) the inspection of the railways at intervals of not less than once a
year to see that they are maintained and worked in such a manner as

will secure the safety and convenience of the travelling public ; and
(ii) the investigation of accidents.

$

13. The Government exercise no control over details of administration, and

under present arrangements the railways in Class A have been left free and
unhampered by the Government, to be conftrolled by their Boards of Directors
and to conduct and develop their business in the best interests of all concerned,
the safety and convenience of the travelling public being held to be sufficiently
safeguarded by the general control exercised by the Government.

14. The railways in Class B, that is, those for which the Government have
full financial responsibility, are worked—

(i) either directly by the Government, as State railways ; or
(ii) by Companies under Contracts.*

15. In the case of the State-worked railways in Class B, the system of con-
trol is similar to that exercised over railways in Class A, the Government of
India taking the place of the Board of Directors. These State-worked rail-
ways are inspected periodically by a Government Inspector independent of the
railway management, and accidents are investigated by this officer, but the
management of the railway is placed in the hands of a Manager who has
extensive powers, and is controlled and supervised direct by the Government
wishout the intervention of any intermediate agency in the form of Gonsultmg
Engineers.

$;Therelare two exceptions fo this, namely, the Jodhpur Frontier-Hyderabad and the Bezwada Extension railways
These two sections are worked by the Jodhpur-Bikaner and by His Highness the Nizam’s State railway, respectively
’ )

under shart-term agreements.

5
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- 16. In the case of the Company-worked railways in Class B the chain of

Government control in Engl'and and in IndJa - may be stated to be as follows *:—

(@) In England— 5y
(i) The Secretary of State in Councll who has absolute control over
the railway within the terms of the Contract ;

(ii) The Government Birector, who is appointed to the Board of Direc-
tors by the Seeretary of State and who “shall be ez-officio a
member of all committees appointed by the Board of Directors
of the Company, or by the Company in relation to the under-
taking or any matter connected therewith, and he may, more-
over, exercise at his diseretion an absolute right of veto in all

8 proceedings whatever ‘at the Board of Directors. The Govern-
ment Director shall not be removable, except by the Secretary
of State;” and |

(iii) A Consulting Engmeer, who is not a servant of the State, but who is

| consulted by the Secretary of State on technical matters as occa-
sions arise. ' v
(b) In India— * .

(i) The Governor General in Council, who, w1thm the terms of the
Contract and subject to the Secretary of State, exercises, through
the Railway Branch of the Public Works Department of the
Government of India, absolute control over the working of the

1

~ railways both in ;'egard to management and expenditure, but who
has not the power fo appoint or remove from office any employé
~of the Companies. : )

The Railway Braxch of the. Pubhc Works Department of the Gov=
ernment of India consists of the Member of the Viceroy’s Council
in charge of the Public Works Portfolio, who is a member of the
Indian Civil Service, and Who hitherto has had no prevmus train-
ing in the working and management of railways, and 12
officers, viz., one Secretary, three Deputy Secretaries~—one each

- for Traffic, Accounts, and Construotmn-—-four Under éecretanes,
and four Assistant Seoretaries.

(ii) AConsultmg Engmeer (assisted by ])eputy Consulting Engmeers) '

« . for each of seven circles (in Bombay, Madras, and Burma he
is also Railway Secretary to the Local Government), who is in-

.

* There are two excoptidns to the procedure described, namely, the Beﬂga,i and North- Western and the Rohilkund
aud Kumaon which, though themsclves railways for which Government have no financisl responsibility, work the
Tirhut State and the Lucknow-Bareilly State railways. In their case the Secretary of State is not represcnted on
the Board of Directors, : '
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immediate control of the railway on behalf of Government, and
has extensive powers.

The Consulting Engineers and thejr Deputies are also Government

Inspectors under the Railway Act, and are required to inspect the
railways under their control at stated intervals, and to report in
detail on the upkeep and general management of the railways in
all departments.
They are further required toinvestigate and report upon accidents.
(iii) A Government Examiner of Accounts for each of the seven circles,
who is responsible to the Government that no expenditure ‘is in-
curred by the railways without authority.
17. This organisation has grown up with the increasing mileage of rail-

ways, but the system of control has always existed, though in a modified form
]

and was introduced because of the terms of the original contracts of the

railways first constructed in India. Under these contracts, the Government

guaranteed the Companies 5 per cent. on their Capital, and divided surplus
profits over 5 per cent. on the half-year’s earnings, the rate of exchange for the
remittance to England of the guaranteed interest being reckoned in the calcula-
tion of surplus profits at 1s. 10d. to the rupee. Railways which saw mno
prospect of earning surplus profits had little or no inducement to economy,
their dividends being assured to them whatever their income might be. Railways
which did a larger business in one half-year than in the other, and which Saw a
prospect of surplus profits in one half-year and not in the other, were en-
couraged thereby to confine as much as possible of their Revenue expenditure to
the bad half-year, since the lower expenditure in the good half-year inereased
their dividends, while the increased expenditure in the bad half-year did not
affect the minimum return guaranteed by the Government. The interests
of the Government and of the Companies were consequently apt to be
antagonistic, and a system of supervision and control over the management and
expenditure of these railways had to be introduced, to prevent extravagance
in construction and subsequent waste in maintenance and working, and to
ensure expenditure beipg undertaken in, and charged to, the half-year to which
it was properly attributable.

18. With two exceptions, all these old contracts have since fallen in, and
these two are terminable—the Bombay, Baroda and Central India railway in
1905,* and the Madras railway in 1907.

19. The contracts, however, of two of the later railways promoted by Com-

pa'l'lies contain some of the objectionable features of the old guaranteed contracts

———

—

* The Bombay, Baroda and Central India railway also work the Rajputana.-Malw-a and other State rail de
allways under -

contracts not free from objections. All these expire with the principal contract in 1905,

T
Administration
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These railways are—
(i) The Southern Mahratta railway, the contract of which is terminable
in 1907 ; and \ |
(ii) The Assam-Bengal railway, the contract of which is not terminable
until 1921. l
* 20. In the case of the first, the Government guarantee a dividend of 3% per
cent. on the Company’s Capital, and allow the Company to retain one-fourth of
the net earnings, that is, of the gross earnings less the actual working expenses
without deductions on account of interest on Capital. The Company, therefore,
while interested in keeping down Revenue expenditure so as to make their
receipts as “large as possible, have not the inducement of self-interest to keep
down Capital expenditure and, in other respects, are apt to find their interests
conﬂicting' with those of the Government.
21. The Assam-Bengal railway, on the other hand, is guaranteed 3 per cent.
only, and is entitled to receive a share of the surplus earnings after all interest

‘charges have been met. But as the Capital outlay has been very large and

the prospects of the interest charges being earned are remote, there is mnot
the same reason for keeping down either Capital or Revenue expenditure as would
exist if the Company’s dividends in any degree depended upon economy of
management.

22. With these four exceptions, all the old contracts have been revised.
In the revised contracts, and in the later contracts which have been entered
into for new lines, the objectiondble features of the old guaranteed contracts
have been avoided and the interests of the Government and of the Companies
have been brought more into harmony and are now for all practical purposes
no longer ’anta.gonistic or divergent.
23, The Company-worked railways operated under the revised forms of

‘contract are—(1) The East Indian, (2) the Bengal Central, (3) the Bengal

Nagpur, (4) the Great Indian Peninsula including the Indian Midland, (5) the
South Indian, and (6) the Burma railways.
24. These railways, as well as all the others in Class B worked by Companies,
are each managed by—
(i) A Board of Directors in Engiand representing the shareholders, with
| ~ a Government Director appointed by the Secretary of State to
represent the Government ; and a Consulting Engineer who in
many cases is the same person as is employed by the Secretary of
State as Consulting Engineer to the Government. .
(ii) An officer similar to a General Manager on English railways, who
represents the Company in India and is styled the “ Agent,” and
the usual staff of departmental officers.
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GoverNMENT CONTROL.

25. In paragraph 5 1 said that I attributed the unsatisfactory administra.
tion and working of the railways in India in a large degree to the system under
which they were confrolled. The machinery for this control has been described
in paragraph 16. In England, the Government Director has the absolute power
to veto all proceedings whatever at meetings of the Board of Directors, In
India, the power reserved by the Government for interference in all details of
management is so extensive, that the Government control is now carried down
often to the most trivial matters; and no expenditure, however small, whether
on Revenue or on Capital Account, can be incurred without the prior sanction
of the Government.

26. Against the control as exercised over the Boards of Directors in England
I received no complaints ; but strong representations * have been made to me by
Railway Administrations of the great inconvenience and difficulty which they
experience in carryiﬁg out their dufies owing to what they consider to be
the excessive interference of the Government Consulting Engineers in India
and their Deputies, and the Government Examiners of Accounts, in all matters
connected with the administration of the railway. It was urged that, whereas
previously the Government control extended only to principles and main items
of expenditure, it had now developed into a close examination and criticism of
the most petty details, and that fanlt was found about the most trifling matters
and opinions expressed how things might have been done differently, which
led to no good and were only a source of irritation.

27. Complaint was also made of what is regarded as the high charges
the Railway Companies were required to pay to the Government for supervision
and control. For the year 1901 the sum paid by all railways on this account
amounted to Rs. 11,15,706.

98. The excessive interference referred to was ascribed by the Railway
Administrations to the following causes :—

(1) The Consulting Engineers spending a large part of the summer months
in the hills at the summer head-quarters of the Local Government
and away from the head-quarters of the railways. This, it was

| pointed out, prevented fhe verbal discussion of matters with the

responsible controlling officers, caused delay—sometimes serious

delay—in the conduct of business, and often led to misunder-
standing and friction.

~ Seeing how close and detailed is the control 1eq111red to be exer-

e e PO, - T R

) .
® The substance of these has recently been communicated to the Government in response to a letter issned by

them, asking Consulting Engineers and Railway Administrations for their views on the subject.
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cised by the Consulting Engineer, his absence from his head-
quarters for several months in the year cannot work for the good
of the railways.

(i) The frequent changesin the staff of the Consulting Engineers’ offices.
This, it was stated, rendered it impossible for these officers to
acquire a thorough knowledge either of the railways or of the
‘Company’s officers or their methods of working, and resulted in
vexatious references, and necessitated the whole ground being
gone over again with each new arrival.

This - seems to receive support from the statement Printed as
Appendix D. Theoretically the Deputy Consulting Engineers are
only assistants to the Consulting Engineer and are supposed only to
carry out his orders, but if they are to be of proper assistance to
him, they must prepare the cases for orders, and it is in doing so
that the harmful effect of constant changes in their personnel is felt.

(111) The growing disinclination on the part of the Government officers to
recognise that the work being found fault with and criticised was
that of men often of greater practical experience than, and at least as
capable of forming as sound an opinion as, themselves. This, it
was urged, had led to much irritation and retardation of work.

(iv) The greater exercise of the full power reserved by the Government
under the contracts for interference in the working of the railway.
This, it was represented, had%_‘ﬁrown much greater in recent
years and now extended to matters of unimportant detail.

29. Many examples * were cited by the Company’s officers in support of
the third and fourth causes. On the other hand, the Consulting Engineers
represented that in exercising the very close and detailed control complained of
they were merely carrying out the orders of the Government of India, and quoted
instances * to justify this interference. ,

80. There can be no question that the Administrations of the Company-
worked railways in India have not always been as careful in their manage-
ment or as considerate of the interests either of the Government or of the Com-
Pany as they might have been. But failure in some instances does mnot seem
a sufficient reason for the permanent application of the brake,and I am
of opinion that there are grounds for believing that the Companies’ officers
are, as g conseqﬁence of the excessive control now exercised over them,
prevented from performing their duties in the manner which would conduce :
most to the benefit of the public, the shareholders, and the Government.

'31. That a clo.se control was at one time necessary must, 1 think, be readily

. . . . J - '
® The substance of these, as explained in the footnote fo paragraph 26, bas been communicated officially to the

Government. .
/

c
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admitted after a perusal of paragraph 17. Conditions such as those which
existed at the time the old guaranteed contracts were entered into required special
treatment. These conditions have not wholly disappeared yet, and while it has
heen recognised by the Government that a change was desirable, it was not found to
be possible to revise in any comprehensive manner the present system, so long as
many railways were being worked under the old contracts which still had a long
currency. The contracts of this class of railway remaining undetermined, however
(as shown in paragraphs 18 and 19), will, with one exception, the Assam-Bengal
railway, soon expire, and the question as to the system under which the
Company-worked railways shall in future be controlled now becot;aes both
important and urgent, as it does not seem reasonable to continue to pl;we

all Company-worked railways under the present disabilities for the sake of the
few worked under the old conditions

32. The present system must, T think, be regarded in the nature of an

excrescence which vesulted from the state of things at the time obtainin
and the question now is— i

Have the conditions ceased to exist or so altered as to practically amount

to the same thing ? and, if so,

Can the objects, for which the present system was brought into exist-

ence, be equally well secured by some other and simpler procedure ?
33. T do not think {there can be any doubt, in the case of the railways

mentioned in paragraph 23, that the conditions which led to the creation of the

present system have ceased to exist, but so long as the old-contract railways

continue to be worked under their original contracts, the system of control which

is exercised over them must differ from that which may be adequate for Com-

pany-worked railways in which the interests of the Government and the Coms-

pany are more in harmony, since the method of treatme

. nt which would be
suitable for one would not be suitable for the other,

i . It is neecessary, therefore,
- that the two classes of railways for which the Government have full financial
responsibility, namely, the Company-worked lines in which the interests of the

Government and the Company are, for all intents and purposes, identical and

those in which they are divergent should be k
) iept separate ; and T
decal with them. propose foso

34. To understand the status of the Company-worked railways for which

the Government have full financial responsibility and in which the interests of
the Company and the Government are in harmony, .

it is necessary to consi
. . onsider
how these Companies came into existence,

35. The Government have a large railway property in India,
have divided into separate systems of railway. Some of these sys
orerate directly as “State railways.” !

This they

tems they

. The others they have deemed it expe-
dient to employ an outside agency to work.
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36. The former they work through a Manager to whom they give extensive
powers and pay a fixed salary which in no way depends upon results. They
consider it sufficient to exercise only a general control over him through their
Directors of Railway Traffic and Construction, and they leave him, within the
powers assigned to him, to manage the railway in the best interests of the public
and the country.

87. The latter they work through a Company in London, whom they pay by
results. The Company from among its members appoints a Board of Directors
to administer its affairs, and the Board appoints an Agent to represent the Com-
pany in Tndia and to work the railway. But while the Government give one of
their agents, namely the Manager, extensive powers, and exercise only a general
control over him, they allow the other agent, namely the Board of Directors, no
power whatever, and exercise the most minute control over its operations.

38. The question, therefore, arises—Is there anything in the constitution
of these two agencies to make it necessary in the interests of the country that
there should be so great or any difference in their treatment ?

39. It was urged by the Companies’ officers— .

(i) that whatever the necessity for close control may have been under
the original contracts where the interests of the Companies and
of the Government were often divergent, the conditions had been '
greatly altered, and although under the revised contracts by far
the larger share of the profits resulting from the operations of the
Company went to the Government, the Companies were interested
in making their share as large as possible, and could not increase
it without proportionately increasing the Government share; in
other words, that the Comranies’ interests and those of the Gov-
ernment were no longer in any way opposed, and that in serving
themselves the Companies must necessarily equally serve the
Government ;

(ii) that a very close control was cxercised over the business of the rail-
way by the Boards of Directors, among whom were gentlemen
who had held high office in India, either on railways or on the
staff of the Government of Indiain connection with the manage-
ment and administration of railways; and that the Government
were represented on the Board of Directors in London by a gentle-
man of similar training and experience, who further had the
absolute right to veto any or all proceedings of the other
Directors ; and
(iii) that the officers in charge of the different Departments on the

railwa‘:ys had been specially selected for their positions; that

though they might not always be the best men of their class, they
: c2
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had generally had a long training, and, to the extent of their,
ability, were zecalous and faithful in the discharge of their duties;
that they werc very jealous of their own reputations; and that
they had an incentive to good work in the knowledge that their
retention in the service depended on the successtul administration

of their Departments and on the satisfactory performance of their
duties.

40. On the other hand, it is urged—

(i) that the present system has prevented waste by the adoption of im-

mature and ill-considered schemes ; and
(i) that the Government of India are able to confer greater powers on
their Manager because they can at any time remove him or his
officers if they fail in their duty, whereas they haveno such power
over the Companies’ officers in India.

In regard to the former, there does not appear to be any reason to believe

that there are fewer mistakes, or that there is less ‘waste, on State-worked railway

with the limited control exercised over them, than there would be on Company-
worked railways with the greater control exercised by the Boards of Directors

In regard to the latter, it must be remembered that the Government

Director in London has absolute power over every act of the Board of Directors

and that if a Company’s officer in India fails in his duty, the Government
through their representative on the Board of Directors, have as much power to

effect his removal, as they have to order the removal of an officer employed on
a State-worked railway.

41. Having regard, therefore, to the fact that in the case of railways of the

class now under consideration, the interests of the Companies and the Govern-

ment are in harmony, and that the Boards of Directors and their officers have

the strongest of all reasons—namely self-interest—for economical working and

for preventi ' i
P g as far as possible wasteful and unnecessary expenditure, their

shareholders’ dividends depending on the careful conduct of the business
entrusted to them ; and bearing in mind the power of the Government Director
on the Boards, I am of opinion that, to interpose another agency in India for
purposes of control between the Government of Tndia and the Companies, ig to
add a fifth wheel to the coach, with the result which usually follows such an
encumbrance.

42. The present Consulting Engineers are a body of conscientious,

zeal
and capable gentlemen, o

and I can only speak of them with high praise ; but
under the new order of things which has arisen since the contracts were revised
]

a continuance of the system of control now exercised through the Consulting
Engineers can only result in hampering development and fetarding progress

43, Similarly with the Government Examiners of Aceounts, while they

13

Government
Control.

bad to watch over interests which were antagonistic, their appointments were
necessary ; but with the changed conditions now obtaining under the vevised
contracts, each railway cannot require both a Railway Auditor and a Government
Examiner. ‘The Railway Auditor who is appointed by the Board of Directors
with the approval of the Government Director is responsible that no expendi-
ture of any kind is allowed without proper sanction, and that it is incurred in
such manner only as may be authorised. The interests he is guarding are
in harmony with those of the Government, so that the necessity for a concurrent
andit and certification by the Government Examiner before the accounts of
such railways as I am now considering are passed does not exist, unless it is
assumed that the Railway Auditor is incompetent, or dishonest, or both. In the
case of the State-worked railways, a concurrent audit of the accounts by an
Auditor independent of the railway is not found to be required, and there is no
reason for considering that in tlie case of the Company-worked railways,
whose interests are in harmony with those of the Government, the interests

- of the Government would not be sufficiently protected by an Accounts

officer being specially sent out at stated intervals to audit the accounts of the
railway,

44. In all human affairs, it is impossible to lay down the scope and extent
of the duties of individuals so as to have every one interpret those duties alike
or the orders in connection therewith. To multiply the links in the chain of
control, therefore, to a greater extent than is necessary to secure the object
aimed at, is to delay and hamper business and possibly to court failure or at all
events to obtain only indifferent success.

To further combine in the same person the duties of Cdntrolling Officer
and Government Inspector is absolutely wrong in principle, as it necessitates,
when occasions arise (and it is not difficult to conceive of them arising), the
Government Inspector sitting in judgment on himself in his capacity of Con-
sulting Engineer or Controlling Officer.

45. After giving the fullest consideration to all the circumstances,; and
after weighing very carefuily the advantages and disadvantages of the present
system, the conclusion I have arrived at is, that it should not be necessary to
exercise a greater degree of control over the Company-worked railways in
which the interests of the Government and the Company are in harmony, than
is now exercised over the State-worked railways; and that, while it is essential
that the Government should refain full power of control, the exercise of that
power én the form which it now takes over the management and revenue ex-

penditure on railways worked by Companies under the revised contracts is

_ not only productive of no good, but is both wasteful and harmful ; that neither °

the Government nor the public would suffer by the entire withdrawal of such
control ; and that the only remedy which will be thoroughly satisfactory and
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lastingly beneficial in the case of such Company-worked railways is to adopt

the system of control exercised over State-worked railways and—
(i) To discontinue the Office of Consulting Engineer, with its estah-

lishment ;

(ii) To withdraw the Government Examiners of Accounts ; and

(iif) To permit the Boards of Directors and their representatives in
India to administer and work the railways entrusted to their care
both ‘as to management and revenue expenditure, under such
control (as T shall presently indicate) by the Government of
India as will ensure the interests of the public and the Govern-
ment being adequately protected and under such gencral rules as
the Government may deem it necessary to lay down.

The only logical alternative is to do away altogether with Companics, as, if
Consulting Engineers are to he retained to control them, no advantage is gained
by employing Companies to work railways, and the simpler and mueh less
costly method would be to work them through a Manager as Stato railways.

46. In regard to the Company-worked railways in which the interests of
the Government and the Company are apt to be antagonistic,
closer nature than has been advocated in the foregoing P

control of a

aragraphs for railways
in which the interests of the Company and the Government are in harmony,
is necessary, unless the contracts can be so revised as to reconcile as far as
possible the conflicting interests of the two parties. But even in the case of
these railways it does not seem to me that any danger would result from a modi-
fication of the present system. Exactly what the nature of the control should
be, would depend upon the system introduced for controlling railways in which
the interests of the Government and the Company are not opposed. But para-
graph 26 indicates the direction which the change in system might take,

47. I have so far considered the question of control as exercised by the
Government of India’s representative, the Consulting Engineer. Turning now
to the Supreme Government, the detailed control exercised over Company-
worked railways by the Government of India, whether directly or through
their representatives the Consulting Engineers, is to a ‘

large extent que
to “Code” requirements, the Finance Department exercisine as
o]

close and
detailed a control over the Government of India in the Railway Department,
as the latter are, as a consequence, obliged to exercise over railways. The
reproductive Railway Department, with a capital expenditure which runs into
several hundreds of thousands of rupees (actually Rs. 9,88,84,000 in 1901) and
gross earnings and revenue expenditure of still larger amounts (actually
Rs. 31,65,79,000 and Rs. 15,75,64,000, respectively, in 1901), is governed
by the same general rules and principles as Departments of the State which

are non-productive, and in which the money transactions are comaratively
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insignificant ; and, in matters governed by the Code, the highest officers of the
Department are practically as powerless to act as the lowest, even in matters
the most frivial, without reference to, and the approval of, the TFinance
Department.

48. The present system is the growth of many years, and there is much
to be said in excuse of it. The Codes were created to meet one condition
of things, When a new and totally different condition of things arose in the
shape of railways, it was convenient to apply the Code to railways also as they
had not attained great importance or great magnitude.

49. But with the ever-growing mileage of State railways, with the altered
terms on which most of the Company-worked railways are now operated, and
with the enormous development in the business done by the railways in India,
the circumstances have entirely changed, and the old methods as embodied in
the Code, so far as railways are concerned, have become archaic. The whole
Government organisation as at present constituted seems to be regarded as one
big chain, and the procedure for control which was drawn up to suit one link in
the chain, is applied to all the links as if the conditions and needs of all were
the same. Under the present procedure, any proposal to depart, in the case of
an individual Department, from the procedure preseribed for the Government
machine as a whole, is regarded with suspicion and jealousy, lest acquiescence
should create a dangerous precedent when dealing with questions, similar but
not cc;mpara,ble in degree or circumstance, affecting other Departments. In
fact, the great railway undertakings in India are reduced more or less to the
same dead level as other Departments of Government, and are not administered
as large commercial concerns on the lines on which such undertakings can only
really be successfully worked.

50. 1 said in paragraph 47 that the detailed control now exercised by the
Supreme Government over Company-worked railways was to a large extent
due to *“Code” requirements, but these are not wholly responsible for the pro-
cedure followed in the Railway Department of the Governm

ent of India in
dealing with questions which come before it. '

51. There isan Assistant Secretary, an Under Secretary, and a Deputy Secre-
tary for each section of the office, besides the office superintendents and clerks.
Over all these are the Secretary and the Honourable Member in charge of the
Public Works Portfolio. All cases pass through the hands of, and are usually
noted upon by, all the officers of the section to which they relate,

and are
often passed on to the Secretary and Honourable Member through the other sge-
tions,

not infrequently six and sometimes eight and ten officers noting in the
Railway Department alone on cases,

If the case requires the sanction of the
Finance Department,

it is further noted upon in that Department by two

or more officers. If there is any difference of opinion between the Railway and
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Finance Departments, it is again noted upon by both Departmentg
Finally, it may require fo be laid before His Excellency the Vieeroy. .

: When the
orders which are to issue have been agreed upon,

the draft goes through the
samé process, in many cases all the officers who previously saw the case

requiring to see and approve of the draft. The examination of g question in

i haustive manner, before passine orde i .
this exhaustiv , passing orders on it, may yprevent mistakes which

ut it should

‘ machinery,
crush initiative, check Progress
and delay business to an extent which would be fata] to any other commepe; ;

cia

it is very undesirable that the Supreme Government shoulq make, b
be possible to arrive at the same result without this cumbersome
which is apt fo impair the sense of responsibility,

enterprise.

52. The procedure, so far as the Railway Department Is concerpeg
appears to be due chiefly to the fact that the administrative head of the Depart-,
ment, namely the Member in charge of the Public Works Portfolio, has nevep
had any peevious training in railway working and management, and it is
necessary that he should have presented to him the various sides of 5 question

. . . . . the administrative
head is an expert in his own business. The Military Department h
: as g

Military officer; the Finance Department an officer trained in §

In every other Department of the Government of India,

nance ; the
governing Departments,
before him, 7pe highly
ndia alone hags Placed a4

Legislative Department, a trained lawyer; and the
an officer trained in the several subjects which come
technical Railway Department of the Government of I
its head a non-expert officer.

In the early days of railways, when there was insufficient work in
con-

on i o : o doubt wag con-
venient and economical to place railways in charge of one of the other
r Members

interlace
ith theip
re, and it
d to, and
Ministers always
Railway Depart.

ntricate technicg]
questions which, to the experts themselves, are full of difficulty.

nection with them to occupy the attention of one man, it ng

of the Government. Buf since railways began to extend and to
and overlap one another, the questions which arise in connection w
management have become of a very technical and complicated naty
does not seem reasonable to require these questions to he submitte
decided by, an officer (very able men though the Publie Works
are) who has spenf the whole of his official life outside the

ment, and who cannot consequently be expected to understand i

Ratnway Boagrp.

53. Having regard to the important factor which railways mygt form i
orm in

and in view of tpe magnitude to
which they have now attained ; also bearing in ming v

the development and welfare of the count

countries have accomplished, and comparing like with like, ang giving g
’ ue

hat railways in othep
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oconsideration to all the interests affected ; I am of opinion that if the railways of
Indié are to be raised to, and maintained at, that standard of usefulness to which
they could and should attain, their control should be entrusted to a small
BOARD composed of specially qualified railway men and that the time has
now fully arrived when this could with advantage be done. The Board should
consist of men of home training to begin with, not hecause suitable men may not
be available in this couﬁtry, but because in the initial stage and while the
Department is being put into proper working order, they should be free from
local traditions and prejudices. The operations of this Board, to be successful,
must necessarily be excluded from the general administration of the Govern-
ment; and, unless they are so excluded, and the Board allowed to manage the
raiIWays entirely ‘on commercial lines, the success which they should achieve
cannot possibly be secured.

Subject to the control of the Governor General in Council, the Board
should otherwise be left entirely free to administer the railways, andthey should
be judged by results.

The appointment of such a Board would relieve the Home and Indian Gov-
ernments of much complex work which they now have to undertake, and would
very materially strengthen the hands of both.

Further, the change would lead to no increase of expenditure, but, on the
contrary, would, after making a liberal allowance for the salaries of the members
of the Board, their officers and staff, result in a saving which I estimate (vide
Appendix E) at over Rs. 5,00,000 annually.

54. The Board should consist of — :

A President or Chief Commissioner, who should have a thoroughly prac-
tical commercial knowledge of railway working, and who should
be a member of the Viceroy’s Council for railway matters; and
two other Commissioners, who should be men of high railway stand-
ing, and should have a similar training to that of the President

55. The Board should, in addition to the necessary office establishment.
have the following staff to assist them in the conduct of their business for all of
whom provision is made in the estimate printed as Appendix B :—

(i) A Secretary, who should have received a suitable training in the
practical working of railways, and who could be ez-gfficio a
Secretary to the Government of India;

(i) A Chief Inspector of Railways, whose duties should be to advise
the Board on all technical engineering and mechanical questions,
to exercise supervision over the other Railway Inspectors requireds.
and generally to perform such duties as the Board may assign to
him; *®

(iii) The necessary number of ordinary Inspectors whose duties should

be the detailed inspection of railways at such intervals as the
D
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Board may prescribe, and the investigation of accidents under
such rules as the Board may lay down ; and

(iv) The necessary number of Government Auditors whose duties should
be the inspection of the accounts of the several railways at
such intervals as the Board may decide, and to assist the Board
in such other ways as they may require.

56. The Board should have transferred to them the authority now vested in
and exercised by, the Government of India as regards railways, and, subject to
the Governor General in Council, they should have entire control over all rail-
way operations in regard to—

(i) The administration and working of railways;
(if) The construction of additional lines ; and
(iii) All financial arrangements connected with railways.

57. In the case of State-worked railways, and of Company-worked railways
in which the interests of the Government and the Companies are not opposed,
the control of the Railway Board should not usually extend to minor details of
railway administration and working. In the case of the latter, the Board
should lay down general rules (which might follow on the lines of the rules
preseribed for State-worked railways modified in such manner as the experience
of the Railway Department has shown to be desirable and as will leave the
management reasonably free to conduct their business as a commercial under-
taking) within which the administration should be permitted to act without
reference to the Board. In the case of the State-worked railways they should
leave the details of administration and working to the Manager, and in the case
of the Company-worked railways to the Boards of Directors in London and
their staff in India; and should generally confine their control to the broader
principles of railway management. But to ensure the railways being operated
in the best interests of the Government and in the manner which will conduce
most to the safety and convenience of the public and to the development of the
traffic, in addition to the inspections which will be made, of the working
and management by the Inspectors, and of the Accounts by the Government
Auditors, the President and Commissioners should, as they may mutually
arrange among themselves, make frequent tours of inspection of the railways.

58. In the case of railways the interests of which are antagonistic to thoge
of the Government, the Board should exercise such detailed control as will in
their judgment safeguard the interests of the Government and the public.

59. The Board should be in direct communication with the Government
Director in London, who, subject to the orders of the Secretary of State,
should make it his duty to see that the Boards of Directors in England require
their staff in India to conform with the instructions and orders of the Governe
ment of India, as conveyed through the Railway Board in India.
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60. The President of the Railway Board, subject to the general control of
the Governor General in Council, should be the final authority in India on all
rajlway matters.

61. The Commissioners, in addition to their duties on the Board, should
be employed in association with a Law Member when a question of law arises,
as Commissioners for purposes of Chapter V of the Indian Railway Act (IX of
1890), which regulates “ Railway Commissioners and Traffic facilities,” the
present Act being revised on the lines of the English Railway and Canal Traffic
Act, 1888 (a copy of which is printed as Appendix F), so as to permit of the
Railway Commission always being in session. Under the provisions of the
present Indian Act, the calling into existence of the Railway Commission to
hear complaints against railways is considered so costly an undertaking that the
Commission has never once been created.

62. To afford the public and the railways the greatest advantages of which
the Commission is capable, it should be required to hold its Court not only at a
few chief centres, but, where exceptional circumstances arise, at the place
nearest and most convenient to the complainant, having regard to the general
convenience of all others interested.

63. The Board should further be employed to hear evidence on questions
relating to the construction of mew lines of railway and such other matters
as do not come under the purview of the Railway Act, where the interests of
two or more railways may conflict. When so employed, the Commissioners
should be empowered to employ technical assistance, and to associate with
themselves a member of the mercantile community whenever they deem it
desirable. :

64. As the members of the Board and their employés will usually be non-
pensionable, and their employment on and under the Board will deprive them of
the benefits of the Railway Provident Funds, a Provident Fund should be
created for them on the same lines as the Railway Provident Fund.

65. The Board and their staff should also have accorded to them the same
railway travelling privileges as obtain between Railway Companies.

ORGANISATION OF DEPARTMENTS.

66. Closely connected with the question of the Administration of Railways
is the question of the Organisation of Departments. The system now followed
may be suitable enough for small lines, but is mno longer applicable to ,the
larger railways like the East Indian, Bengal-Nagpur, Great Indian Peninsulas

,and the Bombay, Baroda and Central India Company-worked railﬁavs, and

the North Western and the Eastern Bengal State-worked railways.
N D2
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67. In England it was long ago rccognised that the same man could not
look after both the commercial and the transportation side of the business,
and the arrangement there now is as follows :—

(i) A General Manager, who is the Chief Officer and controls all
Departments ;
(ii) A Goods Manager, who deals solely with all goods matters ;

(iii) A Superinterdent of the line, who deals with all passenger matters
and the working of all trains, that is, for goods as well as pas-
sengers ;

(iv) A Civil Engineer ;

(v) A Locomotive Superintendent.

68. The cquivalent in India is:—

(i) An Agent or Manager, but whose position and training differ
materially from those of a General Manager in England ;

(il) A Traffic Manager, whose duties combine those of both Goods
Manager and Superintendent of the line;

(iii) A Civil Engineer ; and

(iv) A Locomotive Superintendent.

One man cannot efficiently perform all the dutics now required of a
Traffic Manager in India on a railway of any importance ; and by having the
two Departments, of Goods Manager and Superintendent of the line, distinet
as in England, proper supervision, efficicney, and economy in working would
be secured. _

69. 1t is, however, very desirable that the principal officer, that is, the
Agent or Manager, on cach railway, should have had a special training in the
working of tratlic. It is difficult otherwise for him to deal efficiently with
the many questions which must come before him in connection with the chief
business of the railway. At present, this appears to be the last qualification
required of an Agent or Manager.

Further, in a céuntry like India, especially in the case of Company-worked
railways where the authority centred in the Boards of Directors is so far
away, it is very important that sympathetic and hearty co-operation should
exist between the respective Departments.

70. The senior officers on every railway should be sent home at the expense
of their employers at regular intervals to study improvements made since theiy
last visit, so as to kee;p themselves abreast of the times in their railway know-
ledge. This would not involve any change of permanent incumbents, and
would xnot, therefore, in any way interfere with continuity of policy. The Presi-
dent of the Railway Board, orone of the Commissioners, should also vigit England
periodically to consult with the authorities there, the Government Director

coming to India when the President cannot go home. Such an arrangement
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would permit of the officials in India and those in England being brought
into closer touch with one another, and would conduce largely to the better
administration of railways. '

71. The question of salaries paid to Indian railway officers has been
repeatedly brought to my notice. It was urged that a man was not paid for his
qualifications or the work he had to do but according to a standard which took
little consideration of either and was fixed to meet the circumstances of all the
other Departments of the State, vide paragraph 75 (vi). The salaries paid to the
heads of Departments on State railways are, in my opinion, inadequate having
regard to the duties devolving on them. The Company’s officers generally are
much better paid, but Iam of opinion that in the case of the more important
railways, the higher appointments are entitled to special consideration and should
be paid for at a rate more commensurate with the responsibilities of the office.
I think, too, that the practice of fixing a salary for an appointment and
then refusing to pay a particular individual more to retain his services, is
not conducive to the best interests of a commercial business. There is a limit
beyond which it is economically undesirable to go, but the question of raising the
pay should be considered from this standpoint, not from that of a hard and fast
rule, as the permanent retention of the services of a thoroughly competent officer
is most edsential for satisfactory administration and continuity of approved
policy, and it is always worth while paying something extra to secure this.

Loxpon Boarps.

72. Another subject in connection with the administration of Indian rail-
ways which has presented itself to me is the Boards of Directors in London. So
long as the Government employ C'{)mpanies to work a part of their property there
must be a Board of Directors, but it is open to question whether the expense
in connection with them could not be modified, and the number of members in
some cases reduced without in any way impairing efficient and economical
administration.

I think, too, that much good might be done if a member of the Board of
Directors visited India periodically to inspect the railway and see for himself
how it was being operated. He should, however, come invested with some
power to settle questions of minor importance on the spot.

78. It would undoubtedly be in the better interests of the undertaking if
the Board could have its head-quarters in India; but as this is out of the
question, it would éeem very desirable that more extensive authority shomld
be given to its representative in India, so that he may, in matters of urgency at
all events, be able to act without waiting' for the approval of his Board of
Directors.
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Greater powers should also be given to heads of Departments. Satisfactory
results can only be expected by a reduction of unne'ceséary‘routine, and-by giving
each head of a Department (within prescribed limits of course) a free hand,
without which real responsibility is impossible, and by then holding him
entirely responsible for the efficient and economical administration of his
Department.

Some of the Boards keep in excellent touch with the railways in India

which they control. They give their officers every encouragement and allow -

them considerable powers, a policy which is not only very helpful, but is
attended with very beneficial results and which might with advantage be
generally adopted.

Srate 7Ersvs CoMPANY MANAGEMENT.

%4. I have so far considered the administration of railways in India as a.

whole, but it may not be out of place for me to make some observations on the
question of the merits of State versus Company management.

76. I may state at once that I cannot say I have noticed any very
marked superiority in practical management in the Oompany-worked railways
over those worked by the State, or vice versd; but different countrles have
different circumstances to-deal with. |

In India, the objections to State management appear to me to be :—

| (i) The difficulty in which the Government must often find themselves

through having to adjudicate in disputes or differences in
which they themselves are really one of the interested parties.
As an instance of this, the treatment of the Southern Punjab railway
may be quoted. The Company were unable to obtain .redress‘
- for their grievances against the N orth Western State railway,
and finally had to appeal to arbitration, which resulted in, the
Cripps award against the State railway.

(u) The danger thatthe interestsof the State railway may be sacri-

ficed to serve some object, political or otherwise, which it is
desired to attain, or because it is less difficult to yield to the
other party’s demand than to resist it.

As an inistance of this, the Southern Punjab railway may again be
quoted. The interests of the North Western State railway
were to no small extent sacrificed to secure the early construc-
tion of the Southern Punjab railway by a Company.

{ 111) The danger that something necessary in the interests of some
other railway or the public may be withheld because it' may
be regarded as being in some way injurious to the interests of
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the State railway. The general good is liable tobe sa,criﬁced for
the benefit of the individual.

Asan instance,‘ the dispute between the Bengal and North-Western
and the Oudh and Rohilkhand State railways over the metre-

~ gauge link may be quoted.

" (iv) The difficulty of working the ra.llway on stnctly commercial
principles when a part of the staff is pensionable and is not
confined to one railway. ,

In 1881, when the idea was conceived of working the State railways
on strictly commercial lines, it was decided to empldy 1o more
men on the pensionable establishment, either in the superior or
subordinate branches, of the Traffic, Locomotive and Stores
Departments. These Departments have since been recruited
accordingly, but the Engineering and Accounts Departments
still retain the pensiondble service, and the officers of these
Departments instead of being confined to one railway, are
ehg1ble for service all over India. The oommermal success of an
undertaking depends on continuity of service in its servants.
Pensionable service does not necessarily mean indifference to
the interests of the employer, but non-pensionable service ensures -
greater zeal as a general rule in a'commercial undertaking.

(v) The danger that continuity of policy will be absent from the
management of the property

Asan example, the case of the Eastern Bengal State railway may
be.mentioned. In the five years 1898 to 1902 there were no
less than seven changes in the Manager of the railway as

follows :—
]
v Commencmg and closing
' dates of gervice in Total priod of S
. BPRO intmens. e;z;'ric: :lfe Reagsons for the change.
- capacity, S e
From To ‘
D.M. Y. D. M. Y. Y. M. D

‘Mr.S. Finney . . .| 1 1 1898% 10 4 1899} 1 3 10.|Trancferred on promotion.

' Lient:<Col. Conitable, R.E. .| 11 4 1899 | 19 4 1900 1 0 9 Czlol;el hComtabla proceeded or
. : S urloug]
Mr, W, Drm e .+ .| 20 4 1800| 30 4 1900 o 011 OEcxzt;fng, pending arrival of Mr,
. N ightfoot.
” R ma-t . . .11 5 1800 22 8§ 1800 0 '3 22 Do. ‘do. do.
' J Lightfoot . . .l 23 8 1900 12 1 19()1 0 4 21| Proceedéd on furlongh pending
. . ) y retirement.
» H,Stusrt g .1 13 1 1901 8 2 1901 0 0 27 Acting, pending arrival ofllrb Bort.
, » H.PBut . 0. - .| 9 2 1901| %L 9 1902| 1 7 13| Transfarred to Oudh snd Rohilkand
» railway on' return of Colouel
Lieut.-Col. Constable, R,E, .| 22 9 1902 | 81 12 1?02 -0 8 9| Constable,

. . ) o . ‘ s,
v ~p

o ' *Mr, Finney held the sppointment from 13th October 1892.
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Changes are inevitable in every Department in Indla on account
of necessary leave to the permanent incumbent, and to such
changes there is little objection, since the acting officer carries
on the policy of the permanent officer. But those on the Eastern

Bengal State railway cannot be said to have been entirely

breaks in office of this nature. It should not have been
necessary to have no less than five changes (one of them for
only 11 days, one for only 3 months and 22 days, one for only
4 months and 21 days, and one for only 27 days) until Mr, Burt
was placed in charge. What should clearly have been done
was to have arranged in the first instance for one man instead
of five to have acted for Colonel Constable from the time of his
leaving on furlough until he returned.

The changes were numerous in the case of the departmental officers
also, but here they were due to leave vacancies and were not
generally of a nature to disturb continuity of policy.

I have enquired to what extent constant changes in the adminis-
trative head of the railway have occurred on Company-werked
railways, but I have been unable to find any parallel cage,
Changes there frequently are, but not of the kind which
occurred on the Eastern Bengal State railway, or of  the kind
to which exception can very well be taken.

(vi) The very great difficulty of differentiating between the Railway

Department and the other Departments of the State, and of

treating the business of the railway as a purely commeroial

undertaking, and of regulating the salaries of its servants by

- the same consideretions as govern skilled labour in similar

undertakings managed by Companies instead of by a standard

which may be suitable enough for officers in other Departments

of the State, but which is quite inapplicable in the case of
men managing large commercial enterprises.

As an example, the Manager of the North Western railway, who

controls 8,750 miles of line, receives a salary of Rs. 2,600 a

month. The Managers of the other State lines until recently
only received Rs. 1,600 a month, and now only draw, one
Rs. 2,000 and one Rs. 1,800. The Agents of the neighbouring
Company-worked lines receive Rs. 3,000 a month for man.

aging railways nearly 1,000 miles shorter. Similarly, the Chief

Trafic Officer of the North Western receives Rs. 1,600 a
month, and of the other State-worked railways only Rs. 1,350
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" a month, while those of the Company-worked railways re-
ferred to receive not less than Rs. 2,000,
The same remarks apply to all the other Departments.
(vii) The great difficulty experienced in getting rid of inefficient men,
whether superior or subordinate, pensionable or non-pensionable.
The same difficulty is experienced by all Departments of the State,
but its evil effects are felt in a greater degree in a Department
which is expected to be worked as a commercial undertaking.

* (wili) The difficulty of ignoring the claims of seniority when there is
nothing special against a man, but when it is well known that
he would not be the best selection for an appointment, and
another, his junior, would perhaps be much more suitable.

- This is a diffioulty common to all Defa.rtments and the remedy is
not an easy one 5o long as the choice is limited to the servants
 of the State. ‘ .

(ix) Lastly, the absence of that healthy and beneficial control which a
strong and judicious Board of Directors is capable of exercising.
A body of men who have a personal interest in, and responsibility for,
the welfare of the business entrusted to them, their dividends
depending on their proper conduct of it, must necessarily have
a more powerful influence for good than any system of control

which lacks personal responsibility for results.

26.-On the other hand, the advantages of, or perhaps it would be more

odrvect to say the reasoms necessitating, direct State management have been

represented as follows :—
(i) That it is very important for military reasons that the Government
should have absolute control of the North Western State railway

at all times.

This is a question of high policy which falls outside my province, but
I would remark that the officers managing Company-worked lines
“are drawn from the same class and nationality as those mana.gmg
the State-worked railways, and, in an emergency, the former
could be relied upon to be as patriotic and loyal as the latter.
Further, in times of military necessity it would always be possible
for the Government to take over all railways as was done in South
Africa.
(ii) That the State Tines are needed for the training of Mlhtary Officers
in railway duties. .
~ It has not been found necessary to have State railways in England
for this purpose.
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(m) That the State lines are needed as a training ground for the super-
vising staff in the offices of the Goverament of India and of the
Consulting Bngineers ; and it has been stated that the State rail-
way training is so good that the Companies select their Agents
from among the State railway officers. :

Speaking generally, I have not found that Gompany -trained officers
are inferior to State railway officers, and I am of opinion that, if
the field for the selection of officers for the higher railway
appointments under the Government were widened and made to
embrace all railways in India instead of only the State railways,
the Government administration would be strengthened, not
weakened. . | -

(iv) That the State-worked railways afford an excellent opportunity to
the Government of holding them up as objeot lessons to all other
railways of the best practice in railway management.

If they were ever used in this way the argument would be a very
strong one for their being worked as State railways; but I am of
opinion that the retention of the North Western State railway
alone would be sufficient for this purpose.

77. From the foregoing it would appear that the disadvantages of dnect
State-management outweigh any advantages which it may possess. But it will
"proba.bly also be seen that‘ the majority of these disadvantages are not due to
State-management per se, but to the system of working some railways through
Companies and some directly by the State; and that if the duality of system
were eliminated, most of the objections to direct State-ma.nagement would - dis-
appear.
\ Tt would seem olear, therefore, that the two systems should not both be in
operation in Indis, and that the Government should either work all the rail-
ways as State railways, or lease them all to Companies to work. The latter,
I consider,' would on the whole be the best course for India, as, in the first
place, the Government would then be in a much stronger position to wateh
the interests of the country and to hold the scales evenly between contesting
parties than they are at present, on account of having so large a personal share
in the direct management of some of the railways, and, in the second place, the
public would have the benefits resulting from healthy competition between
bodies independent of each other and who were each anxious to increase
their business as much as possible. ’
78. If it is decided to transfer all State hnes to Companies to work, provis
sion should be made in the contracts for the Companies to take over all the
existing State railway staff on their present terms of service.
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If it is decided to retain State railways, I am of opinion that the scale of pay

~ of heads of Departments and others is- inadequate and that these should be

brought more into line with those prevailing on the nelghbourmg Company-
worked rallways
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79. The second subject of my reference i —

«To report wpon the feasibility of a systematic plan of. railway develop-
ment in India, to be worked ap to by the Government over a
series of years.”

This was the firsb question in connection with Indian railways that
engaged my attention on my arrival in India, and in October 1901, 1 disoussed
it very fully with the Railway Officers in Simla. On my return in 1902, 1
gound my views had been very exhaustively and acourately recorded in a paper-
prepared in the Railway Department of the Government of India; and this
being the case, I have not hesitated to make use of that document in compil-
ing this Chapter of my Report.

80. In conduoting the business of a great commercial underté.ki-ng like rail-
* ways, Oapital is necéssa.rily required to admit of their progressing with the
times and keeping abreast of the public requirements. Many expedients have
been tried to overeome the dificulty connected with the provision of Capital,
and a brief retrospect of the policy pursued by the Government may not be
without value.

81. When the question of introducing railways into India was first under
consideration, the Court of Directors of the Honourable East India Company
found that capitalists and investors could not be persuaded to undertake
their construotion without a guarantee. After some hesitation, therefore, a
guarantee was agreed to, but, as the country was at the time in a very unsettled
condition, the money could not be obtained except on terms which were very
ORErous. -

82. Subsequently, after the Mutiny had established more firmly the British
power in India, the guarantee system was regarded as too burdensome to the
country, and, as unaided private enterprise still held aloof from Railway Pro-
jects, it was decided to build all railways in the futare by the State, and to
provide the Capital from loans or from the surplus revenues of the country. This
policy was followed for a few years, when expenses connected with war and
famine necessitated the stoppage of work en railways. /
88, Bndeayours were then again made to induce Companies to enter the
field without State assistance, but they met w1th no sucocess, and the Govemment
had again to fall hack on a guarantee.

84. When the country had recovered fram the effects of war and fgmma,
congtruction by the State was reverted to, but the continued fall in exchangd
maﬁextneeamary for the Gbmnmemt to curtail then gold: habﬂtﬁmuﬂ
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they had again fo resort to Companies for the promotion of their Railway
Projects. :

85. The terms hitherto allowed' to promoters had not proved sufficiently
attractive, and a resolution was issued in 1893 specifying the oondltlons on whloh
Government would grant concessions in the future.

- 86, These proved no more attractive than the former conditions, and the
terms were revised in 1896. TUnder the new terms, a Company was permitted
to construot approved branch lines and to pay interest out of Capita)

during the period of construction, and was allowed a rebate up to the full extent

of the net earnings of the main line from traffic interchanged with the branch in

supplement of its own earnings, so as to permit of a dividend of 8% per cent. on'

its Capital.
" 87. A few railways were constructed on these terms, but the new conditions
have not met with much favour with the investing public. The reason for
' this is perhaps to be found in the fact that the only lines which the Government:

were prepared to allow Companies to take up were those which were not

expected to be the most remunerative, and that they have undertaken the

construotion of the most promising projects’ themselves, or have reserved them

for construction as State railways. A reference has only to be made to the

Histories of Railway Projects prior to that issued in 1900, to appreciate how

much this view is impressed on the reader after a perusal of the book.
Phere has consequently been no inducement to the investor to enter the field
of railway enterprise in India; and at the present time the Government find it
most diffioult to get capitalists to take up railway schemes without a guarantee

\‘ in some form or other, and are, speaking generally, 'oblige'd to give a gu.a’ral’ltee

or to find the Oapital themselves for all new lines of railway.

88, In addition to the Qapital required for new lines, Capital is also
reqmred for the improvement of existing lines to cope with the increasing trafiic.

'89. Under the present procedure, all money required for Capital expendl- o
ture by railways for which the Government have f\ﬂlvﬁnanclal responsibility e
governed by what is known as The Programme,’’ under which the Railway

Department is annually allotted a sum of money, the amount dépending on the
state of the Treasury, the money market, and thg general conditions of the
country at the time. Themoney so allotted is apportioned at the commencement

of the year dmong the several railways which look to the Government for funds,

and among any new projects for which money may be available. No railway

knows, or is able to form any accurate estimate of, the sum which will be 'v

allotted to it during a series of years, or even during two successive years: As
any unspent balance lapses at the close of the year, these allotments’ are, at
intervals, examined to see what money has been spent and ‘is likely to. he- 8P°nt
- during the yea.r. These examinations frequently show - ~that the allotme:nts
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" made cannot be spent, and in order to avoid a lapse in the total |grant to the

Department, the money so found to be available is re-distributed among other
railways, large grants being often made within a very short period of the close
of the financial year. As invariably occurs in such cases, the work has to be
hitrriedly proceeded with, and rushed.through in such a manner as to interfere

“seriously with its satisfactory execution and the expenditure of the money to

the best advantage.

90. Again, where the exigencies of the State necessitate a reduction of
the grant, work has to be stopped, often in the middle of operations, and
oomplications arise with Contractors and others.

91. The uncertainty which always prevails as to the amount which will be
allotted in any year, the doubt whether the amount allotted will really be avail-
able for expenditure, the sudden curtailment or withdrawal of grants, the
equally sudden allotment of new and large grants at the close of the year which
must be expeﬁded‘ within a very short space of time, the effect this procedure

 hason the minds of Contractors in fixing their prices when framing their
; estimates,—all this, I say, strikes at the very root of commerecial success, and must

lead to a waste of public money and to business being seriously hampered.
"92. For many years the amount of money which was allotted to railways

’ 'ha',d, for various reasons of State, to be limited, and expenditure on improve- -

ments of existing lines was restricted to permit of the construction of new lines ;
but the old lines were found to have cutgrown the facilities with which they
were provided, and it was decided in 1900 that they should have first claim on
the Programme, railways already under construction commg next, and lastly
entirely new projeocts.. -

98. If the money allotted to railways were sufficient l’or all these purposes,
there would perbaps be little to find fault with in this arrangement. But as it
fs not, the actual effect is to restriot expenditure under all three heads. Any

. restrlctmn in the construction of new lines can only mean that tracts—pos
: 381ny large tracts of country—are deprived of reasonable means of com-.

munication, and consequently continue to be cut off from the rest of the world,
and are kept in a backward condition; also that existing lines are deprived ‘of
feeders which would add materially to their prosperity. But to limit in any way

. expenditure on facilities required to meet & growing traffic is to stunt the growth
" of the traffic and to court failure. The decision, therefore, to give priority to

demands for improvements was a wise oone, but to still require the expenditure
to fall‘ within the Programme is to deprive the decision of much of its value,
94, Ag, already shown, Railway Capltal expendlture fa]}s under two heads, ,
namely,— '
(i) Improvements of existing hnes ; and | Cmam
(ii). Construction of new lines. e

Each reqmresdlﬁerenttreatment, and I propose todeal with eaohsapuMy

by
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ExPENDITURE ON IMPROVEMENTS,

95. Under the arrangement introduced in 1900, the inoney allotted in the
Programme for Improvements of existing lines amounts to rather more than half
of the total money available for Capital expenditure on railways, the sum allotted
for the year 1902-08 being a little over 550 lakhs of rupees, or over 8% millions
sterling.

96. During the preceding ten years the amount expended on Improve-

ments was as follows :-—

Ouflay i
Yzaz. improvements.
Rs.
1892 . . 1,64,00,000
1898 . .k 2,06,00,000
1894 . . 1,36,00,000

1896 . . 1,94,00,000 -
1896 . . 2,01,00,000
1897 . . 2,560,00,000

1808 . .| 1,74,00,000
1899 . .|  4,02,00,000
1900 . . .| 458,00,000
1901 . .|  4380,00,000
1902 . . 5,60,00,000 *
aloted

" fPhe sum allotted for the purpose was somewhat greater, but as the grant is
only made from year to year and unexpended balances cannot be carried forward,
it has not, for reasons stated in paragraph 89, been possible to expend all the
money allotted. /

97. Notwithstanding, however, t]ns increase in the grant for Improvements
all the railways in India, without exception, are, in some respect or other,
very much behindhand in the provision of adequate protection and facilities
for their trafic. On railways where trains are fast and frequent, the interlock-
ing of stations has, as will be shown later, been neglected to the no small danger
of the travelling public, and the introduction of some safe system of train signal-
ling with Block instruments has only reached the experimental stage ; on some
railways carrying a large Passenger traffic, trains are still lighted with onmly
vegetable 0il lamps to the great discomfort of the passengers; and the use of
sutomatic brakes on Passenger trains is not nearly as far advanced as it should
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be, if the safety of the travelling public is to receive that a.ttentlon to which it
is entitled.

98. Asisshown in paragraph 96, the allotments for Improvements during the
past four years have exceeded 400 lakhs of rupees, and now amount to rather
more than half of the total sum available for Capital expenditure ; but, as I shall
show in Chapter ITI when dealing with the question of Working, the amount has

, clearly not been sufficient to permit of railways proceeding with as much rapidity

as is desirable, if we may judge from the progress which has so far been made.
The fact of the matter is, that railways were so seriously limifed in funds during
many years while the traffic was increasing, that they are seriously behind-
hand, and a very large outlay will be.necessary for some years to come, if they

" are to even keep pace with their business. . Good management, however, requires

that demands should be anticipated and that facilities should be provided
slightly in excess of the actual requigements of the day, so that when the
traflic comes, the railway may be ready to carry it and help on its development.

99. To give some idea of what the increase in business has been, I give
below the total traffic carried by all raﬂways during the five years 1897—-
1901 :—

YEaAR. ‘ No. of Passengers. ' Tons of goods. Grogs earnings.
| \ S ‘
\_ . Rs. .
1897 . | 150,584,000 33,926,000 25,60,11,000
1898 . 151,566,000 36,854,000 27,45,69,000 -
1899 . . 161,720,000 40,592,000 29,41,25,000
1900 . 178,808,000 | 48,789,000 81,59,65,000
‘ ) ' | .
1901 . . .| ' 194,749,000 | 44,122,000 38,85,79,000
| ' ) L '
“Increase of 1901 over $ ‘
1897 . .| 441650000 1 10216000 | 8,05,68,000

R
.100. Exactly how much should be spent annually in Improvements 1t would.

~ be difficult to say until the Government have arrived at a decision as to what
.- they are prepared to do in the way of providing funds; but I shall indicate in

the. pper p]ace what, in my judgment, the progress should be under the
different heads. | :
10L. Up.till 1896, the Capital expendlture on railways guaranteed by the
Sta.te was exclided from the Programme, and was not affected by the exigencies
of Indian ﬁnanee but difficulties arising out of the exchange question led to
this expenditure also being brought within the operations of the general ﬁnances .

- ofl, the country, and all such expenditure is now included in the Prbgremme

102, The Capital expenditure of Company-worked railways is almost éutirely
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connected with Improvements; and it seems to me to be quite certain that if

this expenditure is to continue to be governed by the Programme, it will be
impossible to give railways the facilities they require within anything like
a reasonable time, unless the present limitations of the Programme are
removed.

103. Railways for which the Government have no financial reSponsibility
are not included in the Programme (nor are all the other numerous private
commerocial industries, large and small, such as gold mines, coal mines, factories,
etc.‘). These railways receive no guarantee, that is, involve the Government in
no liability. The Government are only incidentally interested in the increase of
their Capital, and they recognise that prudential considerations will prevent the
Boards of Directors from lightly inereasing that Capital. They are, therefore,

-permitted to go on the market and raise, independently of the Government, any
Capital which the Government may agree they require to enable them to meet
their obligations to their constituents, the public, and to cope with their growing
business. _ ‘

104. The position of the Company-worked lines, in which the interests of
the Government and the Company are in harmony, is exactly similar, singe any
injudigious or unnecessary increase of Capital must affect their dividends ; and
if these railways are fto render full and efficient service to the country, and
if their natural development is not to be impeded, I am of opinion that their
expenditure on Improvements must be excluded from the influence and restric-
" tions of the Programme; and that not only this class of railway, but all
Company-worked railways for which -the State has full financial responsibility,
should be permitted themselves to raise such money as they may require on this
.account and as Government may sanction, on the best terms obtainable; and
that these transactions should be kept entirely free from the exigencies of
Indian finance. In this way only, it seems to me, will it be possible for them to

make efficient arrangements for the economical conduct of their business and

.adequately to serve the districts which they traverse.

105. As to State-worked lines, the Cap1ta.1 required must necessam]y
be found by the Government and the present methods of providing it muyst
continue.

EXPENDITURE ON NEW LINES.

- 106. The.Capital rejuired for new lines falls under a totally different

category, and the question in regard to it is, how fast is it prudent for tho
State to proceed in the provision of new lines of railway and whag is the best
policy for it to pursue. At the close of the year 1900, the latest date for ‘which
I have been able to obtain figures for the whole world, India had a mile of

)
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railway for every 82:36 square miles of territory and for every 12,231 inhabi-
tants. Appendix G shows what the railway .mileage was in other countries of

the world.
Taking the more advanced, the railway mileage was as follows :—

Per mile of railway.
Inhabitants. Square miles.

Great Britain and Ireland . . . . . 1,889 558
France . . S 1773 S & 1.
Germany . . . . ' . . 1,701 652
CMtaly . -« e e . e . 830 11-28
United States of America . . . . . 383 15-48
Spain . .« 4 e e« . 2188 231
Portugal .o+« . . 8581 4 esR2
Wossia '« « .« « « « « . 8556 68:32

In the less advanced but more progressive countries the railway mﬂeage

was as follows :— :
. ‘ Per mile of railway.

’ Inhabitants. Square miles, -
Russia (Trans-Caspia) = .o 422 129-22
Siberia and Manchutia . . . . . 1,499  1,242:28
Japan . . . . . . . . 12,718 ‘8858
Bgypt « o+« o+ ... 46N 18396 .
Natal . ., « « o o « . 1,086 871400 -
MTransvaal - « « "o . . . 121 99+08
Orange River Colony . . . . . 348 8480
New Zealand . . . . . . . 826 4589
Victoria . . . . . . , 866 27°48
New South Wales . . . . . . 480 109-66 :
Queensland ° ., . . . e . e 178 23874
Venezuela . . . . . .. 8856 63574
Wzl , .« . .« .. 1,845 85109
Argentine Republic . -« . ., . . 471 10968

107. So far therefore as railways per square mile of territory are concerned
Tndia is rather better served than most countries outside Europe, but the only
.one .of thosgi enumerated which she is in advance of as compared with
* population, is Japan, and there the mileage is one for every 33-58 square miles of

* territory against India’s 1to 82 36. " India does not, therefore, appear to me to

. “be adequately provided with railways, snd it seems to me that more rapid

" progress should be made in their construction, so as to open up the large tract
which are now entirely deprived of suitable means of communication.

" 108. The total mileage of the railway projects which have. actually been -
submlbted to the Goyernment for construction amounts to 13 ;187 miles, gide
- Appendix H. The mileage sanctioned for. construction during each of the past

aeven years, the mlleage actually opened during the Sa106 perlod the a.mount
N % - ]' 2 “
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spent thereon and the Agency by which the lines have been constructed, were
as follows :— . :

l g
1 2 \‘ 3

R
PENDITURR ,
C“f:ﬁﬁﬁ-’;ﬁ o wew | MiLEAGR OF RATLWATa SANCIIONED FOB CON- | MILRAGE OF BAILWAYS ORPENRD DURING EAQH:

LINES (U‘ LAKHS OR STRUOTIOX DURING EACH XRAR, YEAB,
Bs) .
o |
‘ mps By Com- r
lines and fos By other Total N Agenoles
Pro- | Native | Pro- | FCG, | agencies a5 | Total (d,e P paviss”| oo Sids pro-
i me teide Pro-| (2 rogramme lin 08
‘fﬁ;"&? ° S;%E:E; ‘tﬁl“ “i:t‘xnes grfn;%e. on‘:;ge)m: and o). and ) lines. Pr%‘?::?n'me gramme.
e, | 0| @ @ @ | W
1896 . .| 88| 828 | 418 | 243 6o | 7o | 16 | e | 64 .
1897 . .| G5.82) 287 398 38 6od | 1,120 | 845 | 245 | 4ge 14
1898 . . 556 | 2,78 203 248 78 529 898 | 647 w | g
1899 . .| 600} 275 | 534 | .. 332 | 866 | 1484 | 550 | 418 | 516
1900 . .| 894 148 | 88| 38 | > | 167 | 1287 | 88 | 83 | 30¢
901 . . 408! 1,35 483 100 133 716 576 894 12 170
102 . .| %640 ¥ 754 56 174 984 568 | 365 4 199

# Allotted ; 4 information not available, .
109. The average mileage opened each year therefore amounts to—

y

Mil

Lines constructed out of funds provided or guaranteed by the e

Government, that is, Programme lines . . 522
Lines constructed by Companies without guarantee, that is,

Non-Programme lines . . , . . 177
Lines constructed by other AO'encles, chiefly Native States,

outside the Programme . . . . . 208

ToraL . 902

———

11v0. The number of projects undertaken by Companies without State

assistance has been steadily falling, and, under present conditions, no reliance can '
be placed on this agency for the construction of railways in ‘the future. -The

Native States also cannot be depended upon to assist for some years, as tﬁey
were hard hit by the famine of 1900-1901 and they have been unable to com-
plete railway projects which they had actually begun. The Government must,
therefore, depend for the construction of new lines on funds raised by themselves
by loans or under guarantes. '

111. To meet the difficulty arising out of the demands of existing lines for
Improvements, the Programme was expa.nded in 1902-19038 to 11 croves of
rupees, or £7,300,000 sterling. Of this sum Rs. 5,50,82,000 or £83,672,000 was
appropriated to Improvements. As{ havestated in paragraph 97, railways are
now very behindhand in the matter of Improvements, and if they are made to

progress in the future at a more rapid rate than they have done in the past, they -

will require considerably more than the 5} crores now allotted for this | purpose.
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112. The demands of railways for funds for Improvements to meet increas-
ing traffie must necessarily also increase. With an 11-crore Programme, there-
fore, the money available for new lines must grow less yearly.

118. The projects now before the Government (Appendix H) are all
regarded by their proposers as immediately necessary for the development of
the various Provinces through which they pass, and there are numerous other
schemes of less importance which it has not been considered worth while to put

- forward.

114. The mlleage of Programme lines constructed during the past seven
years has averaged only 522 miles a year. If it is assumed that it will be
possible to continue this rate of progress, it will take over 25 years to complete all
the projects now before the Government. But Improvements must absorb (and
in an ever-increasing amount) ‘the greoter part of the money now allotted for
Capital expenditure, and the only way in which it will be possible to get new
lines constructed evén at the present rate of progress will be either—

(@) by increasing the amount of direct borrowings by the State for
railway purposes, that is, by expanding the Programme ; or
(b) by inducing private enterprise to take up railway projects in India.

115. Tothe former there are the very serious objections that money borrowed

from year to year by the Government (1) is liable to violent fluctuations on

~ account of the exigencies of the State, (2) leaves every one in uncertainty and

doubt as to what will be available for expenditure in the ‘next year, and (3)
makes a comprehensive economical programme of outlay impossible. If these
objections could be overcome in a practical manner, there can be no question that
direct borrowing by the Government for railway purposes would be the cheapest
for the ,coﬁntry, but I understand there are ﬁh_anoia.l objections to the éxpa.nsion
of the Programme and to its amount being made fixed and unalterable.

116. It remains, fherefore, to see what can be done to induce private enter-
prise to come to the ass1stance of the Government.

When considering the questmn of railway extension i in India in 1868, the
Secret,ary of State of the day remarked in his despatch No. 3 of the 16th January
1868 :— ~
-« Railways are not hkely to be made in India without the aid of Govern-

ment. The Capital which has hitherto been invested in them has

almost entirely come from England. It has gone to make .'fmb-

ably the most profitable lines ; and if even for these it could not

‘be obtained without a guarantee, it is unreasonable to suppose

" that it would be- forthconﬁng withoat smnla.r support for the'iess
ploﬁtable . .

It seems desn'able that plqects for future rallways should be arranged

in two separate olasses; a8 oommerclal or pohtlcal

\bu- avs oa-.",
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1 am, therefore, anxious to know whether eny or what additional pre-’

cautions can, in your opinion, advisably be taken to secure good
workmanship under the guarantee system, which, in spite of its
obvious defects in certain particulars, I am disposed to regard as,
upon the whole, the one best adapted for the expansion of one
class of railways, viz., the commercial... cereer

For the political class, I am inclined to think that dlrect Government
agency might be preferable.......cccccivviiiveiinnniieennninnnnen,

The guarantee syetem seems to me to be properly applicable, only when
there is a reasonable hope that the profits of the underta.kiné will,
in moderate time, rise above the amount which the guarantee
covers. If a line is to be made for Government purposes, at the
risk of probable commercial loss, it will be best that the Govern-
ment itself should make it, and should not weigh down the
market for railway securities by the introduction of a stock
which is never likely to rise to a premium.”

In a later despatch, No. 90 of the 24th November 1868, he further stated
that— .

“Ttis esmentia,l in working out the guarantee system that the confidence
of the investing pubhc, or, in other words, of the ¢ money market *
should be secured...
India is to be constructed by the agenoy of gnaranteed Companies,
such terms must of necessity be given as will attract them and
not such as must repel them from entering into contract.””

117. The views here expressed have been fully borne out by the ex-
perience of the past sixty years. Unguaranteed enterprises have always been
unpopular, and when projects have been promoted without State assistance, it
has generally only been possible to get them undertaken on terms which are
far more costly to the country than a direct guarantee would have been.
Guaranteed schemes have been only a little less unpopular, as the terms offered
have not beén such as to insure a reasonable return in the first instance

(such a return as can be secured from Government Paper, for 1nstance), and

there has been no  reasonable hope that the profits of the undertakmg will,
in a moderate.time, rise above the amount which the guarantee covers.’

118. But, under the present rules, the guaranteeing of a project brings
the expenditure just as much within the Programme, as 1f the Government
ralsed the money by a direct loan.

" Up till 1896, however, the Capital expenditure of guaranteed Companies
was not included in the Programme and was nof affected by the exigencies
of the State. 'l‘he condltlons whlch led to a change in the procedure have

...and if a certain class of railways in
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since passed away, the free coinage of silver having been prohibited and
stable exchange having been established. If, therefore, there are no other
causes (and I have been unable to ascertain that there are any others), militat-
ing against a return to the old procedure, there would seem to be no reason’
why Capital expenditure incurred by guaranteed Companies should not be
excluded from the Programme. ’

119. A guarantee in any form, however, involves a liability on the general

‘revenues of the country, and if this liability is real, and not nominal, there is

always present the fear that an increase in the liabilities of the Government may
lead to additional taxation. It becomes necessary, therefore, to consider what

"the nature of this liability is and whether the Government are ever likely to

be called upon to meet it in the future.
~.120. The liability ansmg out of expenditure on new lines of rallway covers

two periods, namely,

-

- (i) that during which the line is under constructmn and is unproduc.
tive ; and
(ii) that after it is opened to traffic and has commenced earning revenue.
During the period of construction all interest charges are paid out of
Capital (if the Company is authorised, as they may be, to do s0), and there is
no liability on the Government. ‘

_After the line is opened to traffic, the interest charges have to be met from
the earnings derived from the traffic created by the opening of the branch. If
these earnings fall short of the liability, the difference has to be made good from
the general revenues, and there is danger of additional taxation havmg to be
resor‘ted to to meet it. |

121, In calculating the earnings derived from the traffic created by the open-
ing of a new line of railway, it is usual to take into acocount the net earnings of
the new line alone, and to ignore altogether the indirect earnings which are
derived from its construction, although these latter may be and generally are far
and away greater than the direct earnings. _

These indirect earnings may be stated to be— ‘

~ (@) the net earnings which old lines secure- from traffic’ which they
mterchange with the new lines ; and
- (b) the increase in the General Revenuss of the counia'y remltmg from
the provision of 1mproved tramport facilities. ‘

They form an essential part of the income attributable to the new line, and
must be taken into account if it is desired to arrive at the true earnings derived
from -its construction. The net earnings derived by main lines from imber«
changed traffic are easy of calculation. Those secured by an increase in. the

" General Revenues of the country must necéssarily be largely conjectural. ..

- 122, Appendix I gives the net earniigé of certain Branches for which



40

Expenditare on
new lines.

information was available or procurable, and the ret earnings of the main lines
directly connected therewith from traffic interchanged with the Bramch. Of
course, it is true that all the interchanged traffic is not ascribable to the Branchs

as some of it was booked to the junction before the Branch was opened ; but this .

does not materially affect the contention as will be seen from paragraph 125.
T o arrive at the true net earnings from interchanged traffic, however, the
net earnings derived by all railways (not only those directly conmected with
the Branch) from traffic interchanged with the Branch should be taken’
but this information is not available. Again, traffic is often booked to the
junction, which is a centre of distribution, and re-booked from there, and, in the
case of the main line, such traffic is not considered when estimating the traffic
yielded by the Branch to the main line, that is, it is not included in the inter-
changed traffic which strictly speaking it is. The figures given in Appendix I,
therefore, wnderstate (to what extent cannot be said) the actual earnings derived
by the main lines from the opening of the Branch. Turther, to avoid all
possible grounds for controversy, the net earnings of the main line from inter-
changed traffic have been arrived at by taking working expenses at the same
. proportion to the gross earnings as the working expenses of the system bear to
its gross earnings. Now, however much room there may be for doubt as to the
- actual ocost of working a Branch, it cannot be disputed that the cost per
unit of working extra or incremental fraffic is nothing like so high as the cost
per unit of working the whole traffic of the railway. Here too, therefore,
the net earnings derived by the main line from interchanged traffic have been
under-estimated. : ‘ |

- 123. Turning now to the statement (Appendix I), it will be seen
(column 10) that in a very few cases only was the Branch, gauged by the
standard above mentioned, unproductive during the first two or three years of

its existence; that the only conspicuous case of failure is the Gwalior railway,

which has been the subject of comment by the Government ,of India and which

is admitted to have never been worked on commercial principles ; that the large |

majority of the branches covered interest charges, that is, the liability which
was inourred in their construction, several times over from the day they were
first opened to traffic ; and, lastly, that in most cases the income derived by the
main line from the Branch was greatly in excess of that directly earned by the
Branch itself. If the cost of working interchanged traffic had been taken at the
dorrect figure, or if the lines which did not pay their way from the day of -open-

ing, had been constructed to a standard more consistent with the needs of the’

district traversed (the Bina-Goona-Baran railway is a line which has been built to

~ a higher standard than was necessary), it is not unlikely . that, with the -

exception of the Gwalior railway, all the Branches would have shown an
“income” considerably in excess of their liabilities from shortly after opening.
124. In calculating. the net earnings of thé Branch (column 6 of

Appendix I), the working expenses have been taken at the same proportion (or

'
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more or less where the contract prescribes more or less) as the main line's
working expenses bear to its gross earnings, but I have heard it contended that in
India it is not possible to work a Branch for the same proportion of its gross
earnings as the main line is worked, and that the loss which the main line suffers
by undertaking to do this should be taken into consideration in calculating
the effect of the construction of a Branch. - '

Separate accounts of the actual cost of working a great majorityof the
Branches in India have not been kept. It is impossible, therefore, in every case
definitely to show to what extent the parent lines would have benefited or
suffered by working the Branch lines at the same proportion of gross earnings as
their whole system is worked. But there are some Branches which are worked
as separate undertakings, and an examination of their accounts will show how
far this view is correct. ‘

Taking first the case of the Jodhpur-Bikaner railway, until 1901, when it

"was conneoted with Hyderabad (Sindh), it was a Branch, pure and simple, off

the Rajputana-Malwa railway, but unlike most Branches, it has from its incep-
tion been worked as an independent undertaking. A comparison of its working
expenses with those of the Rajputana-Malwa railway, therefore, should give
some idea of the loss which the latter would have suffered, had it undertaken to
work the Jodhpur-Bikaner railway at the same rate as its system cost. - The
first seotion of the Jodhpur-Bikaner railway was opeped in June 1882, and
taking the figures from 1883 onwards, they compare as follows :—

JODBPUR-BIRANER RAILWAY SYSTEBM, RaJPUTAXA-MALWA RATLWAY SYST X, Gain ( +),
or loss (—
Yasn. Proportion Proportion to Eljplltlnt-
T | A | ) B | AR WS
1 3 3 4 L LI 7 ‘8
Miles. Rs. Per.cent. Per cent, | Per cent. | Miles. Rs. Per cent. .
1883 . | 18 42 462 4274 5218 | 1,117 219 | o4
1884 . . 44 39 392 €059 | 6692 | 1,120 223 +633
1885 . . 64 54 . 7:80 34:30 6281 | 1,411 224 +1861
1886 . . 64 62 623 85+20 5027 | 1,665 213 1507
1887 . .| 124 5 840 39-86 5089 | 1,688 189 | +1103
1888 . .| 124 56 840 4691 4830 | 1,602 218 +1°30
1889 . .| 124 56 845 46:50 4587 | 1,700 227 —0'68
" 1800 . .| 12 58 868 | 4709 5045 | 1,700 198 +8:38
891 . .| 29 66 6:00 4545 4349 | 1767 242 —198
1802 . | 201 68 968 4580 aror | 1,767 247 —4r58
1898 . .| 864 49 618 48'84 4112 | 1,809 246 -7
1894 . .| se4 61 957 | 8883 | 882l | 1,800 267 —087
1895 . .| 364 68 830 4211 4103 | 1809 | 263 —108
18%6 . .| 364 68 1093 | 3660 4526 | 1,925 215 +837
1897 . .| 364 65 9'57 3467 4797 | 1,979 194 | 41330
188 . .| (408 64 652 4055 4331 | 1,980 222 +278
1899 . .| 449 89 776 3809 4283 | 1979 261 4884
1900 . .| 609 74 572 4489 4540 | 1,983 |+ 290 +101
1900 . ' .| 786 59 485 5559 4621 | 1,964 280 | -agss
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During these 19 years the proportion per cent. of working expenses to gross
~ earnings was on seven oceasions greater, and on twelve less, on the J odhpur-
Bikaner than on the Rajputana-Malwa railway. Taking all the nineteen years
together, that is, the good with the bad, the advantage lay in a marked degree
with the Rajputana-Malwa railway,

Taking next the case of the Udaipur-Chitor railway, 67 miles in length,
the Branch was opened in August 1895 and up to the close of 1897 was worked
by the Rajputana-Malwa railway. From the Jst J anuary 1898 it has been
worked as a separaté undertaking, and its cost of working per cent. of 8ross earn-
ings compares with that of the Rajputana-Malwa railway as follows :—

Cosr pxr cENT. OF WoRKING IN

1898. 1899, 1900, 1901.
(1) Udaipur-Chitor railway .  57:g3 5021 | 4159 57-64
(%) Rajputena-Malwa railway . 4831 4283 4540 4621
Difference between (1) and (2) . 1402 7°38 —381 11'43
Representing . . -« Rs 20,164 16,587 —12,118 25,394

When the Rajputana-Malwa railway worked the Branch, they incurred no
exira expenditure on * general superintendence,” and it may be assumed\that
any expenditure under this head by the Udaipur-Chitor Railway Administration
would not have been incurred had the Rajputana-Malwsa railway continued to
work the Branch. Thé expenditure under * general superintendence *’ compares
with the difference resulting from the difference in cost of working: on the
Rajputana-Malwa and Udaipur-Chitor railways as follows ;—

1898, - 1899, 1900, 1901.
‘Bs. Rs. Rs. RBs.
Difference arising out of difference
in cost of working . . 20,164 - 15,587 —12,118 25,394
Cost of * genera! superintendence * ' } :
on Udaipur-Chitor mailway 12,822 ‘16,675 20,374 28,701

Gain (+) or loss (—) to Rajputana-
Malwa mailway if it had
worked Udaipur-Chitor rail-
way ab same proportion | . - 7,342 +1,038 432,487 +3,307

These two railways, the J odhpur-Bikaner and the Udaipur.Chitor, have
been selected for illustration as the country traversed by them is, if anything, less
favourable than that traversed by the Rajputana-Malwa railway. They are
also the only two railways worked as independent undertakings which are on
the same gauge asthe main line and which have always had ‘earnings of well
under Rs. 100 a mile a week. In both cases, without allowing any credit for the
fact that separate management involves separate wdri(shops +and numerous other
expenses which would be either altogether unnecessary or considerably Tess if

the main line operated the Branch, the resalts show, not only that the Rajpu- .

. tana-Malvya railway would have suffered no loss if it had worked the Branches
for the same ratp as obtained on the main line, but that it would have benefited
considerably. ' ' ST
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It may, therefore, be reasonably assumed thata Branch ocan always he
worked without loss for the same percentage of gross earning as obtains on the
main line, and that generally the main line benefits when it is paid at this rate.

~ 125. It is also sometimes urged that the opening of a Branch does not lead
to any appreciable increase in the traffic, and that the trafic credited to the
Branch is traffic which originally was booked to and from the jJunction and which,
on the opening of the Branch, is merely transferred to the Branch stations,

All the traffic which the Branch brings to the main line is of course
not wholly new, but Appendix J will give some idea of how much of the traffic
is old and how much may be directly ascribed to the construction of the Branch.
Only one year’s figures before and after opening have been taken instead
of an average of several years, as the information cannot be presented in a form
which would be absolutely a;:curate, since it is not easy always to assign causes
for fluctuations in traffic, and it would be quite impossible to do so after the
lapse ofbmany years. The statement must, therefore, be regarded only as an
indication of the effects which follow on the opening of a Branch.

"The Branches which have been classed A show the falling off in revenue
at the junction which is generally to be expected on the opening of a Branch.
It will be seen that the loss at the junction (column 8) was more than made
up for by the traffic eichanged with the Branch at the junction (column 10),
and that in six cases out of ten the main line was so much the richer for the .
opening of the Branch even in the first year of its existence, that it would have
paid it (column 15) to stock and work the Branch for nothing rather than
have had its construction -postponed. In the case of the exceptions, the Barsi
Light railvay has, ever since it was opened, suffered from the effects of plague
and: famiﬁé ; but both the Barsi Light and the Sialkot-Tawi lines have, within
five years of opening, produced sufficient revenue to have justified the main line
in stocking and working them for nothing rather than have had their con-
struction deferred. - The loss in the other two cases is explained by the high
charge made for workin'g‘expenses, it having amounted in the case of the Rajpipla

-~ line to 64°65 per cent. and in that of the Birur-Shimoga line to 63:43 per cent.

The Branches which have been classed B show an inorease of revenue at

- the junction. With the exception of Seoraphuli and Siliguri, ‘all the junc-
- tions are large distributing centres, and traffic is booked to the junction for
~ distribution. The increase at the junction, therefore, is directly attributable

to the opening of the Branch. In these cases also, With one exception, the
rimin line is s0 much the richer .fqr the opening of the Branch that it would
have paid it to work aid stook the Branch for nothing rather than have had
its construction deferred. The exception is the Darjeeling-Himalayan railway,

 and that is due to the line being under independent management.

The Branch whioh has been classed C is the unprodtistive Gwalior railway.
N ' e a8

! .
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126, It would seem clear, therefore, thas, as a general rule, once a Branch

is opened for traffic, the income which it will produce, from its own and the

- main Jine’s earnings, will more than cover the liability which is incurred in its
construction.

127. The same conclusions apply to what are known as *short cirouit
lines.” 1t is sometimes assumed that such lines do serious injury to the line
they short cironit, and that, therefore, it is most undesirable that they should
be financed by agencies other than those which own the short circuited lines.
Appendix K shows that there are no grounds for this theory. Even the South-
ern Punjab railway, which is the worst example of short circuitiné that has
occurred in India, shows that the shart circuited line, the North Western rail-
way, was in no way injured by its construction.

The fact is, thatunless a new line has been constructed parallel to, and
within sight the whole way of, the old lines, that is, unless it is a competitor of
the worst'type, the revenue which it brings to the old lines always greatly exceeds
that which it deprives them of ; and that any new line, whether Branch or
“ short circuit,” which brings a new area within carting distance of a r&ilﬁay
station (in India, this would probably be about 25 miles),

must improve the
earnings of the main line.

128. As regards the indirect earnings which new lines produce through an
increase in the General Revenues of the country, it will doubtless be admitted
that every improvement in the communications of a country results in a develop-
ment of trade, and that a development of trade resultsinan inerease of revenue ;

that, in fact, railway development and prosperity and advancement go hand in

hand, as is evidenced both by the general conditions of the country and by the
particular conditions of each region before and after a line of railway is driven
through it, ‘

What the exact money value of these indirect earnings is, it is impossible
to say, but Appendix L shows what the development of frade has been and
to what extent the revenues have increased during the past 20 years. 'The
results may be summarised as follows :~—

INoRsase 1N VALUE | INCREASR IN NET

I¥QeRasr 18 Gnoes | O Exromts AND | ®ARNINGS DERIVED |Imozmasmyy Rarcway

Bavgxors o Ixpia. Iueozts. ¥EOM DUTIES ON BX- Nzr Essniwas.
BORTS AND IMPORTS,

Interest
charges at
Railway| Capital |9 per cont.
mileage | outlay on } on Capits)
Ysins. opened | wileage | ontlay .

aring | shown in ) shown in
period. | columni2, | colvmn 3. | Amount, | Por cent. | Amount, | Per sont. Amsonnt, | Por cent, | Amaunt. | Pey cant,
. of fond of7oug of9on 3 ofllond
33 et per ber
Lakhs of | Lakhs of | Lakheof sn%um. Lakheot | asnum. | Lakhs of | suuam, | Lakheof | anoum.
Ra. Re Bs. Ba. Ra, B,

v d 3 4 5 6 7 8 9 10 1 13

S————— ,

1881--1892 {7,420 | 68,83 3,55 (- 13,46 [ 1518
18911901 {8,050 | 1,07,16
18311901 {15,479 19599

52,12 1 5847 —58 - 549 | 618
420 ) 2568 ) 2396 | 5000 | 4674 +318%| 297| a6l 481
T84 ) 3934 | 1997, 102,21 | 5315 ] +260%] 183] 1056 | 643

\/Inmno betwsen 1892 aud 1900, and 1852 aud 2600, respectively, ag the 4 gurss for 1961-03 sze not & o
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129. It will thus be seen that every rupee which is spent on railways comes

back many times over to the eountry, and that any liability which may here-
after be incurred on railway outlay would be amply covered by the resulting |

increase in the net earnings of railways themselves taken as a whole.

130. So far, therefore, as the liability is concerned, it would seem that far
from there being any danger of an increased Capital expenditure on railways
leading to extra taxation, there is every reason to believe that any expenditure
on new lines of railway, provided of course that they be located with judgment,

‘will materially add to the general revenues of the country.

131. This being so, I am of opinion that the proper course for the Gov-
ernment fo pursue in the extension of its railway system would be to revert to a

gystem of guarantée, which is much the cheapest for the pount;y failing direct

borrowing by the Government.
Tt is true that the agency of Companies costs, in one way or other, more than

the average rate at which the Government conld themselves borrow. But, on
the other hand, there are some real advantages in Companies. The greatest is

that if the money is raised, as it would be, with a proper deposit paid at first, the
railway is safe of getting the balance as it wants it, by making ealls; ‘apd if the
Government can create, through the agency of Companies, a capital of 10 or 20
millions with 5 millions paid up and a certainty of getting the other 15 millions
by calls just as they are wanted, and whether th'e money market is gaod or
bad, it is an important advantage, and worth paying something for. ;

132. But if the guarantee system is fo prove attractive to the investing

public, the ferms at present offered will need to be considerably altered.

Broadly speaking, the present terms may be statefi to be~

(i) The Company receives an absolute guarantee of interest at a
rate not exceeding 3 per ocent. -én rupees on the Capital as
entered in rupees, and is required to share with the Government
net earnings yielding over that amount in such proportion as
may be agreed upon (it is usnally shared equally) ; '

(ii) Interest, at arate-to be agreed upon in each case;is permitted to be
charged.to Capital during construction ; '

(iii) Working expenses, which include provision of rolling-stock, are
fixed at the same ratio as the system’s working expenses bear
to its gross earnings, but subject to a maximum of 50 per cent!
of the gross earnings of the Branch ; T |

'N.B—~Home Board expenses are permitted to be charged

against Capital during construction, and thereafter against
* working expenses ” until the Branch earns 3} per cent., when
“the charge must be met from the gemeral receipts of the
Branch line. . . :
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(iv) Land is provided free ; and
(v) Such survey reports as are available are placed at the disposal
- of promoters free of charge, subject to the proviso that no
- responsibility is accepted for the accuracy of any information
thus supplied. )

- At the same time Government require—

(vi) The right of purchase after 21 years, based on the average net
earnings of the three years preceding purchase, with a maxi-
mum price of 120 and a minimum of 100 per cent. of cost
price on a rupee basis ; and

(vii} Large powers of control.

133. Experience has shown that these terms have not commanded the con-
fidence of the investing public orin other words of the money market,”’ or that

‘they are such “as will attraet them, and not such as must repel them from

entering into cantract.” They further fall very far short of what the Secrefary
+ of State regarded as essential to the success of the guarantee system, since the
' guarantee does not yield as much as Government Paper and there is no “ rea-
sonable hope that the profits of the undertaking will, in a moderate tims, rise

above the ameunt which the guarantee covers,”” much less to the level of

Government Paper.: . ,

134. The question as to what terms would prove sufficiently attractive to

the investing public is not a new one, and when it was considered in , Sir

(then Captain) E. C. Williams, B.E., remarked : )

 «Looking to the objections that have been made to the I;resent system,
it would seem that any new system of affording encouragement,
to railway enterprise should fulfil the following conditions : —

- (a) It should be as little onerous as possible to the State by conceding
the minimum terms on which the funds can be obtained, and
experience shows that those terms must ensure to the promoters
an absolutely fixed minimum return from the outset ;

(b) It should appeal directly to the self-interest of the promoters so as to

' secure— ' | ’

(i) a minimum capital outlay, i.c., economy and rapidity of
construction ;

(ii) a minimum revenue expenditure, i.e., economy of working ; °
and

-(¢) It should involve a minimumi of interference ir the internal manage-

- ment of the undertaking on the part of the Government,
The advantages that should be secured for the State are—
(d) The power of fixing maximum tariffs with parliamentary » rates,
- and special rates for ‘mails, public stores, soldiers, sailors, prisoners,
Paupers, etc. :
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(e) The power of regulating the mail service. r
(f) Participation in profits in view, at least, to the reimbursement of pre-

vious payments made under the guarantee, with simple interest
thereon. ‘

(9) Right of purchase at certain periods, and of re-entry in cases of
default. | ’

(k) Reversion of the way and works of the railway to the State on the
expiration of the term of the concession, and, in expectation thereof,
specia.l‘ power to compel their proper maintenance during the
later years.” :

135. The same considerations apply in the present day and with the same
force. I propose, therefore, to take Sir E. C. Williams’ conditions seriatim and
to suggest such terms as, in my judgment, wﬂl relieve the State of all but.
a nominal liability, and which at the same time may prove agceptable to the
investinig public. |

" 186. Terms should be as little onerous to the State as possible.—The least
onerous terms to the State would be such as would free it from all but a nominal
liability. By charging interest to Oapital, the State is relieved of all liability
during the period of construction. It is only necessary, therefore, to consider the
period subéequent to the opénipg of the line for traffic. Appendix I shows, in
the case of a large number of branch lines, what income has been produced from
the Branch lines’ own earnings and from interchanged traffic. With very few .
exoeptions, the income procured by these railways exceeded 3 per cent. on the
O\aliital’ from the day they were opened to traffic. That amount would be the
least that would satisfy investors, and the Governmerit could always agree to
allow a guarantee of 3 per cent. on the Capital after the railway shall have been
opened to traffic with little risk of being called upon to meet the liability.

It is important, however, that the guarantee should be in gold or that the
Government shogld undertake to remit interest to England at a fixed minimum
rate of Exchange. With Exchange practically fixed at 16 pence, it would cost
1o more to guarantee in gold than to guarantee in silver, and it would make the
securities much more valuable. An increase in the sterling payments now is not

_open to the objections which attended it when Exchange was a variable factor,

and it 'would seem to be to the advantage of the State to guarantee in sterling’

. an unlimited, market at low rates, rather than in rupees a narrow mgrket in

which a higher rate prevails. )
137. Terms should secure investor an absolutely fixzed minimum return
From the outset.—With Government paper yielding nearly 84 per cent. and with |
India Stock yielding nearly 3} per cent., it is evident that nothing less thana
return of 4 per cent.. '&n;-iﬁg the period of construction will suffice,  For the

{
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same reason, there must be some reasonable prospect of the Capital receiving
not less than 4 per cent., with a possibility of something more, after the line
shall have been opened to traffic. .
The terms, therefore, might be—
(1) Free land.
(2) Carriage of construction material over ¢/l Indian railways af revenue
rates, not public rates.
(8) During construction and to the close of the year during which the line
- is completed, a gold guarantee of 4 per cent. to be paid out of Capital.
(4) After opening-— .
(i) Line to be worked by an existing line for the same propor-
| tion of gross earnings as the working expenses of the main
line bear to its gross earnings, subject to a maximum charge
of 50 per ¢ent. of the new line’s gross earnings.
" Reasonable Home Board expenses to be a charge against work-

ing expenses until the line pays & per cent. clear from its own.

earnings, as also af all fimes charges for Government
supervision and for New Minor Works, about which see
paragraph 147, }

(ii) Where the line is on the same gauge as the main line, ralling-
stock to be supplied by the main line; where the gauge
differs, the new line to provide its own stock ; the charge
for working expenses in either case remaining as in (i).

N.B.—This will mean that the narrower gauge will pay 5 per
cent. extra for working expenses which will be sufficient
to cover the extra cost to the main line on aocount of the
 difference in gauge. /

It is desirable that the main line showld provide rolling-stock
when the new line is on the same gange, 50.23 to prevent
disputes a8 to the actual requirements of the new line.

(iii) A minimum dividend of 3 per cent. i gold to be guaranteed,
the Government making up the deficiency if by any chance
the net earnings of the new line and the Rebate from inter-
changed traffic fogether do not produce the sum guaranteed.

(iv) The new line's net earnings to be supplemented by a Rebate
of the whole of the main line’s net earnings from inter-

return of 4 per cent. in gold on the new line’s Capital outlay.

The net earnings from interchanged traffic to bear the same
proportion to the gross earnings from such traffic as the net
earnings of the system bear to its gross earnings,

- changed traffic, or such smaller amount as will allow of a
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" Inany year that the new line earns enongh to receive a
return of 4 per cent. from its own traffic, no Rebate to be
paid by the main line for that year.

(v) The new line to retain all its net earnings up to 5 per cent., divid-
ing all excess over that amount equally with Government.

These terms will ensure an absolutely fixed minimum return to the investor
from the oufset; and will offer him prospects of a higher return when the
traffic develops. They should, therefore, prove sufficiently attractive to him,

To the Government, on the other hand, they will prove as little onerous as
possible ; they can only very rarely be required to make any payment on
account of gnarantee, and even when the whole of the net earnings from intér-,'
changed traffic are required to be paid over to the Company, there will still he
coming in to the Government the difference between the assumed and the actual
cost of working the traffic interchanged by the main line, and the whole of the
net earnings from traffic interchanged with the new line by lines other than the -
main line. After the new line has begun earning 4 per cent, from its own
traffic, the main lines will receive the whole of.the net earnings from inter-
changed traffic ; and, where the new line earns over 5 per cent., the Government
will receive half of such surplus, They will further derive all the indireat

_ benefits which follow on the increased prosperity of the counti'y These are

solid advantages and are not dearly purchased by the loan practleally of only
the name of the Government.
188. The terms should appeal directly to the self-interest of the pro-

- motérs so as o secure o minimum of Capital outlay, i.e., economy and

rapwdity of construction.—With a dividend guaranteed which is not in itself
sufficient to attract Capital, the Company would naturally be anxigus to
keep down outlay, so as to make more reasonable the chance of their receiv-
ing the higher réturn' of 4 per cent. One of the most prolific causes of
extravagance in the past has been the unnecessarily high standard up to which
lines have been required to be construoted before they are permitted to be
opened A Y 6" gauge line has been insisted upon where a metre or a narrow
gauge would for many years have met all the requirements of the district, and
g standard of excellence in construction has been demanded quite unsuitable to
the traffic which the line is likely to have to oarry, for instance, the Bina-Gaona.-
Baran railway referred to in paragraph 123.

Bach projeot must neoessanly be considered on its own merits, 'l‘he in-

: oonvemenhes of a break of gauge are undoubtedly very great, and, though the

oost o the railway of transhipment is equivalent to freight on from three to 51x
miles only, & break of gauge necessitates a separate supply of rolling stook and ‘

~usnally mvolvee thie up-keep of separate workshops, But these drawbacks are all
,ea;\culable, and if a break of gauge i§ found eoonomwal unless the prospects of a

f . . g

N



50

Expenditare on
new lines,

line are very good, or it is likely to develop in the near future into 2 through
line, or, in the case of very short Branches, it can be construc
gauge as the main line for Practically the same outlay, it is not neoessary, from
the point of view of the travelling public, that it should be on the same ;gauge a3
the main line, since a hreak of gauge involves the public in no éxtra expense
no charge being made for transhipment. Even in the case of lines which ar;
likely to form a through connection, all that nesd be insisted on is that bridges
should be constracted to take the gange of the main line,

What is wanted is a line of railway,

ted on the same

and the gauge and the standard of
eox}struction should be governed entirely by the consideration whether{ “ there
na regso_nable hope that the profits of the undertaking will, in m;)derate time
rise above the amount which the guarantee covers,” “ guarantee *’ here being’
understood to mean the actual guarantee p/us the Rebate payments, that is, 4

per cent. To secure this end, the new line might, whatever its gauge, be entirely
a “ feeler ” or surface line,

: and ifs further development might be left to the traffic

- to decide. There will usually come a point beyond which the line will not be
economical to work on a different gauge, and the Company may be depended on

to change the gauge when this point is reached. These principles ~have alread

- been accepted by the Government and need only to be applied now. Ty thz

investor these conditions will naturally appeal, and it will be to the inferest of

the Company to keep down the outlay, as the higher it is,

there will be of the shareholders receiving the higher return of 4 per cent.

Some provision would require to be made in the contract for the circum-
stances under which conversion to a wider gauge may be required, but this
difficulty can be minimised by the adoption of the suggestion in paragraph 149
or that in paragraph 150, '

139. It should appeal directly to the self-interest of the promoters so ag
to secure a minimum revenue expenditure, i.e,

» economy of working.~The line
would be worked by the main line agency,

and its interest in economy will
be secured by the limit which is placed on the charges which it may make

for working the new line.

140. Zt should involve a minsmum interference in the internal manage-
ment of the undertaking on the part of the Government —I have dealt with
this point in an earlier part of my Heport.

141. As to the advantages to be secured to the State, Conditions (d) and
(e) (paragraph 134 are always required, as also conditions as regards Telegraph
and Police. ‘

142. Participation in profits —This is provided far in paragraph 137 (;)
(v), the Government receiving half over & per cent. s

From numerous cases which have occurred, it seems ¢

v lear that any division
of sprp]ua profits before 5 per cent. iy earned by the Company would not be

the less prospect
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popular. It is also unnecessary, since the interchanged 'traﬁic and other
indirect earnings would generally be yielding Government larger retwims than

" the Company would themselves be receiving.

148. Right of purchase af certain periods.~—The terms hitherto demanded
have not proved very acceptable to the public. :

In the fisst place, the period for first purchase is regarded as foo shors. It
is now 21 years. It might be made 33. The {erms now proposed can never
be onerous to the Government, and there is, therefore, not the same necessity to
exercise the right of purchase, as existed in the case of some of the old guaran-
teed lines.

In the next place, the terms of purchase, which limit the price to a
premium of 20 per ocent., together with the short currency of the contract, do
not permit of the line ever obtaining its right position in fthe market. With
a return of only 8 per cent. guaranteed, if the line ever did rise to a price higher
than would be represented by a preminm of 20 per cent., it would be because
of its own intrinsic value, antl if the Government paid 25 times the average yearly
net earnings during the three years preceding purchase, without restriction as to
the maximum, they would not be paying more than the market ‘/v&lue of the
property. The maximum limit might, therefore, be removed, the minimum
eontinuing‘a,s at present, as the Goverament are not obliged to purchase,

144. Reversion of way and works to the State on expiry of contract.—
These terms are no longer applicable under the new form of contract.

145. Ta the above may be added the following :—

(#) Promotion inon‘ey.‘ .
(4) Payment for New Minor Works.
(%) Payment of interest on additional Capital.
(3) Formation of Company and appointment of Directors.
(m) Pixity of Terms on which concessions will be allowed to Com-
‘ panies, o -

146. Promotion money.—With the terms now suggested, it should not
be necessary to pay a high price on this account. What the exact amount
should be, it is difficult to say, but whatever is decided upon should be stated in
the Terms. If the proposal in paragraph 149 is adopted, it will probably he un-
necessary to allow any Promotion money at all. | ‘

347, Poyment for New Minor Works—This is one of the most fruitful
sources of friotion between Companies and the Government, and it would save
much trouble if it were laid down that all Capital expenditure incurred on open
lines, up 10 a certain limit per mile per annum, no matter what the nature or
the value of the Work might be, should be charged to Revenue, the remsinder
being a charge to Capital. But in view of the fact that the line would probably
. . ' - ':
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not have been built up to full standard, the limit of the charge to Revenue
shiould not be fixed too high.

148. Payment of interest on additional Capital,—It should be made legal ‘

for existing Companies to charge to Capital, interest on any Capital which they
- may raise for extensions of their line or for new lines, whether such Capital is
raised in the form of shares or debentures. Interest on Capital required for the
improvement of existing lines to meet the demands of increased traffic should,
of course, continue to be a charge against Revenue. |
149. Formation of Company and appointment of Directors.—Tt is very
desirable that the number of Companies With_which the Goveroment have to deal
should be képt down. 'The main lines of India are now established and recog-
nised and all future extensions will be in the nature of developments of these
lines. It would, therefore, be more convenient, where the main lines are
worked by Companies, to employ the main line Companies to finance aj]
Branches to, or extensions of, their own lines. ‘It would also be very much cheaper,
as all incidental expenses such ag Promoters’ fees, eto., would be saved. Under
present conditions, however, this is not practicable. It i uﬁdesirable to create
new share Capital in connection with the Company-worked railways which are
practically owned by the Qovernmentp > and it is not permitted by law to charge to
Capital interest on Oagital raised by debentures. But there does not appear to
be any reason why the law shpuld not be altered to réemove thig disability
where the Capital is required for the construction of new lines, and it might bé
considered whether a change in the law is not possible.
150. If, however, the employment of the existing Companies ig altogether
impracticable, to prevent conflict of interest and to simplify control, one subsi-
diary Gompany might be formed in connection with each of the re
main lines, which might be called “ the ~— Railway Branch Line C
-and this Company should raise the Capital for all lines to be undertak
nection with the main line,

cognised
Ompany,”
_ en in gop-
the right being of course always reserved to the Goy-
ernment to employ any other Oompany shoulfl the Branch Line Company
cerned object to the construction of any particular line whioh
wished them to undertake. '

con-
the Government

- The Directors .of this new Company, where the extensiong are to a line
controlled by a Company, should be the same as the Directors of the ma,m line
Company, and the Government should have the right of ‘appointing one of the
Directors. Where feeder Companies already exist in connection with the main
line, they might, where possible, be consolidated and incorporated into the ney
Branch Line Company. v ,

 Similarly, in the ocase of the State lines,

' the Southern Punjab ‘Ra.ilw:iy
Company might be expanded into the 1

North Western Railway Branch Line
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Company, and the promoters of the Hardwar-Dehra and the Brahmaputra-
Sultanpur lines into the Oudh and Rohilkhand and Eastern Bengal State
Railway Branch Line Companies, respectively. -

"~ With one such Company confrolling the construction of all new lines
connected with one large railway, there would be no difficulty in carrying out
the idea of cheap surface feeler lines, as the material could always be passed
on to the next line to be made, when it had served its purpose in the place
where it was first laid down. With the same Directors representing the main
line and the Branch line, there could never be any conflict of interests. |

161., Fizity of Terms.—It would save much trouble and uncertainty if
the conditions are definitely fixed, and if no departure is permitted from them.
The only condition which should be left indefinite is the gauge and the standard
up to which the line is to be constructed, as these necessarily will vary with
each projeot. | - | |

152. T have so far considered whether it is desirable to revert to the

- guarantee system, and if so, on what terms this system should be worked. There

remains for consideration, the rate at whioh the. Government should proceed in
the construction of railways. '

158. I have already said that I consider more rapid progress should be
made in the construotion of railways; but I do not consider it expedient to
suggest that not less than a definite number of miles should be undertaken
yearly. In view of the fact that the liability of the Government when they

‘guarantee a return of 8 per cent. is in reality only nominal, the only limit

which it seems really necessary for the Government to place on the rate of pro-
gress is the practical one of the money market. Other considerations such as the
labour marketand the ability of - manufacturers to supply material would »in
practice help to limit the rate of progress, and it seems to me that these would

probably be found sufficient to regulate the amount of new mileage which should
be taken in hand every year. ' : 4

Rarzway Fuxn,

154. But so long as there is any possibility of the Government being

~ called upon to meet the liability from the General Revenues, ordinary prudence

reqﬁires’ that, while freeing the present system from all its disabilities, some
cheok should be exercised to keep the lability within reasonable bounds, in
case it should ever become real. o ’

165. In Iréland, a similar difficulty was met by the passing of its Light

Railways' Act of 1886 (the Act is printed as Appendix M), under which a sum

of money was hypothecated for a period -of years for the promotion of railways

in Ireland and, by arrangement with the Treasury, plaoed for this purpose at
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the disposal of the Board of Public Works, who drew on the National Debt
Commissioners from time to time for instalments as the money was required
to meet expenditure on the works.

156. In India, the difficulty could be overcome in similar way, and a
RAILWAY FUND might be created to be applied in providing Tmprovements
on State railways (expenditure on Improvements on Company-worked railways
should not be a charge against this Fund) and towards the construction of new lines.

15%7. The money thus hypothecated would necessarily require to be kept
entirely distinct from the general finances of the Government of India. Tfshould,
as was done in Ireland, be placed to the credit of the Railway Board, who,
subject to the control of the Governor Genera] in Council, should be left free
and unhampered to administer the Fund in such manner as would be most
advantageous to the country.

158, This Railway Fund might be started witha contribution of, say, ten
millions sterling, or 15 crores of rupees ; and the surplus profits accruing to the
Government during the year from all the railways in India after Payment of all
charges for interest and redemption of Capital should in the first instance be
credited to it.

If the total amount to the credit of the Railway Fund at the close of the
calendar year exceeds the original contribnti;)n, the surplus should be transferred
to the general revenues of the country. If it falls short of that amount, the deficit
should, for the time being, be made good to the Railway Fund by the Govern-
ment. ;

159. In the case of projects for new lines, if the Capital is provided by the
Railway Board, the whole amount thereof should be a charge against the Rail-
way Fund. '

Where the Capital is provided by a Company under s guarantee, the
amount of the lability which the Railway Board incur for the payment of in-
terest (not the amount of the Capital) should alone be a charge against the Rail-
way Fund during the period that such liability continues ; and the liability
should cease when the income derived from the new line from its own and the
main line’s net earnings from traffic interchanged exceeds the guaranteed
rate of interest. It is the liability alone which affects the question of possible
additional taxation. The Capital would seem to be entirely an executive
difficulty affecting the ability of the Treasuries to meet demands for cash,
and this it should always be possible to overcome by coining more rupees
provided timely notice is given of requirements, which could, of course,
always be arranged for. '

- 160. In Ireland the Irish Light Railways Act proved of the greatest benefit
to the country,‘and I feel confident that, if a similar arrangement could be intro-
duced in India and the Railway Board given a free hand within such: conditioris

\
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as Government may consider it necessary to lay down, a great impetus would
be given to railway construction in India and_ the Government would rarely
be required to provide any more Capital than the original contribution. On
the contrary, I am satisfied that the Railway Board, as soon as they got into full
working order, would always have a handsome balance to hand over to the

country at the close of each year.



57
Passenger 'l‘mﬂic

CHaPTER IIT,

THE WORKING OF RAILWAYS.

161. The third subject of my Reference is~— »
“To advise as to the management and development of the traffic,
the convenience of the public, and the improvement of the
revenue;”’ ‘ | A
that is, the question of the practical working of the railways in India as dig-
tinguished from their administration. | .
162. The most important point connected with the working of a railway is
the transit of its traffic. The traffic consists mainly of Passengers and Goods,
and each needs different treatment.

PasseNeER TrAFFIC,

168. Speed of Trains—Taking India as a whole, the speed of trains, that
is, the average speed between the station of origin and the station of destination
of the trains, is not as high as might have been expected in a country which has
had the benefit of railway commun.ica.tioﬁ for nearly fifty years.

On newly-opened lines a very high running speed may not be practicable till
the road has consolidated, and on sections of line with light trafic and on the
shorter branches it may nof be economically justified, but on the main routes, I
- think, the public have a right to expect that they shall be carried in a much
shorter time from point to point than they now are.

164, Taking the principal centres in India, the average distance which a
passenger trayels Per hour by the fastest train is shown in the following table :—-

Year railjyay | . AVERAGE SPEED OF THR
opened FASTEST TRAINS BETWEAN
Btations between which trains ran, ° . Rallways. g’:&“}ggﬂ:gg |  Distance, STATIONS NiMAD.
oy v | Do,
| A Miles. | Miles. | ~Miles.
G, I P.and E. 1. 1871 1,400 8108 8077 #
Bombay snd Caleutta .., (el omibL 1900 1221 | 9713 | - o747
Bombay and Kalka (for Simla) +|G.1.P.and E. I, 1891 1,142 2972 ¢ 2928
Bombay and Lahore véd Delhi . .| G L Vl}., E. L and 1891 . 1,289 2941 28'86
N. W, . '
Bombay and Madras 6. L P, and| 1871 793 2253 2443
Madras.
Caleutta and Kalka (for Simla) . B L . 1891 1,118 8126 3104
" Caloutta and Lahore vid Dolhi . . E.I.and N. W 1891 1,264 3046 T
Ditto vid Ghaziabad . 1871 1.278 2919 ¢
Calcutta and Madras . . . .1 B. N.and Madras 1900 1,031 23-86 2303
Kurrachee and Lahore ANW, . 1878 782 2291 22:80

© ¥ The average speed of the Postal Spacial is 34 64 miles an hour.
1 ”» » » 1 0 ” » » 8143 ”» ! ”»
$ By arrangement between the railways, the passengers from Lahore are earried by the North Western ratlway wp to Ghasiabad and those
fo Laliare by the East Indian raliway up to Umballs Cantonmens. »
® ~ 1
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The less important trains show a much lower average speed, and on the
Branch lines it falls lower still as will be seen from the following statement :

AVERAGE SPERD OF THE
‘ SLOWEST TRAIN
Railway. Stations/ between which trains run. Distance.- mwnnn;::.:: TATIONS
Ue, Down,
| 7 Miles, | Miles, | Miles.
Caloutta to Mokameh . . .| 846 | 1789 | 1797
E. I- Ryo .
_ Ondal to Alipur Branch . . . 32 787 | 11110
Tundla to Jhansi . . . . 151 | 1458
G. L P. Ry, . . .
Bina to Katni Branch . ‘. . 163 13839
Delhi to Peshawar . . . 636 | 1476 | 1399
N. W. Ry. . { ] .
: Amritsar to Pathankote Branch . 67 138 —
Ahmedabad to Colaba . . . 810 | 1668 13
'B-,BO&CQIA Ry. . { e o ) 2
Anand to Ujjain Branch . . o %24 | 1111 1141
Arkonam to Raichur . . . 308 1080 . —
M. Ry, . ’ ) .
: Podanur to Madras . . . 302 7170 -
Poona to Myéore, . e . doomn | 16t —
SI MO Ry. Ll . { . L ]
Gadaj to Hotgi Branch . . .} 178 | 10'53 —
{ Villupu‘ra.m to Trichinopoly o 150 |, 16'79 —
So Io va- .
Tinnevelly to Kallidaikurichu Branch . 19 869 | 755

165. The average number of passengers in a train is greater in India than
in any other country in the world. For the railways enumerated in the preced-
. ing paragraph it was: | .

AVERAGE NUMBER OF PASSENGERS IN A TRAIN,
Railway. ) N ’ ) [
) 1st clase. 2nd class. Intzrll::.dnte 8rd class, Toran
Bast Indisn . .+ 185 443 1469 | 20793 | 23840
Great Indisn Peninsula .| 208 888 1490 | 12865 | 15441
. . . 7 * * e o
Bengal Nagpur . e 809 640 | 23233 | 24260
North Western . . . 1:85 4‘{?6 1427 177419 197417
Madrss . . ¢ . 1-90 662 085 | 19294 | 20981
Bombay, Baroda and Central '
India . . . 195 12-68 27:55 18558 | 22774
Sontbern Mabratta . .| 114 378 17268 | 17755
‘South Indian. . . .| 085 | 831 | esves| 26780
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166. A rate of speed which does ‘not exceed an average of 31:25 miles an
hour for the fastest train and which falls as low as 13'99 miles an hour for
an ordinary train, and 7565 miles an hour for a branch train cannot, therefore,
be justified by the poverty of the traffic offering. In America, over large tracts
of country fairly comparable with India, the fast passenger trains rua at an
average speed of from 50 to 55 miles an hour and the ordinary trains at from
30 to 35 miles an hour. | ‘

167. The slowness of the average speed in India is due partly to the very
large amount of time allowed for stoppages at stations, and partly to the
trains bejng actually timed to runat a speed which, outside India, would be
regarded as low. ' -

168. In regard to the former, the time is given either (i) for meals, or (ii) for
the watering of éngines, or (iii) for the work of the station staff in connection
with the train. ~

The first pomt T shall deal w1th in paragraph 176.

~ Much time might, I think, be saved in the watering of engines by having
arrangements for a quicker discharge of the water into the engine tanks and by
insisting upon greater expedition on the part of the drivers.

The dilatory, almost casual, way in which the station and train staff often

deal with trains is a matter which impresses one the more one travels in India.
‘The remedy is sometimes the simplification of methods but chiefly closer super-

vision to ensure that every man is at his post when the train arrives, that he under-

- stands the duties he has to perform in connection with it and that he performs

these duties in a more energetic and methodical manner than is at present done.
The saving of even one minute at each station may amount to hours on a
long journey, especially in the case of single line ,working ‘where trains from
the opposite direction are affected, but it will benefit no one if time is saved
in the Time Table figures and no effort is made to see that the work is done within
the time allowed. At present even the long time provided is often exceeded,"
and the punctual running of the train thrown out. The passengers themselves
sometimes are a difficulty by their slowness in getting in and out of trains, but,
I think, it will generally be found thatthey will move just as qmokly as the

‘rsnlway staff show by their own exertions to be necessary.

- 169. Inregard tothe latter, thatis the low speed at which trains are a.ctua]ly
tlmed, speaking generally, I am of opinion that the speed of trains, both in
actual rﬁnni'ng'time and in average, is muoch too low for the volume of traffic
offering,. There are undoubtedly places where the population is.sparse and there
is not a full amount of work for more than one train a day, and to run this tfain
at a greater speed than it is run at presént might result at first in the service ‘

. being performed at a loss, but even in such cases a reasonably fast service would
. ]
jnmy opinion, always result in an inorease of revenue,

3 ,"
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A very material acceleration of the speed of trains is, in my judgment,
necessary for the proper cultivation of the traffic, and the staff in Tndia are,
I consider, quite capable of working trains, with safety, at such higher speed.

170. Through trains.~On some of the railways there is only one through
train per day each way carrying passengers, and these are often run at a very
slow speed. A service of this nature entirely precludes the
of traffic.

On the principal main lines there should be not less than two fast through
passenger ktrains each way per day, and, if necessary, a gathering train .should
precede, and a distributing train follow these fagt trains to accommodate the
passengers from and to the intermediate stations at which they do not call.
The present traffic on these lines fully justifies such a servige.
main line there should be not less than two trains carrying

Proper development

On every other

passengers each
way per day. On branches, the number of traing should be regulated so as to

fully meet the requirements of the district, Trains should also,
be so arranged as to admit of business men from neighbouring to
and from business centres on the same day.

171. Mized trains.—A good deal of the traffic in Indj
tr?.ins, and the practice of running them could not be entirely discontinued
without adding seriously to the cost of working railways and branches where the

| traffic is not sufficiently heavy for separate pé,ssenger and goods trains. On the
‘main routes, and in other places where the traffic is heavy, the runnin;g of mixed
trains is economically an unsound arrangement as it necessarily involves a low
rate of speed, but otherwise, I do not consider that there is any objection to

| mixed trains and.I do not recommend the running of them being prohibited in
India. |
172. Carriages.—~The accommodation provided for the con

] veyance of passen-
gers is a8 good as the construction of the present vehicles

] will permit, but,
having regard to the nature ofthe climate, much remains to be done to secure

satisfactory public transit, especially with respect to the third class traffic, the
present arrangements in connection with which cannot be regarded ,
satisfactory. ' '

when possible,
wns getting to

a is carried by mixed

as at all

- Third class accommodation is not provided to the extent to which it should

be on the fagt trains and except in the case of a few « joint-stock * trains third

Class carriages are not run through to the final destination of through traing
at all, subjecting third class Passengers thereby to considerable hardship_. Sveéing
that the bulk of the Tevenue from passenger traffic is derived from third class
passengers, this traffic is entitled to much greater consideration than it néw
receives, and ‘third class carriages should oertainly be run through to the same
‘points to which the higher class carriages are run. '

In fact, it would almost seem that the railways in India were insuﬁoiently .
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appreciative of the value of their third class passenger traffic. The less ‘paying
first and second class traffic appears to receive all the attention, whereas the
traffic which really needs to be fostered is that represented by third class
passengers, who are the backbone of the passenger business of every railway in
India, their numbers in 1901, excluding season ticket-holders, amounting to
nearly 1703 millions, against 94 millions of all the other classes put together. |

The carriages used on branches are not to be expected to be always up to
the standard-of those used on the main lines, but many of them cannot be
considered as being in a satisfactory condition or at all cleanly kept. ~

173. Third Class carriages— Overcrowding of.—The third class carriages
are often much overcrowded. Possibly where there are family parties travel-
ling together in such numbers as to fill more than an ordinary compartment,
they themselves, with the desire to all travel together, may to some extent
be responsible for this, but I am of opinion that passengers, especially those
going on a Ioﬁg jou’rney, would not wilfully overcrowd themselves, if sufficient

accommodation was provided on trains for them.

The system of conveying pilgrims in goods wagons, at all events to such a
large extent as at present, also points to the same absence of proper facilities for
the traffic.

Generally speaking, the amount of stock provided on the trains for the third ,
class traffic is inadequate and the treatment to which third class passengers are

subjected in India calls for very special attention.

174. Third Class passengers—Treatment of-—1If has been strongly repre-
sented that a very extensive system of levying unauthorised charges obtains at
stations ; that the native police not only interfere with passengers in their carriages,
but endeavour to prevent them from even getting their tickets at the booking
office unless they are given a gratuity; that in some ocases they a.ctuaily take
money from the passengers for the purpose of buying their tickets, and instead
of procuring them for the distance required purchase them for a station
short of destination, the passenger only finding this out after the train has
started when no redress can be had ; and that, if they do not succeed, by coercion -
or otherwise, in obtaining money from the passengers, they intimidate and harass

' them in siich & manner as to make them shrink from travelling by railway at all.

Complaint was also made that the subordinate station staff are’ given to
the same practices, and that, if they do not coerce the passengers, or in some Wa& '
obtain money from them, they use abusive language, and in other ways do what
they can to annoy and molest them, and frequently resort to pé:sonal -violence,

It was also stated that many of the native Station Masters considerabiy
increased their incomes by requiring traders to pay them fees before they will
supply them with wagons to carry their traffic and in other ways pursued the

“same polioy as the Police, * ~ -
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I was necessgi.rily unable, in the limited time at my disposal and on account
of my slight acquaintance with the language of the country and the dificulty
there is in India of obtaining evidence in matters of this kind, to verify these
reports by personal investigation, but from the statements made to me by officers
(both railway and non-railway) in whose credibility I have the fullest confidence,
and from the fact that the practice appears tobea custom of the country, I feel
satisfied that there is a good deal of truth in them. With my limited knowledge
of the people it would be idle for me to attempt to suggest a complete cure, but
1 think the position might be ameliorated by—

(o) closer supervision on the part of the station officials ; and -

(b) making the Ticket Examiner at the entrance gate, whenever irre
gularities are snspectea, enquire of the passengers hefore they pass
on to the platform for what station they have purchased their
tickets and fo see that they' have them for the proper station. X
there has been any fraud, it will then be immediately discovered
and steps could at once be taken to deteot the offender.

175. Befreshments.—These may be divided mto (1) hght refreshments, and

(2) regular sit-down meals.

The former, as also drinking water wluch is supphed free, are retailed to

'pessengers without requiring them to leave their compartments and are ch1eﬂy

suitable for native passengers. The latter are in the Buropean style entirely and _

are served in refreshment rooms at regular hours.

For natives, because of caste difﬁéulties, it has never been the practice to

provide refreshment rooms, where regular sit-down meals can be obtained ;

but, in responsé to a strong \ desire expressed by the Mshomedan and Hindu

community, native refreshment rosms have been opened at a few stations as
an experiment, and their extension shonld he determined by results.

~178. Dining Cars.—The time, however, which is occupied in refreshment
" yooms in ,serving the numerous meals usual in India, tends serionsly to pull
. down the average speed of {rains, Aftempts have been made to /introduce

dining cars, but these mmst be regarded as half hearted since the prmc:.pa,l_

{rains do not prowde them.

The only dmmg cars at present run in Indm are the followmg —

Oudh and Rohiikhond State railway.~—A car runs daily on both the mail
trains in both d.n'ectlons This is the only railway which has &
regular service. ) |

East Indion and Great Indian Pemnmla —A car runs once & week each
way on the overland mail special between Caloutta and Bonibay.

Rajputona-Malwa (B., B, ond 0. I ry.)~A oar i run daily between
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Nana and Soo;at only, on the up mail to serve breakfast and on
the down mail to serve dinner.
Assam-Bengal ~A. car is attached daily to one train each way between
 Chittagong and Silohar.

Southern Makratta.—This railway, I understand, intends running & car

daily on its mail train between Poona and Bangalore.

It would obviously be a waste of money to provide dining ecars on railways
where the European passenger traffie is light and very variahle, bt‘ﬂ; on the fast
through daily services between (i) Calcutta and Bombay, (i) Oalcutta and
Labore, (ili) Bombay and Lahore, and (iv) Bombay and Madras ; and possibly,
élsb (v} Kurrachee and Lahore, I am of opinion, that a dining car should
always be p;ovzded The trains on these services never lack European ‘

' passengers. They run between the chief centres in India, and on their journey

pass through many fowns of importance, between all of which a fair namber of
Europeant are always moving about. The average number of upper class
passengers in a train is no oriterion of the number travelling by the fast trains,

. That is always higher than the average, as most of the hlgher class passengers:

use the fast trains.

In Europe and America the sucoess of the dmmg ocar has been acknowledged
from the point of view both of the travelling pubhc and the railway, and I
think no time should be lost in providing a similar convenience on the principal
trains in India.

179. Booking offices -~At all términal and at most of the Jarger stations the -
hooking offices are kept open for the sale of tickets for the whale, or for the
greater part of the day. But on many of the railways there is much need for'
improvement at the intermediate stations, where the oﬂiees are often not opened
i1l the train practically arrives at the station. \

-~ All hooking offices should be opened sufficiently early to admit of the pas.

’sangers obtaining their tickets without orowdmg or difficulfy, and in good time

for the train by which they intend to travel. This may appear & small watter

to the station officials but to the travelling public it is one of lmportance.

The rules of course require that this should be done, and the railway

authorities should see that these rules are carried out.

In tha cities and large towns where these do nof a.lready exist, sub-oﬂices

- should be opened for booking, not only passengers but parcels and light gooda

' tra.ﬂic, under somewhat similar arrangements fo those in operation in Caleutta, -

| ,‘These sub-offices exist now in England not only m the large towns, but i in
almost; every village of importance. '

178, Communication between passengers and guerds—It was originafly '

N required by law that there should be some means of communication between
“passengers and the guard, 8o that the former mlght be abletostop thetzgm when ;
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necessity arose, and for many years a “ communication cord * ran along outside
the carriages between the brakevan and the engine. This arrangement was
discontinued as it was found ineffectual, and, except in a very few instances
no communication now exists between the passengers and the guard.

The exceptions are—

(8) The Madras railway which has adopted “ Winter’s system of electric
communication ”’ on all its stock both coaching and goods.
(#8) The Rajputana-Malwa (worked by the Bombay, Baroda and Central

Andia Bailway Company) which has adopted the same system on
its Mail trains only.

(iti) The South Indian railway which has also adopted Wmter 8 system
on its Mail trains only,
(7v) The Bastern Bengal State railway which has adopted.a system by

which the passenger can apply the automatic brake when
necessary.

(v) The North Western State raﬂway which has tried, but which has
not yet finally adopted the same system.
(vi) The East Indian railway which is making expemnents with an in-
vention of one of its own officers.

The matter isone of great importance and should be enfofced by law, if
necessary. The Board of Trade in England make a point of never recommends-
ing any particular system, and I do not think I could with propriety follow a
different procedure. But the system permitted .to be introduced on any rail-
way should meet the conditions (1) that it can be relied on, (2) that it can be
easily reached by the passenger, and (8) that a notice is placed in a conspicuous
part in each compartment, immediately beside the communication, showing how
it is to be operated and the penalty for its misuse.

179. Lighting of trains.—The lighting of trains in India must be regarded

as on the whole unsatisfactory. The through trains on the through routes -

are well lighted with gas, but many railways still use oil lamps and none of the
.i-a.ilwa.ys are fully equipped.‘ Appendix N gives the railways which are lighted
by gas or electricity. It shows that even old-established railways like the East
Indian and the Madras railways still have a large percentage of vehicles using
vegetable oils and that the North We{ste1-n State railway has only 53 per cent.
of its vehicles burning gas. The Bengal and North-Western railway which
 carried over 9 million passengers in 1901 has every single carriage lighted
with vegetable oil, and the Rajputana-Malwa railway (worked by the Bombay,
-Baroda and Central India Railway Company) which carried nearly 13 million
passengers in 1901, has only one train (the mail between Delhi and Ahmedabad)
lighted by electricity, all others being lighted with vegetable oil.
Electricity would appear to be specially adapted for the ]ighting of
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trains in India, having regard to the nature of the ciimate, and I think
it is -very desirable that this should be kept in view in future. It furnishes

relatively a much better light than gas or oil, and gives out little or no heat.
It would also prevent the delay which is now necessary at stations in light-
ing the oil and gas lamps, parlicularly in™ the™¢ase of Teavy tiains. ~The
electric Iighting of trains has now passed beyond the experimental stage. It
effects considerable saving in upkeep and Working expenses, and English and
Continental Bail&éy Companies are now adopting the system” #ery exteﬁsivély
Its 1ntroduct10n, too, would permit of fans being provided in carriages during
the hot weather at comparatively little extra expense.

‘Whatever the system may be which is decided upon, I think its mtroduc-
tion should be made compulsory on all railways within a fixed number of years,
say, five, as the system of lighting trains with vegetable oil lamps does not
conduce to the comfort of the travelling public, or to the safety of their property

_ in a country where train thieves appear to be so numerous,

180. Loading of trains.—The figures presented in paragraph 165 show
that the trains on the principal railways in India are well filled. The experience
of other railways is the same. ’

Goons TrarFiC.

181. Speed.—The time taken by goods in transit between stations is so slow
as sefiously to interfere with the proper development of the traffic. Numerous
complaints were made to me of this during my tour in 1901-1902 and again in
1902-1908. The question had attracted the attention of the Government of India
sbme short time previously and particulars were called for in 1901 from the
piincipal railways, which are summarised below, as they bear out the com-
plaints made to me at a later period :—

TRAVELLED ON

DisTaNCE THE THROUGH

- BETWRERN JOURKEY AT AN
GooODS BOOKED. STATIONS | AVERAGE SPWED IN
NAMRD. MIIES PER HOUR

VARYING FROM

| Highent T.owest
From To Miles, miles per | miles per

. hour, hour,

Howssh (B.TRy) , . Lucksow (O.sdR.By) .| 466| 41| a7
Lucknow(O.and R. Ry) . Hownh (E.1 By) . .} 466| 60 | 690
HOWfah (E. I‘ BIY') : Y. . Delhi (E. I. Ry-) . . 954 11‘0 7.25
Delhi (E.I.Ry) . .| Howsh (B.LRy) . ,.| 954 120 | 4p5
Howrsh (E.L BRy) .  .|Jabalpar (E.LRBRy) . .| 78| 626.] 60

K
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TRAVELLED ON
Disrance THE THROUGH
BETWERN JOURNRY AT AN

GooDS BOOKED,
STATIONS | AVERAGE 8PBED IN

NAMED, MILES PRE HOUR
. VABYING ¥ROM
. Higheat Lowest
From To Miles. os pet | miles per

v hour. hoar,

Bombsy (B, B, and C. L Ry) |Cawnpur (B, B. and C. L| 1,071 | 550 | 550

Ry.)
Bombay (G.L P. Ry) . .| Cawnpur (G, 1. P. Ry,) . 839 80| 70
Cawnpur (G. 1. P.) . . | Bombay (G. L. P. Ry.) . 839 1000 {~ 60
Kurrachee (N. W.) . « { Delhi (N. W, Ry.)’ o . 907 80 7:0
Delhi (N, W. Ry.) . . | Kurrachee (N. W, Ry.) . 207 70 10

182. Strong.complaints were also made by the Coal Merchants and the
Indiag Mining Association as to the manner in which the coal traffic is
conveyed by the East Indian railway between the coal-fields and Calcutta, a
distance of about 180 miles, and the latter mentioned the following specific
cases in support of their statement : ~—

(a) from the time 18 wagons of coal were handed over for conveyance
until they were delivered at destination the time taken on the
journey gave a through speed of less than 2 miles an hour;

(d) in the case of 19 wagons similarly handed over for conveyance the
speed was under 5 miles an hour; ‘

(c) for 25 wagons the speed was under 4 miles an hour for 12 v}agons,
and 13 of the 25 had not arrived at destination at the time of
the complaint ; : :

(d) for 27 wagons, 10 were canveyed at the speed of 6 miles an hoﬁr,
6 at upder 5 miles, 10 at under 4, and one had not arrived ;

(e) of 25 wagons, 17 were delivered at a speed of under 5 miles an
hour, and one was outstanding ; and that

(f) of 29 wagons, 7 were delivered at 5 mlles an hour, 10 at under 4,
miles, and 12 were outstanding. ,

183. The foregoing examples represent the time taken by goods in travel-
ling between some of the principal centres. Between stations of less importance,
traffio travels at a still lower speed.

184. These low averages are not so much due to the speed at which goods |
trains are timed to travel, as to the delays which are permitted to ocour at

starting, dt intermediate and at engine-changing stations and junctions en route.
Speaking generally, there is insufficient forethought displayed in the
grfangement of loads both for wagons and trains, and not so much importance
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attached as there shouldibe, to the necessity, in the first place, for loading eon-
ysignmeﬁts for one station in the same wagon or wagons or so loading small con-
signments as to avoid transhipment in transit as much as possible ; and, in
the next place, (1) for making up the loads of trains as far as possible for the same
point, whether onthe home or a foreign railway, that is, for junctions, terminals
or for a given point and stations beyond, so as to avoid as far as practicable the
delay in shunting and finding loads at intermediate stations, and (2) for drmnging ,
for the loads to go on from engine-changing stations and junctions with the
least possible intermediate shunting and delay. ‘

185: If delay in transit is to be avoided, it is necessary that there should
be a service of through trains for goods as well as for passengers; and if trains
were made up so as to give a load with wagons for one station, as it should be
possible to do in the case of the coal traffio, or, failing this, to give a load with
wagons for the furthest consecutive stations; and if the staff looked ahead more
and érranged through trains with loads to the furthest points and for engines
to be ready to take the loads on as soon as they arrived; in other words, if
more efficient methods of working were introduced, there is no reason why

the average speed at which goods are carried could not be increased fo twice

and in many cases three times what it now is, and that without inoreasing the
actual speed at which the- trains are timed to travel in the Working Time Tables.
166. As an illustration of the great advantages which may be expected -
from an acoeleration of the goods traffic, it may be mentioned that, by increas-
ing the speed at which goods are now carried to twice the present average, a
railway would immediately increase the work done by its rolling stock by 100
per cent., less the time taken to load and unloa.d the second conmgnment and
could thus carry the same traffic as it now carries with half the stock necessary
under present eonditions, thereby saving the enormous outlay inourred in the
provision of so excessive a supply of rolling stock as now exists on some of the
railways, and in addition the great after-expense of maintaining and renewing
these unnecessary wagons, and it could do all this without any inorease in the
running speed of its trains. If, at the same time, the running speed of the trains

~ was raised, the amount of work whmh could be obtamed from the rolling stock

would be shll further increased.
"187. The introduction of & practma,l system in conneotlon with the working

~-of the goods traffic such as that indicated in the previous paragraphs would thus
not only materially help to develop business and oonsequently increase receipts,

but would consxderably minimise shunting at inter medlate and changing stations
and junctions, and thereby reduce working expenses and increase net earnings. ‘It

- _ would further do away with the need for a number of the sidings rendered neoes-
. sary at stations by the present methods of working, thus saving large eapxtal
- outlay o standing room and marshallmg yards and the  expenso of majntmmng

K2
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them, and would greatly oxpedite the transit of wagons, thus permitting of a
greater amount of work being got out of the same wagons and reducing the
outlay on rolling stock and subsequent maintenance and renewal expenses.

188. It has been urged that the apparent excess of rolling stock is due to
the busy season traffic, for which extra wagons have to be maintained even
though they lie idle for a greater part of the year, but this does not in any way
explain the low average speed at which goods traffic is carried, nor does it, in

- my judgment, in any way justify the large excess of wagons over normal
requirements which is now maintained on some of the railways.

‘Where the volume of traffic varies during different periods of the year,
greater economy would, in my opinion, be found to result from an increase in
the running speed at which trains travel, coupled of course with the elimination
of the delays to which I have just made reference. This would not only
inorease the work done by ‘wagons and so allow of a given amount of traffic
being carried with proportionately fewer wagons, but would save much of the
outlay for standing room for the wagons during the slack season which has now
to be incurred, and would generally lead to savings in many directions.

189. Marshalling arrangements.~There should be a much more expedi-
tious system of marshalling trains at terminal stations, junctions, and
collecting depéts, as much time is lost in transit, and much unnecessary extra
expense incurred, and the proper use of rolling stock is considerably interfered
with by the present methods of working., : _

This is to a large extent attributable to the manner in which the station
yards have been laid out which do not sufficiently permit of the quick and _ee.sy
handling of traffic. The advantages of a scientifically laid out yard, such, for
instance, as that at Edgehill near Liverpool, are incalculable. This is fully
appreciated by the Government of India, who recently issued a technical paper
on designs of shunting yards showing the latest practice in England and America,
which should be given the most careful consideration and study by Railway
Administrations.

190. Loading of trains and wagons.—The average load given to wagons
and trains in India as compared with their carrying capacity is good, and special
attention appears to be paid to this point as a general rule by all concerned.

\

Fares anp Rares,

« 191. General.—The Fares and Rates charged in India, judged from the

standpoint of the actual money payment made, are considerably lower than
those charged in England ; but for a comparison to be of any value, cons1derat10n
must be paid to the circumstances of the two countries, Taking the cost of
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construction and working in England and compariﬁg.w\them with the cost of con-
struction and working in India, and inlevery other respect if like is compared
with like, I think it will be found that the farves and ratesin India should broadly
speaking, be only about one-sixth of those charged in England.

192. The average fares and rates charged in India are given separa@ly and
collectively for all the railways in India in t he Railway Administration Report,
and there is, therefore, no difficulty in showing what these are; but similaz
information is not available from published official sources for :English rail-
ways. I am, however, able to show very approximately what the corresponding
average rates are on the principal railways in England, and they compare. with
the corresponding Indian figures as follows :— ‘

.PassENGERS.
Rates per passenger per mile.
ENGLAND INpIA
{excluding : (exeluding -
season ticket season ticket
- holders). holders).

, ... FBe* . Pies*

First Classt . . . . 19068 1875
Second Classt+ . . . . 1308 549
Third Class . ; . . 984 281
Gooos, - - - . : .

Rate per ton per mile. , U -
Merchandise - . . . . 2876 . 672
Mmerals . LS . ‘o . . . 9‘84 . 3'55

- 193, Before, therefore, the fares and rates in Tndia can be regarded relatlvely,
a8 even equal fo those in England the former would require to be lower than
the rates now charged— :

For passengers by about from 18 per cent. to 40 per cent. ; ,
- For general merchandise by about from 30 per cent. to 60 per cent. ; and
For coal by about from 40 per cent. to 60 per cent. N
194, That such low rates as these reductions would involve are not impossible
of adopfion is evident from the fact that, in America, the rate for all merchandise
averages under 0724 cents or 4 34'441 pies per ton per mile, and, where water
competition exists, wheat is carried af a profit at as low a rate as two pies a ton
a mile, and other commodities, such as maize, at still lower rates, and both the
cost of construction and working are greater in America than in India.

In saying that these articles are carried af a profit, I do not lose sight of

 the fact that many railways in America ha,ve been through the Receiver’s hands,

® One pie is the one-twelfth part of one a.nna, and one anna is eqnal to one petny. - A pie is, therefore, one
third of & -farthing.

4 Inthe case of First and Second Class Passenger fares, some allowance requires' to be made im- t.he extrs
accommodation provided for each such passenger in India; but the third class: Pussenger in India gets no adnntnge i
the matter of seating room, and seldom gets as geod accommiodation as is ngen in Enghna.
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and that their Capital has been written down. The question of profit, however,
does not depend on Capital but on cost of haulage ; and, as I shall show later,
American railways have been able considerably to reduce their cost of haulage
(a charge which in such circumstances would necessarily take into consideration
all items of expenditure of every class except interest on Capital) by introducing
economical methods of working, and are, as a consequence, able to charge rates
now, which a few years previously would have forced them into bankruptey.

195. It is not suggested that such large reductions as those indicated should

be made straightaway in India. This could obviously not be done without
serionsly disturhing the finances of the Government and the railways.  But I
am of opinion that considerable reductions are immediately possible, and that
they are necessary, more especially in regard to the lohg distances for the
proper development of the traffic. Exactly what the extent of reduction on
each railway should be, and how it should be applied, I am unable to advise as
- definitely as I would have wished (the question needs a much longer study of the
local oconditions on each railway than I have had time for, considering the
very extenslve ground embraced in my Reference). But I have shown to what
extent relatively these reduetions can be carried. Speaking generally, they
should be on a sliding scale, the percentage of decrease starting at a compara-
tively low figure for short distances and inoreasing as the distances grow greater.
On through traffic, that is, traffic going over more than one Company’s
line, all fares and rates should be caloulated on the through distance (this is
really expeoted by the Rallway Act, but in practice is rarely done), and the
reduction should always be applied on the entire distance and not merely on the
local distance of each railway. It is the practice that prevails in India, of
calculating rates on the distance to the junction only, which is to some extent
responsible for a good many of the high rates now obtaining, since the traffio
only gets the benefit of sliding scales of rates on the local distance to the
junction instead of on the whole distance that the traffic is carried. But if the
long distance traffic is to be developed in the manner that such traffic has
béen developed in America, the distance must be taken fmm the étaﬁon of

origin to the station of destination, and the charges calculated on thls through .

distance at the reduced rate.

The percentage of reduction would necessarily differ on each railway, and.

the reduction would have to be larger onsome railways than on others, since

the rates at present charged, and the conditions, are not the same on any two

railways. Further, the figures I have given all deal with averages. It does not,
therefore, necessarily follow that every rate at present charged in India will
need to be reduced—some might possibly need to be raised, though I think this
doubtful—but on the apecrage, there would require to be a reduction to the
extent named to'secure relative equality.

ﬂ.
Fares and Rates,

196. Any reductions of Fares and Rates must necessarily result in a falling-off
of revenue in the first instance ; but, if the experience of other countries similar
to India may be taken as any guide in this respect, the impetus which the

" reduced rates will give to travel and coramerce will be so great as to throw fresh

vigour into the whole business of the country, and to amply repay in a very short
time the temporary loss. |
197. It may perhaps be properly mentioned here that the rates for coal were
generally reduced in August last, the amount of reduction varying with the
distance, and it has been suggested that the result has not been very satisfactory
I do not think any argument can be based on this experience, as it would be

-obviously unreasonable to say that a reduction in rates had led to a lower volume

of traffic being moved (as has actually occurred), and it is well known that

‘the present dulness in the coal trade is due to causes entirely forelgn to any

reduction of railway rates.
The effect of a change in rates can rarely be judged in the short space of

four or five months, but, given a reasonable time for the trial I feel satisfied

that the reductions in fares and rates which my remarks point to will be shown
by experience to have been fully justified. |

108. Minimum rates.—A point connected with all Fares and Rates which
has some importance is the Schedule of Maximum and Minimum rates prescribed
by the Government. The rates vary to a small extent on the several railways,
but under the revised contracts they are usually as follows ;:—

Maximom. Minimum.

Pies, | Pies,
Passenger Traffic—1st class . 18 12
znd ”» ' . sl L]
1 »]
nter. ,, . 45 ]
8rd . 3 1%
e 1 |
Goods Traffic—Special class . 3 o
st ., . é?
1
2nd » . ! ‘ i
B -
1.
4h . %
‘ 5th » 'y l
. ) :
Explosives class , 1=
S 5
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In the contracts with the original guaranteed. Companies, the English

practice was followed and only & ‘maximum was prescribed. When, however,

traffic, railways should be empowered to lower
mum ; in other words, that the minimum

working under the reviged contracts cannot
at unremunerative rates ang keep this up
income, and I think self-ip

rates below the prescribed mini-
should be withdrawn, A Company
enter into competition with another.

control against recklegs competition. If it doeg not
the power to step in and stop it when they

199. 7illa tz‘clcete.«-’l}uming from
the erection of substantial villag or resi
in the vieinity of large towns or busi

please.

general principle ¢ detaﬁs, to éncourage

dential houges along the lineg of railwa,
ay

1 He Less. centreg, .
live in the 'country instead of staying in towna‘nd- to mduce businesg men to
e y & ‘fl‘ee

distfmce from the one place to the other, withiy 5 radi foket Covering the

be 1ss1}zed to_the occupier for a series of yearé us °f, say 20 miles, might

sideration of the traffic which may he expeeted(m 18 the usys) Périod) in cop-
T 24 from kg

travelling to and fro. Thig would family and visitors
revenue, and, wherever the arrang.

200. Week-end, Ewcursfion, and 1;0
no cheap week-end, eXcursion,

. facilities ; . ) :
other holidays extendeqd to the public 1418 In connection with Bank ang
201. Coolie trafie, ’

Der passenger per mile as against 1-41 Pies in India,
203. Traders’ tickets.—To enable traders to b

: alp i
traffic, & system of Traders’ Ticket might bo ings P in the development of the

oduceq op Indian railways, -
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I understand the practice was followed on some railways but was discon-
tinued as the Railway Conference expressed disapproval of it because it was
considered that it encouraged unfair competition. It has been attended with
satisfactory resnlts wherever it has been adopted in other countries, and I am of
opinion that it could with advantage be generally introduced in India.

204. Classification of goods and through Rates.—For through booking, that
is, in the case of traffic passing over more than one railway, there should be one
general classification of goods for all India, and subject of course to exceptions,
one scale of rates applicable on the through distance from station of origin to
station of destination. This is now the general practice both in England and in
America. The present practice of permitting each railway to have a separate
classification and a separate scale of rates applicable on the local distance to the
junction only, leaves the public in much uncertainty as to what the rates are

“and gives the goods and other clerks a great deal of unnecessary tromble in

calculating the charges and preparing the way-bills and invoices.

All rates should be calculated on the prescribed scale by the shortest route
and divided in mileage proportion, between the railways forming the shortest route,
or, between the railways forming such other longer route as may by mutual
agreement be ﬁsed for the traffic. '

©205. Invoicing and Way-billing of Traffic.—As a consequence of the present
procedure, the way-bills, invoices and registers have numerous ¢élumns in which
the forwarding clerk has to fill in each Company’s proportion of the through
rate. The amount of labour and unnecessary expense that this involves, to say
nothing of the delay in.booking and forwarding the traffic and in preparing the
receipt for the consignor, are considerable. The clerk should be furnished with

atable of distances and a scale of rates and he should be required to enter only
the through rates in the way-bili or invoice. The division of charges between
the several railways is a matter entirely for the Audit office. Thisis the system
followed in England, and it is very advisable that in the interests of all
concerned a similar system should be adopted here without delay.

206. Goods and parcel collection. and delibery.—lt is not the general
practice on Indian railways to undertake the cartage, collection, and delivery
of goods and parocels, but the convenience and economy of the arrangement to
the public, and its bénefits to railways themselves wherever it has been tried
are so great, that the system might with advantage be infroduced on a more
extensive scale, especially in the larger towns in India.

207. Erection of Passenger stations and Goods depsts,—~Indirectly, but still .
intimately, connected with the question of Fares and Rates is the ldcation of
Passenger stations and Goods depéts. In a good many cases these have not been

so placed as to meet, to the hest advantage, the requirements of the public, and
‘ ¥
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they are in consequence costly to work, and subject the public to unnecessary in-

convenience and expense.

To enumerate instances of bad location would be futile, since every railway
in India affords numerous examples of this. The mistake was chiefly made
when railways were first begun in India, the ideaat that time apparently. being
that the further the station was placed from a town, the less it would be in the
way. Wiser counsels have since prevailed, but the evil has not yet been com-
pletely removed. Stations and Goods depéts should always be placed on the town
or business side of the railway, and in the position most convenient for the public.
Otherwise a tax is imposed in perpetuity on the people and the trade, since the
- further the station is from the centre of business the greater is the expense of
getting to and from it. ‘ ‘

208. Development of local industries.—1 do not think sufficient attention
is given to the creation and development of local industries. The more numer-

- ous the local industries are along a line of railway, the greater always is the
prosperity of that railway. They not only give their products to the railway to
ca.rty but their presence creates a great deal of traffic in both passengers and
goods, which but for the local manufactories would never come to the railway '\
at all. Every encourdgement should, therefore, be given to the opening up of
more local industries by offering special facilities in the way of rates and accom-
modation, at all events until they are fairly started and giving more easy
terms in regard to the laying down of sidings to the works,

209. Equalisation of traffic.—A very large part of the traffic on Indian
railways is forced into two or three months of the year. Ifis, Tam aware, very
difficult to alter long-established customs of Trade, but if what ig known as
the “busy season traffic ” could be spread over a longer period, it would be an
enortous advantage economically not only to raﬂwﬁ,ys but to the trade of the
country as well. Fewer engines and wagons, fewer ships,
towns where land is expensive, would be required and the cost of transportation
generally could be considerably reduced. The unaided efforts of railways alone
cannot bring about the necessary reform, but railways might help towards it by
the quotation of lower rates during what are known as the slack seasons of the
year, so as fo encourage the publie to forward more of their heavy traﬁﬁc during

the slack season and thereby relieve the pressure during the busy period. The

idea may sound Utopian, but it is well worth an effort, in view of the great
benefits which would result from its realisation. ,

| 210. Risk Note—The conditions atfaching to the Risk Notes fn uso on
Indian railways, which it may be mentioned have the sanction of law, are of a
very onerous nature.  Railways are not only exempted from all liabﬂity for

loss or damage to the property while in transit which they could not with due
care have prevented, but they are relieved of responsibility for the wilful acts

fewer warehouses in -
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‘of their own servants. " In other words, if a consignment has totally dis-
appeared while in the possession of the railway, the Law Courts hold that no
olaim lies against the railway under the present wording of the Risk Note.

In England, a railway is not exempted from liability for the wilful acts
of its own servants, and the present conditions in the Indian Risk Note cannot
work in the best interests of the country. For convenience of reference copies
of the Indian and English forms of Risk Note are printed as Appendix O, and

I am of opinion that the Indian form should be assimilated to the English form.

211. Claims.—There is general complaint against and considerable dissatis-
faction with the delay which occurs in dealing with Claims for compensation
and refunds of over-charges as also with applications in connection with rail-
way questions, for which I find there are good grounds. It is very desirable
that matters of this kind should be dealt with expeditiously.

212. Coal traffic.—Strong complaints were made, with the reasonableness
of which I was satisfied, of the loss sustained through abstractions from the

trucks while in transit and through coal being piled up to a greater height

than the sides of the wagons, which resulted in the falling off of the contents .
while the train was running and during shunting operations. Complaint was
further made of the refusal of Railway Companies to weigh wagons at the
journey’s end and to pay compensation for the difference between the weight
delivered and that invoiced and charged for, or even to allow credit for
freight charges on the undelivered weight. In dealing with a commo-

dity like coal, some allowance is necessary for dryage during transit, but

the amount of this is easily ascertainable. The loss referred ,to is, however,
attributed to other than natural causes, and to ignore the reasonable representa-
tions of the trade in regard to it, practically amounts to a raising of the rate
and the imposition of restrictions on the development of the trafic. The public
have a right to expect that they shall have delivered to them the same weight
of trafic as they deliver to the railway for earriagé,_that their goods shall be

* re-weighed at the time of delivery, and that they are required to pay freight on.

10 morg than is delivered to them after making due allowance for differences
in scales and losses due to natural causes. - _ Ny A_ .
218, Complaints were also made with _respect. to the high rates for coal
generally, and especially for long distances. The rates have very recently
been reduced, though the concession has been deprived of much of its value by

. the new rates being made *Owner’s Risk I}ates” But, as T have shown

in an earlier part of this chapter, the rates agp still very high and, in my opinion,

- require to be considerably reduced, if the traffic is to be fully developed.

214. In connection with the question of the cosl rates, the charges made on
coal to Bombay werespedially brought to my notice. At present the traffie is

+ carried by rail (about 180 miles) to Caloutta and from there by sea (about 2,080
o miles),"the hirson

rate by the direct rail route (about 1,147 miles) being probibitive.
: : ' . ne

/

Y
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The sharges by the two routes are a% present as follows 1~
7id Calenliam e o, .
Ra. A Ba 4.

By il . . . & 10
Bysﬁ:a » . “i 8*

Dovk charges at Oslentta 0 10 7 12t

Vid so8{ voute~
16 % 8 3

215. To the Caloutts or sea route the objection is made that the purohaser
is never sure of getting the particulsr quality of coal he purchases aud, T am
informed, that the coal is subjected t0 so much handling and consequent damage
that, to avoid this, the large consumers of coal i Bombay and the coal merchants
in Caleutts ave prepared o pay 28 high & rate as Hs. -8 a ton by the all-rail
route. * ‘

Thess rates, however, are below the minimum which the railways conosrned
{ibe Bengal Nagpur and the Great Indiar Peninsals railwags) are permitted

-0 charge, and some doubi has been expressod whether the iraffic gould be
" profitahly carried st Re. 11-8 a ton.

918. In America, to weet water and other comyetition, the loads of trains
are now 28 high as 4,000 ions. In India the highest load at present is
1,000 {ons, and on this basis, sssaming that one-third of the load is tave or
dead weight, there would he  GG6 tons of paying load in each train which

would yield a gross revenue of . . . . . Rs. 7,650
Rs. A P
Dedust R, 14 por mile for working expenses 1,720 8 ¢

{Asa matter of fact o train of thie natnre conld
be run for little aver ang rapes s mils.)

Allow the game for the emplty wagong
returning, and even sesuming Done of

them get s back load . . . . L7 8 0 3441
The profit per train of coal woald be . . . ﬂ;;;
Which would be equa:t 0 8 preﬁt Pef ﬁmﬁ ’

mﬂﬁ 02 ¥ * ! > . » 1'83

The avirage gross earaings per gwds t:am

mile on the Great Indian Penindula and

Beogal Nagpw wilways in 1801

amounted to shout . 364
and the working es.panws, mﬂluﬁmv &11

charges for supervigion snd other fixed

expenses which are not affected by varia-’

tions in traflie, amounted to shont . , . 188

showing a profit per teain mile of about . . V8T

A s .

% Tho retes, 1 s mﬁomed ALYy be&ween B, 6 and Be 4B ton.
¢ o thia have t by sded Dosk and otbes cherges in Bombey, the amowns of which i wiknown,
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217. Whilse, therefore, there can be no doubt that the Bengal Nagpur and
the Oreat Indian Peninsula Railway Companies could carry the coal from the
coal-fields in Bengal to Bombay at a rate of Re. 11-8 a fon without les, and
could earn from the traffic at least as great profits as they now earn on sn
average from each goods train they rus, I think there can be equally little
doubt that it would pa;y them to carry the traffic for a great deal less than their
normal profits on each ton havdled, when the alternative is the loss of the
business altogether. The railways could, therefore, afford to carry the coal even
at a lower rate than Rs. 11-8 a jon without suffering any loss.

If heavier engines were employed to haul the trafic and if the high carry-
ing capacity American wagons, which are partionlarly suitable for this olass of
traffic, were nsed, the rates could be still further reduced, as the working expenses
would be materially reduced, since the more the tonnage carried by each train
the less would be the cost of haulage and the greater would be the profifs. |

218, T said in another place that in’ America wheat was being carried for
long distances af ¢ profit at two 'pies & ton a mile and maize at a still
lower ate. What Americs has been able to do, India should be able to do and
much more, seeing how much more expensive everything is in Americs.

A reduction in rates by the il route may lead to competition with the sea
route, but that does not, in my opinion, a?pear to be a sufficient resson
for depriving the yreat coal industry of Indis of the means of development
which would be secured by the reduction in rates by the rail route which is

~ songht. It is not merely a question whether the fxaffic shall go by land or by

sen. The disabilities under which the traffic at present lsbours open the -door
1o the introduction of English and Japanese coal, and these should be removed.

Al ~

Royxxne Srock,

219, The Rolling 8tock on Indisn railways, speaking generally, is not well
adapted to the requirements of the traffic either in design or utility, and, in my
opinion, falls short to & serious extent of what is necessary for economieal and
efficient working. S

220, Railway Rolling Stock conaists of (1) Engines, (2) Pa.saanger vehioles
of the different classes, (8) Goods vehicles, and (4) Miscellaneous vehicles. The
last class needs no comment, as the service in which it is employed is special

-and limited, The remainder I will deal with seriatim.

221, Engines. ~'The conditions of the traffic in Amerios and India are very

szmﬂar and a comparison between the two countries would, I think, be not

unreasonable In America loads of 3,000 tons are now quite common and loads

- of 4,000 tons are fast being introduced. In Indis the hest load on any railway
is the E&st Indian rallway load of 1,000 tons which i is much above the average.
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222. The question of introducing engines of higher power and of limiting the
number of types of engines has been dealt with recently by a special committee,
and it is unnecessary to refer to it here further than to say that, unless in quite
exceptional circumstances, five different types of engines should be ample for
the train service of even the largest lines, viz., one for fast Passenger trains, one
for either ordinary passenger or fast goods trains, one for heavy goods trains, one
for branches, and one for shunting yards.

223. The high-speed passenger and high-capacity goods engine at least
should be of the most powerful build consistent with safe working, and the
permanent way and bridges should be strengthened where necessary, on the
principal routes at all events, to permit of their being introduced, Just as is done
in the United States in similar circumstances.

Shunting engines should be of such construction as to permit of their
being moved . backward and forward with the utmost expedition, and the work
now performed by special shunting engines should not be left to be done, as in
most cases at present, by the ordinary train engines, or by old engines quite
unsuitable for the purpose. The “Tank” engine is now recognised as the
wost efficient type for this service, and hag been introduced on some of the
railways with the successful results which were to be expected.

224. In India, railways profess to run a train with as many wagons as the
engine is economically capable of taking at the speed preseribed, which is
uspally very slow. There can be no doubt that the principle of working an
engine to its highest pulhng power consistent with a satisfactory service is a
sound one. But I would recommend that railways should be required to make
experiments to see whether they are getting full work out of their engines, as,

from a series of test cases which I had made, I am not satisfied that this is the .

case on all railways. .
226. Engine mileage—In the compilation of Time-Tables, railways
should p&rﬁoﬂaﬂy endeavour to arrange their goods trains in pairs, that
18, an up train to pair with a down, §0 that an ‘engine going out from its home
station shall always have a tlmmg to come back to as soon as it has had a
reasonable halt at the out-station.
In practical working, an engine is usually requlred for a load either from

its home or from the out-station. In any ocase the traffic is usually more

important in one direction than in the other: The direction in which the load

is to travel fixes, or should fix, the train in that direction, and this‘ train, and the
one which is paired with it, should be simultaneously notified to run, so that the

engine may be certain of returning home as quickly as possible. Any, system
which permits of trains being ordered to run without regard to the train by which
the engine is to return, roust lead to engines being delayed nesdlessly at out-
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stations, deprive the railway of the full use of them, and necessitate the employ-
ment of more than the service really needs.

The question of re-arranging the distances between changing stations, so as
to get a full day’s work out of the engine on each trip, might also be re-

" considered to see if any alteration would be economicaily possible.

The extra number of engines at present kept to meet the permdma& preesures
of traffic no;doubt contributes to the lowering of the average, but notwithstand-
ing this drawback, I am of opinion that the daily number of miles run by an
engine in India, especially where, there are long leads, could be considerably
imprdved by more methodical working.

226. Delay in repairs.— Another of the causes oparating against better results

‘would seem to be the number of engines constantly under repairs. Appendix P

shows the percentage for the several railways. - It varies from 714 per cent. on
the Darjeeling-Himalayan railway to 26'24 per cent. on His Highness the
Nizam’s railway, the average being generally over 15 per cent. In England and
America the average does not usually exceed 8 per cent. An engine is a costly
article, and T do not think the results presented in Appendlx P can be regarded
as at all satisfactory,

229. Passenger V. ehicles.—Indian railways are very backward in their.
éxhployment of bogie carriages. No other kind of vehicle is used in America,
as they are now considered to be much superior to the four or six-wheelers in.
comfort and convenience to the passenger and in economy of working to the

. railway. 8o much is this now recognised to be the case that bogies are being
~ extensively introduced all over Europe. The bogie appears to me to be

a class of vehicle specially adapted to Indian conditions, and the buila‘ing_ of any -
more of’,the' present type of four-wheeled vehicle should, in my opinion, be dis-
couraged. The composition of all the important trains should be made to consist of
bogiestock. The attachment of bogies and four-wheelers on the same train should
be avoided as far as practicable, and four-wheelers (of which there are more than

,'enough for such traffic as they may be regarded as useful for) should be con-

fined, as far as possible, to these special uses a.nd to the less 1mportant trains and

‘branch line servioes. Of course it will not be possible for some years to ensure

that the composition of even the 1mporta.nt trains ehall be entu'ely bogies, as

| there are so many four-wheelers, but that is the object which, it seems to me,

should be kept in view, and it cannot be attamed while rallwa.ys continue

to construct four-wheelers. .
228. All new pnssenger vehicles should be provided  with lavatory aooom e

o 'modatlon in .the third as well as in the higher classes, and the existing lower

class oarriages travelhng on all but short distance trains’ should be fitted
with lavatory accoinmodation as soon as this can ‘be convemently arranged.
I received numerous eomplamts of the gréat i mconvemence suﬁered from
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the absence of this accommodation, and, considering the conditions of railway
travel in this country, there can be no doubt that the complaints were wel]

founded. Since my first arrival in the country, however, the question has been
taken up and orders have already been issued by the Government of India for

the necessary accommodation to be provided, and it only remains now to see °

that they are carried out without undue delay.

229. One of the peculiarities of  Indian railways is the provision of carri-
ages for no fewer thau four different classes of passengers. This unduly increases
the dead weight of trains and the cost of working. The average number of
passengers of the different classes in each train, in 1901, was—

-¥ ! g
Gange. 2nd. Inter. 8rd. ! Season tickets.’ Tota .
Broad 545 | 1364 | 173%5 | 456 198 3
Metre . . 8345 859 | 21787 063 ' 22592
Broad and Metre . 4:86 1065 | 18666 & 839 206°87

|
and it becomes a question for consideration whether it wmight not be e;pedient
to reduce the number of classes. I am disposed to think that if some railways
(for instance the railways in Southern India and in Burma) find three classes
sufficient, all should be able to do so.
230. Goods vehicles,—On the metre-gauge railways bogie wagons (but with
a low carrying capacity) are used to a limited extent. On the broad- -gauge
- railways, they are used to a still more limited extent. But the high-capacity
American bogie exists nowhere in India.
' 231. For the higher class traffic which is consigned in small quantities,
the four-wheeled wagon is, perhaps, the more suitable type of vehicle, though
in America they have not found this to be the case economically ; and for
such traffic a percentage of the four-wheeled low- capac1ty stock might be
retained. But for the heavy traffic which represents 80 per cent. of the whole
traffic carried by Indian railways, the most economical vehicle is pre-eminently
the high carrying capacity American bogie truck. The conditions in regard to
traffic in India are not at all dissimilar from those in America, and I can see
no reason why India should not be able to derive from the use of such vehicles,
the very great benefits which America has done.
. 232. Without going into the scientific value of large wagons, or why these

are more economical if placed on bogies, a few practical considerations may be !
mentioned to show the great advantage of the h1gh-ca.pac1ty American bogie |

over the most up-to-date four-wheeled stock in India.

- 233. The chief of these is the high ratio of paying load to dead weight,
The best vehicle on the East Indian railway, which cames the bulk of the coal
traffic in India, is a four-wheeled open wagon, the tareof which is 7 tons

17 cwt. and 2 qrs,, with a carrying capacity of 16 tons, that is, the ratio of
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paying load to dead weight is roughly 2 t01. (I am informed this railway -
has now under construction four-wheeled stock with a tare of 7 tons and a
carrying capacity of 17 tons.)-

234. In America the best yehicle is an open bogie, the tare of which is
17 tons 10 cwt. with a carrying capaocity of 50 tons, that is, the ratio of paying
load to dead weight is roughly 3 to L. ‘

235. The load of the Indian train is 1,000 tons (though in practice about
10 per cent. extra is taken), which would be made up—

—_ ’ Tare. Capacity. "Total.
Tons. Tons. Tons,
In the case of the Indian vehicle, of 456 wagons . 354 | 120 1,074
Do. do.  American bogie, of 16 wagons . 280 800 1,080
Difference in favour of American bogie . . —74 + 80

236. In other words, assuming that the engine can only take the same
weight of bogies as it does of four-wheelers (as a matter of fact, as will be
shown presently, it can take considerably more), with the American vehicle
80 tons more of paying load are secured over the present Indian- train, that is,
an increase of over 10 per cent. in paying load with a reduction of over 20 per
cent. in dead weight, while with the four-wheeled vehicle the paymg loa.d is-
sacrificed to the dead weight. :

237. Now the greater is the average load in a vehicle, the greater ‘will be .
the average paying load in a goods train and, consequently, the lower will be

- the cost of hauling each ton moved. 'When, therefore, the saving in one train is -

multiplied by the large number of trains which is run during the year, the
ensrmous economy that would result from the introduction of the American -
high-capacity wagon becomes appa.rent _

238. But the improvement in train load does not stop here. Experiments
in America have shown that the higher the gross weight of the vehicle, the lower: e
is the ton fesistance, and consequently that an engine can haul a higher load of .
bogies than of four-wheelers, and of high-capacity bogies than of low-capacity
bovles The mere fact of concentratmg the weight of the train into a few ocars
makes it poss1b1e, (1) if the load is not increased, to effect a marked saving in
the consumption of coal by the engine, or (2) to increase, and considerably
increase, the paying load of the train, on the principle that * the nearer the
load is to the horse the easier is the draught,” and beocause the fewer the
vehicles the less in proportlon is the friotion, also the fewer the spaces between .
vehicles the less is the energy of the engine absorbed in overcoming air resistance.

I understand these conclusions are not borne ont by the experience of the
North Western State ra.llway, but the results obtained in Amenca. would appea.r

to‘be 50 obvmusly wliat mlght be expected, that I thmk it may be rensonably
X
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assurned that the failure ‘ot the Tedion vebide must have been due Lo faulvy

censtruction. .

239. Again, the use of the high-capacity Americanbogie reduces the initial \

outlf»y on ‘s‘wok and the subsequent maintenance chaxges, one §0- ;
bogie costing less to buy than three four-wheeled Tngia; O ton American
much less to keep up, an importan ® Vehioles,

t consideration i wa:
240. Further, there is also the great gavi L Iu railway working,

paragraph 235 would measure
‘ A Te! i
X45=1,020 ft. That is, ey

belarge wagon with the large ¢

rdieVé thg‘ mn'qesﬁ . . ,
- - gestion by reducing th ge engine would at onée
Péruatiting of the traffo being wro © mumbet of trains, while at the same time -

of:loeomatives, ught with a smaller staif and & smaller nuraber

' . - th

difficulty of moving it by R ;’ab‘:se of h;;he heavy hagie, namely, the

special contriva , A ur, been overcome in Ameri :
hl;wi ton vances, by means of which one' man is able mme . America by} '?
, est wagon, so that this objection ean o Io o @ove glong the(
tion. . . ngerybﬁ urged ag&inst\its ado p_

245, Tt is not proposed that the - ' ‘ ‘ :
, the present vehio) . ‘
vehlcles should be at once

superseded ; but in building new stock, the existin

beyond what is necessary for th

: . o De conveyance of ‘ , ..
quantities, for which ‘there is now an am (1)9 the ltraﬁio consigned in emall
years to come. pie supply. of th

' 246. At present, Where old ang ‘ '

. worn out stook is bei o o
eﬁcirts of‘ rz'i,ﬂways are being directed to the designing of fo elng replaced, .the.
which will mbréase ﬂie_rat‘io of paying M to tars or d:(;w peled 'f"hwl”.;

R N , weight, hat-
ever ?ay be don® in this duecﬁon s 50 far satisf; tary ik itlg:lédﬁez: th ;—"

and obviously

mns«? P the weights roferred to in’
a : f.t' X 16==584 ft. and 2% ft-
train, in addition to cn.rrymg

§ type should not be extended |

ese trucks for many

ey
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non-paying weight in a train, but even when the four-wheeler has the same
ratio of capacity to tare as the American bogie, the latter would still be by

. far the superior vehicle, as the long wheel-base with resulting rigidity would

remain with the four-wheeler, and it is the flexibility of the bogie with its
comparatively short length which gives it the great advantage over the four-

A

wheeler, , :
24%. Wagon supply—Increase of.—With the great development which is

taking place in the trafiic in Indis, indents are constantly coming in to the
Government for an increase of the wagon supply, but as I have shown in an

. earlier part of this chapter, wagons are not at present heing worked to their full

power because of the time taken at the despatohing station between the time
they are put into the sidings to be loaded and the time they are forwarded, and
at the terminal stations before they are unloaded and made available for a
second load or for return, and becauseof the time they take in transit between
the station of origin and the station of destination. These delays naturally
restrict the wagon supply, and seriously interfere with the utilisation of the
rolling stook to the best advantage. o S

To meet the large inorease of traffic which comes during the busy season
it has hitherto been the practice to supply extra vehicles, but T am of apinion
that this over-pressure would be more satisfactorily met, not by running: the

‘heavy and unwieldy trains necessarily at glow speeds which may be suitable

for normal times, but by running trains with lighter loads at a higher spoed.
An increase in the speed of goods trains would not, as is amply borne out by ex-

perience, lead to anything like a proportionate reduction in the load of the
train. By increasing the speed cf trains, therefore, during times of pressute
'not only would more work be got out of both engines and wagons, but. a much

smaller number of both would be requiréd’ than would be mecessary at the

“glower speeds, and large outlay on Rolling Stock with subsequexit maintenanace

expenses would be avoided; The provision of a special supply of engines and
vehicles to meet the busy season’s traffio is very far-reaching in its consequences.
Apart from the stock lying idle for the greater part of the year or rendering .
insufficient service, it involves outlay in the provision of standing room at
stations and. possibly leads to a duplication of the track with all the subsequent

- expense of maintaining them.

T do not think too much importance can be attached to this question. An
enormous amount of meney could be saved by a better utilisation of the rolling

“stock, and T am of opinion that 'befoie tl.xe Government sanction any increase
-to the present supﬁly, they s_hould reqnire‘very clear evidence thaé the dlmmﬁt, ‘
in which railways find- themselves cannot be qvercome in’ some less costly
» : N : ! . . L R '("& ;r‘-'/;"‘\\ y

s
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248. For minimising the extent of rolling stook and securing economy in
".working, wagons of large carrying capacity are peculiarly fitted for the grain,

seed, cotton, jute and coal trafic. Inshort, the sound principle to be adopted
for the economical working of any railway is to have vehicles of large carrying

ccapacity with the least possible dead weight, a policy which has been attended

with such very satisfactory results in the United States and Canada.
’ 249. Azle loads—Such stock, however, as the very economical 50-ton
American bogie or high power engine, is not possible in India under the
restrictions at present imposed by the Government on the loads which may be
placed on engine and wagon axles, This restriction is due fo the fack tLat the
roadway and bridges are not considered strong. enough for higher loads. The
railway bridges in India are much more substantially built than those in
Amerjca and, generally speaking, have a considerable margin of safety. The
permanent-way can always be strengthened by closer sleepering.

250. In view, therefore, of the axle loads permitted in other countries and
the large margin of safety which admittedly exists in the case of all Indian
bridges, in view also of the great savings which would result from the adoption
of the larger engine and wagons, the question of increasing engine and wagon
axle Joads is entitled to most serious consideration.! That consideration it is
‘now receiving at thehands of the Government, on the report submitted on the
-question by Mr. C. W. Hodson, Director of Railway Construction, and it is only
necessary for me to remark that true economy lies not in making the stock to
fit the road, but in improving the road to fit the stock. In America the greatest
importance is attached to this policy and any outlay incurred in the attainment
of it is regarded as immaterial in view of the great advantages secured
therebj. In fact, it may with truth be said that America owes her present
commercial position in the world to no small extent to her low freight rates,
which have been only rendered possible by the enormous 10a.ds her trains haul;

and that some American railways which were in financial difficulties were only |

able to save the situation by adopting the arrangements advocated.
261. Repairs to Rolling Stock.—The number of engines and vebicles nnder

repairs at one time on Indian railways is very high as will be seen from

~Appendix P, and this cannot be regarded as at all satisfactory. I was assured
that special efforts were made to turn out of the workshops as much stock as
‘possible during the busy season and to defer repairs till the slack season, but I
did not find that this was always done.

There is, in my opinion, room on'all railways for a very marked i lmprove-
ment indeed in connection with this important matter. -

252, Automatic coupling.—The centre-buffer coupling in use on the metre-
gauge railways in India, should be on the principle of thé central autdmaj:ic
buffer coupling in use in America, which has doublo instead of single acticn.
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These couplings afford much greater security to the shunting staff, expedite'

marshalling arrangements, and make it immaterial in which direction the coup-
ling of the next vehicle faces.

It is deserving also of serious consideration whether the central buffer coup-
ling should not be adopted for the broad-gauge stock. ''he Great Eastern
railway in England is introducing this type of coupling (in combination
with the ordinary style of coupling for use when an old and a new type
vehicle come together) and its advantages have been fully demonstrated in
America. I shall have occasion:to refer to this question again later.

253, Widening of vekicles,.—In America and on the Continent, the gauge
of railways is 4 8} and the width of vehicles 10’ and 1¢’ 6"
respectively, whereas in India, where the broad gauge is 5 67 the width
of the vehicle isonly & 6”. It becomes, therofore, a question for consider-
ation whether more advantage cannot be taken of the broader gauge in
India in buildiﬁg vehicles in the future. The subject is involved in the

general question of ganges, and I propose, therefore, to defer dealing with

it till T come to the larger question.

TRAIN WORKING BY ABsoLuTE Brock. ' .

954, It is not the universal practice in India to work trains on what is
known as the Apsolute Block System. Still less is it the general practice to
employ any system of Block Instruments to provide the necessary a.uthonty for
a train to proceed from one station to another. _

955. Even the main routes over which the fastest trains runm, are not
supplied throughout with Block Instruments, as will be seen from the following

. statement ; and, where such instruments are at present employed, they are not in

all cases of the type which supplies tangible evidence to the driver in the form
of a token, that aunthority has been duly received from the station to which his
train s about to proceed : — ~

_ . Nnmber -
. ’ Number of | supulicd with
Section of lines, Railway, stati:ng in sprem]
. seciiona Block Instra.
* wents,

. Great Indian Peninsula 115 115
Bombay to Calcutta { ' ‘ \
_ o East Indian . . . .| " 169 43 ,

. A
: : Great Indian Peninsula . 157 110
Bombay to Kalka . { S ‘ o
e Acma EastIndisn . . . .| 80 | 33
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Nnmbef
. ‘ Numberof |supplied with
Section of lines, Railway. stations ‘n spel
section. Block Instru-
. mentd.
(| Great Indian Peninsula . o 167 i10
Bombay to Lahore . 4 | Baet Tndian . . . , 44 12,
: ‘ :
{| North Western . < 30 0.
' Great Indian Penivsula . .. 78 | 78
Bombay to Madras . ‘<
o |Madrss . . . . 82 51
Calentta to Kalka . . | East Indian . . ( 240 b7 ‘v
. East Indian . . e 2.4, B7
Calcutta to Lahore . .- I ‘
North Westerr | 30 0
Kurrachee to Lahore - . .| North Western . . . 100 “ 0

256. The‘number of stations supplied with special Block Instruments on
each railway is shown in Appendix Q. The peroentage of stations so supplied

for all India was, at the end of 1902, only 17'568 per cent., so that the number -

at present fitted is not large and the progress towards a general adoptmn of -
the system is very small.

257. Not only is this so, but, as I prevmusly remarked, »all raﬂways do
not work on the system which prohibits one train from entering a section until
the previous one has oleared it, and the following raﬂways still work on what
is known as the “ Line clear and Ca.utlon message system :’

(1) His Highness the leams railway; (2) The Bengal Central railway ; (3) The
Bengal atd North-Western railway; (4) The Jodhpur-Bikaner 'railway;*
{6) The Darjiling-Himalayan railway; (6) The Morvi railway; (7) The
Assam-Bengal ; (8) The Burma; and (9) The Bhavnagar Gondal—Junagad
Porbandar railway. -

' :
Up #ill September 1902, the East Indian railway followed this system on sixteen -

ﬁsections{ of its main line, but steps arebeing taken to discontinue it as soon as
“possible, and it is expeoted that the practice will very shortly cease. The three
State railways (North Western, Eastern Bengal and Oundh and Rohilkhand)
only recently abandoned it, but have not done so wholly. On branches, two
ti'aihg are permjtﬁed to be on the same section, that is, between two stations, at
the same time, and on all portions of the line, a ballast train is permitted to
follow an ordinary train before the latter has cleared the section by reaclnng the
station in adva.noe,

“upon the deomon ab whlch Government arrive in regard to the provmon of
\' Oapltal for Improvements '

8%
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258. In England, this procedure would never be permitted even on lines-
with the lightest traffic, and I do not think that the arrangemehts in India

" in connection with this most important matter can be regarded as at all satis-

factory. ‘

259. On lines, or parts of lines where the traffic is never heavy, the cost of
adopting a system of high-standard Block Instruments would no doubt be
prohibitive, and it would not be expedient to force the expense of special instru-

_ ments 6n such poor lines. But it is possible to secure absolute Block working,

where the traffic is hght without special instruments (even the old *Train
Staff” system, a very cheap method, would secure this on such lines) ; and I
am of opinion that Government should prohibit absolutely the employment

- of any system which permits of one train leaving & statlon, before the previous

train has reached the station in advance.

260. While, however, 1 consider that on the less busy lines special Block
Instruments, might be dispensed with, the main routes and all busy lines (for
instance, the main lines of the Fast Indian, the Great Indian Peninsuls, the
Madras, the Bengal Nagpur, the Bombay, Baroda and Central Indiasystem, the

* North Western, the Oudh and Rohilkhand and the Eastern Bengal State railways)

_shouf& be ic:o‘nzq;'»elleni to adopt some system of Blook Instrument whioh gives -out-
a token, 'and which makes the withdrawal of a second one impossible until the
first has been put back into one or other of the instruments controlhng the

, sectlon between tjgo stations. : ‘ \

9261. There are many kinds of such instruments now on the market,- all of -
whiioh have passed beyond the experimental stage, and two systems have revestly
been invented, one by Mr. Neale the Telegraph Superintendent of the Gieat -
Indian* ?emnsula, rall'Way, and one by Mr 'lheohald a Telegraph Engineer on-
the Madrds railway. ;

I could not with propnetv récommend any particular system for India, but

| I think that the mventmn of local ofﬁcers is entitled to consideration.

- Nor doI think 1t necessary that one system should be adoPted all' over .

.Indla I do, however, consider that there should be only one system permtted ’

on each railway and that that system should be of the mture stated in pa.ra

graph 260. . ‘ ,
262 Wlthm what time the system- should be adopted would depend

k]

t

- 263, But the matter is one of great 1mportance in the mfbrests of the )

trave]]mg public, and I am of opinion that they should not be depnved of,
_ the securlty which the system aﬁords for a longer penod thmﬁve ym T
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INTERLOCKING OF POINTS AND Si6NALS.
264. Even on the main routes where the fastest trains run, the important

precaution of interlocking points and signals has been neglected at most stations,
as will be seen from the following statement -

: Number of | Number of
Section of line, Railway. stations on | stations
sections. linterlocked.
Great Indian Peninsula . . 115 | 18
Bombay to Calcutta <
East Indian - . . . 169 bl
Great Indian Peninsula . A0 187 29
Bombay to Kalka
East Indian . . . . 50 17
l( Great Indian Peninsula . . 157 29
~ Bombay to Lahore { Bast Indiar . . . 44 7
‘ , | .
| North Western . . . . 30 25
Great Indian Peninsula . . 78 20
Bombay to Madras .
Ma.}iras . . . . ) 62 6
Calcutta to Kalka . . .| FEast Indian . . . . 240 45
( East Indian . . . . 234 46
Calcutta to Lahore . ,
ll\ orth Western .. ' . 30 25
Kurracheo to Lahore - . . | North Western . . . . + 100 84 |

265. The number of stations interlocked on each railway is given in Appen-
dix R and a reference to it willshow that, taking the busiest lines in India, on the
East Indian, only 2474 per cent. of all the stations were interlocked in 1902, only

1207 per cent. on the Great Indian Peninsula and only 8'29 per cent. on the

Bombay, Baroda and Central Tndia system. The North Western and the Oudh
and Rohilkhand State railways are the best equipped of all the railways the
percentage on these lines being 4480 and 47'44 respectively. But all the
others are very much behindhand, and some of the railways carrying a large

passenger traffic, for instance the Madras,* the South Indian and the Burma -
railways, have not yet got beyond the experimental stage, and others like the -

Bengal and N orth-Westem have done nothing to prowde this protection to
their constituents. \ .

266. As in the case of the Block Instruments, while I think that, on rail-

ways or- parts of railways where the traffic is|light and the number of trains

® The stations shown as interlocked on the Madras railwsy are almost entirely on the State section recently

leased to the Compuny t& work..
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small, the interlocking of points and signals at stations might be defe:;red till
busiriess improves, on the main lines where the-traffic is hea.v and fast trains
are run, it is my opinion that the points and signals should be interlocked at

~ every station.

267. On what sections this should be done would depend on the volume of
the traffic. Every station between Bombay and Caloutta, Kalka, Lahore and
Madras, Madras and Caleutta, Kurrachee and Lahore, Bombay and Delhi by

- the Bombay, Baroda and Central Indis railway, Bombay and Calcutta by the

Bengal Nagpur railway, Moghal Sarai and Saharanpur by the Oudh and
Rohilkhapd railway, Calcutta and Siliguri by the Eastern Bengal State railway,
on the main line of the Burma railway, Madras and Trichinopoly on the South
Indian railway and Poona and Bangalore on the Southern Mahratta railway
should, 1n my opinion, be interlocked without delay ; and there are doubtless
many other sections of line where the volume of traffic and the speed at
which trains are run require the protection.

268. The rate at which the work shall be proceeded with, depends again
on the decision of the Government of India as to the method of providing
money for Improvements. The question isone of great importance to the
safety of the travelling public, and I do not think the provision of the pre-
caution should be undertaken at a slower rate than will permit of the work
being finished within five years. .

269. Attention may also be called to the marked absence of uniformity in
connection with the fixed signals on many of the railways in India. On some
the distant signal is treated as ar absolute stop signal, on others it is ,a stop and
d.mw-m signal, and ¢ on others again it i is sometimes used merely as a repeater of
the Home or Starting signal. The same signal should always have the same
significance, that is, should convey the same mea.nmg, on all rallways, and this

is the universal custom in England. _
The question is one which has been under the consideration of the Rallway v

Department of the Government of India for some time, and it is very desirable
that an early decisjon should be arnved at. :

ATUTOMATIC BRAKES,

210, Fa.lr progress has been made towards the provision of automatw
brakes on all coaching stook, but much still remains to be done.
271, Appendlx S shows the number of engines and coachmg vehioles on

_each railway fitted with antomatic brakes. >

The North Western State railway is the best equipped of all the railways .
in Indla, and of the rest the East Indian, the Great Indian Pemnsu]a, the

- Bengal Nagpur, the Madras, the Oudh and Rohilkhand State, the Eastern Bengal
' *Btate and the Bombay, Barods and Oentral India (broad-gauge section) are’
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Ped but ra.ﬂwa.ys carrying a large passenger traffic like thd
. ﬁmIm‘;aM_M,,,h;va,‘(worked by the Bombay, Baroda and Central India Railway
Gompany), the Bengal and North-Western, the South Indian, the Southern
Mahratta and the Burma railways are either very bhadly equipped, or entirely
un-eqnipped- In England and America it is compulsory to provide every
coaching vehicle with an automatic brake, and I think the same rule should be
applied to India. It is difficult to confine the order to main lines-as vehicles
used on branches do find their way on to the main line, but it might be made
permissible to only pipe vehicles usually employed on branch and mixed train
services. ¢

It may be observed that in the United States not only are all passenger
vehicles requirfad to be provided with automatic brakes, but all goods vehicles
also, and I am of opinion that the time has arrived when India showld make
more rapid progress in the same direction.

) iﬁrly dequip

Mi1scELLANEOUS. :

272. Permanent-way.~The permanent:way, both rails and sleepers, on Indian
railways, while well maintained, is not always up to the requirements of the
increasing traffic. All railways appear to be fully alive to the necessity for
strengthening the road-bed, but their pfogress is not always as fast as they
would like it to be on account of the difficulty about getting money,

9278. Dust preventzon on railways. - On a number of the railways, the dust
oreated by trains during their journey, on account of the nature of the ballast
used or the country traversed, subjects the public to much :discomfort, and the
bearings of the engines and vehicles to undue tear and wear, In Ameriea.n,\
railways spray the lines with mineral oil, and the expenence is that uptoa
speed of between 40 and 50 miles an hour the arrangement is satisfactory, but
much over this speed its advantages decrease on account of the greater suction
of the train breaking the crust. The sprinkling is done about once a year,
and for a very dusty line twice for the first year. From 1,500 to 2,000 .gallons
of oil a mile areused in the first instance and about half this quantity there-
after. ,

TIwould suggest that, in the first instance, an experiment might be made
on a railway particularly subject to the dust nuisance, say, the North "Western
railway, with a view to deciding with what advantage the arrangement could be
a.dopted in India.

274. Ballasting arrangements—In America, hopper bottom wagons are
employed for ballasting. They are 40 to 50 feet long, from 80,000 to 35,000 Ibs.
in weight, carry from 90,000 to 100,000 1bs. of ballast, and are fitted to
automatically spread the ballast to any depth. The great advantage of the

o1
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trucks is that they permit of work being expeditiously done and without
the stoppage of the train, and save the carriage of coolies, who are necessarily
idle while the train is travelling between the place from which the ballast is
obtained and the place at which it has to be laid down, and who could be better
employed in’getting another load ready. *

Labour is no doubt’ cheap in India, but the recurring charge of wages, it
seems to me, would tell against the economy of the present arrangement in the
long run. On busy sections of a railway, too,.saving in time would be an
important factor, a,s‘a, ballast train working between stations under present
conditions,;must block the line for a longer time than is convenient.

In America, where labour is expensive, the arrangement has naturally béen
found most satisfactory, and I am disposed to think that, notwithstanding the
cheapness of labour here, it would be found economical in India also.

275. Gmdoents —Built, as many of the railways in India were, with a view
to eoonomy of construction, there are many portions of them which might be
aptly termed humps and hollows. These all tend to limit the loads of trains and
to increase the cost of working ; and a good deal of economy would result from
the easing of the grade by slicing off the tops of the humps and filling in
the hollows. In America and Australia the process has been attended with
much success, and it might be found advantageous to give it attention in India
when other more pressing matters.have been disposed of.

276. Hours of Labour.—1It is difficult to record what the terms of duty of

" the staff are on each railway, as the period of work necessarily ‘varies with the

local conditions.. But, speaking generally, except under exceptional circum-
stances, the hours of duty in India are on the whole of a reasonable nature,
and range from eight bours a day at the larger stations where the work is conti-
nuous, to about twelve at the smaller stations where the work is intermittent
and long intervals for rest are obtainable between trains.

277, Training of Signalmen.—1I noticed that the men in oha.rge of the
interlocking frames in signal cabins were not always as well acquainted with
their duties as they might have been,- It is very necessary for ‘the safety of

“the travelling public that they should have a thoroughly practical knowledge

of their work, and they should, I think, be taught their work in a training |
school before being put ip charge of a cabin. To permit of this, I would sug-
gest that one or more such training depdts shpul& be established on each
line or on collective lines under thoroughly experienced instructors, and that no

‘man should be given employment as a signalman unless he Possesses & proper.

certificate of efficiency from this institution.
Signal cabins differ from one another in importance and it would be impos-
sible to suggest a rate of pay for these men, but I may say that I heard nothing

to lead me to the belief that they were underpaid at present.
‘ - - N2



278 Ssyht and Colour-testing of Railway Employés—It does not appesr
to be the gener&l practice on railways to,test the sight of the staff connected
with the outdoor working of trains at stated intervals. It is very important

that the examination should be repeated at intervals, which should be made
shorter as the men grow older, ’

Ovurpoor Svrervision.

279. I have reserved my remarks on the question of supervision for the
conclusion of the chapter on the Working of Railways. The successful work-
ing, or otherwise, of a railway depends entirely on the quality of the supervision
which the staff generally receive, and I am of opinion that very considerable

- leakage might be prevented on Indian railways by a more effective system of.

outdoor supervision.

The conditions of the country necessitate a greater amount of writing
‘than would be required elsewhere, but to try and work a railway system

satisfactorily by that means alone, or largely by that means is quite 1mpract10. :

able. What is absolutely necessary for the proper conduct of the business of the
railway is the possession of more knowledge by the directing officials of how the
outside working is being carried out, and this can only be obtained by systematio

outdoor inspection extending down to the most minute details by the superior
staff. ' '

In addition to this, it is most essential that there should be thoroughly .

gualified energetic Inspectors of the class one invariably finds in England, who
are so great a help to the Superior Traffic Officers and so valusble to the
railways. The Inspectors should travel regularly over their respective districts
and exercise the closest sorutiny over all details of working and should report
shortcomings wherever and whenever they oceur. They should further be able

to show their men the way out of difficulties or to tender practical suggestions

to their superiors for overcoming them. These qualifications are not always to
be found in the present men and greater care should be taken in the selection
and training of men for this important duty.

o3

Branches or
. . Feeder Lines,
CeAPTER IV,
GENERAL.
280. The last subject of my Reference is— .

“ Generally to make such suggestions as you may think useful for any '
or all of these purposes including the extension of Branches

and Light railways as feeders of the main lines.” s
981, In the earlier part of my Report I have dealt with the administration
and working of railways and their financial arrangements as affecting the
management of railways individually. In the present Chapter I propose to
consider the more general questions which are involved in my Reference, and

~ wlueh affeot Indian Railway Administration as & whole.

Branonzs or FrEpER LINES.

982. One of the most important of these is the question of Branches or

Feeder lines.

In Appendix H T have given s list of the several Pprojects which have been
submitted to the Government and which now await construction. As I
remarked before, all these projects are regarded by their proposers as imme-

~ diately necessary for the development of the various Provinces through which

they pass. It is difficult, therefore, fo prepare a statement to show the order in -
which the construction of all these railways should be undertaken,

988. But speaking generally, the efforts of the Govemmem: should, in my
opamon, be directed—

(i) to the connecting up of detached and isolated lines, so as to bring’
them into direot oommunwa.tzon with the rest of the rmlways
in India, © ‘

This is very desirable not only for the, proper development of the
 railways themselves, but for the development of the Provmces
through which they run.

(n) to the eonnectmg up of existing lines on opposzte sxdes of ]arge h'actg
of country now devoid of suitable transport facilities; and

. (iii) to the extension of the main lines or the construotion of branches,
in those parts of the country which are now cut off from railway

communication, but which are known o be fertile, and in which

- the latent possibilities of an inoreasing trade are good. =~ = - |
284. To attain the end which I consider the Govemment should strive for, '

- ,the construction of the following projeots appears to me to be neeeesary -

(@) the linking up of the two sections of . the Eastein Bengal State
mﬂway by a bridge across the Ganges

t
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(6) the linking up of Bengal and Assam vié Dhubri and Gaunhati ;

(¢) the linking up of India with Burma vid Assam;

(@) the linking up of the Northern and Southern Sections of the Burma
railways by the construction of the Sagaing Bridge over the

* Irrawaddy; '

(¢) the extension of the Assam Bengal railway from Chandpur to
Shatnol, with a wagon ferry between the latter and Naraingunj
and of the Eastern Bengal State railway from Na.raingunj to
Aircha, with a wagon ferry between Aircha and Goalundo ;

(/) the linking wp of the Bombay, Baroda and Central India“ railway
with the North Western Btate railway oid Kathiawax and
Sindh ;

(9) the.extension of the Godhra-Rutlam branch of the Bombay, Baroda
and Oentral India railway to conneot with Muttra and Aligarh ;"

(k) the linking up of the two armsof the Great Indian Peninsula”
-railway and of His Highness the Nizam’s railway by a connec-

tion from Itarsi through Nagpur to Warangal or Secunderabad ;

(6) the linking up of the two arms of the Bengal Nagpur railway by a
cohnection from Raipur to Vizianagram with & harbour at
Vizagapatam ; and lastly,

(J) the linking up of the metre-gauge railways on the north, centre and
south of India, which are at present entirely out off from each
other, by a line from Khandwa on the Rajputana-Malwa to
Kurnool on the Southern Mahratta railway oid Nander and
Secunderabad, or from Khandwa to Hotgi on the Southern
Mabratta railway vié Nander. |

285. Most of these projects are essentially lines of development, intended
to join up systems or open out new country. A.direct return on the Capital
expenditure on works of this character cannot and ought not to be immediately
. expeoted. They will all help materially to increase the income.of the railways
they join up, in all of which the Btate is interested, and in the course of time
they will themselves have a high commercial value and will add considerably to
_ the general revenues of the country. Thisis the classof work in which, in my
opinion, the Government should unhesitatingly and ungrudgingly embark, as it
is only the Government, because of the indirect benefits they are reaping of
equal if not greater value, who can afford to wait for the direct returns. In
late years, unless the estimate of traffic could show that a line would earn 3} per
cent. on the outlay from its own earnings, sanction to its construction has heen
given with hesitation. Had this principle been followed always, no railways
would ever have been made in India. Assuggested elsewhere, the Govern-
ment should look to the indirect as well as to-the direct benefits when consider-
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ing railway projeots, and should not be guided by the estimated direct earnings
of the line alone. ‘
Turning now to the projeots themselves, the only ones which appear to ocall
for special remarks are (¢ ), (¢) and ( j) '
986. Linking wp of Burma with India. —Several routes have been examined

~ for a line of railway between India and Burma, but they were all found diffi-

oult on account of the mountain barriers which separate the two countries, and
the consideration of the question was deferred because of the very great cost
which 'any route would involve. While in Burma I ‘taok every opportunity of
enquiring into the question, and, looking at it entirely from a railway point of
view, I think it would be desirable to connect up the two countries, but the

| project is not so urgent as many others before the Government. When the

time comes for undertaking the work, a further and very exhaustive survey
should, I think, be made to ascertain the best a].igninent for a commercial rail-
way. I_ha‘w.re heard many express the opinion that a better route could be
found than any of those hitherto examined, and this would seem to be not
unlikely.

287. Raipur- szmnagram connection with Harbour at Vizagapatam.—
There is no question as to the desirability of constructing the Raipur-
Vizianagram line, and the Government have for some'time been in negotiation
with a syndicate about the project. But the question of the Harbour at Vizaga-

. patam is more difficult fo decide. There is at present not a single harbour in

which ships can lie on the long sea-board of about 800 miles between Caleutta
and Madras. The residents and business men of the district are. very much in
favour of the project, but the cost of construeting a Harbour would be great, and

“ the only suggestion I can offer in connection with the question is that the

Government should have a complete survey made and estimates prepared to see
whether the trade which would seek this port would justify the outlay which
the cox_istruction of a harbour would necessitate.

288. 'Liuking up of the Metre-Gauge railways.~ Until lately the metre-
gauge railways in India were to a very large extent isolated from one another.
‘The group north of the Ganges was a few years ago linked up with the group
in Ra]puta.na and still more recently the latter was linked up with the group -
in Kathiawar. But (1) the Burma, (2) the Assam, (3) The Hyderabad-‘
Godavery line in the centre and (4) the group ‘in Southern India consisting
of the Southern Mahratta and the South Indian railways still remain cut
off from each other. ’

289. (1) and (2) have already been referred to separately In regard to -
(8) and (4), it does not appear to me that there can be any doubt as to the
windom of eonnecting them up as soon as possible. Todo so would give an



%

Branches or
Feeder Lines. |
~ impetus to the working of the railways in India genefally by the creation of
healthy competition between the two gauges and would very materially faci-
* litate and expedite the transit of traffic. It would permit of the interchange
of vehicles for through traffic, thus samng transhipment with its = aceom-
panying delay en route at junctions and the consequent damage to goods,
thereby oconsiderably reducing the quantity of rolling stock required for the
carriage of the same volume of traffic not only by the metre but also by the
broa,d-ga.uoe lines, since the avoidance of transhipment would save the delay
. of af least 24 hours to every wagon load, broad and metre-gauge, which is now
- subjeoted to transhipment. It would further allow of the north and south
railways bofrowing stock from each other during pressures of traffic, since the
busy seasons of the two distriots fall at different periods, that of Northern India
being between April and June while that of Southern Indis is between Decem-
ber and April. '

290. The best route for the connection of these metre-gauge lines, havmg
regard to all the circumstances, would, in my opinion, be by a line either (1)
from Khandwa, vié Akola, and Basim, on to Purna, there eonnectmg with the
Hyderabad-Godavery railway with a continuation from Hyderabad to Kurnool
Road, there joining the Southern Mahratta ra.ilwé,y ; or (2) from Khandwa to.
Bagim, then on to Hotgi, joining the Southern Mahratta railway at the latter
point. 4

The line common to both routes from Khandwa to Ba,s1m, a distance of
172 miles, has already been surVeyed The remainder of both routes has not yet
. been examined.

291. The linking up of the metre-gange railways of India would bev

followed by such far-reaching and beneficial results to the country that I oons1-
der it to be a matter of first importance.

- 292. Another point connected with the question of linking up the metre
gauge railways is that of giving them direct access'to ports. The question

is not ome of extreme urgency, but is a matter which should be kept in view,
unless it is decided to try and combine the gauges, a subject to which I shall’

refer presently.
293. Three other subjects connected with the questmn of Branches or
Feeder lines which have been specially brought to my notice are—
(@) the railway terminal arrangements at Caloutta ;
(8) the Port of Caleutta ; and
(¢) the extension of the warehouse and jetty accommodation at Chitta-
gong Port to properly meet the requirements of the traﬁ‘zc

204. Railway terminal arrangements at Calcutta.—In regard to the ﬁrst

the East Indian and the Bengal Nagpur raxlways are separated from the town of
 Caloutta by the river Hooghly, which is connected by a floating bridge which
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has periodically to be opened to allow ships to pass; and the Eastern Bengal State
railway has its terminus on the outskirts of the city.

An enquiry was recently held as to the desirability of having a central
station in the heart of Calcutta to serve all these railways, and the question has
been deferred on account of the expense of the scheme.

In London the great inconvenience resulting from the absence of proper
connections between the several railway termini has recently led to the appoint-
ment of a Royal Commission to consider how the difficulty can be overcome.
In Chicagd, too, an enquiry has recently been made with the same object.

The expense of any such scheme must necessarily be great, but that its adop-
tion will some day be forced on the Government I think there can be little
doubt. In the meantime the price of land will go wup and the difficulties of
acquiring a site, which will not seriously interfere with vested interests and
other projects for the improvement of the city, must grow greater,

It seems to me, therefore, that it would be a wise policy to anticipate the
future and make provision now for a demand which must sooner or later,
probably sooner, grow irresistible.

205. The Port of Calecutta.—The greater portion of the traffic served
through the Port of Calcutta is carried by the East Indian and the Bengal Nag-
pur railways, which have their. termini on the right bank of the river. The
Docks, however, have been built on the left bank. To get to the Docks, the East -

~ Indian raih;ray cross the river 24 miles above Calcutta and run in on the metals

of the Eastern Bengal State railway. The Bengal Nagpur railway have only
& very round-about access to this bridge and consequently work a wagon-
ferry across the river, which is costly, slow, and ill adapted for dealing with'
a large traffic.

One of the commodities dealt with at the Docks is coal. This traffic did
not exist in any large quantity when the site for the Docks was selected, but it
has now grown enormously and constitufes a very large proportion of the
business done at the Docks. It all comes from across the river, and the question
arises whether provision should not be made for it to be dealt with on the right
bank, that is, without bringing it across the river,

Proposals have been made by the Bengal Nagpur railway for the work to
be done near a place called Luff Point, which is some miles down the river on
its right bank, but these are not approved of at present by the Commissioners of
the Port of Caloutta and by other interested parties. - .

Objections, even where self-interest is involved, are entiﬂed to due consi-
deration ; but toe much weight caunot be attached to them when oonsidering
an important matter of this nature. The question, which is one of great interest
to the coal trade, must be OOD.Sldered from a broader point of view, and, in my

'opnuon, the Bengal Nagpur railway should not only be permitted but should

a
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be encouraged to provide these and other terminal facilities and conveniences
which may be required for the quick handling and despatch of a business of the
magnitude of the coal frade. |

296. Warehouse and Jetty accommodation at Chittagong.—The Port is in
its infancy and the arrangements for dealing with the traffic are at present in-
adequate, but steps are being taken to bave these improved and all that is
necessary is to see that facilities keep pace with requirements.

Crearine Housk.

297. The next question of importance is the establishment of a Railway

Clearing- Honse for all India.

Over sixty years ago, the complications arising out of, and the expense
attending, the apportionment of freight on through traffic, that is, traffic originat-
" ing on one railway and terminating on another, became so great in England that
the English railways decided to adopt the system followed by the Banks, and
introduced a Railway Clearing House.  Experience has fully justified the step,
and the Railway Clearing House in Englénd is now regarded as one of the
most valuable adjuncts of the great railway industry in Eng]and.‘ Work has
been expedited, a large saving of establishment has been rendered possible on
railways, the work previously done by railways is now performed by the Clear-
ing House at farless cost to the railways (the saving to the railways is usually

estimated at from 40 per cent. to 50 per cent.), and generally the system has led
to greater efficiency and economy.

298. The Railway Clearing House may briefly be described as an Association

of Railway Companies which have voluntarily combined together for the joint

regulation of matters of common interest. It is open to any railway to join or |

to leave the Association at pleasure, though few abstain from membership. A
Committee manages the affairs of the Clearing House. FEach Company appoints
one delegate, who is generally the Chairman of the Board 6f.Directors, and these
delegates form the Committee of management. Though governed by delegates
from each railway, the Clearing House is an absolutely independent body ; and its
decision is final and conclusive in respect to any sum declared by it to be due to the
Clearing House ; and its resolutions are binding even on the Companies whose

delegates abstained from voting on a measure. As, by its very constitution, it

cannot be interested in one railway more than in another, it has got to be recog-

,nised as & perfecfly neutral and impartial body and has consequently been- able :
to rendef very valuable service to the railways of England ever since it was

establisheg,

299. ']_‘he business of the Clearing House is pnma.nly to « elea.r "y"the
. receipts on: traﬂic of all kinds, passenger, live stock and goods, passing over
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more than two railways (traffic passing over less than three railways is dealt

~ with in the railway’s own Audit Offices) ; and the work is paid for in proportion

to the work done for each railway.

In India, there is not a large amount of traffic which pa.sses over more than
two lines, but there is much more than there was in England when the Clearing
House was first started there ; it is daily growing larger ; and it must increase as
new routes are opened up.

300. One thing which particularly struck me in India was, literally, the -
perfect army of clerks maintained in every Railway Audit Office, the number
being infinitely greater than is found necessary in England where the traffic is
much heavier. Of course, some allowance must be made for the difference in
the classes of the men, but it scemed to me that notw1thstandmg this, the staff
was much greater than it should be. ,

The reason for this large estabhshment is to be found in the system. All,
through invomes show in detail the class1ﬁcat10n for each railway and the
share of the freight attributable to each. All these items hsive to be checked by
the railway which collects the freight, and every other railway has to cheok
over its own charges, if it does not check those of the other railways also.
(Mutatis mutandis, the same arrangement is followed in regard to all other kinds
of traffic besides goods.)

In Chapter IIT, I referred to ‘the enormous labour this entalled on the
station staff andin the Audit Office it is just as great. I there suggested that

+& uniform ela.ss1ﬁcat10n should be introduced for through traffic for all India,

and that all rates should be calculated on the through distance and shown
in one entry in the invoice. The adoption of these supgestions will relieve the
station staff, and will facilitate the work in the Audit Offices, but it will not
dispense with the necessity for the recurrmg check, so long as each Audit
Office has to check over, and bill for, its own charges This can only be avoided

* by the establishment of & Central Ballwa.y Clearing House.

. g01. The railways in India are practically unanimously in favour of 1ts«
introduction, and the Government of India have for some time past been
endeavourmg to bring it about, but so far, for one reason or another, the
accomplishment of the object has been delayed. I am' of opinion that in view
of the great savings, both in time, labour and money, which the C].earmg House
effects, no further time should be lost in its establishment in India.

© 802, Major.C. A.R. Browne, R. E., of the Tndian Public Works Department
in a very. exhaustrve and able report written in 1896 explains the ‘working of
the English C learing House, but I think it would be advisable that the Secreta.ry

.of the English Gleanng House should be consulted as to the details of the

system to be established in India. It would probably reqmre a special Act fo
constrtute it, and for sxmphcxty of reference I attach a eopy of the Enghsh

o
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803. The Clearing House should be situated in some central place, so as to
admit of business being transacted expeditiously. Allahabad has been suggested
as a suitable centre, but this is a question that must necessarily be left to
the Committee of the Clearing House to determine.

304. In addition to the clearing of traffic, the Clearing House i its corporate
capacity deals with the question of mileage and demurrage on vehicles passing
from one railway on to another, and in many other ways relieves railways of a

great deal of work and performs it at a very reduced cost.

805. Of course, the establishment of a Clearing House would not altogether
do away with the clerical work in connection with station accounts, but it would
greatly minimise it and entirely stop the same work being done over and over
again by different people.

RETURNS AND STATISTICS.

306, Arising out of the question of the Clearing House are two subjects,
pamely :—

.. (a) Returns.

(b) Statistios.

307. Returns.~-In regard to the former, at present all accounts are required
to be kept up at stations and the returns in connection therewith submitted
weekly. Efforts have been made by some of the railwaysto extend the period to
cover the whole month, but the proposal has not met with general acoeptance (a
large number of the railways are in favour of it, but unless all agree to it, its
adoption is not possible). "In England all accounts are Prepared for periods of

- amonth; and as a considerable saving could be effected by the ‘change, I am
of opinion that the Railway Administrations which decline to join with the major-
ity in giving the system a trial are not alive to their own interests in the matter,

308. Statistics.—The present cost of compiling statistics required by Gov-

ernment seems to me high. As estimated by railways, it varies between Rs. 50 .

and Rs. 48,300 per annum, the total for all railways, vide Appendix U, being
Rs. 3,28,788 per annum. The total mileage on which this sum was spent was
95,857, so that the cost of the returns works out to Rs. 12:72 per mile per
annum. Much of the information furnished, I hawe found to be of great value
to me in my enquiry, but I think a substantial saving could be effected by a

modification of some of the returns. The submission of them annually instead

olea.lf-yea,rly should also be sufficient. This question, however, had already
*atirdcted the attention of the Government and is now under their consideration.

Trarric CONFERENCE,

309. Connected with the Clearing Housé, but not fqrming part of if, are
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the several Committees of General Managers and others, which frame rules for
the general governance of the railways and which consider and, -if  possible,
settle all questions affecting the interests of railways in general and of parti-
cular railways, arbitrate on disputes, and deal with any other business which
may be laid before them. If a Clearing House is established in India, these
Committees will forma natural part of it. But in the event of the proposal
for the Clearing House not meeting with acceptance, I am of opinion that a
permanent Conference to deal with matters affecting the working of raﬂways
should bé established without delay. (It should meet at least every half-year, the
sane asein America,—;they meet quarterly in England—and there should be a
sub-committee to temporarily deal with pressing matters as might be required.)
Such & Conference, if properly and efficiently managed, should develop into a
very valusble institution, not only to the railways themselves, but to the
Government and the public also. ) ' ’

1

LocoMorive AND CARRIAGE AND WAGON SUPERINTENDENTS' CONFERENCE.

" 810. I think it is also very desirable that there should be a regular Confer-
ence of Locomotive and Carriage and Wagon Superintendents, to discuss and
report on all matters affecting the improvement, economical construction, and °
maintenance of the rolling stock, and that it should be held every six months if

practicable, but not less than once a.year. | \ . =3
‘ i i (’_
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311. There has been some complaint about the delay in obtaining stores
Sfrom England and it was represented that these delays and the inconvenience
and loss arising therefrom are largely due to the manner in which the indents
are dealt with in London, and to the method of ins pection of articles manufactured
in England as compared with the mode of inspection adopted with respect to '
similar articles supplied from other countries. I enquired into the subject at
the India Office and subsequently received from the Director General of Stores s
letter (printed as Appendix V) which explains very fully the difficulties which
have had to be contended with in England in recent years. Other questions
arising out of my enquiries were referred by the India Office to the Government,
Consulting Engineer in London, but the information which I required had not 4
reached me at the time of going to Press. . .
812, It was further represented that specifications are so dr
India and in England and are so hedged: w1th cond_ttmns that

by the smphﬁcatmn of the specﬁcatlon and I would suggest tl:&t the\qnestmn

Q . s
.Hl.ll*'
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should be gone into with the contractors with a view to the omission in future,

as far as practicable, of conditions which they may regard as unnecessarily

onerous or likely to lead to expense and delay in the exeoution of the work.
Much money might also be saved by anticipating future requirements and

by placing orders for a succession of years and taking advantage of favourable
markets. If contractors knew that they could rely upon having steady work of |

a particular kind for a succession of years, and could spread this work over
the whole of such period and supply the stores at stated infervals and in such
quantities as would meet the immediate wants of the railways, instead of being
required, as at present, to deliver the whole indent Wii'{hin & few months, they
could undertake its construction at much less cost. Such an arrangement should
suit the railways all right, as the articles cannot possibly all be used up the
moment they arrive in India. All that railways require to be able to count on is
that they shall get what they need in regular quantities at definite interyals;

and if this was arranged for, they too could avoid having to rush through their’

work in short periods. Work humedly done may be good, but it never is
economical.

Another great advantage which would, result from the a,rrangement would
be that it would be unnecessary to keep up the very large reserves of Stores now
maintained on all railways; and that there would, as a consequence, be so much
less Capital laid . out, which must be unproductive and unremunerative so long
as the Stores remain locked up and out of use.

¥

Broap vzrsvs MuTRE GAUGE.

313. This questic;n is not included in my Reference, but T have been specis
ally asked to state my views on the subject.

I suppose few persons would now be found to deny that the adoption of

the 5’ 6” gange was a great mistake. The introduction of the narrower metre
gauge at a latef period was the inevitable consequence, because of the 4great
cost of constructing the wider gauge.” The objection to the wider gduge from
a financial point of view has, in the case of a large number of projects, conti-
nued ever since, and at the end of 1902, there were no less thap 10,896 miles
of metre-gauge railway in India, as compared with 14,312 miles on the &’ 6"
gauge ; and every day more ra1lways are being constructed on these two different

ganges. The 5’ 6” gauge cannot, therefore, any longer be spokenof as the
« standard ga,uge ” of India. The metre gauge bas become as much the standa,rd

gauge as the 5" 6” gauge.
814. Now 1 do not think it wﬂl be dJ.sputed that two standands of | gauge,
each crossing and re-crossing the other, .ca.nnot “under. any. cirenmstances, be
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regarded as an unmixed blessing; but before any remedy can be suggested,
the relative advantages of the two gauges require to be consuiered

315. In England, the width of a vehicle for the 4” 84" " gange is 8 67 in
Amerioa it is 10’ 0”; and on the Continent of Europe 10’ 6”.

In India, the width for the 5 6 ga.uge isonly 9’ 6°, or a foot less than
on the Continental railways and only a foot more than on the English rail-
ways. The metre gauge is 7 9", or only 9” less than the 4’ 84" gange railways
in England. The Indian 5’ 6” gauge stock, therefore, is obviously insufficiently
wide for the gauge.

To be relatively equal in width to the stock on the Continent, the Indla,n
vehicle would need to be 12’ 8” wide, o that the railways in India have never
obtained the full benefits of their mder gauge and are working about 22%
per cent. under power. -

On the other hand, the width of the metre-gauge vehicle relatively should
be 7' 47, so that the metre-gauge lines with vehicles actually 7' 9" wide are
really doing hetter proportionately than even the Continental railways so far as
the utilisation of power goes. |

316. So far, therefore, as the merits of the two gauges are concerned, from
an economic point of view, I think there can be little doubt that the 5 6" gauge
railway is not so good a servant to the country as the metre gauge. ’

317. But a comparison of the gauges goes.deeper than the mere merits of
the two gauges and the question seems to he—

(a) Is uniformity of gange desirable ? and if it is,
(6) Which is the best gauge to adopt for the standard P

318. As to the first point, I think the answer must be in the affirmative,
as it will generally be admitted that a break of gauge is a drawback alway®, and
that in certain eventualities it might prove. extremely inconvenient. It neces-
sitates, too, a great deal of expense in the “transhipment of the tra,ﬂm when
all junetions in India between differing gauges are reckoned, and a very much
larger supply of rolling stock than would be necessary if there was 10 break of

gauge, since the unavoidable dela,ys dunng the process of transhipment absorb a

~ large quantity of rollmg stock of both gauges. .But these are points which

would be governed by the financial consldemtlon of which is cheaper«——- '

‘ umform1ty of gauge with larger ontlay or break of giuge W1th }arger workmg

oharges ~
‘ 319 In regard to the second queatlon, namely “ whmh is the best gauge to
a.dopt for the standar » it is necessary to consider what the effect would be of
‘adopting one or other of the existing gauges as the standard. -
320, Yf the 5’ 67 gauge were adopted, the effect would be—
(s) that the metre-gaug‘e railways would require to be wxdened both in
' their rolling stook and in their tunnsls, bndges, mmnent-way.
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fixed structures and possibly station buildings ;. and, what must be
considered a much more serious matter, |
' (é3) the 5 6” gauge railways would also need to be widened, if they are
to be worked up to their full power, not only in their rolling
stock, but in their tunnels, bridges, and fixed structures and
possibly also in their permanent-way and station buildings. |
In other words, if uniformity is to be arrived at, and if the 5 6” gauge is to be
the standard, and if the loss of power which has been going on since the 5’ 6”
gauge was introduced is to cease, both the &’ 6” gauge and the metre-gauge
railways of India will practically require to be re-built and very largé expendi-
ture must be expected.
321. On the other hand, the adoption of the metre gauge as the standard
would probably necessitate the whole of the 5 6 gauge rolling stock being
scrapped, but would otherwise involve comparatively no expense in the altera-
tion of the roadway.
The metre gauge has rendered excellent service in the past, and it is,
in my opinion, capable of meeting all the requirements of India. But it seems to
me that the replacement of the 5" 6" by the metre gauge would be fraught
~ with so much difficulty as to make it practically impossible to make the
change. I am further disposed to consider that it would not be suitable for the
standard gauge of India, in view especially of the: possibility in the not too
remote future of there being direct railway communication between India and
Europe
822. The whole questlon is so full of difficulty, and the evil is so far
advanced, that it is not easy to advise upon it, but the remedy would seem to lie
in asmiddle course, namely, in the adoption of the European and American
4’ 83" gauge. This would require no change in the roadway of the & 6° gauge
railways, and no reduction in the size of their rolling stock. It would also
cost far less to convert the metre gauge to the 4’ 81 gauge than to convert it to
the 5’ 6" gauge. The introduction of the change, however, would not be easy of
accomplishment, though it would, in my opinion, be quite practicable, if it was
slowly worked up to and prepared for.
323. What would be necessary to bring about uniformity would be—
(i) subject to the exceptions to which I shall hereafter refer, to discon-
' tinue constructing any more 5 6” gauge lines ;
(ii) to build all 5" 6” vehicles in the future with central couplings and
suitable for running on a 4’ 81" gauge ;

' The side buffers should of course continue to be provided until all
stock is fitted with the central couplings. |
(iii) to build all ¢hrough metre-gauge lines in future, so as to permit of

their conversion to the 4" 8}” gauge when the time comes ;
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(iv) when metre-gauge bridges have to be re-built, to construct them
suitable for the 4' 83" gauge;

" (v) to gradually widen the roadway of the metre-gauge rallways, so as to
take the wider gauge vehicle ;

(vi) to build all metre-gauge vehicles in future so that they shall be

~ capable of running on trains drawing vehicles of the wider gauge.

At present, there are many metre-gauge vehicles in India which

are so constructed, and which are run on b’ 6" gauge trains, the
wheels being changed every time this is required to be done.

324 "What would then happen would be this. When all the vehicles were
of a construction to permit of the 5" 6” gange and metre-gauge vehicles running
on the same train, the question would have to be considered whether, until
the metre-gauge roadway had been made suitable for the wider gauge vehicles,
interchangeability of stock was to be arranged for or transhipment was to be
allowed to continue. If the former was regarded as the more important, metre-
gauge ra.iis could be laid between the wider gauge, and metre-gauge vehicles
could then run without hindrance on the wider gauge trains. (The oconverse
would, of course, not be possible.)

This would, no doubt, be a costly arrangement, but uniformity of gé.uge
will in any case be impossible without large expense, and the proocess of conver-
sion must be a very slow one. Uniformity, however, is bound to be demanded
some day, and the longer a settlement of the policy tobe pursued is deferred, the
greater will be the difficulty and expense of introducing it.

825. The evil effect of break of gauge could be considerably minimised by
allbwing the metre-gauge fa,ilways access to all the important centres of trade
and business. But this will not wholly overcome it, and its inconvenience must
continue so long as there is a difference of gauge without interchangeability
of rolling stock.

326. My remarks may appear to be inconsistent w1th the suggestions made
in an earlier part of this chapter in connection with—

(1) the construction of the Itarsi-Warangal, the Bombay-Sindh connec-
tion and the extension of the Godhra-Rutlam rallway to Muttra
and Aligarh ; and

(2) the linking up and extension of the metre-gauge railways ;

and with the remarks in an earlier part of this Report in connection with—

(3) the oonstruction of Branches on gauges narrower than that of the
main line.

327. In regard to 1 and 2, while umfornnty is being worked up to, the
development of the railway s systems cannot stand still. To make all new rail-
ways on the 4’ 83" gauge would, I fear, add to the evils arising from break of

gauge. It seems to me, therefore, that the metre gauge must go on extending,
., i P
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and that the missing links in the 5 6” gauge must be filled up. Heroic
remedies are not possible, and all that Government can do is to work towards
uniformity of gauge, and this can be done by building all stock to be inter-
changeable. ‘

325, In regard to (8), the construetion of short branches or feeder lines is on

an entirely different platform from the construction of through lines. Here -

cheapness of construction is generally the first consideration, as if the branch is
built to a higher standard than the traffic requires, it cannot yield a reasonable
return on the outlay. ‘

829. But in the construction of branches, where a difference of gauge is
found really to be necessary, it seems to me that the gauge should not excéed
2’ 6" where the branch is off a 5’ 6” gauge line.

‘Where it is off a metre-gauge line, if it is thought desirable to differen-
tiate the gauge, a 2 0” gauge should be ample, as anything between that and the
metre gauge would not justify a departure from continuity, in view of what is
entailed in a break of gauge, viz., separate engines, wagons and carriages, with
transhipment at the junction and consequent delay in transit, whereas the con-
tinuation of the metre gauge would admit of the rolling stock being used to the
fullest extent, and the traffic being wrought by the parent line with very little,
if any, addition to its ordinary stock.

330. These narrow-gauge lines, however, should not be allowed to develop-
into through lines of communication, but should be confined to what they
are intended to be, namely, feeders, It would be an economic mistake
in my opinion, to encourage any development of the 2’ 6” or the 2’ 0” gaug(;
into large systems. There seems to be a tendency in this direction at present,
and, unless it is checked, the Government will have on their bands the difficulty
of a third gauge ramifying through the country and raising all the complica-
tions created by the introduction of the metre gauge.

331. Whatever may be done, however, towards securing uniformity of gauge
in India, there still remains for consideration the present question of the loss of
power entailed in the employment of the &' 6” gauge. As ha.s already been
shown, vehicles for this gauge of railway should be 12' 8” wide; but this
width would be unattainable except at a prohibitive cost, as tunnels, bridges,
fixed structures, and possibly permanent-way and station buildings would all
have to be altered to allow of its adoption. It seems to me, however, that
the width might be increased to that obtaining on the Continent of Europe,
'namely, 10 6", without disturbing any of the fixed structures, The only
dificulty I can see in the way of this is the doors of the carriages, but
. this difficulty could be overcome by doing away with the side doors and the
foot-boards, and by adopting the American type of end-opening barriage. I 'have
gaid in another place that I consider this type of carriage best adapted to

‘within measureable distance.
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Indian requirements, and in its general introduction will, I think, be found a

solution of many of the difficulties at present operating against economical
management in India.

The metre-gauge vehicle is proportionately wider than the continental
vehicle, but even the metre-gauge vehicle could, I think, be made 9 inches wider
or & 6” in all, the same width as the English vehicle.

332. The whole question is now under examination by the Government of
India, and if it is found that the tunnels, bridges and fixed structures will
permit of vehicles 9’ 6” wide of the end-opening American type being run over
a metre:ga,hge roadway, the adoption of a 4" 83" gauge as the standard for India
would be considerably simplified and the cost of making the change consider-
ably reduced ; and the attainment of uniformity of gauge would, be brought
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CONCLUSION.

333. In conclusion, I desire to convey my appreciation of the willingness of
everyone with whom I have been brought into contact, from the highest o the
lowest, whether railway or Government official (and this has been particularly
the case in regard to the Secretary and the other officers in the Public Works
Department as well as the Government Director in London), to afford me all
the information they could, and to help me to the utmost of their power. But
for this it would have been much more difficult to have accomplished the task
assigrted to me within the limited time at my disposal.

To the officers of the American and Canadian railways I have to express
my most sincere thanks for the very valuable information with which I was
furnished, for the arrangements made to enable me to obtain an intimate know-
ledge of the working of their lines, and for the extremely cordial manner in
which I was received by them in connection with my mission.

334. After the most careful investigation and study, in all its bearings, of the
Reference submitted to me, I have embodied in the foregoing Report the policy
which, in my opinion, the Government should in the future pursue in connec-
tion with the administration and working of the railways in India. The enore
mous population, the industries and commerce of the country, the railways
and the Government would all fully participate in the numerous benefits arising
therefrom, including among them the systematic opening up of the vast tracts of
territory at present isolated, cheaper fares, more comfortable, expeditious, and
safer travelling, better train service, speedier transit for goods traffic, and lower
rates for its conveyance.

If proper effect is given to the carrying out of the arrangements embraced
in this policy, I have the fullest confidence that the railways in India will be
a great success both commercially and financially, and that, instead of their
being a possible cause of financial embarrassment or a burden, they will add
greatly to the prosperity of the people and will prove one of the strongest
supports of the Government in the development of the country.

THOS. ROBERTSON,
Special Commissioner for Indian Railways.

CALOUTTA
5th March 1903,
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Appendix B,

Appendix B,

Statement showing railways in India for which the Government have

no financial responsibility.

Name of railway. L-:s‘m;’?“ o
(i) Railways financed by Com]mnlez :vllnt‘l;lo:t assistance from the Government Miles. Miles.

Barsi Light Ce e e e e e e e 2169
Bengal and North-Western (Company’s section) . 74300
Bengal Dooars extension . . . . . . . . 7776
Calcutta Port Commissioners’ . . .. . . .. 766
Deoghur . . . . . . | . . . 479
Karaikkal-Peralam - . . ., . ., . . . . 1465
Ledo and Tikak, Margherita Colliery . e e e e 1100
Pondicherry e e e e e e e e e e 785
Powayan Light . . . . . . . . . . . 39'50
Bohilhnd and Kumaon (Company’s section) . . . . . 5392
Sagauli-Rakssul . . . . . . . . . . . 1809
Tarkessdr . - . . . ... . .. 2228
Tarakeshwar-Magra . . . . . . . . . . 8113
West of India Portuguese . . - . . . . . 51-11

(i) Railways financed by Companies with assistance in form of a suhsidy 1,10426

or guarantee from Local Bodies.

Bengal Dooars . e e e 3840
Darjecling-Himalayan . . . . PN . . . e 5100
DibruSadiya . . . . . e« e e 4 . 7750
Howrah-Amta . e . e . . “ e o .l¢ 2869
Howrah-Sheakhala . . A Ce e . 1976
Nilgiri . e . e e e e e e e e 16-20
Ranaghat-Krishnagar . . . . . . . . . 2025
Tanjore District Board (Mayavarsm-Mutupet) . . . . J0 onam !
'_l'hatbn-Duyinuik . . - . AN 778
Tezpur-Balipara . . . . . . . . . e 20°10

(il}) Railways financed by Companies with assistance in form of a rebate. sirde
Abmedsbed-Parantij . . . . . . . .« . 5470
Mymensingh-Jam&lpnr-Jagmnathgini . . . . . . . 53:37
South Behar . . . . . . . . . - o 7876
Southern Panjab . . , . .+ < < . 42393
ToptiVaBey . . . . . . .« o« . .| 15548 °

" 7003
Csnjiod over . o 281996

o B Eec e —
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Appendix B.

Appendix B—coneld.

Ntatement showing railways in India for which the Government have
no financial responsibility —concld.

Lengsh at ‘ '
N . Total of
ame of rallway “{'&3,‘ each class,
. Miles. Miles,

(iv) Railways financed by Native States,
Bbavnagar-Gondal-Junagad-Porbandar
Bhopal-Itarsi (Native State section)

Bhopal-Ujjain . |
Bina-Goona-Baran . .
Birur-Shimoga . .
Cooch Behar . .
Dhrangadra - . .
Gaekwar's Dabhoi .
Gaekwar's Mehsana .
Gwalior Light .

Hindupur (Yesvantpur-Mysore Frontier) .

Hyderabad-Godavari Valley |

Jammu and Kashmir (Native State Seotion)

Jamnagar . . .
Jotalsar-Rajkot .
Jodhpur-Bikaner | «
Kolar Gold-Fields .

Kolhapur . . .
Ludhiana-Dhari-Jakhal .

Morvi . . .

Mysore-Nanjangund N

Nigda-Ujjsin . .
Nizam's Guaranteed Sﬁu
Parlakimedi
Petlad-Cambay -,
Rajpipla . .

Rsjpura-Bhatinda . .

Shoranur-Cochin

Udaipur-Chitor . .

Vijapur- Kalol-Kadi .

. Brought forward . o 2,219-96

3

. . 33419

e e e 4428
e 11827
v e b 14

.. .. . 8792 .

. e e .., 3860
N T
coe e e 7880
e el 9268
S 126:14 o f

e 5185
N TS

e, 1592

e e, o baoa

Y T Y

e . 70624

.. <« . ess

e, 2027

e 7866

e e . 9436

. e L 1580
e 38013
e 2468

< e 8242

e 3787

e 10705

- 6483

e 6730

e 2044
Torar | 5,482°13

Appendix C,
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Appendix C,

Statement showing Railways in India for which the Government have

full financial responsibility.

N Leogth st Totalof ench
ame of railway. oud o "
Miles. Miles,
) (1) Railways owned entirely by the Government.
Amraoti e e e e e e e 572
Bezwada extension . . . . . . . . . 30'58
Bhopal-Itarsi (Briti'h ﬂection) 0 . [y . L] '] . . 13.11
Cawnpore-Burhwal (metre gauge link) - . . ~ . . 8141
Eastern Bengal State . . : . . . . . 89131
Godbra-Ruﬂ&m-Nugdn . . . ‘ . . . . . . N 141'14
Guntakal-Mysore Frontier . . « . . o« o+ . . 119-60
Jodhpore-Hyderabad (British section) . . . 123-98
' . 3026
Jorhat . . . . . . . o . .
khamgaon . . l . . . . . . 789
‘ . 23111
Lu(’knoW'Bﬂeﬂly - . . . . . . . . . 7
'Madras (North East lne) . . . & . - . . .| 49719
3,153°68
North Western . . . . . . . . . . 16
" On 1,037°53
. Oudh and Rohilkhand State . . . » 9 7
' 1,665'64
Rajputana Malwa - . N . - . . o ’
. . 51764
Tirh\lt Stafﬂ . ' . . A4 . 8’537.69
(i1) Railways purchased by Govelm:x;g ?vzl:xk.(}ompanies but leased to the
East Indian . . . . . . . 1,928:17
A0 . . . .
68
Great Indian Peninsuls . . . . . . . . . 1,647
i . . . . . . 1,143-66
South Indian . . . w1eas
(i11) Railways promoted by Companies on the guarantee of Government, ‘
. . 58921
Assam Bengal . 5 . . . e ..
' . . . 12501
Bengal Central . . . . . . . .
1,668'58,
Bengal Nagpur . . . .
» 4600
Bombay, Baroda and Central India . . . .
59-37
Brahmaputra-Sultanpar . . . . .
Burma ’ . . . 1,269:95
- . Y . L[] e - -
) .. lez24
" Delhi-Umballa-Kalka . . . . . . . "
‘ . . 82
Herdwar-Dehra . . T T T ,
Indian Midland . . . . . . 79625
Madras : . . . . 88810
- Q ] . 6°32
' Mysore seotion (Southern Mahratta) . . . . . . 29
, . <. 5624
Raipur-Dhamtari . SRR . . . Losos
| J . . . . . ,0 .
.Southern Mahratta . e ' -
. Toran - -

20,473:80
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Railway and Canal Traffic Act, 188S.
[51 & 52 Vicr. Cr. 25.] | A. D. 1888

ARRANGEMENT OF SECTIONS.

Section,
1. Short title and construetion.

PART I.—~COURT AND PROCEDURE OF RAILWAY AND CANAL
COMMISSIONERS. '

EsTaBLIsHMENT OF Raitway aNp Canar CoMMISSION.

Establishment of new Railway and Canal Commission.
Appointment and tenure of office of appointed Commissioners,
Appointment and attendance of ez-officio Commissioners.

. Sittings of Commissioners,

Appointment of additional Judge.

Provision for complaints by public authority in certain cases.

N oo

JURISDICTION,

8. Jurisdiction of Railway Commissioners transferred to the Commission. \
9. Jurisdiction of Commissioners under special Acts.

10. Jurisdiction over tolls and rates.

11. Jurisdiction to order traffic facilities, notwithstanding agreements.

12. Power to award damages.
18. No damages where rates published under certain conditions.

14. Orders on two or more companies.
15. Amendment of 86 & 87 Vict., c. 48, 5. 8, as to references to arbitration under special Act

16. Power to apportion expenses between railway company and applicants for works.

ApPEALS,
17. Appeals on certam questlons to superior court of appeal

SUPPLEMENTAL.

18. General powérs and enforcement of orders.
19. Costs.

20. Power tomake rules.

21. Appointment of officers, clerks, ete.

292. Salaries, expenses, ete.
28. Company to which this part of this Act applies.

PART IL-TRAFFIC,

24. Rovised classification of traffic and schedule of rates.

25. Provisions as to through traffic.

. 8. Powers of Commissioners as to throngh rates.

. @7, Undue -preference in case of unequal tolls, rates and charges, and unequal gervme'
. performed.

28, Extension of enactments as to undue preferenee to goods carried by fea.

29. Group rates to be chargeable by railway companies.

30. Power to dock companies and harbour boards to complain of undue prefereme .
31. Complaints to Board of Trade of unreasonable cha.rges by railway companies. '
. 82. Annual returns by mlway companies t0 contain such statistios as the Board of Trade !hlﬁ

. Tequire,



A. D. 1888,

r—

Short title
and con-
struiction.

86 & 87 Victe
c. 48

20

Appendix F.
Appendix F—conid,

Seotion.

88. Clagsification table to be open for inspection. Copies to be sold.

84, Place of publication of rates in respect of traffic at places other than stations.
85. Power to make rules for purposes of this part of this Act.

PART 1II.—CANALS.

86. Part II to extend to canal companies.

87. Application of 36 & 37 Vict., c. 48, to canals.

388. Powers of Commissioners over canal tolls, rates and charges where a railway company or
its officers own or control the traffic of a canal.

39. Returns by canal companies.

40, Bye-laws of canal companies.

41. Inspection of canals. :

42. Misapplication of a railway company’s funds for acquisition of unauthorised interest in '
canal. '

48. Canal companies may agree for through tolls, ete.

44. Canal companies may establish clearing system.

45, Abandonment of canal.

46. Definition of “ canal company.”

PART IV.—MISCELLANEOUS. ,
47. Perpetuation of 36 & 37 Vict., o, 48,
48. Evidence on rating appeals.
49. Recovery and application of penalties.
50. Parties may appear in person or by counsel, etc.
51. Parliamentary agents entitled to practise before Commissioners.
52. Saving of powers conferred on Commissioners and Board of Trade.
58. Proceedings of Board of Trade.
54. Expenses of local authorities.
65, Definitions.
56. Commencement of Act.
57, Pending business.
8. Transfer of pending business from superior courts
59. Repeal and savings.
ScHEDULE.

CHAPTER 25,

An Act for the better regulation of Railway and Canal Traffic, and fop
othér purposes.
. [10th August 1888.]
Be it enacted by the Queen’s Most Excellent Majesty, by and with the advice ang con-
sent of the Lords Spiritual and Temporal; and Commons, in this present Parliament assembled,
and by the authority of the same, as follows :
‘ 1 This Act may be cited as the Railway and Canal Traffic Act, 1888,
This Act shall be construed as one with the Regulation of Railways Act, 1878, and the
Acts amending it; and those Acts and this Act may be cited together as the Railway ‘and
Canal Traffic Acts, 1873 and 1888,
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PART I—COURT AND PROCEDURE OF RAILWAY AND CANAL A.D. 1888
COMMISSIONERS. .

————

EsTABLISHMENT or RATLWAY AND CaNAL CoMMISSION,
[ ]

2. On the expiration of the provisions of the Regulation of Railways Act, 1878, with Establish-
respect to the Commissioners therein mentioned, there shall be established a new Commission, E:’;lt;vzfynew
styled the Railway and Canal Commission (in this Act referred to as the Commissioners), and Eifng?ﬁs?in
consisting of two appointed and three ez-officio Commissioners ; and such Commission shall be a )
court of record, and have an official seal, which shall be judicially noticed. The Commissioners
may act notwithstanding any vaeancy in their body.

3.—(1.) The two appointed Commissioners may be appointed by Her Majesty at any time Appointment

after the passing of this Act, and from time to time as vacancies occur. pry %&i’;“;;
(2.}, They shall be appointed on the recommendation of the President of the Board of Trade, '&ﬂﬁ:ﬁfd
and one of them shall be of experience in railway business. sioners,

(3.) Section five of the Regulation of Railways Act, 1873, shall apply to each appointed
Commissioner. : '

(4.) There shall be paid to each appointed Commissioner such salary not exceeding three
thousand pounds a year as the President of the Board of Trade may, with the concurrence of
the Treasury, determine.

{5.) 1t shall be lawful for the Lord Chancellor, if he think fit, to remove for inability or
misbehaviour any appointed Commissioner. ,

4.—(1.) Of the three ¢x-officio Commissioners of the Railway and Canal Commission one :D%P:R:':;-nt
shall be nominated for England, one for Scotland, and one for Ireland ; and an er-gfficio Com- ance of ez
missioner shall not be required to attend out of the part of the United Kingdom for which he is %ﬁgﬁl‘.’:"
nominated, :

(2.) The ez-officio Commissioner in each case shall be such judge of a superior court as—

() in England the Lord Chancellor; and

(¢) in Scotland the Lord President of the Court of Session ; and

(¢) in Ireland the Lord Chancellor of Ireland ;
may from time to time by writing under his hand assign, and such assignment shall be made
for a period of not less than five years.

(8.) For the purpose of the attendance of the ez-gfficio Commissioners, regulations shall be
made from time to time by the Lord Chancellor, the Lord President of the Court of Session
and the Lord Chancellor of Ireland respectively, in communication with the ez-officio Com-
missioners for England, Scotland, or Ireland, as the case may be, ag to the arrangements for
securing their attendance, as to the times and place of sitting in each case, and otherwise for the
convenient and speedy hearing thereof.

5.—(1.) Subject to the provisions of this Act, and to general rules under this Act, the sittings of
Commisgioners may hold sittings in any part of the United Kingdom, in such place or places ﬁ‘;,?:‘;.‘," ‘
as may be most convenient for the determination of proceedings before them. . '

(2.) The Central office of the Commissioners shall be in London, and the Commissioners
when holding a publi¢ sitting in London shall hold the same at the Royal Courts of Justice, or
at such other place as the Lord Chancellor may from time to time appoint. '

(8.) Not less than three Commissioners shall attend at the hearing of any case, and the
ez-gffieio Commissioner shall preside, and his opinion upon any question which in the opinion of
the Commissioners is a question of law shall prevail.

(4.) Save ag aforesaid, section twenty-seven of the' Regulation of Railways Act, 1873
shall apply, and any act may be done by any two Commissioners.

(6.} Every judge who may with his consent be assigned to hold the office of ez-gfficio
Commissioner shall attend to hear any cases before the Commission, which as ez-officio Com-
missioner he is required to hear, when and as soon as the cases are ready to be heard, or as sdon
thereafter as reasonably may be; and any such judge shall be required to perform any of the

other duties of a judge of a superior court only when his attendance on the Commission is not
required.

> 86 & 87 Viot,, o. 48.
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(6.) If and when any judge who may be assigned to hold the office of ex-offficio Commjs-

" sioner is temporarily unable to attend, the Liord Chancellor in ¥ ngland, the Lord President of

the Court of Session in Scotland, and the Lord Chancellorin (reland, may respectively nomi-
nate any judge of a superior court to sit as ez-officio Commission er in place of the judge who ie

so temporarily unable to attend as aforesaid, and the judge so nominated shall for the purpose

of any case which he may hear be an ez-gfficso Commissioner.

(7..) If the President of the Board of Trade is satisfied either of the inability of an appointed
Commissioner to attend at the hearing of any case, or of there being a vacancy in the office, and
in either case of the necessity of a speedy hearing of the case, he may appoint a temporary éom-
missioner to hear such case, and such Commissioner, for all purposes connected with such case
shall, until the final determination thereof, have the same jurisdiction and powers as if he Wer,
an appointed Commissioner. A temporary Commissioner shall be paid such sum by the Comt.3
missioner g0 unable to sit, or, if the vffice is vacant, out of the salary of the office, as the Presi-
dent of the Board of Trade may assign. /

6. On an address from both Houses of Parliament representing that, regard being had t
he duties imposed by this Act on the ez-officio Commissioners, the state of business of the High
Court in England requires the appointment of an ‘additional judge of that court, it shall %
awful for Her Majesty to appoint an additional judge of such court, and from ti’me to ti
on a like address but not otherwise, to fill any vacancy in such judgeship, and the law relatline’
to the appointment and qualification of the judges of such éuperior court, to their duti ni
tenure of office, to their precedence, salary and pension, and otherwise, shall apply to an es Zn
so appointed under this section, and a judge so appointed under this section shall be attyl'l:dgtle
such division or branch of the court as Her Majesty may direct, subject to such power fj;c O
as may exist in the case of any other judge of such division or branch. ror of transer

7. (1.) Any of the following authorities, that is to say—

(@) any of the following local authorities, namely, any!harbour board, or conser
’ authority, the Common Council of the City of London, any coux’lcil‘ of 2 c;’:ncy
borough, any representative county body which may be created by an Act a.Z O;
in the present or any future session of Parliament, any justices in quarter seP;si:e
assembled, the Commissioners of Supply of any county in Scotland the M tns
politan Board of Works, or any urban sanitary authority not being,a, col; 9_11'0'
aforesaid, or any rural sanitary authority ; or ne e
(4) any such association of traders or freighters, or chamber of commerce or 5, ricult
as may obtain a certificate from the Board of Trade that it is, o

in the opinj
the Board of Trade, a proper body to make such complaint, Pinion of

may make to the Commissioners a.ny’ complaint which the Commissioners have jurisdiction to
determine, and may do so without proof that such authority is aggrieved by the matter com-
plained of, and any of such authorities may appear in opposition to any complaint which the
Commissioners have jurisdiction to determine in any case where such authority, or the perso
represented by them, appear to the Commissioners to be likely to be affected by o
tion of the Commissioners upon such complaint.
(2.) The Board of Trade may, if they think fit, require, as a condition of giving a certificat,
under this section, that security be given in such manner and to such amount as they thi 1(:
necessary, for any costs which the complairiants may be ordered to pay or bear. o
(8.) Any certificate granted under this section shall, unless w'ithdra.wn be in f £
twelve months from the date on which it was given, , oree for

any determina-

f
Jurisdictton.

( 8. There shall be transferred to and vested in the Commissioners all the jurisdicti
powers which at the commencement of this Act were vested in, : oo
by the Railway Commissioners, whether under the
any other Act, or otherwise,

.and
-0, or capable of being exercised
o : b I:Iegulatlon of Railways Act, 1878, or
% and any reference to the Railway Commissioners in the Regulati

of Railways Act, 1878, or in any other Act, or in any document, shall, from a.:d after :;:
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commencement of this Act, be construed to refer to the Railway and Canal Commission estab- A, D,.1888,
lished by this Act. v , :

9. Where any enactment in a special Act— Jorisdiction of

(a) contains provisions relating to traffic facilities, undue preference, or other matters gi’;‘.?-ﬁ‘;,“;‘;’;‘:“ unde
mentioned in section two of the Railway and Canal Traffic Act, 1854, or
(6) requires a company to which this part of this Act applies to provide any station, 17 & 18 Vick, -
road, or other similar work for public accommodation, or ¢ 8L
(¢) otherwise imposes on a company to which this part of this Act applies any obliga-
tion in favour of the public or any individual, _ »
or where any Act contains provisions relating to private branch railways or private sidings,
the Commissioners shall have the like jurisdiction to hear and determine a complaint of a con-
travention of the enactment as the Commissioners have to hear and determine a complaint of
a contravention of section two of the Railway and Canal Traffic Act, 1854, as amended by
subsequent Acts. ,

10. Where any question or dispute arises, involving the legality of any toll, rate, or ;;Io‘;lﬁ'di?ion over
charge, or portion of a toll, rate, or charge, charged or sought to be _charged for merchandize s and rates.
traffic by a company to which this part of this Act applies, the Commissioners shall have juris-
diction to hear and determine the same, and to'enforce payment of such toll, rate, or charge,
or so much thereof as the Commissioners decide to be legal.

11. Nothing in any agreement, whether made before or after the passing of this Act, Jurisdiction to
which has not been confirmed by Actor by the Board of Trade, or by the Commissioners under gf,i,‘?;t{:ﬁf,m‘ e
the Regulation of Railways Act, 1878, or this Act, . shall render a company to which this part sgreements.
of this Act applies unable to afford, or shall authorise such company to refuse, such reasonable
facilities for traffic as may in the opinion of the Commissioners be required in the interests of
the public, or shall prevent the Commissioners from making or enforcing any order with
respect to such facilities.. : ‘

12. Where the Commissioners have jurisdiction 0 hear and determine any matter, they Power tosward
may, in addition to or in substitution for any other relief, award to any complaining party who damsges.
is aggrieved such damages as they find him to have gustained ; and such award of damages -

shall be in complete satisfaction of any claim for damages, including repayment of overcharges

which but for this Act, such party would have had by reason of the matter of complaint.

Provided that such damages shall not be awarded unless complaint has been made to the
Commissioners within one year from the discovery by the party aggrieved. of the matter

- complained of. ,

TThe Commissioners may ascertain the amount of such damages either by trial before
themselves, or by directing an inguiry to be taken before one or more of themselves or before
gome officer of their court. ,

18. In cases of complaint of undue preference no damages shall be awarded if the Com- No es whets i
missioners shall find that the rates complained of have, for the period during which such rites m‘;‘e‘?md \
have been in operation, been duly. published in the rate books of the railway company kept at “onditions.

" their stations in accordance with section fourteen of the Regulation of Railways Act, 1873, se

amended by this Act, unless and until the party complaining shall have given written notice.
to the raillway company requiring them to abstain from or remedy the matter of complaint, and
the railway company shall have failed, within a reasonable time, to comply with such require~
ments in sach a manner as the Commissioners shall think reasonable. | ‘ o
14. The Commissioners may order two or more companies to which this part of this Aot Oderson .
applies to carry into effect an order of the Commissioners, and to make mutual arrangementy m;& e
for that purpose, and may further order the companies or in case of difference, any of them, m
to submit to the Commissioners for approval a scheme for carrying into effect the order, and
when the Commissioners have finally approved the scheme, they may. order each of the .
companies to do all that is necessary on the parb and within the power of such °compa‘ny“ s
carry into effect the scheme, and may determine the proportions in which the respect .
companies are to defray the expense.pf so doing, and may for the above purposes make, if they
think fit, separate orders on any one or more of such companies, DS

o
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A. D. 1888, Provided that nothing in this section shall authorise the Commissioners to require two - Supplemental. - ’ ' A.D. 188
—_— companies tcf do a.nythnfg vlv}nch they would not have jurisdiction to require to be done if such 18.—(1.) For the purposes of this Act the Commissioners shall have full‘ jurisdiction to g:;::lwd
fwo companies were a single company. . - ‘ hear and determine all matters whether of law or of fact, and shall as respects the attendance I07™ *n¢ \
:fm;gd&ngr;t | 15. For the purposes of section eight of the Regulation of Railways Act, 1878, and any d . tlo £ witnesses, the production and inspection of documents, the enforcement of of otders.
Vict., c. 48, other enactment relating to the reference to the Railway Commission of any difference between anc. exad thn ° trv on an &i inspection of property, and other matters negessary or proper for
:;fsér::::l to ~ companies which under the provisions of any general or special Act is required or authorised to :?lelr(;)r eerxs; rciseeeI;f Zheir jurisdiction under this Act, or otherwise for can"ying this Act into
Iteation. 0o .. . . e due - 5 . . .
r ar 1‘ ration ::cll-ffzzeg h:lclyl ::b;z:aig;o Ll;ep Ig:)i:;(s;);zfosfu ca}.ln); :freemen, confirmed or authorised by any effect, have all such powers, rights, and privileges as are vested in a superior court: Provided
" Power bo

apportion expenses
between

16.—(1.) Where the Board of Trade or the Commissionefs,

in the exercise of any powe’
o

that no person shall be punished for contempt of court, except with the gonsent of au ez-gfficio

¢ given by any general or spacial Act, on application order a company to which this part of this Commissioner. T iew and rescind or vary any order made by them ;- but

Zﬁi‘{,ﬁy anl Act applies, to provide a bridge, subway, or approach, or any work of a similar character, the (2) The. (.}om@sslon:il;e(l;ﬂ d rfwgecision or order of the Commissioners shall be final.

;Ez?lviv%ﬁ?. Board of Trade or the Commissioners, as the case may be, may require as a condition of making save as 18 '}‘:y this Act provice et:: Z oceedin ‘ before the Commissioners shall be in Cogts.
the order that an agreement to pay the whole or a portion of the expenses of compiying with 19. The costs of and 1n.md.en 0 every pr d bg h d to whom the same are to be
the order shall be entered into by the applicants or some of them, or such other persons as the the descretion .Of the Commissioners, who may :;r lelr Z&w o =
Board of Trade or Commissioners think fit, and any of the following local authorities, namely, paid, and by whom the san.le .are to be taxed a.n a o;.v to, th the approval of the Lord Chan- power t
any sanitary authority, highway board, surveyor of highways acting with the consent of the 20.—(1) Th‘i Commlsslgner i fro'm fime %0 kme, - d, and 5::- neral rules for their mak ule,
vestry of his parish, or any other authority having power to levy rates, shall have power if such cellor and the Preslc.lent of the ]%oa.rd of Erade, n;-;» ef, :95:;; ,i.no it yeieeot thia parb of this
authority think fit, to enter into any such agreement as is sanctioned by the Board of Trade or ‘procedure and practice under . this Act, and generally o ying :
Comnmissioners for the purpose of the order. Act. . s i i ithi

(2.) In such case any question respecting the persons by whom or the proportions in which (%) All‘\r ules m?,d_e und.er thm. s:;tnon . ::;:u be dl?fldpl::.f;:;zril:n:;?;tt:;flh:ﬁ%;m;;z?:
the expenses of complying with the order are to be defrayed may, on the application of any after they are made, if Pa..rh?men(fi 1sh :]? o f ’s anSion of Parliament, and shall be jl;dicially
party to the application, or on a certificate of the Board of Trade, be determined by the Com- three weeks after the beginning o the then next sessio : ament, . :
missioners. noticed, and shall have effect as if they were enacted. by this Aect. o ot .

(3.) In this seotion the expression “parish” shall have the same meaning as the same 21.— (L) There shallbe attached to the I.{:ﬂway and Sa.n:lt hgel‘n::::rmna:u; n(;m 0;::, ‘)A!popglt::rx:ene
expression has in the Acts relating to highways ; and the expression “the consent of the vestry clerks, and messengers ‘astthe Lord Chancellor, with the consent o y 3 clerks, ete.
of his parish’’ shall, in any place where there is no vestr meeting, mean the consent of a meet- from time to time appoints. . )
ing of inhabitants contributing to the highway rates, pro{fided t];ﬁ,t the same notice shall have (2.) There shall be P aid.dboteeacl.l :f sach officers, clerks, and essenger Puch 'salanes e fhe

» . ) » 3 . y 1 1 o : '
l;zzxgr?ven of such a meeting as would be requited by law for the assembling of a meeting in Trea.s;;y f;;?é::;etoo??}; :ppl;?;xtl:d Commissioners, and of au officers, clerkf, and meise},gers fm e
attached to the Railway and Canal Commission, and all the' expenses of the said Comml'sswn of o
Appeais. and incidental to the carrying out of this Act, shall be paid oq§ of moneys to be provided by
fgf:ﬁls on 17.—(1.) No appeal shall lie from the Commissioners upon a question of fact, or upon any ‘ Parll;t;.el:;ﬁs part of this Act shall apply to dny milwa.y‘compa.l‘ly,’andl‘ to any canal company C%?;ﬁmy to
g:zﬁ;::i" question regarding the locus standi of a complainant. . a.n d to any i'ailway and canal company. = ‘ o | _ W
:;1;;1; ‘of (2.) Save as otherwise provided by this Act, an appeal shall lie from the Commissioners to C - ‘ :

Part I applies.
«  a guperior court of appeal. 1

(3.) An appeal shall not be brought except in conformity with such rules of court as may
from time to time be made in relation to such appeals by the authority having power to make
rules of court for the superior court of appeal. '

(4. On the hearing of an appeal the court of appeal may draw all such inferences as are
not inconsistent with the facts expressly found, and are necessary for determining the question
of law, and shall have all such powers for that purpose as if the appeal were an appeal from g

| PAET IL—TRAFFIC. | .
4.—(1.) Notwithstanding any provision in ‘any general or special Act, every railway Reyiged )
_ mpf:y s}iall) sul:)miﬁ to the Board of Trade a revised classification of merchandise traffic, and mm
. co!

: sud
:cod schedule of maximum rates afid charges applicable thereto, proposed to be charged by ::l;;.duleof -
:r;“;.ilway company, and shall fully state in such classification and schedule the natiwe and o
ue ,

judgment of a superior court, and may make any order which the Commissioners could have
made, and also any such further or other order as may be just, and the costs of and incidental

to an appeal shall be in the discretion of the court of appeal, but no Commissioner shall be Jiable -

to any costs by reason or in respect of any appeal.

(5.) The decision of the superior court of appeal shall be final: Provided that where there
bas been a difference of opinion between any two of such superior courtg of appeal, any
superior court of appeal in which a matter affected by such difference of o

pinion is pending may
give leave to appeal to the Houge of Lords, on such terms as to costsas such court shall
determine.

€

(6.) Save as provided by this Act, an order or proceeding of the Commissioners shall not
be questioned or reviewed, and shall not be restrained or remov

[uesti ed by prohibition, injunction,
certiorarl, or otherwise, either at the instance of the Crown or ot :

herwise.

, lodged objections, for the purpose of arranging the differences which may have ariser,

 TALLWA, inal charges proposed to be authorised in respect of each class of traffic, and
:&?‘;ﬁiﬁ:&gﬁﬂa whgsh such terminal charges are proposed: to be made. In the deter-
mination of the terminal charges of sny railway company, regard shall ‘be had only to the
penditure reasonably necessary to provide the accommodation in reepect of which such charges
g maade, § tive of the outlay which may have beenactually incurred by the railway
L 23 mmodation. : '
oomP‘(‘:%’ 'I;hgrzmi:‘i};:: :::gehedule shall be submitted within six months from the passing
of this :A ct, or such further time as the Board of Tr?.de may, in any Partlcular case, permit,
+nd shall b P/“ blished in such manner as the Board of’ .l‘rafie may direct. N
(3.) The Board of Trade shall consider the cla?mﬁoatmn afxd scl.mld‘lb’ and any objections.
thereto, ehich ey be lodged with ther on or befofe the proscribed e and in the prosoribed
manner, and shall communicate with the raillway company and the persons (if anf) who have;’

3 \

.
O I A Y

T

i



A, D. 1888,

26

Appendix ¥.
pRoncR Appendix F—conpg

(4.) If, after hearing all parties whom- the Board of Trade consider to be entitled to be
heard before them respecting the classification and schedule, the Board of Trade come to an
agreement with the railway company as, te ‘the. classification and’ schedule, they shall embody
the é,greed classification and schedule in a Provisiona] Order, and shall make a.repo:t thereon, to
be submitted to Parliament, containing such ohservations as they think fit in relation. to;the
agreed clagsification and schedule. '

" (5.) When. any agreed classification and schedule have boen embodied in a Provisional

" Order, the Beard of Trade, as soon as they conveniently can after the making of the Pro-

visional Order (of which the rallway company shall be deemed to be the promoters); shall
procure a, Bill to be introduced into either House oft Parliament for an Act to confirm the

~ Provisional.Order, which shall be set out at length in the schedule to the Bill,

(6.) In any case in which a railway company fails within the time mentioned ire this section
to submit a classification and schedule to the Board of Trade, and also in every case in which a
railway company has submitted to the Board of Trade a classification and schedule, and after
hearing all parties whom the Board of Trade consider to be entitled to be heard before them,
the Board of ‘Trade are unable to come to an agreement with the railway company as to the
railway company’s classification and,schedule, the Board of Trade shall determine the clagsi-
fieation of traffic which, in the opinion of the Board of ‘Irade, ought to be adopted by the
railway company, and the schedule of maximum rates and charges, including all terminal
cha,rggs proposed to be authorised applicable to such classification which would, in the opinion of
the Board of Trade, be just and: reasonable, and shall make a report, to be submitted to Parlia-
ment, confaining such observations as they may think fit in relation to the said classification
and schedule, and calling attention to the points therein on which differences which have arisen
have not been arranged. : ’

(7.) After the commencement of the session of Parliament next after that in which the
said report of the Board of Trade has been submitted to Parliament, the railway company may
apply to the Board of Trade to submit to Parliament the question of the clasgiiication and sched
ule which ought to be adopted by the railway company, and the Board of Trade shall on such
application, and in any case, may embody in a Provisional Qrder such classification and sched-
ule as in the opinioa of the Board of Trade ought to be adopted by the railway comRa:ny, and
procure a Bill to be introduced into either House of Parliament for an Act,to confirm . the. Pro-
visional Order, which shall be set out at length in the schedule to the Bill, -

(8.) I1f while any Bill to confirm a Provisional Order made by the Board of Trade 'under
this section is pending in either House of Parliment, a petition is Presented against the Bill or
any classification and schedule comprisad therein, the Bill; so far as it relatesto the matter
petitioned against, shall be referred to a Select. Committee, or, if the, two Houses of Parliament
think fit so t» order, to a joint Committee of such Houses, and the petitioner shall be allowed
to appea: and oppose as in the cage of a private Bill.

(4.) In preparing, revising,.aid settling the clissifications ‘and schedules of rates ang
charges, the Board of Trade may consult and employ such skilled petsons as they may deer
necessary or desirable ; and they. may pay,to .such. Persons. such remuneration as they . may
think fit and as the Treasury may approve.

(10.). The Act of Parlisment confirming any Provisonpl Order made. under this section
shall: be a . public.general: Act, and the rates and charges mentioned in 5 Provisional Order 4
confirmed by such Act shall, from and after the Act coming into operation,
charges which the railway company shall be entitled to charge and make,

(11.) At any time after the confirmation of any Provisional Order under this secti(;n any
Tailway company may. and any person, upon giving not less than twenty-one days’ notice to
the railway company may, apply in the prescribed manner to the Boar.

. A d of Trade to amend any
classification and schedule by adding thereto any articles, matters, or things, and the Board of

Trade may hear and determine such application, and classify and dea] with 'the articles, matters
or things referred to therein in such minfer as the Board of Tiade shall think 'ﬁght. Every

5

be the rateg and

N
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* determintion of the Bosrd of Trado uader this subssection shall fortieith be published in the

*“ London Gazette,” and shall take effect as from the 'date of the publication thereof.
(12.) Nothing in this settion shall apply to any remuneration payable by the Postmaster.
General t> any railway company for tle eonveyance of mails, letter bags, or 'parcels under any

general or special Act relating to the conveysnce of miails, or under the Powt Office (Parcels) Act, 45 & 46 Vict, ¢, 74

1882, .
(13.) Nothing in this section shall apply %6 any terremeration payable by the Secretary of
State for War to any railway conipany for the conveyance of War ‘Office stores under the

- powers conferred by the Cheap Trains Act, 1888, .
25. Whereas by section two of the Railway and Canal Tysiffic Act, 1854, it is enacted 46& 47 Vict., o, 84,

that every railway company and canal company, and rail¥ay'tnd carial ‘company shall, accord- m’;:ﬂ":,:g:

ing to their respective powers, afford all reasonable facilities for the receiviqg .and forwarding
and delitering of traffic upon-and from the several railways md canals belowging to'or worked
by such companies respectively, 4nd for ‘the return of “carriages, trucks, boats, and other
vehicles ; and that no such company shall make or give any wndue or unréaconable preference
or advantage to or in favour of aniy partivular person or esmpany, or any particular description
of traffic, in any respect whatsoever, or shall subject any particular person or company, or any
pa.rti‘cular description of traffic, to any undwe or unreasonable prejudice or disadvantage in any
respect whatsoever ; and that every railway company and vanal company and railway and canal
company having or working railways or ¢anals which fotm part of a continwméus lineof railway
or canal or railway and camal communication, or which have the terminué station or wharf of
the one near the terminus station or wharf of the other, shall afford all dueand reasonable
facilities for receiving and forwarding by one of such railways or canals all the traffic arriving
—by the other, without any unreasonable delay, and without 4ny su¢h preference or advant-
agé or prejudice or disadvantage as aforesaid, and so that no obstruction may be offered to the
Public desirous of using such railways or canals or railways and eamals as a.continuous line
of commuanication, and so that all reasonable accommwdation aay by means of the railways
and canals of the several companies be st all times afforded to the public in that behalf:
And whereas it is expedient to éxplain and amend the said ensctment: -
Be it therefore enacted, that—- ~ o
Subject as hereinafter mentioned, the said facilities to be so afforded are hereby declared
" to and shall include the due and reasonable receiving, forwarding, and delivering
by every railway company and eanal company and railway and canal company,
ab the request of any other such company, of through traffic to and from the
railway or canal of any other such company at through ratés, tolls, or fares (in
this Aet referred to as through rates} ; and also the due and reasonable recdiving,
forwarding, and delivering by every railway company and canal company antd
railway and canal company, at the request of any person interested in through
traffic, of such traffic at through rates: Provided that no application shall be
made to the Commissioners by such person until he has made g coniplaint to thes
Board of Trade under the provisions of this Act as #o complaints to the Board
of Trade of unreasonable charges, and the Board of Trade have hesrd the com=
' - plaint in the manner herein provided. : :
. - Provided as follows : ‘ : : :
" (1.) The company or person requiring the trafie to be forwatéded shall givé writteri
..‘ notice of the proposed through rate to each ‘forwarding cempany, stating both ite
amount and the route by which the traffie is proposed to be forwarded ; atd whefi
‘a company gives such notice it shall also statd the apportionment 8 the thivagh
rate. The proposed through .rate may be per truck or per.ton :
{2.) Each forwarding company shall; within ten days, or ‘such lonjfer Petiod as the
-+ Commissioners may from time to time by general order presciibs, . uftsr gha
. receipt of such notice, by written notice inferm the company or persons requiring
the traffic to be forwarded, whether they agree to the rate and route ; ind i ‘H}
-object to either, the grounds of the objection : ‘ ‘ v

3
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. A.D. 1888, ~ {2.) Tf at the expiration of the prescribed period no such objection has been sent by an

. forwarding company, the rate shall come into operation at such expiration :

(4.) If an objection to the rate or route has been sent within the prescribed period, the
matter shall be referred to the Commissioners for their decision :

(5.) If an objection be made to the granting of the rate or to the route, the Com-
missioners shall consider whether the granting of a rate is a due and reasonable
facility in the interest of the public, and whether, having regard to the ‘cir-
cumstances, the route proposed is a reasonable route, and shall allow or refuge the
rate accordingly, or fix such other rate as may seem to the Commissioner
just and reasonable : ' .

(6.) Where, upon the application of a person requiring traffic to be forwarded, a through
rate is agreed to by the ‘fowarding companies, or is made by order of the Com-
missioners, the apportionment of such through rate, if not agreed upon between
the forwarding corpanies, shall be detérmined by the Commissioners:

(7.) If the objection be only to the apportionment of the rate, the rate shall come into

' operation at the expiration of the prescribed period, but the decision of the Com~
missioners, as to its apportionment, shall be restrospective; in any other case.
the operation of the rate shall be suspended until the decision is given :

(8.) The Commissioners, in apportioning the through rate, shall take into consideration

- all the circumstances of the case, including any special expemse incurred in
respect of the construction, maintenance, or working of the route, or any part of
the route, as well as any special charges which any company may have been en-

. titled to make in respect thereof: o L R
(9.) It shall not be lawful for the Commissioners in any case to compel any company to
accept lower mileage rates than the mileage rates which such company may for
the time being legally be charging for like trafic carried by a like mode of
transit on any other line of communication between the same points, being the

points of departure and arrival of the through route. o
Where a railway company or canal company use, maintain, or work, or are party to an
arrangement for using, maintaining, or working steam vessels for the purpose of carrying on a
communication between any towns or ports, the provisions of this section shall extend to such

steam vessels, and to the traffic earried thereby. '

When any company, upon written notice being given as aforesaid, refuses or neglects
' without reasons to agree to the proposed through rates, or to the route, or to the apportionment,
the Commissioners, if an order is made by them upon an application for through rates, may
ordér ‘the respondent company of 'companies to pay such costs to the a.pplicatits as they think

*, Powers of Commis- 26. Subject to the provisions in the last preceding section  contained, the Commissioners

: ,'.m:_" s to throogh o}\a1l have full ‘power to decide that any proposed through rate is just and reasonable, ‘notwith-

standing that a less amount may be allotted to any forwarding company out of such through
mate than the maximum rate such company is entitled to charge, and to allow and apportion
such through rate accordingly. o ‘

Undue preferencein 27.—(1.) Whenever it is shown that any railway company charge one trader or class of
:;;,j”,,‘,‘;: “:lg:,‘: - traders, or the traders in any district, lower tolls, rates, or charges for the same or similar
snd ‘“‘eq“.l‘ services merchandise, or lower tolls, rates, or charges for the same or similar services, than they charge
F . ‘ to pther traders, or classes of traders, or to the traders in another district, or make any difference
4 in treatment in respect of any such trader or traders, the burden of proving that such. lower
charge or difference in treatment does not amount to an undue preference shall lie on the rail-

way company. R '
(2.) In deciding whether a lower charge or difference in treatment does or does not amount

/ to an undue preference, the court having jurisdiction in the matter, or the Commissioners, as

the case may. be, may, so far as they think réa.sonably, in addition to any other considerations

affecting the ease, take into consideration whether such lower charge or difference in treatment
is Decessary for 'the purpose of securing in the interests of the pyblic the trafiic’f{in respéot of

ey Appemiix ¥,
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which it is made, and whether the inequality cannot be removed without unduly reducing the A. D, 1888,
rates ch a:q-ged to the complainant : Provided that no railway company shall make, nor shall the —
coﬁrt, or the Commissioners, sanction any difference in the tolls, rates, or charges made for, or
any difference in the treatment of, homQ and foreign merchandise, in respect of the same or
similar services. » :

(8.) The court or the Commissioners shall bave power to direct that no higher charge
shall be made to any person for services in respect of.merchandise carried over a less distance
than is made to any other person for similar services in respect of the like description and
quantity of merchandise carried over a greater distance on the same line of railway. .

28. The provisions of section two of the Railway and Canal Traffic Act, 1854, and of section ﬁgﬁﬁﬂ:ﬁmﬁ ,
fourteen of the Regulation of Railways Act, 1873, and of any enactments amending and prefp:den:? to goods
extending those enactments, shall applj to traffic by sea in any vessels belonging to or chartered ™ > **
or worked by any railway company, or in which any railway company procures merchandise
to be carried, in the same manner and to the like extent as they apply to the land traffic of a
railway company. . : ) . -

29.—(1.) Notwithstanding any provision in any general or special Act, it shall be _:lawful g::;&a rl:lt:‘b?rtgl-
for any railway company, for the purpose of fixing the rates to be charged for the carriage of way compasies, -
merchandise to and from any place on their railway, to group tcgether any number of places in '

" the same district, situated at various distances frcm any point cf destination or departure of

merchandise, and to charge a uniform rate or uniform rates of carriage for merchandise to and
from all places comprised in the group from ard to any point of destination or departure.
(2.) Provided that the distances shall not be unreasonable, and that the group rates charge
and the places grouped together shall not be such as to create an undue preference.
(3.) Where any group rate exists or is proposed, and in any case where there is a doubt
whether any rates charged or proposed fo be charged by a railway company may not be a con-
travention of section .two of the Railway and Canal Traffic Act, 1854, and any Acts amend-
ing the same, the railway company may, upon giving notice in the preseribed manner, apply to
ﬁl}e‘ Commissioners, and the Commissioners may, after hearing the parties interested and any-
of the authorities mentioned in section seven of this Act, determine whether such group rate
or any rate charged or proposed to be charged as aforesaid does or doeg not create an undue
preference. Any persons aggrieved, and any of the authorities mentioned in section seven of
this Act, may, at any time after the making of any order under this'/section, apply te the Com~
missioners to vary or rescind the order, and the Commissioners, after hearing all parties who
are interested, may make an order accordingly. o D ‘
80. Any port or'harbour authority or dock company which shall have reason to believe ;";: ::: gfzm'
that any railway company is by its rates or otherwise placing their port, harbour, or dock, at bosrds to complain g
an undue disadvantage as compared with any other port, harbour, or dock to or from whieh “ " preference,
traffic is or may be carried by means of the lines of the said railway company, either C
alone or in conjunction with those of other railway companies, may make complaint there- S ‘
of to the Commissioners, who shall have the like jurisdiction to hear and determine the subjeot+(
matter of such complaint as they. have to hear and determine a complaint of & oo.nh-aveqtion‘
of section two of the Railway and Canal Traffic Act, 1854, as amended by subsequent Actas. ' -
* 81.=(1.) Whenever any person receiving or sending or desiring- o ' send gqods by any Sﬁm:;t‘ol?mq
railway is of opinion that the railway company is charging him an unfair or an unreasonable EMW: P
rate of charge, or is in any other respect treating him in an oppressive or unreasonable manners ;,o’;;f;;g(;;’..‘ s
such person may complain to the Board of Trade. o - S o
« (%) The Board of Trade, if they think that there is renscnable ground for- the complaint,
may fhereupon call upon the railway company for an explanation, and endeavenr to seitle. Alltje-:

i

cably the differences between the complainant and the railway company. o :

- {3) For the purpose aforesaid, the Board of Trade may appoint either one of their own"™
officers or any other competent person to communicate with the ocomplainant and.the mi]‘!n.y.;
company, and to receive and. consider such explanations and ‘communications re may ' snde”
in reference to the complaint ; and the Board of Trade may pay to such ‘lasteit tioned periedi
wnch remuner‘atign a8 they may think fit, and as may be approved by the Treasury, = - . -

‘ ‘ : A

v
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A. D. 1888. © {4) The Board of Trade shall from time to. time ?ubmit to Pa:rliament reports of the com-
- plaints made to them under the provisions of this section, and the r?Sults of the proceedn?,gs
taken in relation fo such complaints, together with such observations thereon as the Board
of Trade shall think fit.
(5.) A complaint nnder this section may be mad.e to the Bo.ard o'f Trfade by ?’Ify of f’he
. gnthorities mentioned in section seven of this Act, In any case in which, in the opinion of a.n'y
of such authorities, they-er any traders or persons in their dlstf'n.}t are be.mg c.harged anfair
or unreasonable rates by a raitway company ; and all the provxsmn? of this section shall aP?lS’
' to a complaint so made as if the same had been made by a person entitled to make a comp’la.mf;

under this section. : . .
Annual returns by 32—(1.) "The returns required of a railway company, under section nine of the Railways
railway eoull!pauiel to Regulation Act, 187 1, shall include such statements as the Board of Trade may from time to
ﬁﬁ';l?cm the time prescribe, and the forms referred to in that section ma.y.from tlm‘e ‘to time be: al.tered .by
m e‘:fn'ilr'r:de the Board of Trade in guch manner as they think expedient for giving effect to this gection, .

u7snd ag Vict., and the said section nine of the Railways Regulation Act, 1871, shall apply accordingly.
e 78,89

aud 87 Vict. (@.) The Board of Trade may from time to time alter the times fixed by the said Aet or
36 87 Viet., ’

c. 76, by the Railways Regulation Act (Returns.of Signal Ar.rangements,. Workings, ete.), 1878, for
the forwarding of any of the returns required by the gaid Act or this Act.
assification table 83,—(L.) The book tables, or other document in use for the time being containing the
n ta) . . ) . . .
gbeot;:!:nmfor / general classifieation of merchandise carried on the railway of any company, shall, during all
inspection.

Copies lo be 50ld.  yeggonable hours, be open %o the inspection of any person without the payment (?f 3:ny fee. at
every station at which merchandise is received for conveyance, or where merchandise is ‘receWed
at some other place than a station then at the station nearest such place, and the sa.ld. bc.»ok,
tables, or other document as revised from time to timc? s.ha.ll be kept on sale atia the principal
office of the company ab a price not exceeding one shlllmg. o

/ (2.) Printed copies of the clagsification of mercha,ndl.se traffic, arfd schedul(? of maximum
tolls, rates, and charges of every railway company authorised, as provided by.t}ns Act, shall be
kept for sale by the railway company at such places and at such reasonable price as the Board

of Trade may by any general or special order preseribe.
is.) 'The company shall within one week after application in writing made to the secretary

of any railway company by any person interested in the carriage of any merchandise which has .
been or is intended to be carried over the railway of such company, render an account to the

person 80 applying in which the charge made or claimed by the company for .the carriage of
such merchandise shall be divided, and the charge for conveyance over the railway shall be
djstinguished from the terminal charges . (if any), and from the dock charges {if any), and if
any terminal charge or dock charge is included in such . a,e'zcount the nature a?;d detail of the
terminal expenses or dock charges in respect of which it 1s n'm.de shall. be speClﬁed.' . .
(4) Every railway company shall publish at every station at which mel'cha:ndxse is received
for conveyance, or where merchandise is received at some other place 1.shan a st?,tmn then at the
station nearest to sch place, a notice, in such form as may be from time to. time prescx:ibed by
the Board of Trade, to the effect that such book, tab}es, and docun}ent to_uehm.g the classification
of merchandise and the rates as they are required b.y this section and sectl?n ?ourtee.n of the
86 and 87 Vict, Regulation of Railways Act, 1873, to keep at‘ that fsta.hon,. are open to public inspection, and
c. 48, that information as to any. charge can be obtained by application to the secretary or other officer
ot the address stated in such notice. :

(5.) Where a reilway company carries merchandise partly by la.nd‘ and partly by ses, all the
books, tables, and documents, touching the rates of c'harge _°f the railway company, which are
kept by the railway company at any port in the United I.Qng’dom ?.s.ed by the vessels which
carry the -ses traffic of the railway company, shall; besides containing all the rates charged
fof the sea ¢raffic, state what proportion of any through rate isappropriated to conveyance by

sen, distinguishing such proportion from that which is appropriated to the conveyance by limé -

on either side of the sea.

A
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. (8.) Where a railway company intend to-malie any-inorease in-the-tolls; rates, or chiarges
published:in the books required to be kept by the company for public inspection, under seetion
fourteen of the Regulation of Railways Act, 1873, or this Act, they shall give' by: publieation
in such manner as the Board of Trade may prescribe at least fourteen days’ notice of sueh in-
tended ‘increase, stating in such notice the date on whieh the:altered rate:or change is.to take
effect-: and: no such increase in the published tolls, rates, or charges off the milway compsasy
shall have effeet unless and until the fourteen days’ notice required under: this- section husboes
given. :

(7.): Any company failing to comply with-the: provisions of this'seetion shiall, for each
offence, and in the case of a continuing offence for every day during' which the offence comti-
nues, be liable, on summary conviction, to a penalty not exceeding'five pounds: ‘

34 When traffic is reeeived or delivered at any place on any railway other thiu-a sbition o

" : : . - ) Place of publication
within the meaning of section fourteen of the Regulation of Railways-Act, 1873} the railway of retes in respect
company on whose line such place is, shall keep at the station nearest such place abook orbooks m?&:tm‘ -
showing every rate for the time being charged for the carriage of traffic other than passengers : .
and. their luggage, from such place to any place to which they book, including any rates

_ charged under any special contract, and stating the distance fr
whaif, siding, or place to which such rate is charged. '

Every such book shall, during all reasonable hours, be

without the payment of a fee. :

:A. Do‘lBBB-

ey

om that' plage of every- statiom,
open to the inspection of’ any person

35.—(1.) The Board of Trade may from time to time make, rescind, and-vary- rubés- with Power to make rules
respect to the following matters :— . for purposes of

(a.) The form and manner in which classifications.and schedules under-this part of this st Tt Aot
Act are o be prepared and submitted to the Board .of Trade and to Parliament,
and the publication, advertisement, and scttlement (by theBeard of Trade) of
" such classifications and schedules, and of Provisional Qrders ;
(6-) All proceedings before the Board of Trade under this part.of this-Act ;
(e The fees to be paid in respect of such proceedings ; and.
(d.) Any matterauthorised by this Act to be presoribed.

(%) Any mles: made by the, Board.of. Trade in. pwrsusoce of ;thisyssobion shall be laid
before Parliament within three weeks after they ave.made, if Paxlisxnent. ber then sitting, and
if Parliament be not then sitting, within thres. weeks: after- the. beginning. of: thethen next
session. of Parliament, and shall be judicially.noticed, amd.: shall: hawe: effosbna if they were
engoted by this Act. : ’ ‘ ' . :

' PART II1.—CANALS,

36. All the. provisions of Part II of thié'Aet relating to any railway company shall, 80 Part I1 to extend to -
far as applicable, apply to every canal company, and to every railway and canal ecompany ; and

in Part IT of this Act, unless the context otherwise requires, the expression * railway company
shall include a canal company and railway and canal company, and the expression railway” o
shall include a canal, and the expression “rate ” shall include tolls and dues of every desoription
chargeable for the use of any canal or by any canal company., - '
87.—(1.) Section fifteen of the Regulation of Railways Act, 1873,
terminal charges of a canal company. '
2.) The Railway and Cdnal Traffio Act, 1854, as smended by the Régulation of Railways
Act; 187 3,811&}11‘ -extend to any person: whose consent is required to any variation of the rates
tolls, or dues charged for the use of any canal, orby any canal company, in like manner as ié
such person. were a-canal company, and the expressions “ canal company ” and « railway and

canal company » 1:1 the.said Acts and this Act shall be consirued accordingly to include such

canal oom,

shall apply to the 4 i vion or 55 .
. sn?WVict.,o.ls, R
o cansls, -

persqn. . o R o :

_'(3.) The. provisions of the Railway and Canal Traffic Act, 1854, and. the Regu I : omof
Railways Act, 1873, with respect to rates, shall apply to tolls and dues of; every deoonphon .
chargeable for the use of any canal or by any canal company. Aud nothingin any. agrsemanti;
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A.D.1888. whe : .
— :en:hfr}::ge ::flor: c;:l'l ?fter the passing of this Act, and whether confirmed by Act of P
3 0 1 1 ia~
enforciug any order fo::g tll?r bhis Act shall prevent the Commissioners fry;)m m;:.ki::lrlla
. s ough rate or toll which may in their opini s
interest of the public. Y In their opinion be required in the
(4) Any company allowin,
. g traffic to £
railway, or fr : pass from a canal on to
allowir}:rr OZf t(::ﬂi: ra-ﬂtv;a)’, on to a canal, shall be deemd to be a forwardinanyczther o
Py g ' 80 to pass shall be deemed to be the forwarding of S .m?any, and the
of the above-mentioned Acts. g ot traflic within the meaning
(5.) The provisi o
Railways Act, fs73 fnng :ff :1]:; i::;lwv:i};:nd Canal Traffic Act, 1854, and of the Regmﬁon of
which, i Vo o respect to through rates, sha
oomm:a n;::a t;::nle;zm'lt l:\Tli;h any river or other waterway, form parﬁ,o; a.lio::it::\lxd toli:ny' cana
woh 1 » notwithstanding that tolls may not be leviable by authori oue 1ne of water
such river or other waterway. y authority of Parlisment upon
88, Where a rail
sioners over canal way company, or the directo: i )
m rates, and of them or any persons on their behalf, have the c ° trsl or officers of a 1:a.i1Way company, or any
ontrol over, or the right to interfere in or

o8 where a rail-

" concerning the traffi
way compuy or ffs g ¢ conveyed, or the tolls, rates, or charges levied on the traffic of or for the

conveyance of merchandi
?'cl:;fl the traffo of g 43 0 Commissizners t(}ill:e on a canal, or any part of a canal, and it is proved to the satisfacti
t the tolls, rates, or chargesflevied on the traffic of or for the o
conveyance

of merchandis A/ e
) e on the canal are such as are calculated to divert the traffic from the canal to th :
’

railway, to the detrime
mt of the canal .
canals adjacent to it— or persons sending traflic over the canal or other

(1) The Commissioners may, on the application of any person i ' '
1:: m make an order requiring the tolls, ;::’ ;?Tg::; l;le t];:l traffic of
. or for the conveyance of merchandise on the canal, to bevl on the
:hqgusted in such a manner that the same shall be reasonable ;s o altered an
@ 1t w;gies s:z: i}:fe:s fo:l:he lc:onveya.nee of merchandise on the mﬂ::};afed it
o Y e prescribed by the order of the C Lo
i‘:’lm;;mi:h&rgeﬂn“ alltleer:lded on the. trafic of or for the c9nveya.xz::anj:ifns ;?rlclz;r:;;.h ©
. sioners may themselves b and sdjusted as required by such order, the Co .
- the tolls, rates, and c.h:v v ?rder make such alterations in and adjust m?s-
memha.n:h - 0; e caniflss levied on the. traffic of or for the conve o o
rates, and charges as alteredas ﬂ:le)’ 51.19.11 think just and reasonable, and ::::lld
chall be binding on the comg djusod by the arder of the Commiseoners
the traffic of, or the tolle company or persons owning or having the 10 it
. ‘: 8, rates, and charges levied on the °°nt17° over
conveyance of merchandise on thé canal : o traffic of, or for.the
{8) No application shall be made to the C foel ' ‘
Boax:d o.f Trade have certified that theorz,?glsix:r ?s u:dgz this sootion until the
agl.)hcf:.tlo.n, and that the application is a Propér one toP;?:::})@_ﬁgg ko e
:iollz;l;oa::; of t;l;e Com‘missioners ; and no order shall be made by 1;:9 C for t.h °
r this section unless notioe of the application has been D
.Sl.wh company and persons, and in such mann served upon
direct : . er as the Board of Trade may
(4) The Commissioners may at any time, upon the application of

» a.fe}c:ted by any order made under this section, and after ::t}ir GZOI:opany or Persoﬁ
such companies and persons as the Commissioners may by a7 g :ndl l]'l:l,la.ri.ng‘
[ era, e8 or

special' order prescribe, rescind or va.ry'any order made under this
section,

"melg eanal:. ' 39.—(1) Every canal company shall, on or before the first day

beginning on the first day of Janua of Jamuary ;

o ry next after the passing of thi Y In every ye

oint sbock s 8 . ng of this Act oy Jean

chanal the Wm(;,:n;es & 1"_’1’\11'.li m ting the name of the company a,liend s rogistike of
» $he name of the principal officer, and the place of their offi. short description of their

than one office, of their principal office. It oftice, or, if they have more

' ]

sk

88

Appendix F.
Appendix F—contd. -

(.) Every canal company shall within sach time as may be prescribed by the Board of A, D. 1888,
4o time whenever required by the Board of Trade, not being —

Trade, and afterwards from time
oftener than once in every year forward to the Board of Trade, in such form and manner as the

Board may from time to time prescribe, such returns as the Board of Trade may require for the
purpose of chowing the capacity «f such conal for trafic, and the capital, revenue, expenditure,
and profits of the canal company.

(3.) When the canal of a canal company, or any part thereof, is intended to be stopped for
more than two days, the company ghall report to the Board of Trade, stating the time during

which such stoppage is sntended to last, and when the same is re-opened the company shall so

report to the Board of Trade.
(4.) A company failing to comply with this section, shall be liable, on summary convic=

$ion, to a fine not exceeding five pounds for every day dwing which their default continues, and
any directcr, manager, and officer (£ tte company who knowingly and wilfully authorises or
rmits the default chall be ligble, on summary conviction, to the like fine.

40.—(1.) Every canal company shall, before’ such date 2s the Board of Trade may pre- Byelaws of causl.
goribe, forward to the Board of Trade true copies, certified in cuch manner as the Board of ompanies.
Trade direct, of 21y byclaws or regulations <f cuch ccmpany which are in force at the com-
nt of this Act; and the byelaws of any canal company, copies of which are not for-

menceme
warded to the Board of Trade as provided by the scetion, shall from and after the gaid date

coase to have any operation, save in so far as any penalty may have been already incurred under

the same. .
(2.) A byelaw er regula tion of any canal company hereafter to be made under any power

which has before orat the time of the passing of this Act been, or which may hereafter be cone
ferred on any canal company, shall not have any force or effect until two months after a tme
copy of such byelaw or regulation, certified in such manner as the Board of trade direct, has
been forwarded to the Board of Trade, rnless the Beard of Trade before the expiration of such
period have signifi ed their approbation thereof.

(3.) The Board of Trade may, at any time after any existing or future byelaws or regula-
tions of & canal company have been forwarded to them, notify to the company their disallow-
ance thereof, or of any of them, and in case such byelaws or regulations are in force at the time
of the disallowance, the time at which the said | yelaws or regulations shall cease to be in foree
A byelaw or regulation disallowed by the Board of Trade ehall rot after such disallowance bave
any force or effect whatever, save (as regards any byelaw or regulation which may be in force
at the time of the disallowance thereof) in so far as any penalty may have heen then already

incurred under the same.

(4.) The Board of Trade may from time to time make, rescind, and vary such regulations
as they think fit with respect to the publication by canal companies of their byelaws and regula-
tions, and with respect to the publication by canal compenies of their intention to apply to the
Board of Trade for the allowance of any intended byelaws and regulations. Any regnlatibns 80
made which are gor the time being in force, hall have effect as if they had been enacted in this

Act.

41. Whenever the Board of Trade ave, through their officers or otherwise, informed that Inspection of canals.
the works of any canal gre in tuch a condition as to be dangerous to the publie, or to cause seri-
ous inconvenience or hindrance to traffic, the Board of Trade may direct such officer or other S
. person as they appoint for the purpose to inspect the said canal and report thereon to the Board -
of Trade, aund for the purpose of making any inepection under this section the officer or person :
appointed for the purpose shall, in relation to the canal or works to be inepected, have albthe ., o ocvie o 78 ;
powers of an inspector appointed under the Regulation of Railways Act, 1871. ) ne
49.—(1.) No railway company or director, or officer of a railway company shall, without ys,epplication of ‘
express statutory authority, apply or use or authorise or permit the application or use of any ’&33-‘% ~eompu:y’s
part,of the company’s funds for the purpose of acquiring either in the name of the railway com- of umm e
pany, or of any director or officers of the railway compsny, or other person, sny canal interest, or interest in canal
of enabling any director or officer of the railway company or other person, to purchase or acquire
any canal interest, or of guaranteeing or repaying to any director or officer of the railway company
. . v
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~ Canal companiesmay ~ 43.—(1.) Any canal company may make and entet inbo contracts an
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Canal companies
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or other person who has purchased or acquired any canal interest the
or liability incurred by such director, officer, or person,
cal_lal i;f,e;est, 11])1‘ any part of such money or Hability.

» (2.) In the event of any confravention of isi is section, anal i
purchased in such contravention shall be forfeited tl;!: f;:vg;::;?ilf:l :hs: c:;lli(:;i:)he e
the com?any who so applied or used, or authorised or permitted such applicati e o
company’s funds, shall be liable to repay to the company the sumng so applied :11'1 fsegsea(ji :}11‘9

e

value of the canal interest so forfeited ; and proceedi
H eedmg to
by any shareholder in the company. ? o compe suc'h rePaYIflent ey be taken

(3.) In this section the expression company’s funds "’
railway company, and inclodes any funds which
i _ : are under the control of ini
razlw?y company ; the expression ““officer ” includes any person having anyozoﬁ:)imsmmd e
pany’s funds or any part thereof : and the expression * canal interest ”’ means sh:::' i the
capital of a canal company, and includes any interest of any kind in a can e

: sums of money expended
in the purchase or acquirition of such

means the corporate funds of any

al company or canal.

: d arran i
any other canal company or canal companies for the passage over and along tfeei:l:::ev;}th
ctive

canals, or any of them, of boats, barges, vessels, and other thro
szlch 1};]1*:11}]‘10, ofh the wharves, landing places, and other works ;g:n;rj;ﬁ;: ::I?alf:‘ 21;3 ——y
of ::; o 1:}1)10%-1 b‘cg‘l:;er::tes, and cha.rges, and subjeet to such conditions and res;riciion: :{ment
| such companies ; and for the collection and  ono of
. the companies on behalf of themselves and o of oy oy e of
and charges payable in respect of such through traffic ; and for the divisi rhions

the tolls, rates, and charges ; and any such contract may coritain Provisions for the erection ahd
io '

maintenance of or otherwise for providing warehouses, offices, and other buildinigs and cony
cofive-

niences, and any other provisions for the pu .
purpose of carrying into eff
and a‘:Y company may apply their funds or moneys for thegsame ;mposeect Y such amangement,
ha o N;tmthstandmg any enactments providing for the ch#rge of equal tolls, rate
ct rgles, sue 1t;hroug'h tolls, 'mtes, and charges as above mentioned may iesPectively b:a 8, and
a,l a otv;er toll or rate per J.mle than the tolls, rates, or charges charged for the passage computed
along the same canals of like traffic, not being through traffic, withcut necessitaty age over fmd
ng any reduction of the last-mentioned tolls, rates, or charges "& O oceasion-
(8.) Any like contracts and arrangements existin o
) X g at the passing of this A
from the respective dates of the making thereof shall be deemed to iave b e:n et sha.ll be,. and
same had been made after the commencement of this Act. s 88 valid aw if the
44. For the purpose of facilitating through traffic upon canals
whose canals through tolls, rates, or charges may be in operation ’
system, on such principles, in such manner,.and subi ’ i
. ? 3 Ject to such rg 3 ; 4 ..
~of other companies to such system, the retirement of members gulitions us to the on
to conduct the business of the system, ’
conducting business, and such other re i ..
i e, and gulations for carrying into effect such
from time to time be approved by the Board of Trade in writini' under the hiuxfd c;.’y:zzn:e::e:;g
. y oompany rha.y apply any f
money l{elongmg- to. f;hem, for the purpose of establishing or carrying inzoyeffec); . I:lnd.? or
system, and the provisions of sections eleven to twenty-six inclusive 03f the Railwa Cly such
Act, 1880, shall, mutatis mutandis, apply to any canal clesring system when so estab{ish y
45.— (1) Where, on the application of a canal company, it aj»pears_ to the Baard i;3&1.
that any canal or part of a canal belonging to the applicants (hereinafter re forrod 4 of Trade
cessary canal) is at the time of making the application unnece 0 as an unpe-
navigation, or where, on the application of any local authority
e , y rity, or of three
lands adjoining or near to any canal or part of a canal, it appears to the Boar(; I(;fn';?r‘ile OWners of
cana! or part of a canal (hereinafter referred to as & derelict canal) has for o rade that that
previously. to the making of the application been disused for ngyiegt: east three years
default of the proprietors thereof, has bécome unfit for navigation, o
o ! t4

igation, or, by reason of the
or near thereto have suffered injury by water that has escaped

any canal companies upon

* that the lands adjoinig
from the derelict capal, and ﬁ

may establish a canal clearing |

- the appointment of a commitbes
and of a secretary or other Decessary officers, the mode of -

ring

ssary for the Purposes of publie -
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the proprietors of the derelict canal decline or are unable to effect the repairs necessary to prevent
further injury, the Buoard of Trade may by warrant signed by their secretary authorise the-
abandonment by the existing proprietors of such uunecessary canal or such derelict canal, and
after the granting of the warrant, and the due publication as required by the Board of Trade
of a notice of the granting thereof, the Board of Trade may make an order releasing the canal
company or the other proprietors of the unnecessary or derelict canal from all liability to maintain
the same canal, and from all statutory and other: obligations in respect thereof, or ofor
Consequent on the abandonment thereof. .
(2.) In the case of an 'unnecessary canal no warrant of abandonment shall be granted
unless the Board of Trade are satisfied — ' -
' (a) That it is unnecessary for the purposes of public navigation. R
(5) /That the application has been expresdly authorised by a resolution of a majority
" of the shareholders of the canal company owning the canal present and voling at
an extraordinary or special general meeting of that company. . :
~ {¢} That such public and other natices of the application have been given as the Board
’ " of Trade may require. ‘ '
(d). That compensation (the amount thereof to be determined in case of difference as
the Board of Trade may prescribe) has been made to all persons entitled to com-
‘peusation by reason of the proposed abandonment of the canal. ‘
(3.) In the case of a derelict canal the warrant may be granted on the condition that the
canal or any part thereof, with all or any of the powers relating thereto, be transferred to any
pérson, body of persons, or local authority, and where any such condition is imposed, the Board of
Trade may, if they think fit, frame and embody in a Provisional Order a scheme for the manage-
ment of the canal or any part thereof. : s -

(&) The Provisional Order may provide for the constitution of a body to manage the canal

or an y part thereof, for the transfer to that body or any local authority of the canal or any part

thereof, and of all or any of tha powsrs relating thereto, for the limitation or discharge of any

liabilities affecting the canal or the owners thereof for the time being; and for any other matters
which may appear to the Board of Trade to be necessary or proper for carrying this section

{

- (8.} The Board of Trade may submit to Parliament for confirmation any Provicional Order -

made by it in pursuance of this section, but any such order shall be of rio force unless and until it
is confirmed by Act of Parliament. - - o - o

(8.) If while the Bill confirming any such order is pending in either House of Parliament,
& petition is presented against any order comprised therein, the Bill, so far as it relates to the
order, may be referred to a select committes; and the petitioner shall be allowed to appear snd
oppose a8 in the case of private Bills. e ! - ,

(7)) In this section the expression *local authority * means anyone of the local authoritiés
mentioned in section seven of this Act. : . PR

(8.) For the purpose of giving effect to the provisions of this section, the Board of Trade
may require the applicants to furnish any evidence in their pessession or under their control-

relative o the application, and may st the expense of the applicants appoimt and send an officer
to inspect the canal referred fo in the app‘:iéaﬁdn, and to obtain information and evidence in _the
neighbourliood thereof relative to the proposed abaudorment, and may from time to time
make regalations as to the mode of maling applications, and the nature and mode of publica-
tien of notices, and generally as to the conduct of proceedings, ' '

- -486. In this part of this Act the expression “canal company'’ shall include a « railﬁay Deﬂnit{;n of * caal

and canal company > so far as relating to any canal of any such last-mentioned company. ooy

. ®
e L BN

< PART 1V.~MISCELLANEOUS, |

47. S0 sunch of thio Begulation of Bailsays Act, 1873, as limits tho, time- during .whioh Perpetustion of 86
shaat Ack shall continne in foras ahall, save so far as i relats to the sppointment of ghe &7 Vict o &8
' Commission, be repealed, and the said Act, save as aforesaid, shall be perpetual. P

 AD. 1888,
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48. On any rating appeal, and before any court, where it may be wmaterial to show the
receipts or profits of a rallway company or canal company, or railway and canal company, it
shall be lawful for the company to prove the same by written statements or returns verified by
the affidavit or statutory declaration of the manager or other responsible otficer, and any such
statements or returns shall be primd facie evidence of the facts therein stated with respect to
such receipts or profits : Provided that the person by whom any such affidavit or statutory
declaration is made shall in every case, if required, attend to be cross-examined thereon.

49. Every penalty recoverable on summary conviction under this Act may be prosecuted
and recovered in the manner directed by the Summary Jurisdiction Acts before a court of
summary jurisdiction. ,

50. In any proceedings under this Act any party may appear before the Commissioners
either by himself in person or by counsel or solicitor.

51. Any person who shall be certified by the Chairman of Committees of thé House of
Lords or the Speaker of the House of Conmons to have practised for two years before the
passing of this Aet in promoting or opposing Bills in Parliament shall be entitled to practise in
any prozeedings under this Act as an attorney or agent before the Commissioners: Provided
that every such person so pract.sing as aforesaid shall, in respect of such practice and every-
thing relating thereto, be subject to the jurisdiction and orders of the Commissioners, and
further provided that no such person shail practise as aforesaid until his name shall have been

entered in a roll to be inade and kept, and which is hereby authorised to be made and kept, by
the Commissioners.

52. The powers and jurisdiction conferred by this Act on the Commissioners or Board ?f
Trade shall he in addition to and not in substitution for any powers and jurisdiction vested in
the Commissioners or Board of Trade by any statute.

53.—(1.) All documents purporting to be rules, orders, or certificates made or issued by the
Board of Trade, and to be sealed with tae seal of th> Board, or to be signel by a secretary or
assistant secretary of the Board, or any person authorised in that behalf by the President of
the Board, shall be reseived in evidence, and deemed to be such orders, rales, or certificates
without further proof, unless the contrary is shown, ,

(2) A certificate signed by the President of the Board of Trade that any order made,
certificate issued, or ast done, is the order, certificate, or act of the Board of 'Tr&de: shall be
conclusive evidence of the fact so certified.

54.—(1.) Where any lo:al authority having power under this Act to make or oppose any
complaint to the Commissioners, or the Board of Trade, or to enter into any a.greem.enf; to pay
the whole or a portion of the expenses of complying with an order of the 9?1{1m1sslonem c;;‘
the Board of Frade, or to make any afpplication for the abandonment or acqus tion of a can
under this Act, incur any expenses in or incidental to such complaint, qpposltlon, agree]rile;t;t;:
application, such expenses may be defrayed out of the .ra.tes] or funds out ((;:EE w ::1 e
expenses incurred by sach authority in the execution of their ordinary duties are de rlaye )
if such authority is a rural sanitary anshority in Englanl, shall be defrayed as general expenses,
unless the Local Government Board direct that they sha.u be (?efrayed as special exper;lses. |

(2) A local authority may enter into any contm?t mvc.)lvmg the paym;nt by themselves
and their successors of any expenses authorised by this.section to be defrayc; . o

(8.) Where any sach local authority hanve. no power to l‘mrr'ow nfoney or the purpose of
defraying any expenses authorised by this section, such fa.umonty, if other than a surveyor of
highways, may, with the consent of th: Board of Trade in the case of any ha..rbm'n board or
conservancy authority, and with the consent of the . Local Government Board in the case of
any other authority, borrow money in manner provided by the Local .Loa.ns Act, 1875, on the

security of the rates or funds out of which the expenses are authonsed-t(') be defrayed and the
prescribed period * for the loan shall be such period as the Board giving such consent may
approve. o . \

(4.) On the request of any board whose consent is required for such loan, the Board of

Teade or Commissioners shall certify such particulars respecting the amount of the said ex-

4

Appeal ; as regards Scotland, the Court of Session in either division
as regards Ireland, Her Majesty’s Court of Appeal :

town or township commissioners, and any reference to justices
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penses and the propriety of incurring the same and of borrowing
may be requested by such board. '

(5.) In Ireland, any authority borrowing i i i i
g In pursuance of this secti

wanner provided by the Public Health ( ; oo a1 e oo i

of that Act with respect to borrowing

applicable thereto.

85. In this Act, unless the context otherwise requires,—

Terms defined by the Regulation of Railwa.ys Act,
assigned to them :

for the payment thereof as

were re-enacted in this section, and in ferms made

1873, have the meanings thereby

The f;erm “ conservancy authority ” means any persons who are otherwise than for
pr}v?,te profit intrusted with the duty or invested with the power of conserving, main-

. taining, or improving the navigation of any tidal or inland water or navigation :

J.hfe ferm ““harbour board *’ means any persons who are otherwise than for Private profit
1ntmst¢?d with the duty or invested with the power of constructing, improving
?ar;gglng, regulating, and maintaining a harbour, whether natural or artificial, or a.n;

ock :

The term. “ Lord Chancellor ” means the Lord Hig'h Chancellor of Great Britain :
The term “undue preference * includes an undue ]

erm . ' preference, or an undue or unreasonable
prejudice or disadvantage, in any respect, in favour of or against any person or parti-
cular class of persons or any particular description of traffic :

The teArm “ terminal charges *’ includes charges in respect of stations, sidings, wharves
depdts, warehouses, cranes and other similar matters, and of ahy services renderec;
thereat :

The term “ merchandise ” includes goods, cattle, livestock, and animals of all deécrip
tions : ‘ ]
The term “trader " includes any person sendin
dise by railway or ‘canal :
The term “home,” in relation to merchandise, includ i i
s X es the United K
Channel Islands, and the Isle of Man : mgdom, the
The term “ rating appeal ”’ means an appeal against
poor rate or any other local rate :

The term “ Summary Jurisdiction Acts ” i
Act, 1864, the Summary Jurisdiction (Process) Act, 1881, and any Act or Acts us
amending the same ; and in Ireland, within the police district of Dublin metropolis
the Acts {egulating the powers and duties of justices of the peace for such district o;
of the police of such district, and elsewhere, 51, 1
and any Act amending the same :

"The term “ superior court ’ means, as regards England, the High Court of Justice ; as

regards Scotland, the Court of Session ; and as regards Ireland, the High Court of
Justice :

The term superior court of appeal *” means,

g, receiving, or desiring to send merchan-

any valuation list or against any

as regards England, Her Majesty’s Court of
of the Inner House; and

The term “rules of court ”’ means, as regards Scotland, acts of sederant.
In the application of this Act to Ireland, the expression “ conncil of a Borough ” fnclude
S

in quarter sessions shall be con-

A. D. 1888.

Ireland) Act, 1878, in like wanuer ag if the provisions 41 & 42 Vict., c. 52,

in Scotland means the Summary Procedure 27 & 28 Viet,, c. 53
45 Vict., ¢, aq,

the Petty Sessions (Ireland. Act, 1851, 14 & 16 vigt,, 98,

strued to refer to a grand jury; and any referonce o the Liocal Government Board or 4,
u;'ba.n or rural sanitary authority, shall be construed to refer to the Local Governmoau‘i::rBo -
for Ireland, and to an urban or rural sanitary authority in Ireland. Z oard

56. This Act chall come into operation on the first day of January

! : one th ight ¢, '
hundred and eighty-nine, which day isin this Act referred to as the comm:nceh(::x:ug%afhl;: Aot leement of

Act : Provided that at any time after the Pagsin f 3 .
, g of this Act any appointment and

be made, and other things done for the purpose of bringi Nl e ! rules may

¢ ommencement. | ' ging this Act into operation at suoh

'



A. D. 1888.

Pending business.
86 & 387 Vict., c. 48.

Transfer of pending
business from
superior courts.

H

Repeal. .

' ‘Boction 59.
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57. Subject to general rules to be made under this Act, all proceedings which, at the
commencement of this Act, under the Regulation of Railways Act, 1873, and Acts amending
it, or ander any other Acts, are pending before the Railway Commissioners, shall be transferred
to the Railway and Canal Commission under this \ct, and may thereupon be continued and

concluded in all respects as if such procsedings had been originally instituted before that Com-
mission.

!

58. Every action or proceedings which might have been brought before the Railway Com-
missioners if this Aet had been in force at the time when such action or proceeﬂing was begun
and 13 at the commencement of this Act pending before any superior court, ma ,

3 th'3
application of either party, be transferred by any judge of e

her . stich superior court, to the Railway
and Canal Commissioners under this Act, and may thereupon be continued and concluded in

all respects as if such action or proceeding had been originally instituted before that Com-
mission :  Provided that no such transfer, nor anything herein contained, shall ~ary or affect
the rights or liabilities of any party to such action or proceeding.

59.—(1) The enactments mentioned in the schedule to this Act are hereby repealed to the
extent therein specified. ,

(%) The repeal effected by this Act shall not affect—

~ {a} Anything done or suffered bve'fore the commencement of this 4ct under any enact-
ment repealed by this Act, or the expiration of any office which would otherwise
have expired by virtue of any enactment repealed by this A ct 5 nor
(0) Any right or privilege acquired, or duty imposed, or liability or disqualiﬁcation
incurred, under any enactment so repealed ; nor
" (¢) Any fine, forfeiture, or other punishment incurred or o' be incurred in respect of any
L offence committed or to be committed azainst any enactment so repealed ; nor
(4) The institution or continuance of any proceeding or other remedy, whether under
avy enactment so repealed, or otherwise, for: ascertaining or enforcing any
such liability or disqualification, or enforeiag or recoveri 1g any suzh fins, for-
feiture or punishment as aforesaid.

SCHEDULE,
Acrs REPEALED.

Note.—A description or citation in this schedule of a portion .£ an Act is inclusive of the

words, section, or other part first and last mentioned, or otherwise referred to ag forming the
beginuing or as forming the end of the portion described in the description or citation. \

|
Sesgion and Chapter of Act. Short Title. i Extent of Repeu}

17 & 18 Vict,, c. 31 . | The Railway an

d Canal Traffic | Section four and section five.
Act, 1854, - nd sectlon five

31 & 32 Vict., ¢. 119 .| The Regulation of Railways

36 & 37 Vict, ¢, 48 .| The Regulation

section twenty-nine, ~ section ‘
" : . . S : o :il‘mty -four, and' section thirty-
: < ven. :
37 & 38 Viet., ¢, 4V .| The Board of Trade Arbitry- o

ulat Section sixteen, paragraph two,

Act, 1369, , | from “ The provisl,)ion»sgofl’)’r to the
: ‘ ., eud of the section. v

of Railways | Section three, from “The term

Act, 1873, “ superior court,” to the end ‘of

, the section, section four, section

! elqven, section  twelve, section

thirteen, section twenty-one,

tion twenty-two, section twe

sec-

) nty -
N | three, section twenty-four, sectign
twenty five, section - twenty-six

from the words
sloners may revie
: _ . - 7| the section; secti

“The Commis-
w - to the end of
on twenty-cight,

~ « . N »
Section eight, from “and shall con-

tions, etc., Act, 1574, tinue in foree ” to  ex piration.”

¥ 4

om
Appondix 6.
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The railroads of the Woﬂd.

ing t i i ted to English units, from the tables
he following table is compiled, reduced and conver list
p\lblig‘l?e%. ion zljzll\%ray-.] une issue of the Archiv fir Bisenbahnwesen :

The railroads of the world at the end of 1900.

' l PrE MILR OF RAILROAD,
: ' . Por nenlténg_ H
in A increase, '
CO"FTR" e h 1900 \» Inhabitants. |- Square miles. (
’; |
[S—
1 , | | | |
EvuRoPE. i ) .
German Bmpire L s | &5 1,701 6:62
erman . |
3 6 051 113
A'uatria-Hnngary (includiﬁg Bosnia a.nd! 22,917 ‘[ 146 2.0 ‘
'H@rzogovinia.). 1 " - e
' 1 4 O ,
Great Britain and Ireland . . . 21,86 ‘ -
26,611 | 46 1451 | 7
France . . S . . | |
i 4:6 3,556 6832
Russia (including Finland) . . . 29,802 : 2 | | >
) 9,810 ! 59 3,307 1128
Ttal . . . . . . . sl .
‘B 1y~ y 3,043 | 8 | M 2:89
elgram . . . . . ? | | o
. 5 29678
Netherlands (with Luxemburg) . . E 1,994 ! 2 | : . o
Switzerland A . . 2,361 ! 62 1,45 8 ]
witzerland - . . . ] .
‘ -~ 8,300 : 38 2,138 2311
Spain . . , . . . . ‘ 4 ‘ e
Pprt 1 1,476 o8 | 3,581 2423
ortuga . . . . | ‘ .
D K .. 1,865 1 300 | 1,312 7-05
enmar. . . . i o » . I
' ’ 1,286 59 | - 1,735 P6+96
Norway . . . . . . ) 1286 ¢ .
ades 7,034 144 726 . 2478
Swaden . . . . .
! 369 1'4 6,947 . 6154
Servia . . . . . . . . . '
; 1,925 I ] 8,072 - o 26'27.,
Roumania . . . . . . : S
| 605 211 4,028 . 4102
Greace . . . . . . :
> 52'80
. Turkey in Europe (with Bulgaria and 1,952 293 (5,030 1 .\ ‘
Roumelia). v s e
Nalta, Jersey, Isle of Man E . . 88 S *
Total Europe . 176,174 101 : 2,21§ ‘ 21':18
NORTH AMERICA. . ‘ | »
United State Ch 19304 | 58 383 1548
n 8 . . . , | 1
B Ameri ‘- 17,831 98 . 208
itish North America - ) bl
o dland | 641 874 824 | 86Y4
Newrmn ) ) ’ ) . * . ye o
; ’ - \ 9,056 | 199 | 130 | 8afs
Mexico . . . . ‘ 5 °
o : 18 23082
Central Amaricac(Gns&emala, Hondnras, 718 139 3.3 RN .
i d Costa Rica). i ) ’
Nicaragua an ) | | . . , ] —
: : : : . R ; | s
Total North Awerica - .i . 221,549 %6 K PR L
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The ratiroads of the world at the end of 1900—contd.

I

PER MILE OF RAILROAD.

COoUNTRY, Miles in 1900. | ing%%i;;}%ng—
Inhabitants. Square miles,
SouTHE AMERICA.
Colombia . e e 400 139 11,250 - 1,28455
Cuba .. .| 1,134 Y 1,439 . 4044
Venezuela . . . . . ' 634 00 3,856 ) 63674
San Domingo i I 117 00 | 4,308 16039
Brerl . . . e 9,195 136 1,845 351:09
Argentine Republic , . ) ! 10,175 132 471 10983 '
Paraguay . . 167 00 3,19} 621-89
Truguay . . 1,144 147 723 60-31
Chili . .o o 2,850 187 1,053 10513
Pera . .| 1,086 00 2,876 42005
Bolivia . Coe 621 00 3,934 82078
Betador . . 186 00 8,478 62158
Britieh Guiana . . . \‘ 55 1514 5,056 1,616:90
Ja;:;(r::; l?ﬁ)l:a&(;{;s‘;d;frl:inidad, Martinique, , 857 257 -
Total South Americs and West Indies | 28,357 119
As1a,
British India . . 28,758 178 12,281 82:36
Ceylon . .. 297 00 11,282 9551
Asia Minor and Syria .. 1,716 416 9,025 40031
Russia (Trans-Caspin) . . . 1,668 764 422 12932
Siberia and Manchuria . . . . 8,852 1041 1,499 1,242:28
Persia . L 34 00 264,708 18,60318
, R
Datch India (Javﬁ and Sumatra) 1,301 08 20,885 17774
Japsn . L. 3,661 598 12,718 3368
Portuguese India . . . . 51 00 10,800 2434
Malay States (Borneo, Celobes, etc) o 273 69 © 2,633 12192
China . . . . . . 401 488 £90,900 10,665:06
Korea . e e 26 . 400,000 8,400°00
N L., 203 1271 44,335 1,203°42
French India (Cochin China, Pondicherry, 238 30 o
Malacca snd Tonquin).
Total Asin 87,460 20'5

Appendix G—concld.

The raslroads of the world at the end of 1900—concld.
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Per cent, of

PR MILE OF BAILROAD.

Covxrey, Miles in 1600, lais%e:%%'
) Inhabitants, Square miles.
APRI0A,
Bgypb o« & o+ . e . 2,087 44'3 4,871 183:06
Algeria and Tunis . . . 2,642 34 2,418 13114
British Soath and Central Africa . . 2,087 601 }03-43
Natal . . S . . 737 ... 1,066 3,714'00
South African Republio . . . . . 1,203 721 99:03
Orange Free State . . . . 897 - 848 8480
Mauritius, Réuniog,  Gold Coast, Lagos, 2,208 -
Congo, Angola, Germsn S.-YV. Afrncg,
Mozimbique, German E. Africa, Somali,
Erithrea. _ . \
Tot&l Ah'icl . ]2,501 85'7 oor
AUSTRALASIA, N
New Zealand. . - o s 2,280 40 826 4589
Victoria . . 8,317 31 3686 , 27°48
New South Wales . . . . . 2,810 ?-4 480 ‘ 10066
South Australia . . . . 1,882 07 192 60444
Queensland . . . 2,800 174 173 "28874
Tasmania . . Ao a9 09 8n 5471
West Australa . . . 1 1,968 183 123 71595
Hawaiian Isla;txdﬂ . . . . . 88 . 26 v1,238 Y768
Total Australasia 14,922 76 808 20660
<
anm'm’:.xnox. ,
Eqgope  + o .. 176,174 101 2,215 2118
North Ameriea . . . 291,549 66 497 8319
Sowth Ameriea ' . . 28,357 119 -
A/oin . . R 87,496 295 i ' N s
Aﬁioa ) ’ ‘ N ° * 12'501 857 - [T ‘ sea i,
Australasia. « . o . . . 14,922 75 506 20660 -
. Totalthe World , .| 490,60 108 \
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Statement showing railways which have from time to time been suggested by Local
Governments and others and which at the present time require to be constructed.
[N.B.—Lines sanctioned or under cons¢truction have been excluded.]

Order of
i
Approzi- n
Province 'l‘n"{ilggh the Nome of ratlway, lonsts, Brovinen plg(ga:iﬁ)y Reuizxs.
Govern-
ment,
Miles. | Miles.
R .
ASBAM « | Silohar tramways projected by Jardine, Skin- |} )
ner and Company + :— |
Sialteck-Lala Bagar - . . . !_
8ilchar-Duarband . . . o 60 1
Silchar-Tikalpur . . . . )
(2' 6" gauge, cost Rs. 14,75,405.) J
! . » 0 .
Lungai and Chargola tramway projected by Th:o Sll:lw:o C°£;’j?;i’;°’::" lrl:': I:t:}l)‘_’
O e i Ry 43 2 mitted on Pthe snbjectpoof these
g?ﬁ:ﬁﬁﬁfﬁ;&ﬂﬁ:m : . . tramways, but is disposed to eon-
(2% 6" gauge, cost Rs. 12,00,000.) sider that the extension of tram-
g o ;}  ways or light railways is caleu-
o Compary g e by Sha, el ) the pontia regaomentn of ¥
! msufﬁﬁnydt; . . N . lr . Province than the construction
Srimangsl-lanumukh . . . 06| ... 3 ofﬂ any farther main lines of
Kalaura-Chhatak ‘. : . { railway,
‘ (2’ 8” gauge, cost Rs. 40,40,350.) J
Mangaldai tramway projected by McLeod
and Company ¥ :— 35 4
Ranggmatighat—Ghagrapara .
(2’ 6" gauge, cost Rs. 7,00,000.) J
- »
Aggam-Burma connection (see under )
* Burms."”)
' i i erely states
Tilagaon-Sylhet . . . . . 89 283 e« | Consulting Engineer merely
‘ ?;P f"yga.uge. cost Rs. 86,16,907k :gffbl;:“:ﬁvmm construction of
I o L I L L
sixex Ieg‘ii:geei:ocl‘;t‘owrai.) o expressed by the representatives of
g : the Mercantile Community, as to
the importance of this link.

7} Both as a through connection be-
tween the mefre gange systems
‘ north of the Ganges, and asa
Ranaghat-Godsgiri-Maldah-Raiganj or Kati- . ‘local line giving railway commu-

i}, branches * :— nication to the district of Maldah

ha;'w(;,t,hgar:mi :sxcluding Ranaghat-Moor- and the town of Rampore- Boalisor,
shedabad section. . . < 69 2 |1 the proposal is one that the Local

8’ 33" gav . ‘ 166 Government is desirous to see

(cost Ks. s4‘?‘01_.'141,850 .excluding the cost
of the section under construction.)

[N

carried out at an early date.
Ranaghat-Moorshedabad  section,

about 76 miles in length, esti-

mated to cost approximately

, : Rs. 68,25,150, is under con-
J St!'nﬁtiona

. ia-P with Pettiah connection® , 107 s 3 | This braneh of the Tirhat State

Bam(\g’n%;” ;ag:::: ;')lst Re. 66,49,569.) . railway would eventually develop

into & through line by connection
with Gomkhimr in the United
Provinces. It will serve s rich
rice. tract, and be of the first ims
ﬁorh’noein time of fémine. The
ne is likely to be remunerative.
Becretary State has sanctioned
funds for construction being raised
lﬁy_ Bengal and Nmmm
ailway Company. '

. * These Knes have been surveyed, A ) : : \
. , t A :as:onnailnnee survey has only been made of these lines, ' ,
‘ x2
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Appendix H—conid.

Statement showing railways which have from time to time been suggested by Local
Governments and others and which at the present time require to be con-
structed--contd. '

(N.B.—Lines sanctioned or under construction have been excluded. ]

Order of
: i
hich th . Approxi- Py e
BT ey ok, Namae of railway. D | provincs. sl b -
Govern-
ment.
Miles. | Miles.
BENGAL—sontd.| Mansi-Baptiahi and branch # R . 79 4 |This line (firmerly k ti)

‘ (3' 33" gauge, cost Rs. 62,40,662.) Gaagos Nepal froitiegoﬁe)uig o?t'
Importance, both asa famine pro-
tective line, aud also as a connec-
tion with an important sub-division
a4 present unserved by any railway.
It is eiﬁ;acted to carry a large export
rice traffic, and to be remunerative.

Akhaura-Bhairab Bazar * . . . 19 .. e .
(3’ 33" gauge, cost Rs. 19,42,000.) 5 Ti’;glw}:;ni:hm:fwﬁzh iAsslsialgl}Bf:gli
Yemunerative. It will serve a high-
Yy populated district.
Netrokona-Mymensingh® . o . & 23 - . ' .
© (3'33" gauge, cost, including a bridge 8 ?2&5?:21; t;il};lkltmvem:la :. dhighlz
over the irahmaputra and the Gauripur the oot ia oty m};o ted tract,
branch, 8 miles, .Bs. 24,76,217.) and it will foxxl'm A :»{ uglgl:’ef}(;::gd th,'
' . , . z‘; tt!m Dacoa-Mymensingh section
Shibnibagh-(Kissengunge)-Kotchandpur- 64 g f the Eastern liengal railway.
Magura *, [
(5’ 6% gauge, cost Rs, 49,94,000.) \
Hooghly-Cutwa * . . s . . 65 . 8
(6’ 6” gauge, cost Rs. 68,11,980.)
Sambalpur-Sonepur-Khurds ® . . 190 9
(6’ 6" gauge, cost Rs. 2,37,00,000.) . .
Ghan@bali branch . . . . 25 w.  |No order ‘Advocatod for consideration b ‘
(Not surveyed.) classed in any order of nrg’e muyt'n“:t
Jajpur branch , e e e e 10 Ditto. o
{Not surveyed.) ? iito
Ranchi Plateau (under examination) . . 163 " l)itto.'
(2! 6" gauge, cost approximately
Rs. 59,70,000)
Saidpur-Titalia branch * . . . 66 , .
(3 3" gauge, cost Rs. 24,55,000.) ' Ditto.
! Sripur or Mymensingh to Tangail . . 35 .
‘ (Not surveyed) ” Ditto.
-Baraseb-Basirhat .. . . 25 . .
(ot surveyed.) * Ditto
Baura-Matabhenga extension (under survey) . 20 )
(3' 83" gauge, ocost approximately ¥ Dito.
. Rs. 20,00,000.
Hajiganj-8hatnol branch® . . “ 24. wee o Merel .
(3' 88" gange, cost Rs. 32,81,500.) v . Tg{n‘:“r‘jmmended by Consulting
Sakri-dainagar * ., . . . 30 e Se : .
(3 3¢” gauge, cost Rs. 15,09,516.) tg:g?dsoforSctzzﬁ:uﬁiof"ﬂm{iﬁi |
; live being raised by the Lengal
B ‘ and North-Western railway.
Nattore-Rampore-Boalia # . . e 24 ' . ge .
& 88" ga}.)uge, cost Bs. 11,15,000,) ! This}is an important trade centre.
Bonarpara-Kaghia® . . . . ), -
- (8 33" gauge, cost Rs, 22,97,487.)

'* These lines have been inrve;ed.

-

Appendix H—contd.

4b

Statement showing railways which have from time to time been suggested by Local:
Governments and others and which at the present time require to be con-
stracted—conrid. ' o

{N.B.~Lines sanctioned or under construction have been excluded.]

*

(

Order of
Province in which th . Approxi- “l'.w 1
o T e Name of ity s, | Fovies, | st s R
Govera-
ment,
Miles. | Miles.
BENGAL~ | Dgltongenge-Boojoodih . .+ 80 !
, concld, (Not surveyed.) ‘ ;
Bhagalpur vié Bausi, Hasdia and Deoghur to 75 "
Bald’yanath.*‘ ) ;
(5" 6" gauge, cost Re. 55,39,203.) l
Nawada-Madhupur-Nalhati and Bausi-Suri .| . 210
Burdwen-Cutwa ®* . . . 94 ! .
{6’ 87 gauge, cost Rs. 26,49,418.) :
Cutwa-Abmadpur-Ondal . . 74 : The Cutwa-Ahmadpur section, 32
‘ i miles, has been surveyed and is
Puri-Astrang . . . . . . 34 i estimated to cost, on the §’ 6” gauge,
(Mot surveyed. Assumed cost, on 5 6" i Re. 32,00,000. :
gauge, Ks. 27,20,000,) Lo
Dasca-Mymensingh railway extensions * :— l[
Dacea to Aircha, with a bridge over the 45 i
Dhallessary. x
(3' 83" gauge, cost Rs. 76,71,060.) . :
Extension of the Mymensingh-Netrokona 5 !
railway to Bara Ari. i
(3’ 33" gauge, cost Bs. 2,50,595.) N
Shambhuganj-Ganripur branch . . 8 P |
(3" 3§" gange) ' - .
Singhjani vid Sherpur to Nalitabari . . 2 | b .
(8 ;?&'/ gauge, cost Rs. 10,03,250.) o
Goalundo-Neraingunge extensiont . 40 ;
(3’ 33" gauge, cost Ras. 58,46,738.) )
Phulbari-Sumjhia® . . . 13 ! ,
(3’ 83" gauge, cost Ba. 4,41,746.) )
. Sara-Pabna light milwa} o . . 18 -
» ' (8' 3% gauge, cost about Rs. 5,40,000.)
Singia-Lohagara section, SingiasMadaripur- 23 ]‘
Chandpur railway.* , i
(6’ 6’ gauge, cost Rs. 29,56,000.)
Begum Sarai-Rowsara . e e » 14
(Not surveyed. Assumed cost, on 3’ 83",
gauge, Bs. 5,60,000.)
Sewan-Mirganj and Daronda-Maharajganj 16
way. . .
(2' 6" gange, cost, as estimated by the
promoters, Bs. 4,32,000.) o
Shikarpur-Bilma~Thori branch, Bairagmia=| 22
Bahsga extension.* _
~ (8’ 84" gange, cost Rs. 4,90,385.) |
Nowapara-Gourriadi Thana (Palerdi) ®. 56 | 2,009 ‘

Khardwa-Akola-Basim* .

(6' 6" gauge, cost, as estimated by the
promoter, Rs. 55,56,318.)

(Ses under ** Central Provime's.")‘
Negpur-Amiraoti . .

(See under * Central Provinces.”)

s

* These lines have benl surveyed.

't A reconnalssance survey 3as only been wade of thia itne,
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Appendix H.
Appendix H—contd.

Ntatement showing railways which have from time to time been suggested by Local

Governments and others and which at the present time require to be con-
structed—contd.

[N.B.—Lines sanctioned or under construction have heen excluded.]

Order ot
imrort.
Approsic | Total | ‘which
Province in which the pproxi- ota] which
v railway lies, Name of railway, mate for line i REMARKS,
length, | Province. | placed by
Loeal
Govern-
ment,

Miles, | Miles,
BERAR—contd. Ttarsi-Betul-Wardhs, .

(See under ** Central Provinoes. " N '
Khamgaon-J alva ® . 90
gauge, cost Rs, 30 76 203 ) '
Amra.otx-E Ilichpur * . . 31 121

@26 gauge, cost Rs, 7 92 953)

" BOMBAY . Agra-Delhl Chord * ,
(See under “ United Provinces ")

Bombay Port Trust * . 9 2
(6" 8" gauge, cost Rs. 31 ,00, 000. ) :
Nagda-Paran-Mutéra ¥ . . . 3

(See under Rn]puta.na *) J

Hyderabad-Karachi metre gauge extension 115 4 | To betaken in hand as soen as the
(Not surveyed.) traffic justifies it.
Bombay-Sind connection * . . . 360 5 -
(5 6" gauge, cost Rs. 8,24,00,000.)
Barao-Ajmer-Marwar * N 6
(See under “ Rajpatans *.)
Rewari-Kuochaman Road * . . P 7
(See under “ Eajputana ") .
Deesa- Tharad with Diodar- Padhan ar bmnch" 86 8
- (8’3 gauge, cost Rs. 22,71 957)
Lm-khana-Kambar-Shahdadpur e e 82 8
(Preliminary survey made.) " ’ .
(5’ 6” gauge, cost Rs, 13,07,200) - .
Kosamba-Velnchha-Zankavao branch# . 26
' (2’ 6" gauge.)
Mly&gam-Smor branch* . . 20 o
2’ 6" gauge, cost Rs. 5 76 032)
, Bahadsrpur-8onghir extension® . . . 8
(2’ 6" gauge, cost Re. 5,84,148.)
Broach-Jambusar branch! . . . . 81
(2’ 6" gauge).
. 32 vee ‘
Baroda-favli . . .
(Under survey, gsuga 2'6 )
Nar-Nadiad loop .ol o2 N
(5' 6" gauge, under survey. )
Nadiad-Kapadvanj branch . . 28

Under survey. Cost on &' o gauge is
( assumed at Rs. 8,78,860.)

d road-Chansama-Bechraji * . . 25
Muzgzlsiiogmge cost Rs. 10,19,601. )

16

Vi -Vijapur extension® » . . -

l (3’3 e ga?;a,mt Rs. 5,84,280.)

'| Dabbora extension, Mehsana-Kheralu railwayt 8 -
(3 38" gauge.) |

. lincs have been surveyed.
Ehr?:on:ncl'- n;e. survey hu only been made of this line,

~
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Statement showing railways which have from time to time been suggested by Local
Governments and others and Which at the present time.require to be con-
structed—contd.

[N.B.—Lines sanctioned or under construction have been excluded,)

Order of
. impor.
' Total | Twhich .
Provinee in which the Name of railway. Appmm f%}- line i RAMARKS.
railway lies. length Province. plis‘c:&{)y
Govern-
- ment.
Miles. | Miles.
B — bongad h-Palitana branch ® . . 17
gt;u;?lﬁl'r (8' 33" gauge, cost Rs, 5,20,791)
Jamnagar-Salaya extension L e 85| ..
(8 83" gauge.) |
Mandvi-Bhuj-Tuna . . . . 70
{(Not surveyed)
Belapur (or Lakh)-Sangamner t . . . 32
. (" 6” gauge.) .
Dhulia-Amalner . . 20 .-
(5’ 6" gauge, cost Rs. 20 ,00, 000. )
Roﬂd‘PandharP“r L] 33 e oo v
B’E&‘e“ gauge, approximate cost Rs. 18, 39 950. )
Bombay-Southern Mahratta direct connection | 202
0(1;1 34{ gauge, assumed cost Ra. 1,68,09,000.)
1kot~ Bun . 31| 1,257
B e o et B 441,757
BURMA ° . Sagamg' bridge . ’ . . % B : 1 o/

-Moulmein}t . 114 g
Pegl(la’ ‘.’f}’ gauge, oos;; Rs. 92,04,000) .

da-Kyangin . 86 | .. 8
Hen(?' 5& gauge, cost Bs. 54,58,677.) o
Bhamo-Momein P T 120 ...

(N ot surveyed.) ‘
w (Thibaw)- Mone extensl.on, Hsipaw 60! .. ou e
baw) «Manpan se
(3 33" gauge, cost Bs 35,61,178)
Manpan-Mone . o e . . 150 .
nlz of surveyed)
Shwebo  (or Kmu)-Letkobin-Thabeitkyin 29
b gange, cost Ba. 18/61,265.)
Prome-Magwe- %d.e;ktlla extension . . 176 - e
go;im;ze, cost about Re. 1,13,00,000.) .
Syria . 80
I-‘e8(B.«soonm.uaa.noe survey s sanctxonod )
| m [11] e
D dﬂ . L] L]
Ddl:fie:ong:munoe survey ’sanctioned )
Thazi-Taungyl o« e . e 120 e

(Burvey sanctloned )

Agsam-Burma connection « . . . 284 | 1,189
anong valley route.) .
2‘3’ 8y’ gauge, cost Rs. 8'83 crores.)

Altemmve to Myltkyma-Momem
railway. ,

’

Of the three routes reconnoitred, the
Hukon valley route was repurted
to be the most feasible; but the
Military , suthorities preferred
the Manlpur routs, 385 miles in
Jength, estimated to ocost sbout
Bs. 6} crores. The third, called
Aeng pass route, was estimated {o
oost about 7 orores for a distance of
about 450 miles,.

have been surveye
; E?gbﬁ:::«:;:e survey bas ong been tmade of thess nu..
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‘Statement showing railways whic
Local Governments and others
constructed—contd.

Appendix H—contd,

h have froin time to time been

suggested by

and which at the present time require to be '

[N.B.—Lines s@nctioned or under construction have heen excluded.]

Provinee in which the
rallway lies,

Name of railway,

CENTRAL
PROVINCES~—

/
Nagda-Baran-Mutira .
{Bee under “ Rajputana ")

Baran-Marwar . . .
(Bee under “ Rajputana *.)

Harpalpur-Nowgong . . . .
(2 0” gauge, cost Rs, 2,98,000. Not sur-
voyed for 5' 6* or 2' 6" gauge.)

Damoh-Attarat . ., |, |
(2' 6” gauge, cost Rs. 27,18,000.)

Katni-Cawnpore extension . . .
(See under ¢ United Provinces.”)

Mirzapur-Maihar Chordt . . .
(5' 8” gauge, cost Rs. 1,55,00,000.)

Rewa-Sutna* , .

(2' 6" gauge, cost Re, 5,24,950) =
Gwalior-Sabalgarh * . . . .
(2’ 0" gauge, sost Rs. 15,68,388.)
Gondia-Chanda extensi ith i-
o tands lon with Brahmapuri
(Under survey by Bevgal-Nagpur railway).

Nagpur-Amraoti ,
ggl%t surveyed.) > :
Bilaspur-Mungeli . . .
(6’ 6” gauge, under survey.) .

Vizisnagram-Raipur with branch . .
(See under “Madras™.)

Ttarsi-Betol-Wardha  and ‘Warora-Chanda-
Kazipet.

Dhamtari-Markhasra-Basla- Antagarh-Khon-

degaon-Kotpad-Ryagurra.
{Not surveyed.)

Harda-Hindia . - S

(Not surveyed.) )

Khandwa-Akola-Basim® . . .
(8’ 83" gauge, cost Rs. 1,18,04,300.)

Sambalpur-Sonepur-Khurda * .
. (See under * Bengal.”) .

Cbhindwara-Amla . - . .
(Not surveyed.)

Dmh'Athn '.' . ... .
(See under * Central India.”)

Iz

1

Order of
impor-
Approxi- | Total tonce in
1;3;&. Pro:il;lce. p%llll(;:disby Rnunxs.‘
' Loeal
Governs
ment,
Miles. | Miles. L
1
sea 2
19 8 | A 2 6" gauge line might be take
along thegpresmt road all the wan '
from Harpalpur through Nowgony
to Chhaterpur with little, if avy
addition to the present road bank
or bridges and iv !;be game Way
carried to the Ken river.

151 No special remarks by Chief Com+ °
missioner. The Lieutenant-.Gov-
ernor, United Provinees, considers
the line essential in the interests of -
the United Provinces.

40| ... .

31 .0

56| se7| ..

200 1 Y

120 bos 2

33 .. 3

4

840 | .. 5

230 ‘e

10 7

173 | 8

9

60 10

11

* These lines have been surveyed.
. _ t A reconnaissance rurvey bas only been made of these lines.

.

[
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Appendix H--contd.

Statement showing railways which have from time to time been suggested by
Local Governments and others and which at the present time require to be

constructed—contd.

[ N.B.—Lines sanctioned or under construction have heen excluded.]

Orderof |
) lmporit;
, Appr:xi- 'l;gtal gi,cl%]; .
' ' s mate s :
vai;ci; ::y'l?::.h the Nume of railway. leogth, | Proviace. pﬁ% ‘:l lb’ | EMARKS,
Govern- |
ment. ‘
Miles, | Miles. ‘
andaria- : . . 140 . 12 | Recommended in conmection with
° EroT AL M“’}‘ir‘ﬁ'fmeyed,)u°°g” garh Bilaspur-Mungeli, with possible
| ’ ! branch to Dongargarh, )
oonold: | Mandla-Bilaspur extension. . o . 120 o «« ' Suggested by Bengal-Nagpur Rail-
(Not; surveyed.) | way Board as passing through a
. good agrienltural district, }
Katni-Cawnpore extension.,» . N . ves e 1
(fee under ** United Provinees.”) (
Ttarsi-Ellichpur .. . 90 | 1,514 .“
' (Not surveyed.)
HYDERABAD ] . .
(NIZAM’S) | Khandwa-Akola-Basim* . . . .
(See under * Central Provinces.”’)
Sironcha-Kazipet . o . o ves
(S8ee ** Warora-Chanda-Kazipet > under
“ Central Provinces.”) ‘
Raichur-Wondalli . . . . . 43 ve "
(Preliminary sutvey made.)
(2’ 6” gange, cost Rs. 12,68,386.)
Barsi Town-Tadwala . . . . 28| o
(2' 6 gange, syproximate cost Rs. 11,09,850.)
Khamgaon-Jalna® . . . . . v e voe
{See under * Berar.”’)
Hyderabad-Kistna river . . ) 168 e vee
(Not surveyed. Approximate cost on .
3 33" gauge, Re. 1,40,00,000.) \
‘ 439 sed
‘ Basim-Hotgi . . . . . . 200
. -8k . ) . N 180 soe ves
RASHMIR e 1,71,58,000 »
(Wgauge, cost R, 1,08,36,000
ki-Sarai-Abbotabad-Srinagar® - 208 888 -
Kals 31 3;" 2,44,98,474
(57g—souge, oost Bs. 5555505,
The length of the standard gauge line is
' 200 miles.
MADRAS * | Guntur-Repalle* . . . . 88 e o
(8 3}"1;1}139, cost Rs. 17,34,000.)
Trichinopoly-Tirukoilur® | . . 97 e 1
© (8 33" gauge, cost Rs. 8],00,000.) . 1
‘amin S , rail- The completion of this line will ye-
me :_ branch to Southern Mshratta X . lieve much anxioty now periodically
rangi . 51 experienced in to the tracts -
@ "%-io% 12,59,641)) 3 | which it it intended to serve.
Famine branch to the South Indian rail- ‘
“ﬁ.—lﬁ i-Rayaohoti* 84 Nt ‘ Ditto ‘
1r1-JaYac; . . . : .o 2 N
(8' 33" gauge, cost Bs. 10,75,736) : Dito.
Fodanur-Dharapuram . . 60 e 8 | The district is a rich one, and -
(Not surveyed.) opeming ont. - Ml
Rameswaram extension® . . o 7 vee 4 | Demanded in interests of o i ~
(8’ 33" gauge, cost Ra. 84,00,455.) ) taffe, growing
* These lines have been surveyed. N T"‘”
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Statement showing railways which have from time to - ti
Governments and others and which at the. pr

Appendix H—contd,

Structed—contd.

(N.B

mie been suggested by Local
- time require to be con-

»—Lines sanectioned or under construption have heen excluded. ]

Province in which the

railway lies.

Name ef rafiway.

Appendix H-—contd.

Statement showing railways which have from time to time been suggested by Local
Governments and others and which at the present time require to be con-
structed—contd.

MADRAS~—
DI cqngld.,, .

falem-Atur® . .o R
- (2' 6" gauge, cost Bs. 12,72,810)

. . ¥9x“r$'g"ddipad-J- ammalamudagu*

él SRR

e o "’“@;gauge, cost Rg, 10:45.004) ~

| Prichisio Iy-Thondi- Lo
(Not

12,46,831

Vizianagram-Raipur with branch* .
(5’ 8" gauge, cost Rs. 2,81,04,780.)

Nanjangud-Erode* , R

(8" 3% gange, cost Rs. 1,28,03,700)

Arsikere-Mangalore* = , .
(2' 8" gauge, cost Rs, 85,43,784.)

Mysore-Tellicherry* =™~ , | |
{2' 6” gauge, cost Rs. 81,00,000.)
Bezwada-Masulipatam*

(8' 33" gange, cost Rs, 27,86,000) *

Dhamtari-Markhasm-Basla-Antaga.rh-Khonde-
gaon-Kotpad-Ryagurra e S
(Bee under “ Central Provinces.”)
Ganjam District Light railways -
Chicacole-Gunipur
Chicacole-Calingapatam
Chicacole-Parvatipur
Parlakimedi-Barava

Berhampore-Gopalpur ", !
promoters, Rs:45,10,000)) -

Dusi bridge-Bobbili—S8alur with Pedda-

ki-Parbatipur branch: - o e
g'n(i” gauge.)p " branch - T

Berhampore-Russelkonda® .
e (2 6" gauge, cost Rs. 14,90,711.)

Viziana -Bimlipatam i el .

(Not surveyed. Assumed cost on 5’ 6”
gauge Rs. 9,39,000.)

Kumbakonam-Manpargudi =~ .., o

.- (Examined but not surveyed.)

. " -Re.12,60,000.) -

\

ot surveyed.)

(3 33" gauge, assumed  cost
' Rs. 87,60,000.) :

e s vey
Satymangalam-Mettupalaiyam
Dhone-Kurnool, . . . o
", (8" 3¢ gauge, cost Rs. 7,11,000.)
Bezwada:Jaggiapett
7 (Not sutveyed)
(8 6" gauge, appraximate cost Rs. 43,60,000,)
(‘oonoor-Ootacamtmd‘Am_‘.H,__‘__ e

R P

[N.B.—Lines sanctioned or under construction have heen excluded,)

(%' 6" gauge, cost, as estimated .bg the

(8 3¥ gauge, assumed cost \":"

- Y 2}

.® These lines have been surveyed,

(2 6" gauge, not ;m-veyed-) '

Order of
import-
Xie '.wnlclgcg‘
Province in which the Name of raflway, Approx Ten
length placed by
Local
Govern-
ment,
Miles,
. | Amritsar-Tarn Taran-Patti* . . 27 1
(6’ 6” gauge, cost Rs. 13,39,177.)
Shahdara (Lahore)-Sangla . . . 60 2

{Not surveyed.)

- ~Chini . . . . 20 8 These three lines are urgently re-
San%lﬁogls:;lvf):yed.) quired for the new Chenab
Gojra-8amundri . . . . . 16 4

(Not surveyed.)

Ludhiana-Ferozepore* . e . . 5

(See “McLeodganj road-Fazilka-Ferozepore- .
Ludhiana”) }

Jullundur-Hoshiarpur* . . . . 24 6

(6 6 gange, cost Rs. 14,10,000,)

Phillour-Nurmehal-Nikodar . . 30 7

{Not surveyed.)

Ludhiana-J agraon-Bassein or Raekot . . 40 8

{Not surveyed.)

Changa-Manga-Chanian-Pakpatan . 70 9

(2’ ¢" gauge, not surveyed.)

Abdullapur-Nahan . . . o e 0. 10

{Not surveyed.) »

Sialkot-Duska-Pasrur-Narowal , - . . 54 n

(3’ 6” gange, not surveyed.)

Khana-Samrala . . . . . 10 13

(Not surveyed.) |
Ludhiana-Bhatinda . . . . . 70 18

(Not surveyed.) : :

i The Northern sdetion, 52 miles in
J“’iﬂﬁﬁﬁfﬁm soction) | ) 53 length, is under construction.
-Lyallpore-Gogeers-Toba Tek Singh o |
Jh“('lf-il g’;‘a s cgsgtee as estimated by pro-} 104
.moters Rs. 63,76,000.)
(Not surveyed.)
Shahdara (Lahore)-Lyallpur . . .

(Not surveyed.) ‘ 2 .or
Jullundur-Kapurthala-Sultanpur . . 29 o
(Jullundur-K apurthala section, 13 miles, has

been surveyed and is estimated to cost on

-5’ 6" gauge Ras. 8,08,000.) :
Lodhran-Kahror-Mailsi . . . . 88

(2’ 8" gauge, not surveyed.)

Patala-Aliwal-Dera Baba Nanak . . 20 s

(2' 6” gauge, not surveyed.)

Bhera-Shahpur . . 81 .o

* These lines have been nrnnd..
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Statement showing railways which have from time to time been suggested by Local
Governments and others and which at the present time require to be con-
* structed—contd. \

[N.B.—Lines sanctioned or under construction have been excluded, ]

Order of
impogt-
ance in
mﬂr:ﬁ:r:; l';ohnioh the Name of railway. Ag;:;gxi-. TF:: ! l‘i?ﬁg B
length. |} Provinoe. placed by anEs.
Local
Govern.
ment,
’ i
. _ Miles, | Miles,
PUNJAB~ Pathankot-Baijnath with branches (Kangra
coneld. Valley . . . . . 90
(2 6" gauge, cost Rs. 50,84,000,) " '
Agm-Delbi Chord . . . .
(8ee under “ United Provinces.” )
Kuchaman-Sirsa Chord . . .
(8ee under ** Rajputana.” ) )
Rewari-Kuchaman road . . . .
{8ee under *“ Rajputana.” ) "
Koarnal-Kaithal-Nabha . 70

(Not surveyed. Assumed eost on the
5’ 6” gauge, Rs. 56,00,000.)
Sonepat-Saharanpar,
(8ee under “ United Provinces, ” )

MeLeodganj road-Fazilka-Ferozepore-Ludhi

an?s’ 8" gauge.) R . «e | The Ferozepore-Ludhiana seotion, 77
miles, was surveyed and estimated
to cost Ra. 44,66,000 on the 5’ 6°
gauge. 1

Mandra-Chakwal . . . . '40
(Not surveyed.) )
(1;:‘1)1:3 Ghaziethanz-Sakki Sarwar . .| -85
surveyed. Assumed cost on §' 6 *
Rs. 85,00,000.) 6 0n 576" gange,

Rawal Pindi-Murree with i '
Kuldsna and Gharial . mem.o " t‘f 50 ' h

(2 6" gauge. Under snrvey.j 128 o
RAJPUTANA.| Baran-Ajmer-Merwar* . . . . 2\18 1
(3 8% gauge, cost Re. 1,86,66,806.) ‘
Nagda-Baran-Muttra® . . . .| 388 PR & 9 | The Hon'ble the Agent to ¢
(6’ 6" gauge, cost Rs. 8,50,69,244.) ernor General for g()eni‘.ral lﬁfiia?:;:
‘ siders this line of Pprimary impor.
tance to Central India and places
it firsb in order of urgency for
.mst‘li'nction.. Bombay places it 8rd .
‘ ;m;r l:ra.of Importance without any
Rewari-Kuchamanvoad®* , ., . .| 184 e ]
(8’ 34" gauge, cost Rs. 58,10,944.)
Madhopur-Sikar branch* . . . o4 8l ove 4
(383" gauge, cost Rs. 8,60,413.) 1
Jehhzpur-Nasirabad and Jehazpur-Paondero| 181 5
(8" 35 gz, oostfor the Jehazpur-I
' 8§ gauge, cost for ehazpur-Nasir-
abad section, 71 miles, Ra. 81,62,877.)
Kuchaman.8irss Chord . . . .| 170
gost*mrveyed-) ) i ]
¥ gauge, cost approximatel '
Rs. 5%:3%,00“)-) PFr y
Mauli-Nathdwars branch® . T

. & 3 “gauge, cost Re. 400,000,

-« .« ® Thone Lnes have been, surveyed..

AL

Appendix H—contd.

Statement showing railways which have from time to time been suggested by Local
Governments and others and which at the present time require to he con-
stracted—contd.

[N.B.—Lines sanctioned or under construction have heen excluded.)

Province in which the )

Name of railway.

Approxi-
mate
length.

Order of
importanoa
in which
taoed b
pla y
Loosl

Govern-
ment,

BAJPUTANA—

PROVINCES.

Dholpur-Bari . . .
\Under survey.)

Fatehpur-Markandit
(5’ 67 gauge, cost

Bareilly-8oron*
(8’ 33" gauge, cos

Pilibhit-Barmdeo .

(8' 83" gauge,

(Not surveyed.)

Lalkus- K aladhungi-Kashipur

{Not surveyed.)
Harpalpur-Rath-Hamirpur

(See ** Harpalpur-Kalpi.”)

Damoh-Attarat

.

-Ramnagart

Katni-Cawnpore extension
(Not surveyed.)

Gograghat-Sitapurt
(51'? ? gauge, cost

Harpalpur-Nowgong
l%)See under * C

Nagda-Baran-Muttra

(See under Bajpntana:.")

Mirzspur-Maihar chordt .
(‘\‘pS‘; under Central Indi

Oawnpore- Hamirpur
ot surveyed.
‘Ra. 6,00,000.)

Sonepat-Saharanpur
ot sorveyed.
5 6" gauge, Rs. 4%,00,000).

Rs. 08,46,166.)

Moradabad-Ramnagar* .

(8’ 6 gauge, cost Rs. 16,50,000)

§ Rs. 58,50,000.)

cost Rs. 12,00,000,)

(See under  Centrs] India.”)

Pokhriyén-Auraiyst
(2’ 0" gauge, cost

Kitcha-Kashi
(3 8% gag. cost Rs. 10,00,

Bs. 7,28,000.)

Re. 26,00,000)

entral India.")

u.”)'

Aasu;x)ed oost on @' 3";

*Aegumed ocost on the

Allshsbad-Jaunpur with Badshabpur-Shab-

8‘(;! branch.

ot surveyed, gauge 8’ 8§".)

Goyakhpur vﬁgﬁ:ﬁt:inganj to Bagaha with

Padranns

(8 34" gauge, ooet Re. 34,89,609.)

nj)*
oost; Ra. 7,80,402.)

{ to Dohri ha
Kopgf&:ﬂto (Bar

gauge,

P

L

Miles.

21

72

47

63

40

180

118

61

22

¢ et e

g R 2oes
¥R

#

o T Socoumalasines aayty B valy Vs e of o Toen, .
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A LY,
 Nppéxix 1
Statement showing i | '
: owing i . .
. o o Brone g income obtained by the construction of certain Branch
"Appendix’ H-=¢oneld nch’s own earnings and from the main line’s earnin inte from the
. ~CONGL, [NBtmEC' rinings from interchanged
_ . —All interchanged traffic (col
Statément . . L . 4 olumn 8) is not attributable to openin,
W M showing Taitways:which have: from’ fivie: o Junetion’s traffic on these results, sce A ’; di g of Branch, ¥or effeot of the
S Locdl - tovernments ' and ‘othet m finie” to, thine: been sugwested by ‘ Copival ppendix J.]
E S a‘nd Wlllc Ou: ay on N
be constructed.—concld. Ii-at the: In’esent ﬁme require to to s | Actoss wae wuswonas | wain uoE pibw | o
AP sy Y3 oo by e Niux oF Bei. Administration b mence. | Date from which in- ) o ?mm"
s \ . " . 3R, Lo " ” RANCH. 18 : £
[V B, ~Lines sanctionéd or under: sonstruction ha U ERTLE | which workea.” | ™eaa of forest o0 Oapltal ) Yewrs, | L “olamng
i ave been exdluded ] yoar. of Revenue, * | Percentage Amount. | o 6&5
' ) B (Omutmg (Omitting| °2 Capital 0"8"‘“35 c. ilal
: = 00) | Couerof oy s oepital | ootlay
Provincs In which the e , ?&‘}:’arr;’,' 1 = ‘ Be. on 8. Re. 8on3. (6+8 on 3).
nilway lies. | Name of rallway. 1 o | Approxie | Total nv?;gcil? - , : 5 ‘ 6 7 8
N [PTRTRTY . - ]Jﬁ::; fovrnpzo. llamsu . EB"A“ L 17,2? 1886 9 10
S 3 ince. placed by 8 ,:‘ : 0y 17,28 1,19 6-91 79 .
G%g ul _ nrke.alfr’ . . +(B LBy . 17,28 1315 J a.nuary }ggg :]l-,gg ‘;-65 89 gfg %;48'8
R . | IR AR I A
' ! 144 886 g "
UNITED Miles. | Milos. , c 78l 195 19  2es :g 520 | 1865
PROVINCES— B““?s’?f“s‘;%*;ﬁ““ ™ o 50 ‘ och Behar . . .|E.B.S. Ry, o1 |( 15tk Septem- {ggg 89 2ol by lom 1280
uge. eresults f . - X ber 1898. $ 392 y : Fd
concld. yet recelved) ‘ “01, Survey‘ not ig:gg iggg 7 065 }ﬁz ﬂ‘g 1509
Uskabazar’l‘u\sxpur with Jarwa B h: ' ' . [RTREEEIE . Wagi ‘ 9,71 1886 :z oo 117 902 ggg‘
et tere U I B B R s |wowny S $RQw e B S G Bu )
 Dudwo- Ramnagar ghat 1 I U e 1689 o 4 ;;gs o | 1518
(Not surveyed. Eshm;.ted Y - TN SO 9,31 89 )14 | 2148 2557
gauge, Es. 20,00,000.) cost on 3 3 ngm tn Mokan siver, 6 milon, bas Sialkot-Tawi 9,45 19 | o 419 7| 82 | 1248
; | -...| been sanctioned for construction at «  +|N.W.Ry.. g,56 |{ 15tb Maxch )l 1g05 57 591 68 7:20
NmniT Tal-Kathgoda; RERTE (T “ _e?’,t of Bs. 94,085. g:gg 1890. 1894 23 2:3 62 648 13 %g
( Xt sury ged but examined by promoter. ‘ 13_ , 1895 46 479 g: v 12119
gsumed cost, on 2' 6" gauge e . e 55,84 1885 876 13-64
Rs. 12,00000) ge, eeonpned v v b *  Amritsar-Pathsnkot* N 55,99 1886 gg 118 1,69 302 ) 420
R ' v -| N. W, Ry. 55,93 |{ 8th June1884 | 1887 00| 209 378 «78
Gajrsula-Chandpur . . ) SRS TR R, 2% : 56,89 leas | MO 125 115 206 381
{Results of survey awaited) ’ ) B A 56,04 1889 S@’ igg 1,67 281 431
N . y 1:55 76 o)
Hu?;' 165’,9‘23‘11‘;0’ cost R 3,62 004) e 14 N Bina-Goo 24’7}2 }ggg 3; 0-68 49 z;) ::;
. ' S ‘ 2-Goons-Baran . 97,66 | 23rd S 0-50 77 0
Sahamnpm‘-Shahdam D G. 1. P. Ry g eptem- J| 1898 58] - 08 87 197
Weerut branch. (Delhi) with Bara“t. 125 3 (an lme, 1 M. ng: gg ber 1895. iga.’? 1,26 1-2? l,gf 2g 1:36
(2 6" gauge, cost Rs. 70,00,000) ' T . ‘ 10043 wor| 2% 20| 29| 2% o
Meez‘;’tegnrhmnkhtesar*f 1 2 ‘ | . 20,72 1992 | 163 “1s 186 | 156 277
gouge, cost Re. 17,61,637) T{hm ch, alternative to Meerat Hapur Gackwars Mchmma* . | B. M. Ry. . ao0s [( 2oth  July S Toos 198 655 | G| a8 | sarr
: ' ranch, which would be 19 ’ 1891 2,36 . 83-77
Gnrhmnkhtesa.r-K]fu ria . wn in 19{!0%1’:1\ and i nogstxmigedstl.om:ies: gg:gg e {ggg - 2,02 gg; 12:349' ?ggg :?;2
. . . ; an . . *
(57 6" gange. ) . . 40 e - ’97 415 on the & [ goauge. - o 4,00 s 1894 2”;; i:: 8,71 11'88 1970
DelmI;’ M]“SSOOrle-Landour o o " slanpur-Deess* . . (R. M. Ry, . :ﬁ?g 8th November iggg 23 671 Z? %g‘;’g 25'20
(Preliminsxy survey for o o gauge ser 4,18 1898. 89 20 698 60 1485 2248
carried out, cost Es. 32,92 895.) - 418 }893 §§ 252 87 2077 g;gg
B - e 2 : N
(576" Sange, pbabe cos B, 15,00 924f 102 ] | Udaipus. Chi 1500 o w ovet| gee| s | e
Cawrnporo-Rao Bmh-Fyzabndl 924.) aipur-Chitor® . . g:yw'sl;n Darbar 1780 |( ¥, Auguafs Tooe a 268 L8| &m0 | 12
/ r . ain line, R. 19, : :
(6" 6" gange, assumed cost Bs. 1,12 oo,ooo) 14.0 1,618 » B M- 19ig3 } 1333 1,06 527 ;ﬁ? ﬁg 10’23
X ' Kolha 23,23 1698 e 088 | gp0| 2! | 308
s * These I{nes have been surveyed. pur* . » 1 8. M. Ry, gg’gg %21;.':891 April 3 1804 22 %ég g: 408 821
¢ . 1895 . §:06 A
UMMARY OF APPENDIX No. H. , 28,00 mel 8|z ow| o f
6,19 3 e
Mysore-Nani ‘ 1893 . 643
yeore-Nanjangud® . | 8. M. Ry. 6,08 | )1st December }| 1894 A 220 71 1; | s
Provinos, TOEII mileage g:go 1891. 1898 16 2:69 %.g 167 880
at present . " ~| 1696 17 281 18| 299 487
\ . i Darjeeling. Himalaysn® . | p, 1. 26,04 198 | 18 8761 108| 46 ::so
Bemgal . . . . e 289 (minl}.nec?r 5 )| el (" sapuesid|ises | Tar| 5| 10| a8 1097
gerar D : e 2,009 | ' 8.By) 27,82 iggg \ ;’ig ggg ng g:gg . g%
Bombey - .o+ . oLl 2 | Suedubod-Parsatii | B, 5.4.0.1. y.§| 1650 |1 2 F wos| 88| 4 4: 29 868 | 1249
e tads . . L L o 118 |. | aystem, 75 1988 g January ) | 1890 1 122|624 el B e
Central Provinces . . ; ' : . . . 397 Bare I 19,49 1801 1,5 798 1,52 7479 1238
Hydembad : : . . ' . . 1514 argi Light . . Bam Lieht B 99 510 ’67 X 1677
ﬁashmlr e 439 o S }3’?3 1 3 108 25 183 | 280 8o sw
adras . . . A : . . . . . u ”n“&fy 899 ol 17'18
P un]ab . . . . . . . . . 1 283 , ( mn lme, G. 1 18,67 ; -1900 2; 476 2,98 | 2194 ;Gs:g
Puriel oo 08 | \ 18,00 1901 318 | 187| 1378
Bujputage - coo- - oL o Rajpipla® 18,08 W em| 3@ mw | nw
vinces . i : ) ' . : 1,070 : . . +|B,B.&C. L Ry.g 13:10 "Otb. July '}% 8 065 15 116 3250
* 1,616 . Gwali . 18,07 1901 12 093 83 h 181
GBaND ‘ or Lights . .\ &I P. Ry, 10 080 19 3?'4'3 gg
» TOTAL ¥ g 27,1 -
ok sLL INpa . 13,187 ‘ o (M"“ lige, I. M. o ol 1233“ S 1900 }(1)-187 14 058
. A : n.Ke
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ar after through
Statement of Gross Earnings of Railways affected, in year .befol:e and year a
opening of Railways which were calculated to cause the diversion of traffic from them.

GROSS BARNINGS OF RAILWAY
AFFEOTED IN YEAR BEFORE AND YEAR Loss (—) or
. AFTEE THEOUGH OPENING OF RAILWAY gain (+)
ENTERED IN COLUMN (1). mﬂ"iy
£
Im;rnease op]ening of REMARKR
Railway. D:l:‘;’ogg‘l’:ed Railway affected. |  Year before. Year after. mileage r&t;::;yi :n. EMARK
. ; - =4 loclumn (1)
Mileage | Gross | Gross | Mileage o
o;:engat earnings learnings | open at Omitting
v close of lomitting jomitting | close of d
year. 000. 000, Jyear.
. 4 B 6 oy 8 9 iQ
1 2 L |
Bﬂgpuhm-nﬂw‘ 1st J auuary 1881 | E. ) 8 Ry- . 1,6(1) 4,85,04’ 4.71,17 1,603 8 '1'86:]2
* Rallway,
(|B.LRBy. . .| 1610 45436 | 44057 | 1,610 ~13,79 }
#4,91,41 | 1,610 + 87,04
Indian  Midlaud | 14t March 18894 | B. M. Ry. 1,664 | 1,86,14 | 1,74,28 | 1,672 8 | —-11,86 i
Ruilway, #2,24.00 | *1,674 10 | +37,88
B, B.and C. L| 461 | 1,27,88 | 1,29,40 | 461 +2,01
L By.
Bengd-ngpur 1st February E 1. Ry. . 1,610 | 4,40,67 | 491,41 1,610 +50,83
. Bulway. 1891, . { G. L P. By. 1 ,288 3,81,4!5 4‘06’65 1,288 + 25;20 N
: (|P.B.Ry. . . 108 | 9,97 7.02 108 ~ 2% 4t In 1895 the gross earnings wers
Southern Punjab | 10th NovmbuJ ~ : * --3 Re. 13,18902. In 18968, that is,
Railway. 1807. l ‘698 | 108 047 | etore the Sonthern Puniah Ball
. 04 81,60 way was opened, they dropped to
UN.W.Ry. .| 271429441 |37601| 2818 104 |« R 00700 o T agyorped to
. fore the Sonthern Funjab Railway
* Southern Mahratte was opened, to Re. 6,06,727. Since
RBailway— then till 19?1 the income remained
9,78 constant. In 1901 it rose to
Poona to Bangalore b A { M.-By. . .| 89| 8BSL| 9506| 889 +or Rs. 8,60,642. The dropin the earn-
3 3 8 —29,18 ings is not attributed either by the
‘ @, L. P, Ry. «| 1,288 | 4,10,69 | 8,81,45 1,28 } t| North Western Railway or b; the
: 44,06,65 | *1,258 —~ 8,98 Political Agent at Patiala to the )
opening of the Southern Puanjab
Sontl'mm Mahratts Railway, and the latter officer doeg
Railway— not cox;;ider that the Bouthern
1,08,21 839 + 6,06 Punjab Railway is responsible for
Guntakal to| 7th  September| M. Ry. 859 | 9624 Y the loss of revenue of thp: P.B. By,
1808. 1 In 1889, that is, before the Sonth..
ern Mahratta Railway besh
opened for more than four months,
it:e G:;ut Indian Peninl;h eArne
. g8 had dropped to Rs. 8,70,88,814.
East Comst Rail- 1,13,39 844 5| +618 | By 1801 they had risen
. way— 'r M.Ry. . * 839 | 1,07,20 Rs. tﬁz,s:,ass, but from th::
. 49,12 880 +10,04 Year they kept steadily falling tif
Beswada to| 28rd Februaryd | N. & 8. By. 830 | 39,07 i;8'97 when they weie ulgw l:
Madras. 3 66 | 1,042 114,04 . 2,84,82,402 and only recove
l S.M.By.. .| 1,042| 5061 | 64 , thomeelror m 1001 o e{: they'w:: ;
Rs. 4,16,567,453. The fall ‘in the .
earnings wos not due to the opening
of the Southern Mahratts Ballway,
Rajpu Malws but to other causes. By
liallwsy—- R ' o
Mehsans ~ .to|1st February ¢ |B.M.By.. .| 1673 [ 17428 | 22400 | 1674 2| +49,72 . i
Viramgam. 1891 g B,B.and C. L| 461 |1,2040 | 14244 | 461 +18,04 :
) Ry. . 8 : o \ .
. , 48 | 1,276 2 ' |§ Th resent .
Dhond-Manmsd |17th April 1878, | G. I P. ky. .| 1,276 §2,45.85 | 2,63, ol vz eare:ien:-gu:? ‘2‘:’.‘3‘“&‘},.?" sdian
way. Pevinsuls Railway in 1878, The
figures for 1877, the year i ‘
y diately befare the Dhond and Magte,
mad Bailway was opened, weld
- Re. 8,27,74,161, but 18 wes
year of the grest famine, and |
' earnings of that year werg :hnmn%

® Shows ﬁgum for third year after that shown in column 3 #0 a8 to permit of an estimate being formed of the period during which loss was o 1

s’ P
3 :

whan
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. Statement showing the outlay on railways in India during the past 20 years and the earn-
ings therefrom and the revenues of India during the same period.

) RAILWAY EARNINGS
Groes Capital | yogerest charges Net earnings )
FUTTTA, MTuRAGR o onitlllgu%‘:nrzdlli::'“' ﬁ:ﬁ{“‘:ﬁ “:m Gross Revenues | Value of Tmports |, ‘gﬂ“d from ‘
wholly under p& ital outlgr ab of India and Exporis o a;';loll;. xports| Gro . Nzr.
: construotion at pclose of e’,, for the year, (Total) for the ety ports
Yrap, : close of year |, oonodive whioh year. or the year,
. OPE%BM which entry appears.
| Atclose of | Inerease over the appears. () (a) @ .
’mpé’ﬂg° ﬂne :ﬁ‘ﬁ%&u For the yoar. [ For the year,
appears, above. _
. Miles, Miles. Lakhs o Ba. Lakhsof Bs, | Lakhs of Bs. Lakhs of Be. Lakhs of Rs.
o1 2 » 8 " 5 6 7 8 o oo
— ‘
m Ll osm ' 1,458 5,88 75,68 143,60 509 | 1841 726
L b e | r4m0 28451 | 938 80,14 195,62 JBL | 6T 1374
S , L ) ‘
L’ k, ’ B I s
JWee | grees [ 0 B0 2,43,10 9,72 90,17 1,96,88 142 | 2882|1388
*
R JPU 18,510 616 2,48,64 9,94 90,57 20608 | >  LBO 24,34 12,78
]
104 . . 1 15008 396 2,58,80 10,16 95,19 9,00,26 3,60 2557 | 13,68
> X
s, | ks 649 2,61,98 1045 98,37 2,04,89 an | sesr| 141
L . Y . i L
) % . 20,262 707 2,71,41 10,86 94,18 1,08,12 4,17 Al | 1317
8y, . 21,128 861 2,84,08 11,36 96,44 98,06 4,36 25,60 s
. v ’ \
8. | a0 925 2,95,88 11,84 1,01,89 210,21 4,50 2748 | 1444
)
oo, | 28,598 | - 1480 8,00,67 12,38 1,02,96 2,18,82 -488 | 2041 15,48
§l9°9ﬂ e 24,700 | 1,282 8,20,92 3,24 112,91 23741 . 489 8,60 | 1047
. » , :
. S b 3 . . . wy
100y, ‘pr 26,378 o 18,87 1,1482 34571 . se6| 190
: o .
"_'T',(°)nnlnehlyeu| ' ) ) » . o \““
o Nm...mh. Statement has been compiled from the following sources : — : . - ‘ '
S .. olumn 3 from Appendix & to $he Administration Beport on the Ballways in India (1601), , o
4 lrmn Appendix-7 ditto ditto ditto (1001),

fled from the Tr: Ni tion Reports from 1881-1883 ; Finansial and Commereial Bhﬁlﬂcl o! Bﬂﬂlh lndh m llﬂ-l.!i
Columns 6and ? ":1-‘1’3::%1-1 Statement foﬁﬁqmﬁggﬂnﬂea 15 the “ Gasetts of Indla * Hxtrsordinary of 0¢h March 100
nmn the Fingnce and Revenue Adcounts of the Goveroment of India, The figures are given in £ for 1881-1882 -nd Rx, mm;m-ms to W
c“’ y "3“‘ ve been oonverted o yupees at par. They exclude customs revenue from salt throughont and charges for oommn mnm m u
Mlm but include the latter from 1894-1898. L ,
9—Figures for 1861 and 1871 from Appendsx FF to the Administration mpom on the mm inIndla (lssx-lsu) .. . :

; Ditto 1681 mud 100196 fr.m Appendix 7- . ditto ditto - ditto (o). o ‘
Ditto  1eo7 and 1001 . ditto 13 ditto | ditte ' dio - (s01),
3 10- Dito  188land 1M fite TP dito . ditte it (sen1ses). o
. Ditlo 1661 snd o8 ae e e HMe . (SI8t18798, Par 1.

Ditto  1907'and 1601 ditto 13 . - ditto ditto  a . {ise).
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Railways (Ireland) Act, 1896.
[59 & 60 Vicr, Ca. 34.] A. D, 1896.

ARRANGEMENT OF SECTIONS.
Section.
1. Advance by Treasury.
2. Order in Council confirming agreement.
3. Certain provisions of Tramways (Ireland) Acts not to apply to projected railway.
4. Limitation on amount of advance and provision of money by National Debt Commissioners.
5. Power of owner to grant land or advance money for a light railway.

6. Entry on lands.
7. Provision in case of default in working of undertakings.
8. Application of general Railway Acts.
9. Provisioh for the establishment of lines of steam-boats, coaches, etc.
10. Presentment in aid by grand jury.
11, Power to make rules.
12. Definition.
18, Short title and construction.

CHEDULE.
CHAPTER 384.

An Act to facilitate the construction of Railways and the Establishment of other
means of Communication in Ireland, and for other purposes incidental thereto.
[ 14th August 1896, ]

Be it enacted by the Queen’s Most Excellent Majesty, by and with the advice and consent
of the Lords Spiritual and Temporal, and Commons, in this present Parliament assembled, and
by the authority of the same, as follows ; that is to say :— .

1.—(1.) Where it is certified to the Treasury by the Lord Lieutenant that the making Advanee by
of a railway under this Act is necessary for the development of the resources of any district, but easarye
that owing to the exceptional circumstances of the district the railway could not be constructed
without special assistance from the State, and the Treasury are satisfied that a railway company
existing at the time will, if an advance is made by the Treasury under this section, constract,
work, and maintain the railway, or work and maintain the railway when constructed, the
Treasury may make such agreement with the railway company as is authorised by sub-section .
one of section four of the Light Railways (Ireland) Act, 1882, and may, subject to the limitation §2 & 68 Viet. e, 66.
of this Act as to the amount to be expended for the purposes of advances, agree that the railway
be aided out of public money by an advance under this section.

Provided that— , :

(a) the TTeasury shall not make any such advance unless they are satisfied that land-
owners, local authorities, and other persons locally interested have, by the free grant
of land or otherwige, given all reasonable’assistance and facilities in their power for
the construction of the railway ; and

(3) savein the case of a railway which will be situated wholly or mainly withina congested
districts county, as defined by the Purchase of Land (Ireland) Act, 1891, an advance 84 & 55 Viot, c. 48..
shall not exceed one-half of the total amount required for the construction of the \
railway. . *

(®.) An advance under this section may be a free grant or & loan, or partly a free grant
and partly a loan. . :

(8.) Any loan for an advance under this section shall be made on such conditions and at
such rate of interest as the Treasury direct.

(4.) The Board of Works may examine any sulveys, maps, plans, and estimates for the
constraction of the railway submitted to them, and if they consider that those submitted cannot

be made eatisfactory, or if any alterations which they may suggest therein are not accepted, the
Board of Works, if authorised by the Treasury, may themselves make or procure the sime,

(6.) In the case of a railway which will be situated wholly or mainly within such congested
districts county as aforesaid, if the railway company do not agree to construct the railway, the
Board of Works may, with the sanction of the Treasury, construct or contract for the construc-
fion of the railway. : ~ ,
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A. D. 1898,
— (6.) For the purposes of this section the Board of Works shall have all the powers conferred
by the Lands Clauses Acts on the promoters of an undertaking.
(7.) All costs and expenses necessarily incurred by any Government department or officer
under this Act shall be paid out of the money provided by this Act.
Order in Council 2. Where such agreement as aforesaid has been made by the Treasury with a railway
: ﬂ{ming 38re¢"  company, section five of the Light Railways (Ireland) Act, 1889, shallapply with the following
. 62 & b3 Vict. ¢, 66 modifications: ~ -

' (4) The Order in Council mentioned in the said section five may authorise the construction
or reconstruction and maintenance as part of the railway of any pier, quay, or jetty,
and may empower the railway company or the Board of Works to enter into all
contracts and agreements necessary for carrying the order into%effect :

() The Order shall set forth the tolls and charges for passengers, animals' and things
conveyed on the railway : o e "

{¢) When the Treasury have agreed to make an advance as a free grant, the Order may
make provision as regards any district that during a period not exceeding ten
years, to be fixed by the Order, so much of the railway as is in that district shall
not be assessed to any local rate at a higher value than that at which the land
occupied by the railway would have been assessed if it had remained in- the con-
dition in which it was immediately before it was acquired for the purposes of the
railway. The Order may authorise the Lord Lieutenant to extend any such period :

(d) The Order may upon the application of the Treasury be altered or added to by an
amending Order madein like manner and' subject to the like provisions as the

. A original Order. . ‘ '
Certain provisions 3.—(1.) Where an agieement under this Act has been entered into, the following provisions

?@ﬁj’ Rﬁs not OF the principal Acts shall not apply to the projected railway : (that is to say,)—

to ap&ﬂy to pro-
tecte

obtaining a guarantee, and relating to all proceedings preliminary thereto: -
The provisions relating to tolls and rates of charge : .
The provisions relating to deposits or other security for the completion of the
~ undertaking : ' : : (
. The provisions conferring powers and imposing duties on the county surveyor.
(@.) For the purposes of this Act there shall be substituted for the provisions aforesaid
such regulations as may be made by the Lord Lieutenant in Council under this Act,
* Limitation on 4.—(1.) The’ total amount advanced by the Treasury under this Act shall not at any one

“F:f““t’ ‘Efi"g':;we time exceed five hundred thousand pounds. ,
and provisio {2.) The National Debt Commissioners may, out of any money for the time being in their

money by National
gebt o hands on account of savings banks, lend to the Treasury, and the Treasury may borrow from the
ommissionare. National Debt Commissioners, such money as may be required for the purpose of advances by

the Treasury under this Act, on such terms as to interest, sinking fund, and period of - repay-
ment (not exceeding thirty years from the date of the loan) as may be agreed on between the
National Debt Commissioners and the Tredsury. —

(3.) The sums so lent by the National Debt Commissioners shall be repaid out of money
provided by Parliament for the purpose, and if and so far as that money is insufficient shall be
charged on, and payable out of, the Consolidated Fund, or the growing produce thereof.

Power of owner to 5.~(1.) Where any person has power, either by statute or otherwise, to sell and convey
ﬁ:l;ﬁ::nrdn o y for oy land for the purpose of any works of a railway under this Act, he may, with the sanction

of the Board of Works given under this section, convey the land for that purpose either with-
out payment of any purchase money or compensation, or at a price less than the real value, and
" may so convey it free from all encumbrances thereon. o ,

(2.) Whenever any person who is a landowner within the meaning of the Improvement of

Land Act, 1864, contributes any money for the purpose of any works of a railway under this

o & 28 Vict, Act, the amount so contributed may, with the sanction of the Board of Works given under this

o 114, - ) section, be charged on the land of the landowner improved by the works in the same manner,
and with the like effect, as in the case of a charge under that Act. : o

(3.) The Board of Works shall not give their sanction under this section unless they are

satisfied that the‘works for which the land is conveyed or the money is dontributed will effect

a permanent increase in the value of the land held by the same title or of other land of the

a light railway.

The provisions relating to the procedure for obtaining the apbrovalf‘of the undertaking-
rattway. by any grand jury, municipal corporation, town, or other commissioners, and for

. 85

. : Appendix M,
Appendix M—conlid. v

same landowner exceeding, in the case of & conveyance of land, that which is, in the opinion of A, D, 1896. °
the Board of Works, the real value of the land conveyed, or the difference between that value —_—
and the price, as the case may be, and in the case of a contribution of money the amount con-
tributed : Provided also, that if the land proposed to be conveyed is subject to incumbrances,
the Board of Works, before giving their sanction under this section, shall cause notice to be
given to the incumbrancers, and shall consider the objections, if agy, raised by them.
6.—(1.) The Board of Works or any company authorised to construct a railway under Entry on lands.
this Act, with the congent of that Board, may, before the arbitrator has framed his draft award,
enter upon any land, which they are by any Order in Council made under this Aect authorised
to take, without making any deposit in the bank.
(2.) Where any such entry is made the Board of Works shall pay to the persons entitled
hereto the purchase money or compensation agreed upon or awarded to such persons pursuant
to the Lands Clauses Acts in respect of the lands so entered upon, and those Acts as amended by
this section shall apply accordingly.
(8.) Where any Order in Council under this Act incorporates the Lands Clauses Acts the
award of the arbitrator under those Acts shall be final, and the provisions of those Acts with
respect to traverses shall not apply. ' ' a
7.—(1.) Where any railway constructed under the principal Acts or this Act has been Provision in ease of
aided out of moneys provided by Parliament, the Board of Works may at any time (whether default in working
i . A R of undertakings.
the widertaking has become the property of a grand jury or not) a ppoint an engineer or other
fit person to inspect and report upon the condition of the undertaking, and the working,
maintenance, and development of the same.
° (2) If such engineer or person reports that the undertaking is not efficiently worked,
maintained, and developed, the Board of Works shall make a report to the Lord Lieutenant,
and the Lord Lientenant in Council, after giving all persons interested an opportunity of *
being heard, may, if satisfied that the undertaking has not been eff ciently worked, maintained,
or developed, make an' order appointing & manager or receiver of the undertaking for such time
and with such powers as may be specified in the order.
. 8. ‘The enactments mentioned in the schedule to this Act shall not apply to a railway A{)plication of gene-
authorised under this Act, except so far as they are required by the Board of Trade to be incor- ™ Railway Aots.

porated, or applied by the Order in Council confirming an agreement under this Act. °
9. Where it is certified to the Treasury by the Lord Lieutenant that the establishment of Provision for the
any of the means of communication mentioned in this section is necessary for the development fi'!'::}:li‘fl:mte‘;ﬁ-‘l’)iat
of the resources of any district, but that owing to the exceptional circumstances of the district coaches, ete. *
such means of communication could not be established without special assistance from the State,
the Treasury may authorise the Board of Works to enter into an agreement with any person
for the est ablishment and maintenance of any line of steam-boats, coaches, cars, carts, or other
v ehicles moved by mechanical power, or otherwise, and to construct or reconstruct and maintain
or contract for the construction or reconstruction and maintenance of any pier, quay, or jetty,
or the immediate approaches thereto, or any structure necessary for the proper use thereof; and
the Treasury may, out of the money provided by this A et, wake free grants in aid of any of the .
above purposes. ‘
10. Any grand jury may, subject to rules and regulations under this Act, prerent any Presentment in ald
gum of money in aid of any railway or other means of communication, or any accommodation 'Y 8ad jury.
work, constructed or established under this Act; and section twenty-three of the Public Works1 & 2 Will. 4.
(Ireland) Act, -1881, and section one of the Grand Jury (Ireland) Act, 1858, shall apply toy 32. '
such presentment, with this modification that the half-yearly instalments for repayment of any o. 136, o
sum to be expended may be at a rate of not less than four pounds per cent. per annum on such

sum.

11.—(1.) The Lord Lieutenant in Council may make rules and regulations for the purpose Power to make
of carrying this Act into effect and for regulating the procedure thereunder: Provided ™!*
that the assent of the Treasury shall be necessary in the case of any rule or regulation
affecting the expenditure of money provided by this Act, _ o

(2.) All rules and regulations under this section shall be laid before Parliament,

12. In this Act, unless the context otherwise requires, the expression * railway *’ includes Definition,
light railway or tramway, and where provided by an Order in Council any pier, quay; or jetty
used in connexion therewith. . (

$a



A, D. 1896.

——

Short title and con-

struction.
&4 & 56 Viet.

c. 2.
58 & 569 Viet.
c. 20.

Section 8.
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13 Thls Act may be cited as the Ra.llways (Treland) Act, 1896, and save where the
context otherwise requires, shall be construed as one with the principal Acts, that is to say, the
Transfer of Railways (Ireland) Act, 1890, and the Tramways (Ireland) Acts as therein defined,
and the Tramways (Ireland) Act, 1895, and those Acte and this Act may be cited callectively

a8 the Tramways (Ireland) Acts, 1860 to 1896.

Note by Mr. Thomas Robertson,

The money provided for in this Act was hypothecated for a penod of years and by
arrangement with the Treasury placed at the disposal of the Board of Public Works for the
purposes named in this Act, they drawing on the National Debt Commissioners for” mstalments
from time to time as they required them in connection with the preparation of the works.

SOHEDULE

ENACTMENTS RELATING TO SAFETY, ETC.

Session and Chspter. Title ov Short Title.

Ensctments referred to.

!

.81 & 32 Viet. c. 119, 1 The Regulatlon of Railways Act, |
I 1868,
i

41 & 42 Vict. c. 20, f The Railway Returns (Continu-
ous Brakes) Act, 1878.
| .
52 & 53 Vict. ¢. 57. The Regulation of Railways Act,

i\ 1889,

Sections nme'reen, twenty, twenty-
two, twenty-seven, twenty-eight, and
twenty-nine

The whole Act,

The whole Act.
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Statement showing - rollino'—stuuk lighted by gas on Indian railways
on 315t December 1902,

1
Number Porcentage

Assam Bengal

Bengal Nagpar

Bombay, Baroda and Central Indm
Burma

Eastern Bengal (6' 6")

Railway. Ng&lxr "lgghﬂ:x]\‘fld szcg;ugm REMaAEKS,
Ty T 2 3 | a T e T
— —
1N 178 9607
(a) 485 665 7293 |(@)1 hwhted by elec-
404 a8 | oees | trioiw
() 18 863 161 |(6) Lighted by eles-
407 453 | spss | HClty-
402 | 413 9734 | (c) Excluding Dacea

Eastern Beniga] (3 33") (¢)

East Indian )

Great Indian Peninsula
Hyderabad-Godavari Valley
Madras .
Nizam’s Guaranteed St.at.e

North Western

Oudh.and Rohilkhand

Ra;.jputann Malwa

South Indisn .

Southern Mahratta

Barsi Light

Pengal and North-Western
Bengal Central .

Bengal Dooars . .
Bengal Dooars Extensions . .
Bhavoagar-Gondal-J unagad-Porbandar

. Cooch Behar

Darjeeling-Himalayan
Deoghur . . . .
Dibru-Sadiys . .
Gaekwar’s Dabhol

Gwalior Light .
Howrab-Amta . . .
Hovwrah-SBheakhala . .
J odhpur-Bikaner

Jorhat

Morvi

Nilgiri

Nowshera-Durgai
Parlakimedi Light
Powayan Light

* Rajpur-Dhamtari

Rajpipls . .
Ranaghat-Krishnagar
Rohilkund and Kumaon
Tarakeshwar-Magra .
Taezpur-Balipara

' Thatdn-Duyiuzaik Light

Udﬁpn;-ﬁhitor
West of India Portuguese .

. section and Kaunia-
(d)1,198 1,666 71-96 Dharlla branch.

1,339 1,643 8484 | (d) 3 lighted by elec-

81 131 o1g3 | bricity.
751 L0868 | 7032
131 182 | 6648
108 | 2000 | B3O ,
598 802 | 74B6
(5) 76 1,678 453
(5) 91 899 | 1012
934 96 | 9668
Nil
»
9
”»
”
»
”
. " .
»
R I
. |
»
. .
”
d . .
9
. ”

' N7, 2
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Appendix 0.
Appendix 0.
. o Forms of Risk Note in use in England and India.

INDIAN FORM.
(Approved by the Governor General in Council under section 72 (2) (b) of the Indian Railways Aet, IX of 1890.)

(To be used when the sender elects to despaboh aba Speeial'reduo?d * or “ Owner's risk ' rate, articles or
animals for which an alternative “Ordinary’’ or “ Risk acceptance ” rate is quoted in the Tariff,)

WHEREAS the consignment of :
, tendered by 2 as per
Forwarding Order No. . of this date, for despatch by the railway administration

or their transport agents or carriers to station, and for which %e have received Railway
Roceipt No. . of same date, is charged ata 8pacial reduced rate instead of at the ordinary tariff rate

chargeable for such consignment ; '—Ie,the undersigned, do,in consideration of such lower charge, agree and

undertalge to hold the ssid railway administration and all other railway administrations working in con-

nection thévewith, and also all other transport agents or carriers employed by them respectively, over
whose railways or by or through whose transport agency or agenies the said goods or animals may be carried in
transit from station to station harmless and free from
all responsibility for any loss, destruction or deterioration of, or damage to, the said consignment, from any
cause whatever, before, during, and after transit over the said railway or other railway lines working in ocon-
nection therewith or by any other transport agency or agencies employed by them respectively for the catriage
of the whole or any part of the said consignment.

Signature of sender

WiTNEss. ' :

(Signatare) Father’s name
Rauk or{

{Residence) te Age

WITNESS.
{Signature) : . Profession
(Residence) Residence U

. ENGLISH FORM. .
M_A (Owner’s Risk Consigninent Note).
.......... emmmcassnsceas. Railway.

Consignment Note.

For Perishable and othor Merchaudise carried by Passenger train or by other similar sorvice to be carried st
Reduced Rates at Owner’s Risk.

The.. SR —— Raflway Gompany hereby give notice that they have two rates for
the carriage o,f the undermentioned merchandise, at either ogaw ioh rates the said merchandise may be consigned
at the Sender’s option ; one, the ordinary rate, when the Company take the ordinary linbility of & Railway
Company ; the other, a Reduced Rate, adopted when the sender agrees to relieve the Company and all other
Companies or persons over whose lines the merchandise may pass, or in whose possession the same may be during
any portion of the transit, from .all liability for loss, damage, misdelivery, delay, or detention, except upon proof
that swoh loss, damage, mudalwcr‘y, delay, or detention arose from wilful misconduct on the part of the
Company's servants.®

To the - : ’ : Railway Company,
' N . v Btation, -
...... 189

Raceive and forward Qhe undermentioned Merchandise, to ‘be ocarried at the Reduced Rate, below ‘the
Company’s ordinary rate. in consideration whereof I agreo to relieve the
Railway Company and all other Companies or persons over whose lines the Morchandise may pass, or in whose
possession the same may be during any portion of the transit, from all liability for loss, damage, misdelivery,
delay, or detention, except upon proof that such loss, damage, misdelivery, delay, or delontson -@rose from
wilful misconduct on the part of the Company's servanis.® : )

And 1 also agres to the conditions on the back of this Note. (See at back.)

This Agreement shall be deemed to be separately made with all Companios or persons parties to any through-
rate under which the Merchandise is carried. . y Lrotig

Sigmftm‘c of Sender or his Reprosentalive ...t fermemennnesanrenmen e eeennnas

Rach Company to introduce at the foot of this Form whatever columns may be necessary to meet 'its own
requirements. ‘ T

* The italicised portion maarks the difference between the Eoglish snd the Indiso conditions.
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GENERAL CONDITIONS ON ENGLISH FORM.

Nore.—The Great Central Company adopt the words “ from whatever cause arising ”' in lieu of * execp?
upon proof that, such loss, damage, misielivery, delay or detention arose from wilful misconduct on
the part of the Company's servants.”—{ Joint, Sapt., 1894.)

- GENERAL CONDITIONS.

1.—The Company will not be liable for loss of or injury done to any merchandise, matters or things
deseribed in the Carriers Act, 1830, unless the particular articles and the value thereof be declared, and an
increased charge over and above the charge for carriags be paid as compensation for the risk incurred.

: 3.—1In respect of any animaly, luggage or merchandise booked through by them or their Agents for con-
veyance, partly by railway aud partly by ses, or partly by canal and partly by sea, the Company shall be exempted
from liability for any loss, damage or delay which may arise during the carriage of any such animals, luggage,
or merchandise by sea, from the act of God, the Queen’s enemies, fire, accidents from machinery, boilers, and
steam and all and every other dangars and accidents of the seas, rivers, and navigation of whatever nature and
kind soever, in the same manner as if the Company has signed and delivered to the Consignor a bill of lading
containing such condition.

3.—No claim in respsct of merchandise, for loss or dsima.ge, during the transit, for whish tke "Company
may be liable, will be allowed unless the same be made in writing within three days after delivery o¥ the
merchandise in respect of which the claim is made, such delivery to be considered complete at the termination
of the transit as specified in the next Condition. '

4.—The transit shall in no case extend beyond () the time when merchandise carted by the Company is
unloaded or tendered at the address to which it is consigned ; or (5) the expiration of 34 hour; after notice of
arrival of the merchandise, posted by the Gompany, is due for delivery to the Consignee in the ordinary course
of post, or notice of arrival is given to him personally or delivered at his address.

_5.—After the termination of the transit as defined in Condition 4, the Company will thenceforth and sub-.
ject to these conditions hold the merchandise as warshousemen, subject to the usual charges.

6.—After the termination of the transit, merchandise carried or conveyed by the Company will be subject in
addition to the charge fof carriage to further charges for demarrage of 3s. per truck per day, and le, per sheet
per day, or in the ease of such merchandise as is unloaded from the truck, to reasonable charges for rent or
services performed, until it is removed from the Oomgmy’s premises ; and similar charges will be- made with
respeot to merchandise the del‘xvery of which eannot effected by* the Company, in comsequence of incorrect
or insufficient address. Provided that no such charges shall be made if the Company have not given proper
opportunity for the removal of the merchandise or the discharge of the track,

When specially constructed tracks are used 8s. per truck per day demurrage will be charged on trucks con-

structed to carry 15 tons and under 20 tons, 13s. per truck per day on trncks capable of carrying 2 tons and

under 80 tons, and 20s. per truck per day on trucks capable of carrying 30 tons and above.

7.—Consignors ordering trucks and failing to load and order them away within 24 hours after such trucks
shall be ready for loading ab the station or siding to which they were ordered, will be subject to charges of
8s. per truck per day and ls. per sheet per day ?or demurrage, for every day or fraction of a day they shall
be detained after the expiration of such 24 hours.

When specially constracted trusks are ordered 8. per truck per day demnrm'ge will be charged on tracks
constracted to carry 15 tons and under 20 tons, 12s. per truck per day on trucks capable of carrying 20 tons
and under 80 tone, and 20s. per truck per day on trucks capable of carrying 80 tons and above.

8.—All merchandise delivered to the Company will be received and held by them subject to a lien for
money due to them for the carriage of and other charges upon such merchandise, and also toa general len for
any other monays due to them from the owners of such merchandise upon any account, and in case any such lien
is not satisfied within a reasonable time from the date upon which the Qompany first gave notice to the owners
of the merchandise of the exercise of the same, the merchandise may be sold by the Company by austion or
otherwise and the proceeds of sale applied to the satisfaction of every such lien and expenses. A

9.—All ﬁerishable articles refused by the Consignee, or at the place to which they are consigued ; or con-
signed to a place not known by the Company’s agents or servants, or insufficiently addressed, or mot paid for and
taken away within a reasonable time after arrival, if addressed to be kept till called for, may be forthwith sold
by auction or otherwise, without. any notice to Sender or Consignee, and payment or tonder of the net proseeds
of any such sale after deduction of freight charges and expenses shall be acoepted as eguivalent to delivery.

10.—The Company will not be liable for any loss of market.

11.—The Oompanl{ will not be liable for any indirect or consequential damages in respect of merchandise
lost, injured or delayed. . )

13.,—The Comﬁnny will not be liable for any loss of or damage to, or delay of merchandise resulting from
its being not properly protected by packing.

13.—The Company will not be liable for any loss of or damage to, or delay of merchandise resulting from
its being . not properly or not sufficiently addressed.

14.—The Company will not be lable if merchandise is lost, injured, or delayed owing toa defect in a
wagon not belonging to or provided by the Company, unless wuch defect argse from the neglect or default
or unless the Company or their servants were guilty of negligence in not '

of the Company or their servants,
discovering such defect.

15.—In res?ect of merchandise consigned to places beyond the limits of the Company’s free delivery, the

rosponsibility of the Company will cease when such merchandise has been delivered over to another Carrier in
the usual course for delivery. '

16.—In all cases where the Company’s charges are mnot prepaid, the merchandise is accented £ i
only upon the condition that the sender remains liable for the payment of the amount d o to tho Commars,

. he sen . | ue to the C s
or the carriage of such merchandise without pre judice to the Company’s rights, if any, aga.inst%he Cons‘;?npg: zr
any other persor.

17.—In respect of traffic of every doescription which loses woight in transit through drainage, evaporation,
ing

o:a :;q cause beyond the Company’s control, oarriage shall be paid upon the weight ascertained at the send
8 on. .

Statement showing the
~ under repairs

Appendix P.

7
Appendix P.

¢ namber of engines, coaching and goods vehicles
a(?l?r:agch railway in India du’ring the year 1901, :

—

Rallways,
Assam Bengal
Barsi Light
Bengal and North- \\'elern
Bengal Contral
Bengal booars
Bengal Dooars Extensions
Bengal Nagpur () . .
Bhla’mon.dal-ef W‘
Bombay, Baroda and Central
" India . . . .
Burma .
Cooch Behar
Darjeeling-Himalayan
Dibru-Sadiya .
Eastern Bengal (5' 6")
Mm Bengal (3° 8")
Eastern Bengal (2' 6% .
East Indian .. ..
Gackwar's Dabhoi
Great Indian Peninsuls .
Induu’l Midland . .
Hyderabad-Godavari Valley
Jsmn;gnr .
g odhpur.Bikaner
~ Madras (5):
" Madras (North-East line) .
Morvi . , .
 Mysore R e
- Nizam's Guaranteed State
- North Westerm . .
Oudh and Rohilkhand .|
'Biipnmfa‘-lﬁ%‘“ .
- Rohilkund and Kumaon ()
' Southern Mabratta «
Bouth Indian . o e

- Uﬂaipur;Ohitor .

Exeszs. Cos0xING $TOCK. GiooDs BT OCK.
Total | Aversge Pertoners” | motar | Averses PE”:%E"’ Tow | Avnge "°:'ﬁe'3:° Rmuazxs.
stook. | ropeirg, | TopAirS | +800k.| repairs, | MR on total.
’5: w65 | 877 | 172| 1006 | 1114 | 1,256 7596 | 605
5 100 3 2000 7 1-:00 14-20 62 160 242
ws | 1791 989 | 667 sw0p| 886 59on| 131069 | 219
o7 | 600 1s62! 111| 450| 405 500 8200| 640
4] 100| 2500 21| .. v 110{ 400 | 364
6| 100| 1667 88| . | ool 450 | 203
177 | 88471 1908 651 | %019 | 1078 | 5,002 13910 273 | (a) Et?:i“%i;ioh].)hm.
ss| o78| 2o55| 106| 1328| 675 os0 s118| 82
188 | 8360 | 1782 | 491 | 5450| 1110 | 4,934 20150 | 408
206 | 2490 | 1209 | 837 | 12248 | 1468 | 3800 98933 | 891
8| o7| oser| 16| 1m | 1008| eyl 220| 342
1| 10| 714| 76| a00] 696| 219 00| 283}
25{ 495 1082| 60| 1144| 1007 ol0 3699 | 396
us| 1070| 1670 | 49| s571| 1214 | su0l 16823 | 684
1m| 1s6s| 1679 | 611 | 8016 1560 | 2,864 16640 | 530
0| 189 1890 34| 186 &ar| g0 1019| s
820 | 9900 | 11'94 [1,635 | 19969 | 1800 [16,441| 78097 | 451
8| '200{ g500] s8] obo] 188| 194 700[ 301
}752 17200 | 2387|3347 | 26000 | 1118 10242| 87800 | B4 | .
35| 20a| 40| ss| a26| asa| ocos| 137 | 22
" 96| 70| 1038 104 37| 994
) 717| 1798| 188| 8| 635 ,5(:;' 746 | 138 .
74| 3860| 2318 | 702 | 6300 | 83| 56n 1600 538\ () E:ﬂffg‘mh;?ﬁﬁ
68| 50| 1298 | 216| 8750 1736 1,152l ool 499 infaruaion i nt
g| 200| 2500| 52| 1060| 2019 119] 880[ 780 :
@| 790| 1881| 219 }és-on 1630 | 08| 4897 | 38
54| 1417 | 2694| 18| 1960 1473| osy| 4390 488
ore | 10688 | 1594 1887 | 25101 | 1344 |11,88L06775 | 1665
s | 1081 1182| 69| arei| 789 4571 9618 208
428 | 10566 | 2469 1,667 | 13008 | 89| 7los] 2781 | . 408 |
31 80| 10| o3| 1988 | 1811| seel 6488} 683 () Bashding Puvasan
177 | 3476 | 1064 | 749 13626 | 1686 | 4,058 %0785 7o0| - vk m -
208 | 4977 | 9808 | 931 10805 | 11:07 | 3,353) 22806} 606}  eble.
5| o1 soo| o8| ste| 1wes| s we0| e8|

=5

. ‘ : i - ! . -
2B Totormation for Deoghur-Jorhat, HowraheAmta, Howrah-Sheakhals, Terpur-Balipsrs, Ransghat-Krishuagar snd Tarskoshwar-Megrs railwars s ngf
CAyalisble, - , ‘ . . ‘



Appendix Q.

Statement showing number of 'Stations on the several Railways in India which are
supplied with special Block Instruments for working trains.

NUMBES OF STATIONS FI¥TED WItH BLock INSTROMENTE AT OLOSE OF YRAR,

1898, 1990. 1801, 1002, \
) ' - Name of system employed
' . Percent- in 1902,
- Name of rallway Peroent Peroent. Percent- Numb ¢ n
‘ ) - f |- Number | ageof umber | age ol
\I“mb” ﬁx?;?l‘}:; ] :’,’,,. Number gx;?ﬁ:; :‘ﬁﬁ?"é’ Numfber su;ﬁlli‘ed sn:)nptliioe%. Nu.g;beri su';:ﬂ%ed :;;tgma
1]
statiom: l‘lﬁg}: mp{tllod stnt‘gms ;}g‘k s“g‘i’t; stations!  Block with |stations IB\ook B'lg:‘k‘ (
on | L | ok fonline. { Iustra- | Block |on line. Tnstra- Block |ou lige. | Ingtru- | Block .
l!na;' ments. x:strr:-‘ ments. g;s!;::‘- -ments. nllneu“' | entg
o ent. N
I . | 550 | Tyre’s ‘Tablet, Dult
plmsNagpe . | ws | .12 | s | W sl sm| | 1| sw| ;| 12 o, ot ;”:;{;
;5 J i son’s staff, Winter’s bloo!
i . .
? , ’ 35 | Preece’s  blosk, Byke’
. 'B"]':Bgn Baroda and.Central | 128 7 6210 | 16 8 5205 151 ” 5069 154 76 9935 | Precce’s ock, yke’s
L 117 | Syke’s lock and  bleek
:Dl s'::ﬁ n’JP“hﬂﬂ-Mﬂwa . - - - " . 26 .8 1 Y betraments. . f‘
Ml'n Bengal State " 205 2 098 | Tyre’s Tablet.
. . Ty L4d . . ' d F i 5
:m Indien oo 2 o | 31 2 060 | 30 15 #41 | 380 ! 7% | 2000 Prlyi;o’ avd Ferzelra 'tilgo‘l?cl:
and block,
Ditto  withont  ditto.
. Tyre’s No. 6 pattern-tablek:
instruments, ‘ ‘
. Ditto new antomatie ditto.
o) () .
é'ﬂt Iodian Peninguls o | 218 218 100-00 231 231 10000 231 21 10000 22 232 10000 Pf;;?r:'. single wire semna
. 1 . , oo Neal’s youcher l)lopk.
mé':‘. Indian Midland Sec- | ... o e ves " . 145 14 966 P;“:er;:. single wire soma-
¥ . . . 5211 ‘Block Inst
‘.ﬂrn s e . L] 188 127 7744 159 130 81'76 ‘272 140 5147 288 ‘ 188 ‘ W?’tg'c ol::t m:“ymﬂ%:::
B ' starting  noma-
( phorel.
‘ Ditto without &itlo
) ! Theobald"s train key.
South Tngsy : | y 209 31 | 1005 | winter's sutomatic tick
‘h i * e ;68 10 60z 178 a e 1% a et 4 I] iunmg in:tmmnctlf“ ot
anlhmttu R 1 1 100 | 4780 | 21 05 | %1 | M 05 | T | 25 104 | 4672 {‘Winter's blosk, Webb_sma
I . . Thompsou’s staff, Theo-
l‘ll . . . P v ver . o oo 85 . . \ blu‘lhlh k”‘
i~ "“. Light . - . - L} ‘
Do Contrnt , . - . . " - 2 -
. Bengyl Dooarg . e . a1 l
B'“N "nd Norb-Westegn . | .. o . . O 2 i
w:‘l:‘}"aonm-.‘lwnd- - 6 . |
i \ I - " 188 |
' N&m Part Oommiu- " - “ " - 4
5"“""‘31“1-1:3": e . 1 - -t
. . . . o e e oo ™ o ey o 2 i
mh s““" 17 .
‘hnh.xmh A n " . A S 1
Mm-xﬂkm‘ . . s o an sen o d
» . . . e e e s ad s
TS SN i
“"‘" Gummea State, | .. P “
w.“m M - . LI} b X c..‘ "ne e ' hidd
Mﬁ su nohm:ma suu,
nagar .| .. . - s
Mhudmgxm N U B - - - -
- R u; ' e L]
G i 15 .
(14:.,‘
" " ‘m . B ]
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‘ Appendix R.
Appendix R.

Statemen.t showing the number of stations on the several railways in India at which the
points and signals are interlocked.

NUMBRE OF STATIONS AT WHIOH POXNTS AND 8IGNALS ARB INTERLOCKED AT OLOSE OF THE YEAR,

1899, 1900. 1901. 1002,
, - . -
Name of railway. - Number P:'g”::’ Number P:;gegg- Number Paegrece;xft- Number 1:“;?2{’ Name of gsltgdl;'employod
tatl tat Numbey]Of SAtIOD8} ¢4giiong |Number oi:t'%‘i%%s‘ of stations} gpiong

stations [Number §
at which

nts gnd| uppled | of |oints ang) SOPRIISS

signals terlocking|on line, ::glil:%:r_ terlocking

Namber | t which i
¢ | stwhich | gopiied | of ;oigts and| fappied | of  io5intgand

° fots and, + y
stations [PO° with in- |atatioms [*" . with in- |stations
on line, | HEPIS 4o iockinglon line. signals |45 3,ckinglon line.

ints re inter- &
n‘gékn:gr- a;;%:;r?- ‘fgellx]e:f- “ptpu"s‘:“' alociletl. ap&'_’" locked., “fg:"
Bemgal.Nigpar , . .| 136 w| ua| W 8 w7| 2, 73| 3%78{ 28 g7| 391 |86 List and Morse's,
 Bhaviagar.Gondal-Junagad | .. . I & 1 15| 6 1| 156 | 1specisl system.
Porbandur,
! »,
Bombay Buroda and Centeal ) 128 2| 1613 146 21| 38| 18 22| ust| 14 26| 168 |16 Mackenaio sud Holland's,
. . l 2 Lypde and Crommelin’s
, . Controlling apparatus.
S’ 6 Country made.
Difto  Rajputana-Malwa l 264 9 341 256 10 391 247’ 8 32 256 8 3134 1 lilaek'enzie and Hol
seotion, J and' 8.
2 Dutton’s.
) 6 Locai manufactured on
Tappet system.
‘ . T ' 144 ' | g1 | 2 8axby snd P ’s,
e I Y I T L B O B B B B
(Stoney’s Patent),
‘ X * - 9 Mackenzie and Holland'se
Bastom Beogal . . .| 185 n| 5% 191 uoTw| 1 ) M| %5 B 1610 e intenocking.
’ 2 Saxby and Farmer's.
1 J.C. Mill's, -
18 List and Mogse's,
TastIndisn ., . .| 281 31 nef 81 58| 1752| 30 7 208| 380 94| 9247 |55 English system,
. 7 Experimental,
; ’ i 32 Detoctor system
. ’ Saxby and Farmer’s and
. . ’ East Indian Bailway,
Groat Indian Peninsuls . 218 2% 1101 231 2% 1039 231 26 1126 232 28 1207 23 Ts:;l};yt ;:& hll‘armer’n and
, ‘ 3 tappet locking.
: ] g i - w h*s Timmis and J
Indian Midland , . | 138 13 77| 12 B 915 | 1M 13 903| 185 13 X ] b§°3ﬂm§er:“mn'.° Sax
. . " 98 37 List and M 8.
Madray , 1 11 42 25'61 159 47 2058 | 272 48 1765 28 51 1796 XA Ex‘pe.l"ilm en:ﬁ..a (]
2 Tappet Locking.
) 1 Saxby and Farmer’s,
. Rizam's Guaranteed State + | 58 18] 21 o 37| WX ] ar 4458 86 8 419 3'12 ]L)l‘::t ;:9' .Mono'l.
N -, 1 uie| 46| 16 : i) o3| 4212 . 4480 | 32 Ordinary Tappet locking.
orth Western . - 454 55\ 3578 500 2% 33 Qudinary Tappet loskiog
' 8 Detector looking.
’ . 180 Ligt and Mozrse’s.
' Oudh and Bohjlkband . < 141 | %u| 14 62| 4028 154 62| 4026[ 15 n 4744 | ¢8 List and Morse’s. -
' 4 Saxby and Farmer's.
: 1 Dutton’s Patent.
. . 1 W.mch's Patent.
Bouth Indian ., . | 166 8 86| 1B 6 8% | 180 7 389 209 7 33% | 5 Dotton's, ‘
{ %:xtg sud Farmer's,
B n's
- AmamBbogal . . o| - - ) [ o
Basl Light ./ o o o - o 4
BongalCentral o o o e . U “ . 21 . e
Bengal Dooars « o ¢f o - a
- Bengal and North-Western . [ ... N 0| -
Calentta Port Commissioners’| ... o . L 3 -
Darjecling-Himalayan of e 1u s
Deoghor , ., . o| o - - 2| ..
; mhln-lldi’a PR e o " ™ . “ 1 .
Howrah-Amta . . | - | - . of o - 1 . "
~ Howrahgheskhals . - " 12 -
Jodbpur-Bikaner . o+ o - . . s . 9 . .
. Jorhgy e . - . 2
Morvi, . . o e ) 1 - B - .
Southern Mahratts . o - - 225 N
Ranaghat-Krishoagar N - - . wr 8 . -
Bobilkund and Kumsos .| - 58
Tarakeshwar-Magra » ¢ . . '] -
) YempurBalipem. . ef O N I - . 8| - »
Thatbn-Duyfnshtk J o o * | o p o w | 2l
UdatpurChitor - e : b 2 . u . e
: o " o . } . . W ml us s
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Statement showing the number of engines and coaching vehicles 0n railways
d with antomatic brakes at end of Igﬂol. y ﬁtl;ed

j LOCOMOTIVES. .; - CoacrING VEHICKLES.
B [1 Pitted, | Notftted. | of Bebess’ | Braked  Piped. | Not ftted, Pmr:f“‘"’ Sdaze
‘ ontotal. | { . piped on total.
Assam-Bengal . . . . . 44 9 83:02 169 ! 100:00
" Bengal Central . e . e 4| . B 22 1852 ™ 1 110 090
Bengal-Nagpur . . . . . 61 116 84:46 600 48 103 84'18
Bombay, Barods and Central India .| 181 57 | eoes | 466 | 25 10000
“ Burma . e . . 04 112 4563 108 29 610 2712 .
Eastern Bengal (5'1 6’; e e s 74 4 6271 383 62 24 0477
Eastern Bengal (834" and 2 6”) . . 49 76 8952 275 43 248 5668
East Indisn . . - ./ +f 206 539 8378 | 1,826 92 266 84:20
Great Indian Pemnsula . e o 9264 846 4328 | 1,268 o 470 7206
Indian Midland . . < - | 78 64 | 54938 | 152 23 88 | 8419
Madras . - « o o of 90 142 3sq9 | 601 4 976 | o3
Nilgirik . . .\ . 4 . 100-0¢ 8 ve 10000
Nizam’s Guaranteed State . . . o 64 v 41 4 88 38'88
North Western . . . ¢ .| 018 163 75’59 1,690 106 535 7708 ,
Oudh and Rohilkband: . . . . 6 |- 109 8771 516 80 73 8875
" Bouth Indisn . . o e .| 25| 189 res | 188 | 2 770 1729
BatsiLight o o o = =+ o 5 - 7
Bengaland North-Western . . o e 178 e “ 795 .
 BemgalDooars . « -« .+ +| e | 10 I n| .
Bh.magu.eoﬁdal-.]'nnugad-l’orbandar of e {97 o b e 28 | ..
Gsicntta Port Commissioners” . o] 24 v ve e
Darjoeling-Himalayan R A 14 - . 76 e
Deoghur' « o o o o o 8! .. 10
Dibru-Sadiys . . o e 22 e - 80 .
Gaokwar’s Dabhoi  + o+« o) e |8 - - 38
Gwalior Light . . - . I 9 25 5
Howsh-dmta « » - - o+ o | 8} . o |
Howrab-Bheakhsla . -+ ¢ 80 w28
Hyderabad-Godavari Valley .. .« |, - 85 v 128
Jodhpur.Bikaner ] 40 v v w 146 "o
Morvi o . o o o oel e 8 v - 84 Y
Nowshers-Durgai , . . N l oor 10 vor oo 16 s
Raipur-Dhamtart . . PR 4 s ‘o 22 ™
Rajpipla . . . .. ',‘l oo 3 vor v e Y o
Rejputana Malws -~ «  « -+ | .. w1007 |
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~ English Railway Clearing House Act.

An Act for regulating Legal Proceedings by or against the Committee of Railway.
Companies associated under the Railway Clearing System, and for
other purposes. 13 & 14 Vi, cap. xxxiii, 25th June 1850.

Whereas for some time past arrangements have subsisted between several Railway
Companies for the transmission without interruption of the through traffic in passengers
animals, minerals, and goods passing over different lines of railway, for the purpose of afford:
ing, in respect to such passemgers, animals, minerals, and goods, the same or the like
facilities as4f such lines had belonged to one Company, which arrangements are commonly
known as and in this Act are designated as « the Clearing System,” and which arrangements
are conducted under the superintendence of a Committee appointed by the Boards of Directors of
guch several Railway Companies, which Committee is in this Act designated “ The Committee,”
and the business of such Committee has therefore been and is now carried on at a building
appropriated for the purpose in Seymour Street, adjoining the Fuston station on the London and
North Western Railway Company : And whereas the Clearing System has been productive of
great convenience to the public, and of a considerable saving of expense in the transmission of
passengers, animals, minerals, and goods over the lines of the several Railway Companies
partles to such association; but considerable difficulty has been experienced in carrying into
effect the objects op the association, in consequence of the Committee not possessing the
power of prosecuting or defending actions or suits, or taking other legal proceedings: And
whereas George Carr Glyn, Esquire, is the present Chairman, and Kenneth Morison is the
present Secretary to the Committee: And whereas the purposes aforesaid cannot be effected
without the authority of Parliament, may it therefore please your Majesty that it may. be
onacted, and. be it enacted by the Queen’s Most Excellent Majesty, by and with the advice and
consent of the Lords Spmtua.l and Temporal, and Commons in this present Parliament
assembled, and by the authority of the game, That the several Companies which at the time of
the passi}lgf of this Act are parties to the Clearing System, and every other Company which
ghall in manner hereinafter mentioned become party to the same, shall be subject to the
provisions of this Act.

1I1. ‘And be it enacted, That if any Company which ma.y not be a party to the Clearing
System shall, by writing, sealed with the Common Seal of such Company, request the
Committee to admit such Company to be a party to the Clearing System, and the Com-
mittee shall assent to such request, such Company shall from the time of such assent being
given, or at such other time as may be specified in the sald request, become a party to the -
Clearing System.

III, And be it enacted, That if any Company shall, by writing, sealed with the Common
Seal of such Company,*give notice to the Committee of the desire of such Company to

" cease to be a party to the Clearing System, such Company shall, at the expiration of one

calendar month from the time when such notice shall be given, orif a more distant time
shall be stated in such notice, then at the time so stated, cease to be a party to the Cleanng
System,

IV, And be it enacted, That if not less than two-thirds of the Committes present at a
meeting specially summoned shall, by writing signed by their Secretary, or by two members
of the Committee, give notice to any Company that such Company shall cease to be a party

 to the Clearing System at a time named in such notice not being less than one calendar

motith from the time of giving such votice, such Company shall, at the t\une 80 named cease
to be a party, to the Clearing System.

V. And be it enacted, That each Company party to the Clearing System shall at' all ¢imeg
be entitled to be tepresented on the Committee by one delegate appointed by the Board of
Directors of such Company from time to time, such appointment to be certilied in Wnﬁmgb/y
the Secretary or any two Directors of such Company : Provided always, that, notmﬂuhmimg
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any Company 'may happen to be unrepresented by a delegate at any meeting, the acts of the
Committee shall be valid. ‘

VI, And be it enacted, That the Committee shall meet at one of the clock in the
afternoon of the second W#ednesday, in the months of Marck, June, Septembe, ~and December
in every year, or so soon thereafter as a quorum shall be assembled, and at ’a.ny other time
whereof the Secretary shall at the written request of the Chairman for the time being, or any
two members of the Committee, give at least ten days’ notice in writing to every Company
party tothe Clearing Systerh, or the Secretary of every such Company ; and every .such
meeting may be a,djom'ned from time to time, and from place to place, as the Committee
shall think proper ; and meetings and adjourned meetings of Committee shall be held at the
-said building in Seymour Strect except when the Committee shall have ‘appointed some other
place, and then ag such other place; and in order to constitute a meeting of the Committee
there shall be present at least ten members; and, except. where otherwise pfovided, all
questions at every meeting shall be determined by the majority of votes of the Committee
present, and in case of an equal division of votes the Chairman of the meeting shall have a
casting vote, in addition to his vote as one of the committee; and notice of the business
to l_>e brought before any meeting shall at least six days before the day of such meeting, be
given to every Company party to the Clearing System or the Secretary of . every such
Company. _ '

VII. And be it enacted, That until the first meeting of the Committee, which shall
be held after the passing of this Act, the said George Carr Glyn, or other, the Chairman of the
Committee for the time being, shall continue in office ; and at the first meeting of the Com-
mittee which shall be held after the passing of this Act, and in the month of Marci, in each
succeeding year, the Committee present at the meeting shall, if they think fit, either ocontinue
in office the Chairman for the time being, or choose another Chairman ; and a General meeting
of the Committee specially summoned shall have power to remove any Chairman; and if any
Chairman shall die, or resign, or be removed, the Committee shall have power, as soon as may
be, to choose some other person to fill the vacancy thereby occasioned; but every Chairman
elected to supply a vacancy other than at a General meeting in the month of Mare£ in any
year shall continue in office 'so long only as the person in whose place he shall be so .elected
would have been entitled to continue if such death, resignation, or removal had not happened :
Provided always, that it shall not be necessary that the person chosen as Chairman be a dele-
gate of any of the Companies parties to the Clearing System ; but in case he shall not be a
delegate he shall not be entitled to vote on any question, unless in the case of an equa:lity of
votes, when he shall be entitled to give the casting vote.

VIIL. And be it enacted, That if at any meeting of 12he Committee the Chairman shall

not be present, the Committee present shall choose one of their members to be Chairman of
such meeting. '

IX. And be it enacted, That the said Kenneth Morison shall be the Secretary.to the
'Committee until he die, or resign, or be removed ; and that the Committee shall have the power
to remove him and all future Secretaries; and that in the event of the resignation, or death
or such removal as aforesaid of any Secretary, the Committee shall appoint a Secretary to the
Committee, |

X. And be it enacted, That the Committee may from time to time appoint a Treasurer
and  remove such Treasurer, from his appointment, and prescribe and alter the duties of the
office of Treasurer, and take from the Treasurer such security as they shall think fit, which
security may be taken in the name or names of such person or persons as the Committes
approve of. | )

XI. And be it enacted, That any money which shall be received by the Committee
shall be held by the Committee as trustees for the Company or Companies to whom the
Committee ghall decide such money to be payable; but no member of the said Committee
shall be answerable for- any such money as may be lost or withheld by reason of the mis-
conduct, default, or insolvency of the Treasurer, or of any banker or agent in whose hands
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the same may be, or by reason of any cause other than the persomal misconduct of such
member. ' s

XIL And be it enacted, That the accounts of the Clearing System and the balances
due o and from the several Companies parties thereto, shall be settled and adjusted by the
Secretary of the Committee for the time being, which Secrotary shall also settle and determine
the Amount to be from Time to Time contributed to the Funds of the Clearing System by the
Companies Parties thereto ; and in case of any difference respecting such Accounts, the Dec-
sion of the Committee, to the effect that any Balance or Sum is payable by any Company then
or theretofore Party to the Clearing System, shall be final and conelusive, and such Sum or
Balance shall be a debt due to the said Commitbee.

XIII. And be it enacted, That the Committee shall, out of the funds:of the Clearing
System, pay all the expenses of the Clearing System, and all costs, charges, damages, and
expenses which the members of the Committee, or any or either of them, shall as such mem.
bers, or member, or which the Secretary as nominal plaintiff or defendant, or other party, on
behalf of the Committee, bear‘, sustain, or be put to, and that the members of the Committee
and Secretary shall be completely indemnified and saved harmless out of the funds of the
Clearing System, and by the Companies parties to the Clearing System of, from, and against
all sction and actions, suit and suits, proceeding and proceedings, of any sort, cost, charges
damages, and expenses to which they or any or either of {hem may in any way. be subjected,
as members or member of the Committee, by reason of anything which they or he may dond
fide do or omit to do, whether such deeds or omission be within their powers or not,

XIV. And be it enacted, That the Committee may, by action of debt in the name of
their Secretary, recover from and Company any balance or sum which such Committee shall

_ decide to be payable by such Company, whether to any other Company or on account of the -

Clearing System, and whether such Company be still at the time of such decision, or has then
ceased 4o be a party to the Clearing System, and whether such sum or balanee shall or shall
not have been previously ascertained by the Secretary to be payable. '
XV. And be it enacted, That the declaration for the recovery of such sum or balance
may be inthe form or fo the effect of the form given in the schedule (A) to this Act
annexed, and that the Directions contained in the said schedule for the use of the same shall
be taken as part of this Act. ‘ o
XVI.And be it enacted, That if the defendants in such ' action shall plead that they
never were indebted, thén, on proof that the committee decided the sum in question to be
paysble by the defendants, and that the defendants were either at the time of such decision,
or ab some previous time a party to the Clearing System, and in the latter case upon further
proof that such sum was decided to be payable in respeot of some transactions, matters,

or expenses which happened or were sustained whilst the defendants were parties to the

Clearing System, the plaintiff shall be entitled to a verdict on that plea.

 XVIL And be it enacted, That the defendants in such action may plead any matter
showing that they have sinoe thetime of the decision, discharged the sum or balance so decided
to be payable, and shall not plead any plea with a plea denying the plaintiff to be Secretary.

" VIIL And be it enacted, That the Committee shall cause notes, minutes, or copies as
the case may require, of all appointments made or contracts entered into by them, and of the
orders and procoedings of all their meetings, to be duly entered in books to be kept by them
for that 'purpose ; and every such entry shall be signed by the Chairman of the meeting at
which such appointments, contracts, orders, or procoedings respectively took place, who ehall -

‘add the word “ Chairman” to his signature, and which entries may be made and signed

either ab or after the meetings to which they respectively relate; and’ every entry purporting

“to be so signed, shall be received a5 evidencs in all Courts, and before all Judges, Justices, and

others without proof of ,sn‘eh respective meetings having been duly convened or held, or for the -

persons making or entering such orders or proceedings being members of the Committes, or

of the signaturé of such Chairman, or of the fact of his having been Chairman, sl of which .

tast mentioned matbers shall be presumed, till the contrary be proved,
R R 11
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XIX. And be it enacted, That on the trial of any such action, after it is proved to the
satisfaction of the Court or Judge trying the cause that such Company is or had once been
such a party, the books kept by the Committee shall be primd facie evidence of the truth of
the matter therein stated and contained ; and the Secretary, although the nominal plaintiff,

and the members of the Committee, shall be competent witnesses, either for the plaintiff, or
for the defendants. .

XX. And be it enacted, That the Committee may in all cases sue and be sued in the
name of the Secretary to the Committee ; and that in all proceedings at law and equity, and
in bankruptey, or of any other sort, whether civil or criminal, the name of the Secretary
may be used instead of the names of the members of the Committee ; and proofs, in cases of
bankruptey, insolvency, or in winding up affairs, may be made by the Secretary for the
Committee. )

XXI. And be it enacted, That in any indictment or information for any fe‘loliy or mis-
demeanour, wherein it shall be necessary to state the ownership of any property whatsoever,
whether real or personal, and the same shall either belong to the Committee or be in their
ocustody, or in the custody or possession of any officer, clerk, or servant of the Committee, or
of any person employed for the purpose, or in the capacity of clerk or servant by the Com-
mittee, or in or on any building or land used for the purposes of the Clearing System, or shall
be used or intended to be used for the purposes of thé Clearing System, it shall be sufficient to
state such property to belong to the Secretary of the Committee. :

XXII. And be it enacted, That in any indictment for embezzlement, wherein it shall be
necessary to state the party charged with the embezzlement to have been the clerk or servant
of some master or masters, or to have been employed for the purpose, or in the capacity of
clerk or servant by some master or masters, and such masters shall have been the Committee,
it shall be sufficient in such indictment to name the Secretary of the Committee in every place
in such indictment where the names of the members of the Committee would but for this
enactment be required to be inserted.

XXIII. And be it enacted, That every notice or requisition on the business of the Clear-
;ng System, or given pursuant to this Act shall be sufficient if it be in writing signed by the
Secretary of the Committee, or Secretary or other officer of the Company giving the same, and
if it be sent by the general post addressed to the Secretary of the Company for whom the
same is intended, in case such notice or requisition be intended for any Company, or to the
Secretary at the principal office of the Clearing System, in case such notice or requisition be
intended for the Committee ; and proof of such notice or requisition being deposited in any
public letter box or receiving house for letters, intended to be forwarded by the general post,
shall be deemed proof of the due service of such notice or requisition ; and notices or requisi-
tions for each member of the Committee shall be sufficient if sent in manner aforesaid, addressed
to him at the principal office of the Company whom he represents.

XXIV. And be it enacted, That in all pleadings or proceedings, civil or criminal when it
shall be required to mention all the Companies parties to the Clearing System, or the Committee,
it shall be sufficient to mention the Companies by the description of “ The Companies parties to
the Clearing System mentioned in the Railway Clearing Act, 1860,” and to describe the Com-
mittee by the description of “ The Clearing Committee mentioned in the Railway Clearing Aet,
1850,” without stating the names of the individual Companies and members.

XXV. And be it enacted, That in all cases where the naLm_es of the Secretary to the
Committee shall be used under the authority of this Act, it shall be sufficient to name and

describe him, and to state the authority for using his name, as in the form of declaration in
schedale (A). '

XXVI. And be it enacted, That upon the death or removal of any Secretary, no action -

or suit or other proceeding pending in his name as plaintiff or defendant, or otherwise, either
, on behalf of or against the Committes, shall abate or be stayed, but as soon as another Secretary
. shall be appointed the name of such new Secretary shall be thereinafter used ; and in an action
of law such name shall, whether it be before or after judgment, be introduced by suggestion,
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€o which no plea or demurrer shall be allowed ; and the omission to make Sll(fh a;luggestion
and an erroneous suggestion, shall be mere irregularities, and shall, on the application ?E the
Committee, or of the party opposed to the Committee, be rectified, but shall not otherwise be
taken advantage of. o
enXX'VIL And be it enacted, That all the costs, charges,.and expenses of obtaining and
passing this Act or incident thereto shall be paid by the ::];1 A(z:mmlttee out of the first
hich shall come to their hands after the passing of X - .
mone)y:X:fIII. And be it enacted, That this Act may be called « ’ol‘he. F,allway. Clearing Act
1850,” and shall be deemed to be & public Act, a/md as such shall be judicially noticed.

SCHEDULE A,

4. B., Secretary to the Clearing Committee, and now named 'by virtae ;f ﬂ;: Iltma.i].
way Clearing Act, 1850 ; by C. D, his Attorney, complains of X. .,-?v oC ve |
been summoned to answer the said 4. B., in an action of debs, for that the Cleal"mg om-
mittee have decided that the sum of £100 is payable by the defelfdanta, as parties to the
Clearing System, by means whereof an action has accrued to the said Committee to de.mg.x]:d
in the name of their Secretary the said sum of £100, yet the defenda.nts.hs:ve not p'ald t ;
same, to the damage of the said Committes of £10, and therempon, the plaintiff, by virtue o
the said Act, brings suit.

To wit, ..

Direction for using the above form.

Substitute for d. B., the name of the Secretary, and for C. D., the name of kis Attorney,
and for X. Y., the name of the Company defendant, and for the sums such sums as the case
may require, and add the venue. Several counts may be inserted on the above model where
several sums are sought to be recovered.

$o0®
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Statement showing the annual expenditure incurred by railways in the
preparation of statistics (excluding expenditure in the preparation
of statistics of rail-borne trade for which the Civil Department pay

separately).
ANKNUAL EXPENDITURE INOURRED IN THB FPREPARATION OF
! STATISTIOS.
I‘“ﬁ‘ﬁ of E;or the purposes | For the exclusive :
i | ol | ool | st | T | Eeam
December Board. India.
1902, :

Amount .| Per mile, |Amount, {Per mile.;| Amount. |Per mile.

3 - .
Miles. Ras. Rs. Rs. Rs. Rs. Rs.

AssanwBengal . 58921 | 8,200| 648 | 6300, 900 8,500 | 1448

Bengal and North-Westorn .| 127878 | 3,288 | 175 | 6714, 535 8,952 MDi

Bengal Central . ‘ 12601 | 8,708 | 2062 4,023 | 8218 [((a)10,174 |(a)81-89 !
BengalNagpur . . +| 168480 | 1043 | 064 | 11406 708 12,588 76
B n i ondal-Junagad- | . | e8| 196 | sa1| 705 | 4104 | oo

Do Baroda s ¢ cenw 278340 | (®) ® k865 | 1666 |

Burma 1,269:98 | (%) ) 17,880 | 1419

Darjeeling-Himalaysn 5100 | 876 | 1718 876 | 1718 L7862 | 8486 |
Dibra-Sediya . . .| 8880[ 60| 878 1,200 | 1446 | 1880 | s124
Eastern Bengal . . - L16181| (8 ® 18,740 | 1198
East Indian .. 818640 26,000 | 1148 | 7,680 | 8Bl [(c)48800 | 2309
Great Indisn Peninsuls .| 270988 | (%) - (® 47418 | 1696
Howrsh-Amta . . .| 2860 180 6g7 60| 200 40 | 896

Howrah-Sheakhsla 1976 180 o1l 60| 804 0 | 15
Jodbpur-Bikaner 82427 ® ® 1,888 223
Madms . . . .| 147890 | 8015| 365 | 15265 | 1084 | 19180 | 1299
Morvi . . . . 9486 () ® | . 8,000 | 8149
Nissm's Gusranteed State .| 74218 | 8400 | &858 | 8000 | 1078 | 11400 | 1536
‘North Westarn . . | B7780L | 18876 | 860 | 15108 | 400 | 28684 | 760
Oudh and Rohilkhand .| 118098 | d) 12,000 | 1048’ | 12,000 | 1048
Ransghat-Krishnagar .| 2095 | 180| 889 60 | 296 240 | 1188
Bohilkund aud Kumaon .| 82489 ® Q) 2,620 7976
South Indian . . .| L2877, 2,863 207 | 6303 | 678 | 10985 | 885
Southern Mahratts . * 1.672'66‘ o887 | 570 | 6420| 984 | 18968 | 954
T;Ake.hmmgm . 3112 20| 064 - 80| 096 50 | 160
Tespnr-Balipsrs . .| 2010| 88| 418 60 | 1898 83 | 178
UdsipurChitor . . .| 6780 (B | . @\ . 966 | 1488
Toms ', [ss8srEL| . : w | 838788 | 1373 |Aversge cost per
ke

(@) Including Rs. 8,448 cost of refurna for
() States that it is not possible to divide the
‘ o Includi.nﬁmm: 18,620 cost of returns for Government and
\ d) States that it is not necessary

Government.
v

'

to prepare ste

tistics for

Government and Board.
cost between Government and Railway as desired.

Rallway oficers in addition to those prepared for
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No. S. 18498, dated 12th December 1902.

Demi-o!boial fron—E. G. Buzis, Esq., Director-General of Stores, India Office,
Whitehall, London,
To—~T. RoBEr180K, Esq., C.V.0O., Special Railway Commissioner for Indian railways.

T enclose you a statement showing the time taken to execute orders for railway stores on
indents received in this office between April 1900 and March 1902 inclusive.

I hope it will be sufficient for your purpose, and I must express my regret that it has not
been sent earlier. The only excuse I can offer is that my Deputy has been away for the past three
weeks, and I really have had no time to go into the matter thoroughly myself at an earlier date.

You will see that the average time occupied between the receipt of indents and the ship.

ment of the”stores was in regard to—

“ A ” clags, 7 months « E » class 9 months (but locomotives, 18
«“B” ,, 6 » months).

“ C » » 7 » « F » » 6‘ 2

“‘ D » 2 7 » « G » M 6 »”

The period covered by these indents is certainly, as far as three-quarters of it is concerned,
one of the worst that we have experienced for many years in getting prompt delivery of stores,
As you are well aware, there bas been a great boom in engineering work in this country.
Every shop of importance was full of work, and materials were only procurable at the expense
of considerable delay. As you will see from the list, the times required for the manufactnre
of locomotives specially were absolutely abnormal. Now we get far better delivery not only
of locomotives but of all other stores, and the time required for provision will be proportionately
reduced. You will find the delays in the supply of switches and crossings notable, and this will, I
fear, be a standing dificulty. The makers of switches and crossings cannot get delivery of the
small quantities of rails required because manufacturers will not put in rolls specially for the work,
consequently the switch and crossing maker has often to wait for months before he can get the
material on which to commence his work. There are two courses apparently open to obviate thig
delay, one is that, if practicable, switches and crossings should be made in India, where stores
of rails would nearly always be available, or that we should keep a stock of rails for the purpose
in this country ; but if we are to do this, we should have to have some forecast for, say, two years
of the quantities of switches and crossings likely to'be required for each railway. Another
item in which delay frequently occurs is in the supply of small quantities of iron and steel bars,
and of sections. In my opinion, railways in India should keep a sufficient stock of these to
meet all probable needs and should not indent constantly for very srall' quantities. becanse this
, gives a great deal of troub'e, and is not economical. This, however, opens up a large general
. question which concerns other large Departments as well as the railways, and on this I pro-
pose at an early date to address the Government of [ndia. ‘

TIn several cases you will coe that delays have been caused by break-down of machinery at
works. Now it is very difficult to cancel a contract which has been broken through no fault of
~ the contractor, and it is almost impossible to ascertain how long repairs will take in the case

of failure of machinery. Of course manufacturers are sanguine, and give promise of an early
re-start of the work. But they are not the masters of the position, and are dependent on the
suppliers of the new machinery, or the repairers of the old, for the date on which they can
recommence manufacture. «

If large work has been done on a contract and the delay does not seem likely to be mate-
rial, I never resort to cancellation, as I think it would be impolitic, but every case natarally
depends on the attendant circumstances, whether of requirements or conditions of supply,
and must naturally be determined on its own merits. o

For myself, I can only act to the best of my judgment and on the best advice I can get,
and T oan assure you that the necessities of the Indian railways are not overlooked.

In one direction I would strongly urge you to use your influence, and that is in the restrie-
tion of the number of indents sent home. If a little more foresight were exercised, the supplies
required by Indian railways would reach them well in anticipation of their needs, and the
work of my department, in the constantly recurring purchase of the same description of stores,
would be very much relieved. ’
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Statement showing the time taken to execute orders for railway stores
on indents received between April 1900 and March 1902.

N

Months
Indent received. Stores. Shipped. from ReMarxs,
’ receipt.
April 10, 1900 . [\Class G, 244 items . | 4 per cent. by Septem- 5
(Igme No. 232) . ber 1800.
50 per cent. by Nov- 7
ember 1900.
Balance  December | 8 to 10 | Some items delayed by reference
1900 to February to India. ¢ 7t
1901. ‘
Jan, 24,1900 .| Class B, 3 items » | July and October 1900 6
March 7,1900 .| ,, C . . « | June to October 1900 6
(Home No. 297)
»w D . .| August 1800 . 4 | Bleeper keys.
s B, . .| August to  October 8 | Locomotive duplicate parts.

May 22,1900 .

May 28,1900 .
June 6, 1900

June 19, 1800 ,

June 19, 1600 .

June 27, 1900 .

June 80, 1600

July 12,1000. ,|

s B . . .

o G . .
. G997 items .

Class D, 10 miles rails

and fastenings.
Crossings, efc. .
Rails, ete., for six miles

Rails, etc., 14 items .

Fenoing, 3 items

Pig iron , N N

Rails, eto., 8 items
Qlass B ., . .

» D, 13 items
» E:24 ” .

” E ’ 29 L]
»” FI 1 if»&m .
” td 1 » .
. ” c’ 1 ” .

” D, 4 items .

. Oci;ober 1900 .

.| January and Febra-

. Selgtember 1800 to

. | February to June 1901

1900.
January 1901 .

September 1900 to
‘ebruary 1901.

75 per cent. by Nov-
ember 1900.

Balance December
1900 to March 1901.

May 1901 . .
October 1000 . .

September 1900 to
February 1901.

September to April
1901.

ary 1901.
September 1900 |

ebraary 1901.
April 1901 . .

March to June 1901 |,

March to June 1901 ,

April to July 1901 .

January 1901 . .
October 1900 . .

January 1801 . .

5 to10

7t0 10

12

3to 8

8to 10

3to8

10

8to 12

9 to 12.

9to 12

9to 18

Delayed by .referex;ce to India.
Coaching ironwork, ete.

1st April 1901 and delivery
was arranged accordiogly.

Principal delay with switches
and orossings for which con«

taining rails.

Action suspended by India’s
request for four months.

Ditto ditte.

Ditto ditto. Locomotive
duplicates.
Ditto ditto. Carriage iron
work, eto., small quantities of
parfs for renewals.

No payment till after 1st April
1901 : reference to India. p

Switches and crossings.

No funds were available until .

tractors had diffieulty in ob- ]
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Statement showing the time taken to execute orders for railway stores
on indents received between April 1900 and March 1902—conid.

Months

Indent received. Stores. Shipped. frqm REMARK }.
receipt.
July12,1900 .|Class F, 28items .| November1900 . 4 3
' 4 . | October 1900 to Feb- 8t 7
' » G2 ruary 1801
' . 8, .|October1900 to Jan:| 3to7
v 11900 N B8 uary 1901, » : .
|, € 8, .| October1900toMarch| 8to8
, E1la , .| October1000 to May | 8 to10 | Spare parte for renowals.
’ 1901, . .
w F, 13 , . | November 1900 . 4 ‘ ‘
, G, . | February to Novem- 7 to 16 | Workshop maohihery. which
» 26,1000 - » G 8 ber 1951. always takes a long time, and
. reference to India,
»w B, 'gasholder, September 1901 14 | Reférence to India.
travelling. .
» 27,1900 Pig iron . . | October 1900 . . 3
Aug 28,1900 . |8 locomotives, broad | November 1901 . 15
_ gn.nge..
» 28,1000 |5 locomotives, metre July 1901 . . 11
gauge, :
‘ G, 12t . | February and March 5to 8
Sept. 14, 19?0 » | Class G, 12 items otn
‘ ? .| Aprilto June 1901 .| . 7to 9 | Small itemsofironpl‘atu..
w. 18,1000 .| , D, litem = . Janoary1801 . . 4 o
o Februsry 1003 . 17 | Locomotive builders full of
» B, boler d s : work: ftwo months’ delay in
contract.
[ . o
, E, 9items .|December 1900 to| 8tol2 Small items.
September 1901. '
» @&,26 , . | December 1900 to 8to8 Ditto.
June 1901, ‘
, 25,1900 . |34spans, 60feet .| ApriltoJuly1001 .| 7010 |.Shipped in monthly fustalments.
1, 76 . .
Deo. 12,1000 . [Olass A, 67spans . Mayl90l . .} & ‘.
‘54 1800 B, 6items .| May to September 5 to9 |1901-02.
" 'y : ” / . . .
» G’ 2 4, l June 1901 LI o ’ .
w D2, . | September 1901 . , 9 Svglﬂugxee:_a.nd &rﬂnng/s;dlﬁml‘ty
. - $0October 1001 | 5 €010 | Small Stems, “spere losomotives
» B30 , -| May to ’- *wnd carrisge parts forvenewals.
w B 4 5 .| June 1901 . -6 L o
v 24, 1800 . 6,17 , .|ApiltoJunel90l .| 4to8 o )
"l b 6. . |AmiltoTay1sor | dtof |Smallftems P L

» 24, 1900
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Appendix V—contd.

Statement showing the time taken to execute orders for railway stores
on indents received between April 1900 and March 1902—contd.

Months
Indent received. Stores. Shipped. from Remanxs.
receipt. .
Dec, 24,1900 .| Class B, litem .| June 1901 . . 6
» O, 7items .|April1901 4
w G 3 . | June 1901 6
o 24,1000 .| , E, 238 , . | June to October 1901 6 to 10 Partld locomotive. . duplicate
bui 1 < '
b G136, . |Apiltodume100l .| atog| T o eltbusy
November 1901 11 | Two small items.
Jan. 7, 1901 .| Class F, fencing for | May 1901 . . 4
6 miles. ‘
» 28,190 .| , B, 1item + | September 1901 . 8
Feb. 11,1901 » B, 10 carriages, | December 1901 10
) “ composite. ’
March 5, 1901 » B, materials for | June to September| 8to6
50 wagons, 1901,
» 51901 .| , @8litems .|MaytoJuly1901 ., 4
2, . | September 1901 9 | Reference to India,
”» ls, 1901 . ” E, 22 » - Allgust 1901 . . 5
w &, 400, About 80 per cent. by 5
August 1901,
Balance by October 7
1901.
» 18,1901 ,| , B, 3 , . | September and Octo- 7
ber 1901.
w G 38 .| October 1901 . 7 | Reference to India.
» D 6, . | June to August 1901. 3to 6
[ o» E, 7, .{June to November 3to 8
1901,
w0 B9, . | July and August 1901 [
i »w @36 , . | June to September . 3 to 6 | Some items referred to India.
» 181001 ., , E, 6 locomo-|March1902 ., 12 | Locomotives ordered  from
| | tives, broad gauge. | America : two months’ delay in
' btaining ship.
May 14,1901 . | Class B, pum .| July 1902 °
Y pamp el 14 Worthington pumps which
Marck 20,1901 ,! ,, F, and | November to Decsm- 9 bad to be obtained from
boiler, ber 1901, America. |
April 13,1901 .| ,, D,15miles .| August #nd Novem- dto 7
ber 1901.
Febroary and March | 10 to M | Switches and erossings. Diffe
1902, culty in obtaining m%lss.
» 28,1901 » E,’ﬁs locomo- | Beptember 1902 . 17 | Delayed by alterations asied for -
ves. . by India after contract let.
» 28,1901 » A, 8, 150 foet | October 1901 . . ]
spans.
»w 40,1901 .| ,, E, 1item « | September 1901« . [
b

”» Go 7 itonu .

August and Septem-
ber 1901, pte

Appendix V-—condd.

Appendix -V

Statament showing the time taken to execute orders for railway stores .

on indents received petween April 1900 and March 1902—~conid,

. X Z ]

Months N
Indenjlj. received, Stores. Shipped. ] ef::i?t. REMABEKS
A o . | About 50 per cent. by 5
May 6, 1901 Class G, 819 items Soptembir 1901,
About 20 per cent in 6
October 1901.
Balance, November 608
. 1901 to January
* 1902.
. s 11 | No funds available till ist April
, 20,1901 .|Class D, 15 miles .| April 1902 1902, and dolivery was drranged
' _agcordingly.
, 21, 1901 . E, 3 locomo- | October 1802 . . 17
’ tives, metre gatige.
» 21,1001 . Class A, 1 item .| February 1902 9 | 128 foet span.
D, 4 items .| September 1901 and| 4toll .Delayed by reference to India.
” April 1902.
. B 4, . | September 1900 4
June 8,1901 .| ., G, 44, . | November 1601 6
.
s » litem .| Januvary 1902 . 8 | Delayed by reference to India.
i . | 90 per cent., Septem- 3t06
s 4, 1901 o 3 381 items bell‘)e o Fovsmber
1901, : )
Balance, December{ % ond8
1901 and January .
19C2.
, July8001 .| , P fiters . Msyl902 . . 11
i » D, 10ite .12 items, Novetiiber 8
», 8, 1801 ’ 0 items Lgoemas, ;
1 item, December 6
1901. a
8 items, February 8
} 1902. , | .
i h 1902 9| Switohes and crossings.
e 8 lten?’ Mpreh. Railssounld not bo.lonbgtailed.
Tons, 1,670, rails | 1 item, April 1602 . 10
i .| April 1802 . . 10 | Worthington ps which had
w §100L | Olass T, Litem P 30 bo obtained from America,
£ 9; 1901 . ” Es 1 ,. . November 1901 » t ‘5 ‘
, F,3 , . . October1o0l . . 4 i
y Gnlb 4 e . | October and Novem-| 4and b
' ber 1901.
80,1901 .|110 wagoms . . |Julyto October 1908 | 12 10 18 | Four months’ delay im comtract,
Pairs, 330, wheels and | April to July 1003 .| 9%012
- " Aug 18( ipe b | November and Dec-| 8and4
August 19_, 1801 Cl:ﬂue F, fencing e 1001 |
» 20,1901 , E, wheels and| September 1902 B 18 | Referred to India.
axles. -
N . - 14 | Break-down at . comtractor’s
Ditto « | Qctober 1902 ‘ " works, S
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Appendix V. | | | Appendix V.
Appendix V—contid, Appendix V—conltd.
S Ntatement showing the time taken to execute orders for railway stores ‘Statement showing the time taken to execute orders for railway stores
on indents received between April 1900 and March 1902 —contd. "on-indents received between April 1900 and March 1902 —conid.
. Months . | Months ' .
Indent received. Stores. Shipped from Rexarks Indent reseived. |- Stores. Shipped. from Rruxanxs,
receipt. ) . receipt.
. - “‘ i
August 20, 1901 | Class E, 3 carriages .| July19002 . .| 101 E ' " Oct.7,1901 . |Class E, 15 jtems .| January to May 1902 . 4108
Wheels and axles | September 1902 . 13 | Difficulty in obtaining materia) ‘ [ " B,8 » December 1001 ) ‘ 8
- ' ) . | ‘ ‘ ’ . ) | l
23 brake vans . | August 1902 . . 12 | Two months’ delay in contract. \ ' fow Bl o - | Feb 1002 ‘| ‘ 5 .
Wheels a?ld axles| J une to October 1902 10 to 14 | Difficulty in °bt“ini}18 material. v . w G 8 . J anuary 1902 . . ‘ 4 \
Travelling orave | July 1902 . o 1 i Nov. 1'1, 1901 .! , C,4 items .| March and May 1902 5to7
August 27,1901 | ,, E,litem .| January 1902 . 4 S , E 16 ,  +|12items, March1002| . 5
Sept. 2,1901 .| , D,2 , . .| January ‘and March 4to 8 | | Balanoe, May and June 8
' 1902. : T 1002. s ;
August 30, 1901 n B8, . » | May 1002 . . 9 | Locomotive duplicate . makers o » 5,2 . | Maroh and April 1002 5t0 8
Yel‘y bnly. S v g 5 to ]
Sept. 6, 1001 * . A, 75 feet July 1902 w G2 . S - ” . k
* Oy . »”» ) €61 span u A R H ' . o . ke
o 1001 b J 1}’ o 11 | Six months’ delay in contract. y D 26 1901 .| » A,3items . |Juneand July 1902 . 6to7
n iU o By wagons | July tober 1902 . ) . ' -
300 vai N 1 t(.) 14 | Broad gango 1002:03. . » D, 105 miles P. | 8 items, May and June 7
’ aul:ff;ie: eels Sm{;?vf;bg;'to Dezem- | 12 t0 15 'Bm‘k',d_o“ at works, . W., 8 items, 1802. ' .
= S . . ) ) > ) T Rails and fish-| June to November 7toiz
» 16,1001 .| , E, fittings for | Fobruary to April1002 5t07 | - - : plates. 1902,
100 wagons. S .
. O Switches  and | August 1902 . . 9
» 17,1901 .| , B,19items .| December 1901 to ' - o ~ ings.
’ april 1902, - 3 te ¥ ‘ L . orossings. .
- - U #52000 .| » B aftems | Apriland July 1603. s
» 17,1001 .1, C28 , . 211;13?8, January 4 o oo »‘—\“fy\ A o &2 .| April1902 . . 5
' . ' 1900 .| E, saloon car- | Delivery not due till - Delayed by referenco to India
6 items, Fobruary 5t06 » 2,1 " riage. 17th February 1908.
and March 1802. ’ .
i ' Doc.2,190L .| » © 2items .|April. and October.. 4toll |
1 item, August 1902 11 R : o 1902 ‘ R ;
»- 17,1001 .} , D, 8 , .| February 1902 . 8 , B, losomotive . |June to October 1902 | - 6 tod1 | . ;
» E,' 156.,, o ‘87"Mitems, January to 4t06 e ' s F, 5items .| April to June 1602 g ‘5t 'l _
arch 1902. | , 2,191 .| . 62 ,  .|FebraarytoMay 1002 - 8te6|
66 items, April to| 7 ioll | Mostly of ' b 2 1001 ‘ Apri ' : ol r
August 1902, Lostly r:fe r::la& }angli: Some/ s 28,1000 .l » D 2 . . | April '1902- . 4 i
Balance, October 1002 | * 18 | : : b B8 o | Apelsnd Jume 1002, 6l . - :
” F, 60 ”» ) « | December 1901 to ‘ s’to 6 ' ” q, 2 o . Febmary 1902 . 21
| Merch 1902. ‘ N Feb.5.1902 .| » B 5 u»  .|ApiltoJulyloes .| 3t06
” 23,1901 .| , A,1 item .| April 1802° . : 7 | No funds available until ' s G186 5 |6 items, June and 5to6
1602-03, and delivery was July 1902. .
» B1 « | December 1901 . sl . _' ‘ . Forges .  .|October 1902 . . : N ‘
[ ] K - . ) o ‘ "" S .
L » B ) 1 ” . Mmh 1902 . . '] . o ' . L. Wheel prees . » " o “ 9 ’ ‘ )
' . BE1 ., 1, ., L 6 ‘ Tyre drilling . | September 1909 “ | -8 | {
’ ; - w K, 166 ftems .|181, May to Octoberd - 409 ) '
» G, 12items - .| March to May 1902 .| 6108 | S ome jlems referred to India. . Shdar 1902, L . ‘
" 28,1001 .| , 6,17,  .|7items, November| ‘ ' T ‘ : Balancodue, Deoatber |, ... | Looomotive duplioates,
D, s o %901 to January 1903 4 L ’) \ : 1902. A0k G cLe
y it?g’ March 1902 . o o - : - May 1902 ‘m. \ 3&?{ 4 o ..; ' «\ . rr‘-’ . e"';‘, . :';
2 v : : . 85,1008 . . | September . 8 | Alr compressor - ordared : from
Balance, April and 8 | Reference to India. BT ' R i Amerles. -
M&y 1902. ) . " T 0 IR e
ey . B e “"% f L
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Appendix V—conid.

"f';lwwing the time taken to execute orders for railway sml,;us
ndents rece;ved Jbetween April 1900 and March 1902—contd. "

1 ”

" Months ‘
— fm pecsived. Stores. Shipped. from Reuarxs. .
R receipt. e
‘Jau. 27,1002 .|Class B, 1litem .| July 1002 . 6
» G, 257 items . | Most, May to October 4t09
1902.
Feb. 11, 1902 » C, Gasholder .| Ready for shipment .
» 17,1902 » E, 12 locomo- Due 18th Auguei 1908.
tives.
8 locomotives No funds available until 1803-04.
Due 4th August 1908.
10 brake vans No funds available until 1908-04.
) v Due 6th April 1003. '
» 24,1002 .| ,, F,7items . | May to August 1902 . St086 R .
» 24,1002 > B, road roller .| August 1902 6 | Referred to India.
» 26,1903 . ., B,boilers . | June 1802 . . 4
» 27,1902 » B, 200 wagons . | November and Decem- 9 to 10
ber 1903,
400 wheels and | August to December | 6 to 10
axles. 1%2. !
Mareh 8, 1902 » A, 16 spans of Budget grants, 1902-08 and
feet. 1903-04, all due for-{blivery
by 28rd June 1908,
96,1902 .| , E, materials for | June to October 1902, 6 | Contractors are behind-hand in
260 wagons ex-| Part in December delivery.
cept buffers. 1902,
April 3, 1900 » D,23 miles .| August 1900 5
Railg'and fish- | January 1901 . ' 10 ’
plates,
28 toms, rails | May 1901 . . 14
and fish-plates.
, 10,1900 .| , G,207 items . |55 per cent. by Septem- 6
N ber 1900.
80 per cent. by Decem- 9
ber 1900. it
Balance, January to| 9 to15 | Principally vaﬁous sections of
June 1901. iron which ocontractors will not
. put the rolls in for specially
unless quantities are large.
» 10,1900 .| , E, 8 locomo-| June 1901 16 | No funds till 1901-02. Ordeted
tives. ‘ from America, o
» 19, 1900 » C, litem .| October 1900 . . (]
w 24,190 .| , @216 ,  .|July to December | -Bto8
1800.
» S0,1800 .; , E, 2 ,, .
Travelling gae- | July- 1601 . . 15
. holders, ‘
» 80,1800 .[ ., F,10items .| August 1900 . 4
iy
»w & 8 . 4 e

Appesitin

Appendix V—conid:

Statement showing the time taken to execute orders for railway stores
*" on indents received between April 1900 and March1602 ~oonid.

*  Indent received.

Stores.

May 7, 1800

Claws C, litem .

Shipped.

October 1800 , .

, | Beptember to Decem-
n D 3, ” bor 1600.
w E 8 , . 'Oggable'x'IQOOtoMmh
w Fo 83 o . | January 1901. . .
. G12 ,  .|August1900to March

1901,

w Ay 2, .| December 1900 and
e Janusry 1901

» D2, .

»w 16 »
e G, 28, .
{
» &, 13,000,000 _z
ticketa. Il
L

» @ 49 items
» A, 9spans, 30
feot.

“'B, 9items .|September to Nov-
F ember 1900,
. 08 .| October and  Nov-
* ” ember 1800,
»w D, 3 . | December 1900 and
March 1901.
» F10 . | October and Now-
" ember 1800,
” G} 62 . . AuGust 1900 to Jan-
' uary 1901,
Irn . .| March and June 1801
o

G, 600 tona
pitoh

8¢ ., G,000tonspitch

: \ g ,

» B}?M" ” .
» BiMAC,

January 1801 .

. | October and Novem-

ber 1900,

September 1900 to
January 1901.

1,000,000, October
1900

7,000,000, January
1901.

4,000,000, March 1901

. | October 1900 . .

January 1901 . .

200 tons, July 1906
370 tons, Ootober 1900
80 tous, January 100}
420 tons, Ootober 1900

QOctober to Degember
1900.

October 1900 .

October and Nove
ember »1900.

180 fons, January 1001).

8t05
4tob
6t09
dto§
27

9t 13

0*#*».—-‘

4tob |

Months .
from Raxainxs.
receipt. P
b
4tof
§tol0
8
8 t0 10 | Small items.
¥ to 8 | Reference to Indis.
8 | Switches and crossings. Diffi
oulty in obtaining rails.
"$t06
4t0 8 | Small items,
]

]

;_Asked for by 818t March 1901.

J .

\]
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Appendix V—cond.

Statement showing the time taken to execute orders for railway stores
on indents received between April 1900 and March 1902—contd.

Indent received.

Stores.

Shipped.

July 10, 1900

L] 10. 1900

, 25,1900 .

'\, 26,1900

August 14, 1900
. 28, 1900
(B. 6., 1902-03)

Sept. 8, 1900

) 5' ]m .

.| Class P, 1 item .

”

»”

”

”

»

"

»

”

400 wagons, efe.
800 wheels and axles .

”

‘G, 7 items

E, 10locomotive

G, 32 items .

c18
E, axles
16 items, springs

Carriage  iron-
work.

About 150 items)

G, 27 ,
g1,
E, buffers
Horsehair cloth
F, 3 items
Pump

C, 8-wheel lathed
8’ 9 ”
2,

G, 2 items . a“

30 boilers

80 boilexs .

400 wagons .

800 wheels and
axles.
A, 1item

B, 7 items .

November 1900

September 1800 to
March 1901.

.| January to May 1901
.| May to October 1901

January 1902

-

September and October
1901,

January to An ‘st
1901, eh

.1 May to July 1901
+ | Octoher 1900 .
. | November 1901A

January 1801 .

. | November 1900
.| May 1901 . .
.| November 1900 to

March 1901.
May 1901 .

August 1901
November 1901

-

Janvary 1001

October and Novem.
ber 1902.

-] 4 in October 1902
.} February to June 1902

February to August
19()2.ry ‘ gn

.| Class E, 10 locmoﬁivﬂ;Au gém‘. and September
i 1902

Jaﬁnn to Septembe
1008, 0 eptember
November 1901 4o
January 1903,

.

June to October 1901

.| January and March
1901.

December 1800 to M ay
1001,

Months
from
receipt.

]
2t09

6to 11
10 to 16
19

15 to 16

6 to 14

10 to 12
3
16

¢
LAy
o

10

4t 8

10
18
18

26

25
17 to 21
17 to 23

24 to 95

17 o 25

16 to 17

E

Xt

10to14

Sto9

REvMaRKkS,

Small items. Some referred to
India, ’

Referred to India.

Some items ref erred to India.

4 months’ delay by contractor.

1| Delivery deferred by the orders
3 of the Secretary of State in
i order to facilitate deliveries
)' of engines for South Africa.

No funds till 1902-08,
Ditto.

~‘;¢f 2

]

Delivery deferted” i order to
expedite . -engines for South
Afrida,

a

No funds  available uptil
‘5;33;301-02: _deliveries were, s
{ T 88 possible, arranged accord-
ingly. The contractors were
very late in some instances,

- : aken to
Stagentent showing the time taken T
| ~,.”:$iildents received between April 1

Appendix V—contd.

| o7
Appendix ¥,

execute orders for railway stores
900 and March 1902— contd.

s i
e

W

Months

REMaARKS.

y ipped. from
Indent received. Stores. Shipped receipk.
i ’ and March 6to?
Class E, 3 items - F«iggllafy
B, 50 .| January to July 1901} &toll -
) G, 16 January to June 1801 | & to 10 | Small items. ,
” » ” M
> 4 to 26 .
i tember and October | 2 ivery deferred in_order to
Sept. 18, 1900 ,» E, 6 locomotives seIPQOGI?f D:h"jge 2ngines y orde o
A?r?ca.
26 ‘
. | November 1902 . ‘
ot 18,1000 | B8 " No funds were savailable until
. Sept, 18, 1900 » B8 1908-1904.
s ] . ) . ‘
i 901
1 item . | January 1 .
S B ; ite June 1901 i 9 | Items referred to India.
@G, 13 items .
” ’
. 83to6
.. | December IQ(MJ nd
Sept. 26,1000 .| , E,Tooo. Dept ﬁmh 1901.
‘Coaching iron | March and April 1901 6to7
work. ' . .
delay on contraot.
Wheels  and | June and July 1901 .| 9to 1014 months’ delay
axles. . . .
T TlIalyrsol . . itches and cromsings. Diffi-
October 23,2000, ' Jn]y’l%l P E S:v;fzyeian aobtaining s, |
| Mayl001 . - 7]
Nov, 12,1900 . .| March and April 1001| 4to b
Nov. 12, 1900 Mareh 1601« . 4
Nov. 17, 1900 . April to June 1001 . - Sto
to 8 .
Nov. 17, 1900 w F, 2 , . | May to July 1901 .{ 6 <o
' ' e, 81 .| March to June 1001 .| | 4107}
& ” 2 ”» : . 7 : ‘
Nov. 17, 1900 . @ 88 ;| June 1901 | . .
Nov. 46,1900 .| , G, 1litem .|Msyl90l . MRt
Dec. 10,1006 .. | , B, 3items .|Mayto July‘mOlwi o
B il and My 190
" ”; cl 8 » . Aprll an iy y N ;
” ‘ D. 1 item . Mal‘Oh 1901 . ‘ R N A \
¥, G5items .|May to Septefber| Bar
” y F lwl. ‘
1002 Reference to Indis.
“a January ' .
i ’ ; .
t March to Saptesber]
! 1901, ST
. Ry = s m§ L o
Dee. 18,1900 . .| ,, D, 173-ton splkes) Massh snd May 1901 TV 8 shoths’ delay in somtract.
Deo. 90,1900 ,.| , E; soocident|Beptember 1901 gl o S
N ’ ‘me- ! R ‘o 5 #
E, 7ltems .| Apriland Mpy}QOl . 4 to v
oo ‘ ‘ 4t06 L
v. 18,1900 .| Rails and fish-plates | March and May 1001 ; e
. 88 miles. S , e
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Appendix V—conitd.

Statement showing the time taken to execute orders for railway stores
on indents received between April 1900 and March 1902—contd.

Feb. 11, 1901

Feb. 26,1901 .

Maroh 11, 1901 . |

Maroh 13, 1901

March 19, 1801 .

March 18, 1901 .

March38, 1901 ',
March 26, 1901 .

April 1,1901 .

» G, 750 tons pitch

» G 2,000 cashs
cement. -

»w @, 135 items .

» @, 82 items
1 G; lsm tons
fuel.

» B, 24 items B

” G, 43 ”» .

el s

3 i&ms, -September,

,

s . 2

.

’d une 1901

60 por ocent. by Sep-

tember 1901.
80 per cent, by Nov-
ember 1901.
Balance, = December
1901 to March 1902,
» B, 5 items . | May 1901 .
» B, 1 item . | June 1801 .
» &, 1litems .| Juneand July 1901 .|
$ , . | September 1801
»» B, copper firebox | April 1001 .
plates. ,
» @, 88,000,000 14,000,000, July o
tickets. September 1901.

8,000,000, December
1901.

8,000,000, February
1902.

3,000,000, March 1902
N ovember 1901
June to July 1901 .

November 1901
November 1901

April, May uni\.{innqg g
901, ez N

11

12

3tod

: Months
Indent reeeived. | Stores, - Shipped. from REMARKS.
: - receipt.
A . 1 |
Spikes and fish-bolts, | February to May 1901° 3 to 6
83 miles. .
A Switches and crossings | June 1901 7 | Difficulty in obtaining rails.
" Dec. 18, 1900 , w  w .|Jdulylol ., 7|  Ditto ditto.
Dec. 18, 1900 . | Tanks, water . | May 1901 . 5
Dec. 28,1900 .| Crank axles, 12 « | June 1901 . . 6 | Broad-gauge, 1901-02,
Jan. 28,1801 . |Tyres, 216 . .|Julylo0l . . 6 Ditto.
Feb. 4,1901 .| ClassC, 2 items . | September 1901 8 | Reference to India.
w &, 45 _+| 80 per cent. by June 5
1901,

Small items.

‘Asked for byend of 1901-
1902,

Asked for April to July 1901.

’ {"" ~" ) » . mbwm‘&rp
/llﬂ VL WP fo Poros il

» Y
hontv M ‘24"%»; mb‘#a} %.
J : torateag 99
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Appendix V—conid.

aken to exe tores
Statement showing the time taken to exécute orders for railway s
on indents received between April 1900 and March 1902e00¢%td.

Months

Indent receivgd. Stores, Shipped. ' :gg;;t : | Rf luix s . .
i i lAugust and Septem-| 4toB
April 22,1901 . [Class E, 7 items | biuiQOI. |
N .1 70 per cent. by; Octo- 6
n G2 ber 1901. v
20 per cent: by De- 8
o oenlﬁ)er 1901.
Balance by March 1
1902. |
i { A, #10 ,  .|8items by December 8
April 29,1001 .| o | itom ‘ |
2 items, July and |- 16 to 16 | Reference to India.
* ‘ August 1902. 2
s G, 8 . Jn]y 1901 e 3
May 18,1901 .| ,, F,40 setsbrake |October100l . i} 5
rigging. _
May 29,1001 .| , A, Bitems .|October1001 . . 5
» D, 8, . | 6 items, Ooctober and 5to6
November 1901.
| Rails and fsh-plitis . | Ofgher fo March 1002)  5t010 |
"t May 20, 1901 .| Class ¥, 9 items .| Seplomber 1901 .| i’y 4
1901 " 7, .| September to Novem-|* "4 to'8
e ® B Der 1901,
s C T 4 .| August to December 2t0 7
1901. o N
. B, 1 , . August 1001 . 8.
, F, 8 , . Octoberlool . .| = &
. |94 items, July o 1to7
w G 97 , December 1901. et ;
{8 fems, February| 0 | Very small items.
, A 1 , .|September190l . 4
» B 2 . ﬁeoemberlﬂOl 7
., C 8 , .| Decomber 1001 and| 7t08
January 1902. ‘
, D, 1 , .|Jsnuary1002 . 8
F, 1 . .| Apilloo3 . . 11 | Reference to India (twice).
" .| August te October Stos
v &4 1901 |
r 1901 to| S8t0l8 2 |
June 3) ]901 . » E) 27 ” . se;%;?;nmn N } Nfg%ng‘ g:«rithble tﬂg\mﬂ-
o : 10T pars. Feea
June 3, 1901 .| ,, B, ges works . |8 f‘.‘,{{_jo/‘ _September 12to 16 ( & :
’ S : . ." 4| b Reference to;Indin. ,
, G, gas Gttings | May to October 1802, | 18t ¥l o
for 1,300 oauohgo. . » - TR

1o

"
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Appendix V.

Appendix V—condid,

Statement showing the time taken to execute orders for railway stores
on indents received between April 1900 and March 1902 —contd.

Months
Indent received. Stores, Shipped. from
receipt.
June13, 1901 .| Class G, 307 items . | About 50 per cent. by 6
November 1901.
About 40 per cent. by 8
January 1902.
-Remainder, February,| 8 to 12
April and June 1902,
June 12, 1901 .| Class E, accident| May 1902 . 12
crane.
30 underframes .| August 1903 15
110 wagons . | May 1902 . . 12
288 wheels and| May toOctober 1902 | 11 to 17
axles.
84 sets, brake gear, | March fo June 1902 .| 9to 12
vacuum. 2
Roofing canvas .| July 1902 14
Class G, 27 items .| May 1902 12
Junel8, 1901 .| , G, 2 ,, . | September to Decem- 3to6
ber 1901,
June 18, 1301 » B, 204sete,brakef March to  August| 9to 14
gear. : 1902.
July 2, 1901 .|ClagsC, 2items .| Octoher 1801 and 8to8
February 1902,
July 3, 1901 s Dy 5 .| January 1902 . 7
Switches and | Avgust 1902 . 13
crossings. v
July 8, 1901 .|Class G, 28 items .| September 1901 to 2t08
_ March 1902,
July 9,19801 .| ,, E, 30 travel-| Augnst 1902. 13
ling tanks,
July 89,1901 .| 90 wheels and axles . Jalgl(l)a)ry and April| 61010
July 9, 1901 .| 10,000 tons coal Ailgust to September 1to 2
901.
June 17, 1901 .| Class D, 50 miles, | September 1901 to 3t 8
permanent-way. February 1902.
July 22, 1901 .| Class E, 24 items . Fiegl(')léary to October 7to15
July 22, 1901 w G 2 . .|MayandJuly1902 .| 10t012
July 22, 1001 , w G 2 . | September to Decem- 2t 5
‘ ber 1901.
Parts .  .[February and May| 7to10
1902,
Aug. 6, 1901 .| Class B, b items October 1901 to Jan- 2t06
) uary 1902, .
Aug. 6, 1901 . 700 tons pitch . | February to May 1902| 6 to 10
Ang. 12, 19(21 -{Class C, 11items .| February toJune1902 6 to 11

i

!
1

'

Reuarcks.

Small balances of varj ous items,

\

» Break-down at contractor’s

works. No fund ilab
till 1902.190;.11 ® available

Difficulty in obtaining rails.

Referred to Tundia.

Locometive duplicates.

}No funds till 1902-1903.

5
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, Appendix V.
3 Appendix V—contd.
. IR ]

t showing the time taken to execute orders for railway stores
Stammts received between April 1900 and March 1902—contd.
N | e I

. ' ipped. mn EMARKS.
Indent received.  Stores. 8hipp receipt. '
B : ; | February and March| 6 to 15 | No funds till 1902-1903.
Class B, 262 ltonv“ to Ootg'ber 1902.
1902 | 5 to 10 Ditto ditto. Some items
» Gud2 » - | January to June referred to India.
E. 38 . | November 1901 and 8 to 18 | No funds till 1902-1903.
Aug. 12, 1901 n » April and’Septem-
B ber 1902,
. . 16 Ditto ditte. Break-dowm
800 axies. . | October 1903 at contractor’s works.
’ ; .| November 1901 to| 3t013 |No funds till 1902-1903.
Class @, 9 ftems . | o ptember 1902.
. 186 items, November 8
Aug. 20, 101 .| » G, 90 {1001,
4 items, March 1902 . 7 | Reference to 1 ndia.
i .| 17 items, March fo| 7to10
Aug. 27,1901 . | Clase 5, 20 items Fame 1502,
Axles, July and| 11012
t 1902. .
Avgus No funds available till 1002-
Tyres, June and July | 10to11 1903,
1902,
, E,8locomotives | June 1902 . . 10
23 wagons .| July 1902 . ol . 11 ) .
A4 s, 150 | April and May 1902 ., 8to9
Aug. 27,1901 . |Class &, f?ezn p Yy
7 spans, 40 | January 1902 . . .
feet.
3, 1901 Class D, switches and | June and August 1902 9 to 11 [ Difficulty in obtaining rails.
Sepk. 5, "1 orossings. . ,
Tie bars, efe. . | Japuary 1902 . . 5
600,000 spikes . December 1901 and 4t0b
January 1902.
Turn-table June 1902 . . 10 ’
Sopt, 3, 1001 - Class C, 1item  .|Apriligo2 . . 8 | Referred to India.
. s D, switches and | August 1902 . . 12 | Diffionlty in obtaining rails,
crossings.
8 steam pumps . | June 1902 . . }0
¥ 7, w | September1902 .| 18
Sept. 9 190; . | Class F, 7 items . | March to June 1903 . | 7tol0
.» E,44 sets, brake | March to May 1902 .|  7%09 | No fynds till 1902-1908.
Sept. 9, 1901 S . ‘ _ Lol ‘
Seot, 16, 1901 . | Class E, Loco. Dept. | March to June 1602 .|  7to9 | Small ecders.
ept, 16, . . ‘ o
Carriage and | May 1903 . . 81 W s
wagon spare L : .
p&‘l’tﬂ- . ' - » :“ . . )
gopt. 16,1001 . |Class B, Litem ) April 1903 . 7 | Beference to India. -
Op . , . . )
D, F and G, 8 | November 1901 to} .2 to 8° ",
items. "7 | Maroh 1909, Ry
- v— —e
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Appendik V.

Statement showing the time taken to execute"’or’der-s for rail

Appendix V—coneld.

! . way Stores
on indents received between April 1900 and March 1902—concld.
. Months .
Indent received. Stores. Shipped. . 3::;; . * REMaBKs.
Sept. 16,1901 .| Class G, 1item .| May 1902 8 |Waiting pattern from India,
» E, 16 . | Maroh and June 1902 6to9
. .
Sept. 23, 1901 ” A’ 1 9 . February 1902 . b
s B 5 . | March to May 1902 . 8to8 -No funds till 1903-1903,
» G 2 , . |Aprilend June1902.| 749 . -
» F,87 . | January to May 1903. 4to8 |M'w " » Refer-
. ence to India.
» G, 8 May and June 1902 . 8t0 9 ["No funds till 1902-1908,
Nov. 4, 1901 . | Class G, 3items |2 items, January 1902 3
1, Mayl902 ., 7 | Original contract cancelled.
Nov. 12, 1901 w D, 4 « | March and April 1902 btod |
» Bal . |, Mayle02 5to?
»w G 3, . | February and March 405 | [ No funds till 1902-1903.
1992, A
Nov. 13,1901 { ", G, 6 ,, . | April to May 1902 . Eto7
Nov. 12,1901 .| , D, 4 , « | February to July 1902 8to9 |
' » E,20 , + | February to June 1902 8108
Nov. 18,1901 .| ,, B, 2 ,, « | March and May 1902 4t06
. B, 6 .| Aprit 1002 5
Nov. 19,1001 .| , E,60 wagons .|October 1903+, . 11
2 brake vans Ditto . . 11 Refegenoe to India,
Wheels and Ditto . 11
axles. ®
Nov. 25,1901 .| Class E, 15 cylinders | June to August 1902 7to9
for gasholders.
Nov. 27,1901 . | Bullet-proof plates .| May 1902 . 5
Leo. 4,101 . (Class A, 3 items . |July 1902 . . 8
» § L. . Mayiez . 8 -
b : o
» Dy:3@ . » -+ | May to October 1002 Sto11 Regere.nco to Jndia asto section, ! -
w BT, - ;:JFMnrch toAugust1003| 3g0p | OF Tk S
AR I R A G
Dec. 16,1902 . | 15,000 tons fael e "}‘hrch and April 1902 8tod | | # . 4
Dec. 14,1901 .| Carriage seats o { March 1922 »‘\‘. ol 3| - !
Dec. 30,1901 . | 2,000 oasks cement - , ditbo . . 3 g
Feb. 38,1902 .| Class F, 3 items .| Augusti008°., | 7 : {
| | » @2 s May o Taly 1002 .| e )?[,‘ 5.2 N6 2Z
"Feb. 3,1902 .| , C, 3 ,, »| May and June 1902 .| 4 'ted d.
Feb. 24, 1902 » BT, + | September 1002 R
‘ & . ” G) 42 » . o ” T e » .“'-.7“
Feb. 84,4902 . | 550 tons pitch , . Mlay to September
' ) Y02, .
March 3, 1968 .| Claes G, 124 items . May to October 1002
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