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TERMS OF REFERENCE.

L. To consider, as regards railways owned by the State, the relative advantage
financial and administrative, in the special circumstances of India, of the followir
methods of management :— ‘

(a) Direct State management ; - b
- (b) Management through a Company domiciled in England and with a Boar
sitting in London ; :
{c) Management through a Company domiciled in India and with a Board sitting
i Indiu ; ;
(d) Management through a combination of (b) and (e);

and advise as to the policy to be adopted as and when the existing contracts
with the several Railway Companies can be determined.

In considering the question of the East Indian Railway, the Committee will take
uote of the decision to remove the management of that railway to India, which was
arrived at when the contract with the present Company was extended on the amended
terms in 1919.

2. To examine the functions, status and constitution of the Railway Board, and
the system of control exercised by the Government of India over the Railway
Administration, and recommend such modifications, if any, as are necessary for the
adequate disposal of the railway business of Government.

3. To consider arrangements for the financing of railways in India, and in
particular the feasibility of the greater utilisation of private enterprise and capital
in the construction of new lines.

4. To report whether the present system of control by Government of rates and
fares and tio -v,.}ghinel'y for deciding disputes between railways and traders are
satisfactory, and, 1f 0t & a0 T difieations are desirable. :

5. To make recommendatious that ma, -

EY

~~rmane to the enquiry.

ESTIMATED COST OF THE COMMITTEE.

S _ .
i - - 922,658

(1) Honoraria, salaries and subsistence allowances 7’269
(2) Travelling, wages and chtingenmes - - - 2,259
(3) Printing - - - - - 229
- £32179

“Total - -




a
W

10. Throughout their proceedings the Committee received every assistance from
‘the officials of the Government, Loth in England and in India, and of the railways.
To these, as well as to the numerous representatives of non-official bodies, and private
persons who devoted much valuable time to the preparation of written statements and -
gubmission of evidence, their best thanks are due. ‘

11. After the close of the sittings in Delhi, the Finance Department forwarded to Interim
the Committee the following communication :— o ;‘:i;ﬂeéie d
0 120-.9

(Extract paras.2 and 3 from a letter from the Bengal Chamber of Commerce to the Secretary verniment.
to the Government of India, Finance Department, No. 636-1921, dated the 11th March 1921.) '

“The Committee of the Bengal Chamber of Commerce have observed, from the speech of
. the Honourable the Finance Member when introducing the budget, that no larger provision
than Rs. 15 ‘crores can be made in respect of the railway capital programme for the:year
1921-22, .
“(2) This severe curtailment of capital expenditure on the Indian railway system has been
received with deep regret by the Chamber. At the same time, the existing financial situation of
" the Government of India is not overlooked, and the very serious difficulties in the way of
providing funds on a large scale are fully nnderstood. The Honourable Member mentioned the
Railway Committee, and expressed the willingness of the Government to consider any recom-
mendation that that body may submit with the object of ruising additional railway capital. In
this connection 1 am to invite the urgent attention of the Government to the following
suggestion which was made by the late President of this Chamber, Sir Alexander Murray, at
the annual general meeting on the 25th February 1921 :—

««Jt will be next month,’ Sir Alexander Murray said, ¢before this (the railway)
Committee finish touring India, and after that they propose visiting England in order to
hear further evidence. It will, therefore, be months yet before we can expect to receive
the Committee’s report, far less see any action taken on it. I am no pesgimist, but I feel
justitied in warning the Government of India that this problem of railway transportation
requires immediate attention, and I would respectfully suggest that they should eall upon
Sir William Acworth’s Committee for an ad interim report on which action should be taken
at once. Everybody knows that the main question is one of funds. Money must be found
and gpent on the railways, no matter whether we are to have direct State management, or
-management by boards sitting in' London or in Tndia. We can wait for the Committee’s
views on this latter part of the reference to them, but with new industries springing up
and new coal areas waiting to be developed, it is absolutely necessary that the earliest
possible steps should be taken to put the railways in a beiter position to deal with the
traffic of the country.’ S

“(3) The railway position is s0 grave, and the need for very large capital expenditure is so
urgent, that the Chamber has no hesitation in strongly supporting Sir Alexander Muorray’s
guggestion. It may be that the Rallway Committee is already in a position to make recom-
mendatione, and, even if these could not be brought into operation immediately, their
consideration now would greatly expedite their adoption. And there is a precedent for the
courge proposed by Sir Alexander Murray, inasmuch ag the Indian Railway Committee of 1908
presented an interim report some considerable time before the issue of its final report. The
same procedure should, and ihe Chamber trusts will, be followed by the present Railway
Comnmittee.” K

I

12. The Committee at once met and unanimously passed the following resolution :-—

i “The Railway Committes, while fully agreeing with the Bengal Chamber of Commerce as Commitiec’s 7/
to the urgent need of the provision of additional capital on a large scale, feel that the duty Teply.
imposed upon them by the Secretary of State is to report, not npon a temporary but upon a
permanent financial policy. This they are not in a position o do till they have completed their
enguiry in London. They, therefore, feel that it would be beyond their province to encroach
upon the responsibility of the Finance Member and the Government of India for any emergency
measures which may be required to deal with the present critical situation,”

13. We have set out this communication and our reply to it in {ull at this early stage
in our Report, not only because it 1s part of the record of our proceedings, but also
because we think it desirable to emphasise the position we then assumed. Our duty,
a8 we understand it, is to report “mnot upon a temporary but upon a permanent
financial policy.” It has been urged upon us more than once, and not by the Bengal
Chamber of Commerce only, that the question we have to deal with is mainly, some
have said wholly, “how 1s wmoney to be raised?” In our view, the answer to
this question involves our whole reference. That the system, not only financial, but
administrative, as it at present exists has resulted 1o grave failure to raise the necessary
funds is not disputed. Any recommendation, therefore, which we may make as to
Taising money in future involves full consideration of the methods of the past and
discussion of the reasons why they failed to produce the desired result, and what
changes are necessary to secure a different result in the future. That result we take
to be not merely the raising of a certain number of million pounds to meet the present
emergency, but the constitution of a system which will secure orderly and continvous
progress in the development ,of the Indian railway system in the future as far as it
can at present be foreseen. :
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14. The reference to the Committee may be summarised under five main heads :-—

(A) Management, whether directly by the State or by Companies in England or .

in.India. .
(B) The constitution, status and functions of the Government organ of
- administrative control.
(C) Finance and financial control.
(D)) The relations between the railways and their customers.
() Miscellaneous cogpate questions. :

15. The Report which we now have the honour to present contains the unanimous.
answer of the Committee on the majority of these subjects.

- 16. On Question A (management) we are unable wholly to agree. - We are
unanimous in thinking that Indian railways should be managed not from London

but in India, and ip recommending that the existing contracts with the English-
-Guaranteed Companies should be permitted to expire at their respective dates and =

should not be renewed. But on the question of the method of maunagement in India
the Committee are divided. Some of us consider that the undertakings should be
transferred to the direct management of the State, while others consider that some at
least of the undertakings should be entrusted to the management of Companies
domiciled in India..

17. On Question B (the constitution, status and functions of the Government
organ of adminisirative control) the Committee are unanimous.

18. On Question C (finance and financial control) the Committee are unanimous,
except in so far as the answer to this question depends on the answer to Question A.
We unanimously recommend a complete revision of the present financial methods and
the separation of the railway budget from - the general budget of the State. We are
also in general agreement as to the methods which should be adopted by the Govern-
ment for raising new capital. Additional methods of raising capital are also
recommended by those members who are in favour of the retention of private
management through companies domiciled in India.

19. On Questions D (the relations between the railways and their customers) and
I (miscellaneous cognate questions) the Committee are unanimous.

20. We therefore think that the most convenient course will be to forsake the
order of subjects in our reference, and to deal first with the matters on which

the Committee are agreed, postponing to a later stage matters on which our
recommendations diverge.

21. We accordingly submit our Report under the {ollowing heads :—-

Chapter II.—Present situation of the Indian railways.

Chapter I1I.-—Finance and financial control.

Chapter IV.—The constitution, status and functions of the controlling

authority.

Chapter V.—The relations between the railways and their customers.

Chapter VI.—Miscellaneous cognate questions.

Chapter VIL.—Management, whether directly by the State or by companies ;
: and the methods of raising additional capital.

Chapter VIII.—Summary of recommendations, and Conclusion.
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CHAPTER II.

PreseNT SituirTioNy or THE INpiay Ratnways, -

22. According to the Administration Report on Railways there were in India, at

. the 31st March 1920, 36,735 route miles of railway. These may be divided into five

classes :— . :
(I) State lines worked by the State. :
(II) State lines worked by (a) Guaranteed, and (b) Independent Companies.
(IIT) Company lines worked by Companies.
(IV) Lines belonging to Indian States.
(V) Miscellaneous.

23. Class I (State lines worked by the State, 7,369 miles) and Class II (a) (State
lines worked by Guaranteed Companies, 17,708 miles) between them comprise more

" than two-thirds in mileage of the total 36,735 miles of railway in the country, and

very much more than two-thirds in importance. At a later stage we shall refer
specifically to the case of the less important systems, but the Committee have devoted
their attention chiefly to the case of the main railway system, and it is to this that
the ovidence taken by them principally relates. Ixcept therefore so far as the
contrary may be clearly indicated it should be understood that the recommendations
made refer only to classes [ and 11 (). :

24, Tt has been mentioned that the present enquiry was the direct outcome of the
consideration of the case of the Tast Indian Railway necessitated by the approaching
termination—in December 1919—of the contract ; but it is clear that in any case the
time had arrived for a general examination of the whole Indian railway situation.

25. For years past, even long before the war, public opinion in India has constantly
complained of the entire inadequacy of the Indian railway system to meet the needs of
the country. It has been expressed not only in the newspapers but by Chambers of
Commerce and in discussions in the Legislative Council at Delhi.  The evidence
given before us in all parts of the country and on behalf of all sections of the
commuunity was overwhelmingly strong as to the urgent need of drastic measures of
reform and reconstruction of the entire railway machine. We do not think that any
general statement would be sufficient to enable non-Indian readers adequately to
appreciate what the real situation is.  We therefore sumnmarize extracts from the mass
of evidence we have received, showing that the failure to meet the nceds of the
"country is not temporary and not confined to certain places or to certain periods, but
universal and permanent.

EVIDENCE TAKEN AT CALCUTTA.

Mn. INNES, SECRETARY TO GOVERNMENT OF INDIA, DEPARTMENT OF COMMERCE, (Vol. V.,
paras. 3867 and 3873.) ‘

There is a large demand for Indian coal for export, but in the absence of adequate transport
facilities for meeting it India is missing an exceptional opportunity of establishing itself in the
foreign markets where its coal is in great demand. If adequate railway facilities were provided
the production of coal could be increased.

-

MR. CHURCH, MINING ENGINEER TO RAILWAY Boarp. (Vol. IIL, paras, 3902 and 3903 ; and
Vol. V., para. 3910.) ’ ‘

"There is a rapidly inereasing demand for Indian coal, and output could keop pacs with it,
but is blocked by the limitations of the railway capacity. The railway ditlieulty in carrying
coal is due to a general incapacity to handle thoe traflic.

Shortage of facilities is manifest at junctions where coal is taken over from the liast Indian
Railway and Bengad-Nagpur Railway, eg., at JubBulpore, where the Great Indian Peninsula
Railway takes over trains and hus to break them up. .

Mn. Lecal, COAL TRANSPORTATION OFFICER (COAL CONTROLLER). (Vol. 1LL, paras. 3011 and
3915). - :
The supply of wagons for coal traffic has long been inadequate. 1t is necessary to retain
for some time to como the post of Coal Controller, an official who, owing fo the ghortage of
facilities, has togpportion the avatlable wagons under a priority clasgification.
Mg, BELL, MEMBER oF THE RAILWAY DBoARD. (Vol. V., para. 5360.)

The capital provided is not sufficient.  All the funds likely to be provided by Government for
the next few years might be easily absorbed in meeting a single demand (provision of adequate
facilities for coal transport). o

- ‘ A3
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CARR, ACTING AGENT, AND OTHER REPRESENTATIVES OF THE BENGAL-NAGPUR RAILwAY.

(Vol. 111, paras. 4051 and 4061.)

Mr.

Mr.

MR.

Mr.

Boilers and permanent way materials, which should bave been replaced, are kept in service,
leading to undue expense in frequent repairs.

The growing trade of India and devetopment of the iron and steel industry is hampered by
lack of railway facilities and new lines; 1,100 wagons a ‘day would ultimately be required to
meet the tolal requirements of existing and new works at Jamshedpur and Kulti, a3 against
the present demand of about 350.

HixpLEY, AGENT, EAST INDIAN Rarnway. (Vol. IIL, paras. 4138, 4161, 4162, 4165, 4166,
4167, 4185, 4308, and 4323 ; and Vol. IV, pages 79 ¢t seq.) .

Overcrowding is the principal source of all dilliculties and inconveuience to passengers,
which the railways would gladly remedy bnt for inadequacy of funds. To put on an extra
passenger train, the goods gervice would have to be reduced,

Owing to budget restrictions, the Railway Board had to ciiminate from the programme
some extremely urgent works, such as the doubling of the Grand Chord, and had definitely
instructed the Agent that owing to the shortage of {unds new works must be restricted to
those required for providing increased traflic facilities, &e.

It is impossible to estimate the loss to trade which would be brought about by the delay in
providing essential facilities and the persistent failure to keep the capacity ot the lines up to

the demands for transportation.  Tne pogition is already so bad thab at times: the railway has to.

restrict or even entirely to close down the aceeptance of goods traflic.  Only one halt of the
demand for wagons for merchandise ¢ be mot, Ifor the past 26 years therc has always
been an inability to provide transportation to the exient demanded, and the position is getting
worse day by day. ,

At times when the demands for coal reach their maximum the capacity available for ordinary
goods is considervably Jess than is required—Ilarge quantities of merchandise offeved for trans-
portation have frequently to be refused.  Improved facilities are necessary, not only on the East
Indian Railway, but especially on the adjoining lines and junctions.

In one case the Duropean oil sced market was lost definitely owing to lack of railway
transport.

T'hat the raiiway would “muddle throngh " in the current year as it had in the past was the
only hope, :

Small stations in the vicinity of the larger centres are closed in order to obtain relief

by forcing short fead traflic to the road.

Running of work and van gcods trains (station to station pick up goods trains) is
suspended when necessary 19 1imit the trallic to the present capacity of the sections.

Bookings of merchandise traflic in the upward direction is restricted even when stock is
available in order to leave room for coalAradlic. .

OswaLDd MARTIN, oF Mussrs. MARTIN & Co., Cancurra, (Vol, ITL, para, 4174)

The sum and sabstance of the present problem is want of money.

( ODFREY, OF Mu-sns., McLiob & Co., Cancurra, (Vol, LIL, para, 4247))

Cases are known of country carts carrying, in addition to what the railway carries, jute to
Calcutta from distances of 70 or 80 miles.

PATTINSON, CHAIRMAN, INDIAN MINING ASSOCIATION. (Vol. 1LI., paras. 4412, §413, 4416,

4421, 4422, and 4423.)

Owing to trangport difliculties and delays, entirely due to inadeguate finance, the coal trade
has sufferced for years. ' :

The transport difficulty has been constant from about 1905, when the coal output reached
8,000,000 tons in the year. At the present time there are about 10,000,000 tons of exportable
coul available at the coulficlds per annum, and allowing for the interimm increase of transport
facilities, the coal trade is handicapped about to the same degree as in 1909, but, of course, on a
much larger scale,

Owing to want of tranzport facilities coal raisings have frequently had to be curtailed,

Many instunces of collieries being fully equipped, but unable to despateh coal for want of

" sidings  and with no hope of getting these within the next year or so. One siding had been

Mr.

applied for in April 1018, but was not sanctioned until 1920. This siding, about 17 miles long,
will serve a number of collieries ; construction will take about a year, but difficulty exists in
getting rails moved from Delhi ; meanwhile, Re. 30,00,000 of the coal company’s capital is lying
idle waiting completion of the siding. ‘

The Rana Colliery is waiting to despatch coal ; a siding about a mile long was asked for in
1914, but although sanctioned the work has not yet been begun.

The Chapui and Chalbalpur sidings, applied for in March 1919, have not been sanctioned.
Coal is being carted across a river ford, but the output is restricted to a nominal figure for want
of facilities. - .

"WALSH, SECRETARY TO THE GOVERNMENT OF BENGAL, PUBLIC WORKS DEPARTMENT.

(Vol. 111, para. 4474.)

« Thé Government of Bengal lays stress upon the deficieney of transport facilities. Being
affecte by the carriage of coul and building materials, they found the construction of public
werks greatly hindered and only done at excessive cost.

Y

MR. BAXTER, REPRESENTING THE NARAYANGANJ CHAMBER OF COMMERCE. (Vol. IIL, para.
4505.)

There was recently an acute scarcity of wagons for conveying coal for the use of jute-baling
firms.

MESSRS. MARSHALL, DoDS, FAIRHURST, BURY AND MARTIN. (Vol. IFL, pages 61 to 68.)

These gentlemen appeared as representatives of some of the principal firms engaged in the
metallurgical induostries of India. These are the industries established and under development
in an area served by the Bengal-Nugpur Railway to the south-west of Calcutta; they include
the important iron, steel aud copper works, together with numerous associated enterprises
specialising in such’ products as refined zinc and sulphuric acid, jute mill machinery, wire
and pressed metal articles, concrete reinforcing material, enamelled hollow ware, electric

cables, tinplate, &e.

The ontstanding importance of the interests represented and the magnitude of their probable
development within the iimmediate future may be gauged from the following particulars which

were placed before the Committee :—

|

Name of Firm.

Present Annual Freight %Estimated Freight Movement

Movement. in 1926.

] Tous. Ton Miles. Tons. Ton Miles,
Tata Iron and Steel Company (Jam- | 1,760,700 257,316,000 4,137,700 651,665,000

shedpur). «
Bengal Iron Company (Kulti) - 433,500 89,080,000 337,000 182,160,000 ¢
Indian Iron and Steel Company —_— — 2,278,000 316,730,000

(Burnpore).
EKastern Iron Company (Chandal) - —_— — 7,372,000 | 987,200,000
Cape Copper Company - - 57,500 5,780,000 115,000 { 11,560,000
Subsidiary companies - - - — — 389,400 | 50,895,000

Totals - - - 2,251,700 352,176,000 | 15,179,100 ; 2,200,210,000
i

The approximate investments, laboutr and pay roll of the above-mentioned companies,
their position in 1920, and their estimated position in 1926 were stated as follows :—

|
—_— Investment, Labour employed. } Annual Pay Rell.
!
Rs. Ras,
Existing - - 10,00,00,000 47,500 - 2,00,00,000
1926 (estimated) - 44,40,00,000 125,000 6,00,00,000

In support of the strikingly high estimate of future expansion Mr. Marshall explained that,
of the 15 million tons estimated, 8 millions are practically assured by construction already being
carried out with funds that have been provided, while finance has been arranged for a large
part of the 7 millions balance. Even making an allowance for uncertainties it was held that
the estimate might rafely be relied upon to the extent at least of 11 or even 12 million tons.

The evidence showed clearly that the existing railway facilities are entirely inadequate to
cope with even the present traffic. There is a serious gshortage both of wagons and locomotives
for trangport of coal and other raw materials as well as of the finished products; and of
facilities for moving the wagons which are available. - During the good coal mining season the
wagon supply is usually so inadequate that the full supply cannot be shipped to the works.
It was mentioned in particular that the Tata Iron and Steel Company had probably lost from
3 to b per cent. of production during the year 1920 because of the shortage of wagons and of
congestion on the railway, a percentage which woull be increased when new extensions are put
into operation. 1t was pointed ont that if the consequent pecuniary loss were to amount only
to 1} or 2} per cent. the sum involved would still be very large.

' In this connection may be read the following axtract from the report of the Tata Iron and Steel

Company, Ltd., for the year ending 31st Mareh 1921 :—

“« We are now, however, faced with the very serious position regarding the railway {ransport

. to which the attention of the Indian public has been drawn in the last few months by the

evidence given before the Railway Commitiee. We have repeatedly pressed this upon the
attention of the railways and Government, and although the Bengal-Nagpar Railway has made
certain additions to its equipment and has done all it can to help in this direction, the additions
are nob, adequate to handle the traffic which we shuall require when the extensions are in full
operation. The directors have considered, and are considering, the effect of this restricted
development upon the progress of the greater extensions, and will retard these if it appears
likely that the railways will not be able to handle the raw materials and finished products, as it
would be no advauntage to the Steel Company to erect plant that would stand idle for want of
railway facilities. But they are pressing, and will continue to presy, that the development of the
lines serving the works should coincide with our expansion, and we have recentiy offered to
arrange for a loan of four crores of rupees to the Beugal-Nagpur Railway in order to ensare
this.” . ,
9164 e ' B
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The witnesses, who had prepared their report in consuliation with gul-Ne > Rai 4
oﬂiuiuls‘;,‘enlc_,-.u)ated that to meet the requirergents of the case it wm:ll:le Ej nggée‘:s(;grgutlo%g?}gi?
track 133 Hll]?S of the Bengal-Nagpur Railway, while to the existing rolling-sto:k of all th;
rau}vays serving the industries in question an addition is neceseary of :tc’bout 13,000 vfour-\\"heeled
vehicles (or half the nnmber it bogie wagons), and of 322 engines, to mee’t the antiel Jated
developments of traflic during the next five years. Some 735 per cent. of the increase in roﬁi '
stockr\}\l'onld imve to be made on the Bengal-Nagpur Railway system. - ne

The (?vi( ence was referred to Sir George Godfrey, us Agent of the eal-N; Rai ¥
who f}u:nzshed t}xe Cammittee in reply with particulfz;'s gelferully he-}xriﬁreg;g ltﬁ-;gepémxlc}t::;;zﬂlss’
and giving details of the Bengal-Nagpur Railway programme, which»prm?ides for completing thg

. line facilities in four years, and e¢xplained that the extra locomotives nnd wagons already under

Mn.

5

Mn.

supply out of the existing grants together with the numbers included j
3 ] ¢ X ‘ in the four-year programuy
practieally equalise with the foregoing estimate. Yol progratine

At a late stage of the Committee’s deliberations a communieation was veceived on the same
subject from Mesars, Bird & Co., in connection with the trattic which they estimated would have
to be handled by the Bengal-Nagpur Railway for the purposes of the United Steel Cm‘poratioﬁ
};f ‘A??‘: %mutgl, \\'J}nc;x };9 to be undertalten by that firm in conjunetion with Messrs, Camimell

aird & Co.  Detailsof the estimated traflic, in three stages of development, w iven, 1 ing
; ‘ i > ‘ 3 28 V' o
up to the following figures :— ’ N d » were given, working

b :
E Estimated additional Bolling-stock required.

Stage. ' Ton Milenge. | |
“ \zgggi’ﬁiits.) {  lLocomotives.
Ist - ) . 70,838,000 492 . 9
ma - - - 592,365,000 4,113 71
Aed - - - l 1,112,132,600 (RELE 139

___ The Bengal-Nagpur Railway are i possession of these figures, and it is understood that they
will be able to deal with the traflic of the first stuge with their fonr-year programme ‘but 'l,I}l
exgentinl subsequent requirement wiil be a new outlet for Bengal-Nagpur i{ailaway coul tmf;ic
from the coulfields by a uew line ¢/ Karanpura to a point on their main line near Mauharpur
in the neighbourhood of which the new works are likely to te situated, pHb

. NOLAN, ACTING AGENT, ASSAM-BENGAL RAILWAY. (Vol. IIL, puras. 4555 and 4569.)

The Assam-Bengal Railway has been starved. Duaring the 25 years it has been open it has
only been able to construct #0 miles of extensions from money provided by the Government t

The Capital July Forecuast of requirements for 1921-22 was Re, 7063 lakhs 3 61-80 lakhs was
provisienally sanctioned, but in December cut down to Rs. 13 lakhs, which had been increased ‘to
Rs. 20 lgkhs on pointing out that his home commitments already amounted to Rs, 28 lakhs
Home' indents and certain contracts have had to be cincelled and Rs. 43°19 lakhe worth oé
;mggnal will lie in stock in default of an allotment of Rs. 8-33 lakhs for cost of erection in

ndia.

PEAT, CHAIRMAN, INDIAN JUTE MILL ASSOCIATION. (Vol, I1L, paras, 4500 and 4598.)

Becanse of lack of railway facilities for the carriage of coal seven farge jute mi i
b he en } 2 arg mills, employir
4(),0QQ workers, had completely stopped on the 14th J:nuary 1621, o ! » ewploying
There was also a deficiency of wagons for bringing down the jnte. Freguently no wagons
at all were available at despatching points in the northern jute districts. °

WATSON SMYTH, VICE-PRESIDENT, BENGAL CHAMBER 0F COMMERCE. (Vol, IIL, paras. 4602,

4603, 4605, 4609, 4642 and 4643.)

Yor many years the iwperative necessity for a more liberal allotment of fuuds had been
urged. In 1908 representations were made regarding the insufficiency of aliotments and grave
complaints of inzdequacy of facilities for the curriage of coal to Caleutta, and the scarcity of
rolling-stock siuce 1804, The general situation is now worse thau in 1008, seven important jute

. mills being actually closed and the position showing every sign of becomning worse,

Laek‘of transport has led Government to prohibit the export of shipment coal, causing loss
to the shippers, and the movewment of general merchandise is delayed and hampered, causing
great hardship and reducing business operations to a gamble, e.g. :— ’

ODB‘ﬁrm_ trading in linseed, with a good demand and prices high for early shipment
found shipping available, but it was too risky to undertake business because no refiance could
be placed upen getting the seed 1o the port withip a reasonable time. The firm had in one
case some 700 tons of linseed held up at an wp-country station for over four months
'The movement of the linseed crop was so impeded that geed from the River LJate filled

) the‘;}amand and India lost the opportunity of selling the seed. Stocks accumnlated between
~ April and June were not commenced to be despatched before Aungust, and only 6Y8 tons were
cleared in the following two months. : '
A manganese firm could without any difficulty dispose of double the quanb'ty of
manganese if the railways were in a po-ition to move the ore, They have 300,000 tons of ore

) , 11

in stock. To instance the congestion, at one station there are 70,000 tons, which are only being
despatched at the rate of about 3,000 touns per mensem. This station is already two years in
arrears with its despatches—at cther stations there are large gquantities also waiting to be
railed, viz. :—South Tirody, 70,000 tons; Balagbat, 60,000 tons ; Ramtek, 45,000 tons ; Tainsar
Road, 20,000 tons; and varvious quantities elsewhere. -

The tmport of salt into Calentta is 500,000 tons annually, and owing to luck of wagons
to convey the salt np country one firm alone has lakhs of rapees locked up. Owing to tne
difficulty of getting it away by ratl there was not suflicient accornmodation for the salt coming
in. Recently a ship with 1,400 tons of salt had to take ic back again to Liverpool. Another
steamer which brought 6,000 tons, after over 2 month had only unloaded about hrlf its cargo.

Another firm has a sugar refinery in Calcutta which bonght several thousand tons of
semi refined sugar in Cawnpore deliverable by a specific date, but G600 tous had not yet been
delivered. The market has now tallen and the firm has had to refuse to aceept delivery,
with the result that the sellers must lose beavily because of the railway’s failure to perform
its duties, o

A tar refining industry, opened two aud a half years ago, js nnable to work at its full
capacity owing to the inability of the railways to supply tank wagons. LIf it bad been an
indeper:dent company it would have failed by now.

The foregoing are merely typical instances of what is constantly happoning. Not only do
consuners suffer, but the uncertainty ot adequate transport is paralysing trade, 1t is obviocus
that the whole railway machine is inadequate.  What is necessary is au all-round enlargement
of the carrying capaeity of the railways.

EVIDENCE TAKEN AT MADRAS. v

LIEUT.-COL. BARNARDISTON, SECRETARY TO GOVERNMENT OF MADRAS, RAILWAY DEPARTMENT.
(Vol. II1., paras. 4633, 1684, 4693 and 4701.)

MR.

Erode Junection is a particularly bad case ; facilities are inadequate and nothing can be done
aatil a decision is given as to the arrangements to be made at Erode in connection with the
question of the location of the broad gauge South Indian Railway workshops, which has been
wnder discussion for some 10 or 15 vears without a decision being arrived at. Further, nothing
can be done, pending the Railway's Board decision, with regard to the reconversion of the
Trichinopoly-Erode line to broad gauge ; this line nrgently pexls renewal as the rails are worn
out and train speeds have been limited to 22 miles per hovr. This work is now held up beeanse
of the locomotive workshop question, but the guestion of renewals is one which should have
been faced many years ago.

‘The Goverament of Madras ‘estimates an expendituro of some Rs. 30 crores us being
reguired to bring railway communications in Southern India to a state of reasonable efliciency.
During the 14 years prior to the creation of the Railway Bourd, 1,200 miles of new railway
were built in the Ma lras Presidency, but in the 14 years of the Railway Board’s exigtence only
535 miles of new lines have been opened, of which 200 were in course of construction when the
Board was formed, aud 112 were coanstructed by district boards or other agencies, leaving an
annual average cf only about 14 miles to the credit of the Railway Board.

MOIR, LATE DirEcTOR OF CIVIL SUPPLIES, MADRAS. (Vol. IIL, paras. 4733 and 4736.)

There had been a great shortage ot rolling-stock, and, he understood, of engine power on the
railways, while there was an exceptional scarcity of food over a large part of the Presidency.
Many complaints were received from licensed exportors that they conld not get their rice
carried.

LIEUT.-COL. MAGNIAC, AGENT, MADRAS AND SOUTHERN MAHRATTA Ramnway. (Vol, iIL,
paras. 4774-1777, 4781, 4800, 4326 and 5123.)

Frequently, for want of sofficient rolling-stock, traffic is delayed in transit. At present
the Madras and Sonthern Mahratta Railway is not refusing traffic because it has fallen off
congiderably of late. Locomative coal, formerly taken by sea, from Bezwada io the metre
gauge lines in the West, has to be carried over a light section of the line on which heavy eagines
cannot run, thus causing congestion during the heavy traffic season. Colonel Magniac had
never kuown safficient rolliog-stock to be in existence at times of pressure on the Kastern
Bengal, ths North-Western, or the Madras and Southern Mahratta Railways, on all of which
he bad served. His experience was thit at certain times public demands could not be fally
met, and from the beginuing of March to the end of June it is impossible to comply in full with
the demands of the merehants on the Madras and Svuthern Mahratia line, It therefore follows
that a priority register for wagon supply is smaintained as a matter of course on Indian railways.

The existing lines must be brought up to stsndard before extensions can be
contemplated. The strengthening of bridges is very importunt, as heavy engines cannot run
over many of the existing bridges. The Godavari bridge, for example, is not np to the present
standard ; it was built some 22 years ago to take a‘cidculated train foad of 31t tous, the pressut
trains being over 544 tonsg, .

" For the years 1912-13 tu 1018-19, Rs. $06-11 lukhs had been asked for on capital account to
bring open lines and equipment up to a suitable standard, but only Rs, 268-45 lakhs hud been
allotted by Government; in 1919-20 the railway got Rs. 18 lakbs more than had been asked
for ; in 1920-21 the demand was for Re. 145 lankhs and the sanciioned grant was Rs. 161 lakhs;
for the year 1921-22 the demand was for Rs. 16+ and the preliminary sanctivn Rs. 67 lakhs
only, necessitating the abandoning of all new projects during the coming year, This is not

conducive ty economy and mukes it impossible to make up existing arrears of works. The

Government had refused to allow the companies to raise additional capital ag desired by them,
and had failed to supply funds for expenditure on rolling-stock and other improvements ~
e B2

f
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Turg HoxN. MR. SIMPSON, CHAIRMAN, AND TWO MEMBERS OF THE MADRAS CHAMBER OF
COMMERCE. (Vol. III, paras. 4850 and 4856.)

The Chamber of Commerce are of opinion that it is an absolute necessity for many years
to come to improve the existing facilities on and equipment of open lines, and that new
construction should be held in abeyance for the present.

The Cochin Chamber of Commerce (who had desired to be associated with the representation
of the Madras Chamber) drew attention to the disahilities at present existing through the break
of gange from the South Indian Railway to the narrow gauge of the Shoranur Cochin Railway
and the serious shortage of rolling-stock on that line.

Mr. Simpson stated that they had got along fairly well mp to 1914, although at certain
geasons difficulty had been experienced, but the daily recurrent maintenance had fallen
behindhand, and the public are now suffering greatly from the inadequate carrying capacity of
the lines. Traffic is growing and must continue to ygrow., Railway stations are crowded with
merchandise, lying frequently for days awaiting transport. It is a matter of urgent necessity to
improve the carrying capacity.

REPRESENTATIVES OF THE SOUTHERN INDIA SKIN AND HIbE MERCHANTS' ASSOCIATION.
(Vol. IIL, paras. 4877, 43883 and 488).)

Better communications are needed hetween Madras and Pallavaram or Chingleput.
There is an urgent demand for the railway to be doubled to enable it to cope with the heavy
traffic on it. Merchants, as matters stand, are always afrail of being unable to fulfil their
contracts owing to delays caused by the railways.

Piece goods merchants complain that they are kept waiting for weeks together for wagons ;
even when they get these, consignees cannot count on prompt delivery of goods. -

MR. C. DURAISWAMY AYYANGAR, REPRESENTATIVE OF THE MADRAY LIBERAL LEAGUE.
(Vol. III., para. 4963.)

There is no disputing the fact tbat there i3 great congestion on the railways, and that a
large sum of money will have to be spent to bring these to a proper standard. ’

MR. MITCHELL, CHAIRMAN OF THE MADRAS PorT TrUST. (Vol. III., paras. 4988', 4990 and
4992, and page 123.)

Mr. Mitchell emphasised the *“ntter inadequacy” of the supply of funds for railway
purpos: 83 of this, he said._there could be no possible question. .

Nobody differed from the Port Trustees’ opinion that the carrying capacity of the railways
is not adequate, At least at yeriods of pressnre, the railways have besn unable to cope with the
whole of the traffic offering through the port.

Improvements should be made by duplicating congested portions of the line and by
providing more rolling-stock—there are cases 1n which the {ull use of the existing rolling-stock is
prevented by inadequacy of the line carrying capacity. The largest bogie wagons cannot be
fullv loaded because of the light standard of certain bridges.

Mr. Mitchell furnished statements comparing the numbers of wagons applied for by the
harbour authorities with the numbers supplied by the railways during the six months ending
September 1918. The totals are :— .

Broad Gauge Wagons—

Applied for - - - - - - - 18,424

Supplied - - - - - - - 3,016
Metre Gauge Wagons— )

Applied for - - - - - - - 9,846

Supplied - - - - - - - 1,617

The figures show that, during the period, the average daily ratio of supply to demand«was
slightly over 16 per cent. That is to say that only one was furnished out of every six wagons
applied for. It is of course not to be understood that only one-sixth of the traffic offered was
ever carried.

MR. K. PARTHASARATHY IYENGAR, RAILWAY PASSENGERS’ ASSOCIATION, MADRAS. (Vol. IIL,
para. 5009.)

Instances of overcrowding were given, showing :—

: ' o O )R
Average number of travellers on a specific train per day - - 865 842 835
Average accommodation provided - - - - 563 2w o964

MR. Ross LOGAN, ACTING AGENT, SoUTH INDIAN RaLway. (Vol I11., paras. 5070, 5076,
5079, 5080, 5100 and 5110 ;° and page 133.)

Overcrowding is serious on certain sections of the railway, and the line has access to Madras
only by a single line which runs over a number of level crossings within the city boundaries.
Mr. Logan had no doubt that the line ought to be doubled ang the levgl_ crossings obviatud.
There is a deficiency of rolling stock as well as of engines. The railway facilities are inadequate ;
he could point to no important direction in which the facilities of the railway for dealing with
its increasing traffic are sufficient. ' . . .

There is a good deal of overcrowding on certain parts of the line, and in certain cases
it is necessary for passengers to alight and entrain otherwise than at,platforms ; the railway had
been suffering from the shortage ot coal, They have about 15 days’ stock of coal on hand, but
vefore the war used to have a two months’ stock. .

~
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The Coleroon bridge was built about 10 years ago. It is now proposed to rebuild it to the
1908 standard.

A detailed statement is submitted showing that, during the years 1910-11 t> 1920-21,
Rs. 830.89 lzkhs had been asked for on capital account by the South Indian Railway Company
in the July Forccasts, and only Rs. 616.66 lalkhs had been allotted. ,

The witness stated the company had done all that it could reasonably do to.induce Govern-
ment to provide the necessary funds, and that the public have no serious grievances except such
as are due to lack of facilities, and this is due entirely to the Railway Board’s failure to supply
the necessary money.

EVIDENCE TAKEN AT BOMBAY.

MR. LLoYD JONES, AGENT OF His EXALTED HIGHNESS THE NIZAM'S GUARANTEED STATE
RAILWAY COMPANY. (Vol. III, paras. 5155-5157 and 5165.)

The Nizam's Railway is in a position to give 900 tons of traffic daily to the Great Indian
Peninsula Railway at Manmad, but has frequently been restricted to 200 tons. For this reason
the Nizam’s Railway desired to find another outlet, but were prevented by the claim for
protection of the Great Indian Peninsula Railway from making lines to take the traffic
elsewhere.

For some years past the cotlon seed traffic offering has been many thousand tons more than
could be carried during the season, and there have been constant complaints from: merchants that
they cannot move their crops. Mr. Lioyd Jones could recall one occasion when it had been
necessary to burn cotton seed owing to the inability of the railways to carry it; in many ‘cases,
the.movement of the crops to the railway stations did not take place owing to the known inability
of the railways to take them away. In 1919 the Nizam's Railway was involved in heavy losses on
ancount of dan.age to cotton bales Which could not be moved until the beginning of August, and
the losses to the merchants would probably be more than those of the railway. The railway had
insufficient shed accommodation to stock the goods, whicl were left in the open.

There were also restrictions at Wadi, on the Great Indian Peninsula Railway, which had
affected the castor seed traflic to Bombay.

MR. MACNAGHTEN, DEPUTY CHAIRMAN OF THE CHAMBER OF COMMERCE, BoMBAY. (Vol. IIL,
para. 5206.)

The railways having access to Bombay have not provided adequate facilities in recent years.
Delays in transport are considerably greater than they were eight or ten years ago. The Chamber
of Commerce receives a very large number of complaints from its members.

KHAN BAHADUR A. M. DALAL, PRESIDENT, DISTRICT BoARD, BroacH. (Vol. IIL., para. 5253.)

The industrial development of India is likely to be throttled for want of adequate railway
facilities.

Merchants experience the greatest difficulty through traffic to Bombay being frequently
stopped for days together. Trade suffers all round as the unreliability of railway communication
interferes with merchants’ ability to make or fulfil contracts.

It is a matter of common experience, happening almost every other year, that heavy losses
are incurred through damage to cotton seed and cotton bales, which deteriorate owing to their
having to be left in the open in the rains for want of railway transport.

Jarts sent to the railway station have frequently to take goods back because booking is
stopped.

MR. RUMBOLL, AGENT, GREAT INDIAN PENINSULA RAILWAY. (Vol. IIlL, para. 5278.)

Thirty-one years ago the then railway authorities said that the railways ought to adopt
the vacuum brake, and now 31 years later at least 20-30 per cent. of the stock is not fitted
with it, and even where the stock is fitted the equipment is often not used, and the equipment
therefore deteriorates owing, for instance, to the rubber fittings perishing. The consequence is

* That money has been wasted on machinery of which full use is not made.

DewaN BaEaDUR K. R. GOoDBOLE. (Vol. IIL., para. 5343.)

Recently he had seen on one of the lines managed by the Great Indian Peninsula

“Railway Company a number of passengers who had had to wait one or even two days fora

train ; they were compelled to remain on the platforms as there was no accommodation in the
trains,

MR. RAMJI BHARMAL, OF MESSRS. BHARMAL, SHRIPAL & C0., BOMBAY, REPRESENTING THE
GRAIN MERCHANTS' ASSOCIATION, BouBAY. (Vol. ITL, paras. 5488 and 5492.) *

Goods brought to the railway station lie there sometimes for months before receipts can be
obtained, as the railway companies do not issue receipts until wagons are available,
- As regards an accident, mentioned in the written evidence, in which several deaths and
cases of injury were occasioned by passengers &vinz to travel on the footboards of the train,
owing to the carriages being overcrowded, the witness stated that this had happened about six

months ago on a train from Thana to Bombay. It was due to the fact that the railway was not

o Using sufficient carriages on the suburban trains. - ){
EVIDENCE TAKEN AT LUCKNOW, :
MR, HARVEY, AGENT, OUDH AND ROHILKHAND RAILWAY. (Vol. IIL, paras. 5743, 5744, 575],
5752 and 5930.) . :

The carrying capacity of the Oudh and Rohilkhand and connected railways is inadequate

owing to want of facilities for handling, sorting yards and the like ; as a result traffic cannot be
handled efficiently. ‘

.

Bombay
Evidence.

J

Lucknow
Evidence,

ok



14

Restrictions had to be imposed on the movement of traflic owing to the we
(=]

alkness of the
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EVIDENCE TAKEN AT LAHORE.

road. "
The railway is very short of coal~—stocks being as low as six days’ supply on the wiole ME%)GCII' 4‘{5()}50 "ll‘r(l)(?'ggs(;ﬁi\’)n, DIRECTOR OF AGRICOLTURE, PUNJAB.  (Vol. 1L, paras. 5953, 5997, 5’3?&’53%
- P « . ’

line and three in Lucknow. Iast Christmas

16 ) s v.  las mas they had to cancel sg i i :
trains, and now the position is much worre. The coal suppl %Uliuetglng e 20 i
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Bengal and North-Wesiern Railway, gt by the Hast Indian, or the

_ At the preseut time, if the Oudh and Robilkhand Railw
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In no case could more than two extry trains be run
at other stations owing to there not being sutlicient

ay were asked to take another two

ag they wonld be blocked at Lucknow and
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LIEUT.-COL. ANDERSON, TRAFFIC Max
~CoL. A> tSON, ! MAXNAGER, O v
paras. 5332 and 5933.) ) DUPHL AN
Colonel Anderson said that 16 trai
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&t f}’g‘moat, two more trains could be run each way—the capacity l(lsflmr {0".two o th.“".’ days.
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. Asonly part of the goods stock is fitted w

impaired, eince braked vehicles have to he pick

D ROHILKHAND RarLway. (Vol. I1L.,

a maximum, that is, nearly
th through wmelu traffic, which

ith the vacuum brake,

rapidity of movement i
ed out and put in front Py ement s

when waking up«rains.

be hanled for want of locomotives..

Third-class passengers are undoubtedly overcrowded. It is specially noticeable in the
more populous districts of the ’unjab ; so mnuch so, that practically {ree fights take place between
would-be passengers and those already travelling who do not desire others to -get into the
carriages. He observed that the railway staff maintain an air of majestic aloofness.

Something should be done to ensure greater consideration of the views of the Local Govern-
ment. A case within his experience occurred some four yearsago, when it was a matter of urgent
necessity that cotton seed should be moved in time to permit of sowing. The matter was so
urgent that the Punjab Government Financial Secretary interviewed the North-Western Railway
Tratfic Manager and Agent, but was told, although they were very sympathetic, they could do
nothing, being bound by orders received from the Traffic Controller in the Railway Board’s
offices. The matter was go gerious that the lieunt.-Governor wrote to Delhi, with the result that
after a member of the Railway Board bad visited Lahore it was ultimately set right.

Referring to instances of delays in the carrisge of traffic offering, this had happened at all
stations in the canal colonies and was especially noticeable in the winter and spring of 1918,
during which period hundreds of hales of cotton lay about waiting for wagons.

In the case of the attempt to introduce Punjab-American cotton—a new variety of cotion
which the Agricaltural Department had been pushing during the past eight years—the
management of the ¥mpress Mills at Nagpur bought a fairly substantial quantity of this cotton
jn December 1917. In the following winter the witness happened to visit Nagpur and went over
the anills. He asked the manager how he liked the Punjab-American cotton, His reply was,
«We like it all right, but we are not going to buy any more” He gave as his reason the fact

that the cotton bought in December 1917 had not reached Nagpur until July 1918, and they
could not afford to have their money locked up in that manner. 'These mills had purchased no
more Punjab-American cotton.

During the long period of delay the coverings of the bales had been torn off and it bad been
found difficult to identify the consignments. The cotton is going at present largely to Japan and
ia shipped from-Karachi and Bombay. Experience was that it was eusier to carry the goods to
Karacki than to Nagpur.

Some 20,000 acres of land were under Punjab-American cotton last autumn where
practically none had been grown before. In this case, the proprietors of cotton ginning
factories some 100 miles away by rail purchased a large quantity of the cotton, one of them
having bought about 40 wagon loads. When Mr. Townsend visited the locality abouta fortnight
ago the cotton was still lying in the goods stitions and the merchant asked for his assistance in
securing its transport, complaining that his money was locked up and, while the cotton lay at the
stations, his ginning factories were unemployed. This merchant had refused to buy more cotton
during the recent sales. The North- Western Railway Traffic Manager was written to but was
unable to help owing to lack of coal, which in turn was ascribed to the shortage of railway
-transport facilities from the colliery.

Mr. Townsend said that the proprietor of a glass and flour mill factory at Ambala had told
him that for want of coal he has occasionally to shut down his factory for two or three days.

Mr. Townsend mentioned that serious damage is caused to goods,lying unprotected from
the weather, by rain, owing lo the lack of adequate covered accommodation at the railway
stations, especially on the ILahore-Karachi main line. Annbualiy in the winter rains foria,

LiEuT.-COL. IZAT, AGERT, BENGAL AND
and Vol. 1V, page 219.)

The extent to which traffic can be transhipped at j i
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as restricted at various perviods to from one-eighth to two-

a delicate grain, gets damaged by lying in the open yards.

In 1907 the heavy rains in May and June caught the congested accumulatior of wheat on
the colony stations and these were again rained upon in July and August. When it was
finally moved, owing to the stench becoming intolerable, many firms found that they had lost all
the bottom bagsand sometimes two rows of bags. A special staff had to be employed to clear the
stations of the rotten wheat, which was caked into the mud of the open goods yards and probably
a cholera epidemic was only narrowly avoided. -

Mr. Townsend said that he attached most importance at the present time to the lack of
proper storage accommodation on the line serving the Montgomery colony, where the railway

MESSRS. VERRIERES AND BILLSON, REPRESEN :
B ) SENTATIVES OF
PRroOVINCES. (Vol. IIL., paras. 5912, 5915 and 5920.)

Complaints are general ubout the blocks in iraffic.
of the blocking of traffic at the junctions between the m
Tlhe policy of the Railway Board appeared to be tha
broad gauge, although the companies were prepared to

facilities are not keeping pace with its development, with the consequence that goods are
damaged. The North-Weatern Railway Agent was anxious to help, but was hampered from
want of funds.

Mr. Townsend said that the prosent time traffic can only be got through by special appeals
and applications, instead of being accepted, as it should be, as a matter of course when offered.

THE GOVERNMENT OF THE UNITED

The main difficulty experienced is that
etre and _broud gauge litles. ed in the
u:all?:m tlme communications should be
lnetre gauge connections,
i MR. WATTS, MANAGER, BHUPESDRA FLOUR MILLS, BHATINDA. (Vol. IIL, paras. 5979 and 5986.)
During the past four years, through the inability of the North-Western Railway to handle
their goods, the Bhupendra Flour Mills had on an average lost six working days in a month.
This was largely due to the practice of the railway taking possession of coal sent to the mills
with the consequence that the mills frequently ran short of it. The mills had recently been
burned down, but just before that happened they were so short that they would have had to
shut down altogether. The position was generally so bad that he asks for compensation
to be made I'y actual replacement of the coal and not by paying a sum of maney.
e  Mr. Watts said that on the North-Western Railway booking is at present closed for certain
goods, inclading the classes of goods he turns out in his miils. ' . :
Bbatinda is capable of handling only one-third of the local traffic that offers there. From

Cawnpore EVIDENCKE TAKEN AT CAWNPORE.

Evidence, . [7R ESI 1 l PP I I & (3] V l l l I
A IT ’ ] {

In 1920 the average time taken in transport of b .

goods between Calcutt: Y
14-15 days, and betweren Bombay and Cawnpore about 24 daye. It “?ag‘lga:gde &,ut\l:&pc;li]e wag
in each specific case of delay some special reason might be adduced, the fact was that litt! toué
got through without encountering some special difficulty. & trailic

MR. SHAKESPEAR, MEMBER OF THE UPPER INDIA CHAMBER OF COMMEROE. (Vol IOII

paras. 5835 and 5836.) Fro
Mr. Shakespear observed that it was a common praclice for railways 1o sh Bhatinda his mills could only send two-thirds of what they are capable of producing. The mills

ance of goods, perhaps for 10 duys together, without even giving notice {: tl?esu};tlgown Recept- 4 ;,"?:ig‘ ut n;igglnf g:’.gggl mor':;;’:tntgﬁfg? e:;:l:ggisr?aon%?t they cor}‘ld degl with 100,9003 and this
being damaged owing 16 the fmabilty of tho railwars o anspart It Phe. seges e ber 4nd 7 By mad bom (s special wheat fioar), and though prices or thissrebigh i Bombay, aonld

, beengmuch hampere d by res trictions)ml bookings. 5 ansport it e sugar industry had ot take advantage of them as the railway could not carry the maximum 'Qnuntiffy they cotild’
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produce. Without further extension the mills could double the output—if there were greater
railway facilities more could be manufactured and thus the price to the poorer Hindu popalation
would be reduced.

LaLA MULK RaJ BHALLA, PUNJAB CO-OPERATIVE BANK. (Vol. ILL, paras, 6000 and 6001.)
Overcrowding is serious in all classes on the railway, excepting the first class. He had
. travelled, in one case, in a second-class compartment which was so crowded that he wanted to
leave it to change his ticket and get into the first class, but had been unable to get out owing to
the crush in the carriage.
Goods wagons are u_scd for passengers on many branches, quite apart from special conditions
of pressure due to pilgrimage fraflic.

SETH PRABHU DAvAL, MILLOWNER or MuLraN. (Vol. IIL, paras. 6010-13, and 6022.

The position is very serious as instanced by the fact that for the past month not a single
wagon load has been carried from any station in the Multan district and two or three other
districts. His factory at Gojra has had to close down ou account of shortage of coal.

A fortnight hence the cotton sowing season will commence, and at present the geed is lying
at stations waiting to go to its destination ; sometimes bags of seed rot while waiting for
transpors and become completely useless. ’

Mr. Scott, the Director of Industries, had recently induced the Agent of the North-Western
Railway to supply 200 wagons daily to take pressed cotton to Karachi, The North-Western
Railway would take it only to Karachi and not allow transport off its own line. It goes
ultimately from Karachi to Bombay by sea. As merchants make forward contracts they lose
heavily owing to their inability to deliver to time. : ,

The position is that, whether it is a mattsr of transporting seed to growers, cotton to presses,
coal to the factories or pressed cotton to the consumers, blocks constautly occur everywhere on
the railways.

As an example of the ill-effects of the uncertainty with regard to wagon supply the witness’s
factory at Gojra, which is now working, will be closed next week for want of trucks for coal or
wood fuel, as loading in several districts on the North-Western Railway is stopped—cotton
worth lakhs of rupees is lying in the factory compound,

MR. BOALTH, TRAFFIC MANAGER, NORTH-WESTERN RAILWAY. (Vol. 11, para. G014.)

For the last month there has Leen an absolute stoppage in the matter of carriage of goods,

and fr(llm the 20th January onwards the orders were to stop all booking, the coal situation being
eritical.

MR. ScoTT, DIRECTOR OF INDUSTRIES, PUNJAB. (Vol. IIL, paras. 6047, 6049 and 6030.)
The witness cited the following merely as examples :—

On the main line in the Lahore district speed was reduced to 25 miles an hour due to
bad sleepers.

Owing to bad track speed was resiricted to 5 miles : : ai ing
“ A " platferm from Lahors and Kasur side at Amritsar. es an hour for down trains entering
In Sabaranpur district the speed of trains was restricted to 10 miles an hour because of a
defect in the masonry of a bridge.
In Lyallpur district the speed ¢f all trains was restricted to 20 miles an hour, and the
running of heavy class engines on the section stopped, ’
With regard to tradic restrictions the public are at the mere
impossible for them to familiarise themgelves with all the details.
It is gnite rea_sonable to give preference to the movemens of foodstuffs ; it i8 not necesgarily
reagonable to restrict traflic in materials, upon which a man may be dependent for his livelihood
and without which he cannot purchase the foodstuffs for his use, e.g., if undue restrictions were
imposed on the carriage of cotton, factories would close down, resulting in a large force of labour
beiny thrown out of work and deprived of the means wherewith to buy their foou.

MR. BANFIELD, PUNJAB TRADES ASSOCIATION. (Vol. IIL, para. 6071,)

Referring to parcels eent by passenger train, he did not think that more than 1
the traffic from Howrah gets through to Lahore (1176 miles) in the 2} days 3 }f’gl cizfgl(if
reasonably be allowed for its transport by ordinary passenger trains. Normally it takes from
three to eight days. In many cases it takes much longer.

It had taken 31 days for 135 cases of whisky to be transported from Karachi to Lahore
about March 1920, .

Mr. HADOW, AGENT, AND OTHER REP‘RESENTATIVES OF THE NORTH-WESTE
(Vol. IIL, paras, 6131, 6180 and 6189.) RN RAILWAY.

Wagon shortage is due not to shortage of rolling-stock, but to the lack of facilities for
moving it. The North-Western Railway is badly off in the matter of station facilities : if he
had money he would use it to improve these. !

The railway reprzsentatives were invited to discuss the following no i
given by the Direcngr of Agrizulture to the Committee :— g note, which had been

“On 27th February 1921 I saw 40 camels taking unginned cotton from Chichawa.tni
to Montgomery, 25 miles, moving parallel with the railway to the Japan Company’s ginning
factory at Montgomery. )

“This was done as cotton could not be booked by rail,

“ They were being paid 7 annas per maund for this. It would be interesting to see
how this compares with railway freight for ihat distance. If in excess, it is waste which
gomebody must pay for—the railway there is working nothing like up to its maximum
capacity.” , . '

y of the railway staff, as it is
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Mr. Boalth said that the rail freight would have been about two annas a maund, and admitted
that unginned cotton had been refused owing to the difficulty of moving this kind of traflic on
account of shortage of coal. Mr. Hadow mentioned the railway is so deficient of facilities that
it could not move everything it would wish to carry. o

There had been great delay in doubling the line between Rohri and Kotri, a length of about
200 miles. The work was begun in 1913 and had been completed only a few months ago.
Equally serious delays had occurred in the strengthening of bridges, due to difficulty of
obtaining material. -

LALA KASHI RAM, SUTLEJ FLOUR MILLS, FEROZEPORE. (Vol. III,, paras. 6146 and 6149.)

The witness laid stress upon the overcrowding of passengers in the third-class carriages and
in women’s compartments.
His firm had suffered heavily from stoppage of bookings, sometimes for months together.
It would not help him to tell the purchaser of his goods that the railway to which he consigned
" them refused to carry them. He is bound to pay compensation, and yet has no claim against
the railway.

EVIDENCE TAKEN AT DELHI.

MR. COLLINS, DIRECTOR OF INDUSTRIES, BIHAR AND ORISSA. (Vol. IIL, paras. 6361, 6363 and

6378. : :
) The country in general, and Bihar and Orissa in particular, is suffering for lack of railways
and railway development. )
- . Asaresult of the lack of coal which has been brought about by the present unsatisfactory
railway transport conditions, oil seed crushing mills in Bihar and Orissa are in difficulties.
Some of them use wood and some even had to close down altogether. He had received a letter
from the management of a mill at Katihar complaining that they had been unable to get coal for
three weeks and had to stop work. He furnished the Committee with copy of a letter, said to
be typical of several others received, from which the following is an extract:— . . . in
* Bhagalpur last raing, I found that of four or five oil mills there, one was closed down and three
“ others were only being kept going by the use of wood as fuel.” o A .

He had lately heard that a copper smelting works and refinery at Rakha near Jamshedpur
had closed down for about a fortnight for the same reason.

No single concern is getting all the coal it would like, many do not get the minimum they
require, while all live in a constant state of apprehension of failure of sapplies. Mr. Collins
said that coal supply had always been bad, and though the situation varies from time to time
it is only a question of the relative degree of badness. v

If coal companies could be sure of wagon supply they would put in labour-saving devices
such as electric cutters and increase the output. :

Tre HON. S1R MANECKJEE DADABHOY, MEMBER OF THE COUNCIL OF. STATE. (Vol. III,
paras. 6496, 6497 and 6499.)

Delays up to six weeks or two months are not uncommon,

At the present moment large gquantities of manganese are awaiting shipment because they
cannot be moved to Bombay, the position being that there is plenty of manganese available,
plenty of shipping at the port, and a good market in the United Kingdom ; but the business is
hampered by the impossibility of getting v/agons to convey the material {rom the Central
Provinces to the port. 40 per cent. more manganese might be despatched but for the shortage
of railway facilities. '

REPRESENTATIVES OF THE MUNICIPALITY OF KARACHL (Vol. IIL, para. 6592.)
The inadequacy of funds for railway purposes in the past has been so obvious that the

answer to the enquiry on this point in the questionnaire was a foregone conclusion. Funds bave.

been inadequate all round, No railway extensions should be undertaken until open lines have
been put in order.

EVIDENCE TAKEN IN LONDON.

SIR JOHN HEWETT, LATE LIEUTENANT-GOVERNOR OF THE UNITED ProviINCES. (Vol. IL,
paras. 423 and 8441 ; see also note on page 266.) :

Sir John Hewett placed at the disposal of the Committee copy of a letter, dated the 13th July

1912, from the Government of the United Provinces to the Government of India, from which the
following extracts are quoted :—

« I am directed to address you regarding the congested state of traffic on railways which has caused,

and is continning to cause, immense loss to the agricaltural and trading communities in this province

and hae also seriously affected the administration of forests. _ ’
* » . » » »

. %2, From enquiries which have heen made it appears that the block first became noticeable in
December 1911, when all goods traffic passing from the Bengal and North-Western Railway vid
Angvarganj (Cawnpore) to the Bombay, Baroda and Central India Railway was stopped for four days.
In January 1912 dlso bookings by this route were much restricted, while the transfer of goods

- from the Bengal und North-Western Railway at Bara Banki for broad gauge lines was still more

hamgered. Owing to the accumulation of metre gauge wagons at that station, the contents of which
could not be taken over, the Bengal and North-Western Railway was compelled to suspend all
bookings on its line for Bara Banki from 11th January to 23rd January, and again from lst Febraary
to 14th February, and 18th Februarv to 7th March. ' c :

IR !
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« 3. From the statement made by the Presi i
. ! sident, Railway Board, i islati
g‘:}‘i’ﬁ’;’i’&rﬁe%ﬁ"l 3? 8.ch Mar_ch. 1919, it would agpear that the cauéég to}%etlt;eglslatxve Council of the
facilities at ports, the incapacity of various lines leading to the ports, and ; b.loclf are the want of
f,p rt 1"a ?,fa congestion in coz}l traffic and a special press of trafﬁi in the COl.nculence ofa large
of grain and fodder to the tract in Western India affected by faminec 1t connection with the supply

*
* * M
»

*On Ist March the quantity of grain lyin i

o r quantit) g at railway stati
i?ziali\tvi‘rz (i:s I;zat(szlhnggrlle bg;trx;lcjl (Goi)lda) amounted to 133‘73’925‘2“(:;:: l;):dghewll;q?gaé agd_North-Western
il hm'tx’dreds of bags of maizé (\)’xic}?'ha ({ rlljeteltlel ;']ilxil(fydég oftztpril the De’put;,1 Soufgigi;ﬁzl;ng; K“l;?:

. w P . 8 a station
35::1238{) ;rlge.l ix;;;a:i 21 ; lrl(])% :t?lgs nad rotted and could not be Il)i'?tt:g"n ;ﬁgns?‘(' to the weather since
himself saw considerable sccu {tu'nnt for human food. In March last t}11m"IAfa e musty, badly
Railway Company at Bareill 1:‘!71111.8 lllons of jagri at the goods station of the Reh_ileutenant-(}ovemor
Rajputana by the Jodhpur By;k ich had been lyiny there for a long time i (z g Xamaon
basbid Kashaan). Thils) ja.gri h:::ler line, but detained at Bareilly because Iiré endled for despatch to
was at one time some danger of fnplarly z.i“ been spoilt and become unfit fo cou'd not, be booked
only averted by a direct a;peal t§ X }?; :;Pifi ‘\szxly ;tllli hs(;upgly of }(lzoal for the largernfl?r?;cl:;}l)t\l&?t.ervgl ‘;{re
engines going. The collection of met T he8 Who wereable to spars suffici the
B B e 1boos has beon seriouslya%lafgi) :1?:((11 repairs has been much gelayedﬁlgiﬁ?ttltxg It(::geﬂil:

E » *

.

*The Lieutenant-Governor has mad
. . - e an enquiry
railway st 7 . P quiry as to theam .
the tu statements ]c'::);hie']s“gg a{]}(}‘ lﬁmg in bazars close to station(;unt'l?}f Produce awaiting despatch at
and by railways. They show th ltcthmre attached, showing the amount :;Eresult,s of this are shown in
at the weight of grain alyne at stations Olr)ll'(ﬁlu:edbty civil divisions
. : . 2 E R at date was 3,800,000
dAg:Otl;lzﬁg ;gctfht‘all ;?;tgﬁilnngf(;gntnﬁtlon rels(celved there has been som: .}ixlrlxlllylrhon maunds or 200,0b0 tons.
. I e weakness of th \ “1e. lmprovement, but thig i
E:g‘;,c c{ %" Tthm th“ ni)l dl(l’u:;’t be counteractod eb?(;rﬁz()gg‘sge;;e t}llas been a tend’ency to lﬁofs ,ﬁ;‘ﬁg
al Department on 11t uly that monsoo e ) s o
whole cou ] ’ . A 0n _condltxons have N
e 8:;)1 31311‘; w%ilgl t};?;tgsnt%;stu?? Is{t}ll exists is shown by a repgﬁ“é.-z’&ﬁeffed over practically the
maunds of grain, w , at Kalpi in the Jalaun district 173.3 e Commissioner, J hansi
of grain, were actually counted, chietly in the bazar ct 173,500 bags, each containing two’

“j, His Honour wishes to lay stre
o ] e 3 88 on the fact that in gpi
1 . N . . at ins sy s
f0 m' para. 3 the uaffic offering in the present year is a ¢ pite of the special circumstances referred
uture. alr guide to what may be expected in th
. . . ) : in the
“'The province has now (1912) )
) 2) recovered f h [
1907-8. Frest ; rom the effects o
kinds of pl'odulc:e1 lar'lk‘gt: c}:ll?l?v]z:f? n opened, and there is a greater dfanggﬁdtl;'ree pad seasons 1903-6 to
areas lying between our boundalr(')n in the submontane tracts is extend; ¥ qiho gxport of certain
given éooa seasons, the (lemandslgxsl atlllld th-e] Nepal hills. The Lieutenantl-l(%,ofspecxa“y in the large
G esens one, € ratiwiys are not likely to he less in futte;nor-a.mlc]p ates that,
. . . i re years than in the
“ [ am to draw special attention to th isti :
. : . ; e statistics of g
article were | : 5 ‘ oo D% BUL (TAW Sugar ] s of
bazars. The y}l)?c%b‘;fﬂ?; agi? r;‘:noll-lovli?,tp glme, while 188,00()(_1noreug8:1)<;1u&\iea,r 1y £3,000 maunds of this
attention of the G‘rovernmentp of lgd'he' condltion of the sugar indust Y is Saguging. the b on
difficulties of digposing of tt;e prndur«lzelzva:ns% o I;O%alt Governments. Inr);hl: Ge:’%‘g};ng t(il,& ot the
ic ng of the p : gr-at that cane wag » pur district the
o thecxpendeof g L i T s o Srted ) sl e
the propagation and distribﬁ;?(?no fa' ‘modern factory in that district angr:l o pnder consideration
railways are unable to provide tho o | Cumes. Dut such ];rojectso ei}tabh.ﬂh e e o
o e necessary facilities for export to Westerrxwllud'fall at the cntsot if
; ndia, which is the chief

26. The meaning, in daily experience
LT ¢ e, of such defects " .
is:rifgl;gn}:ﬁil ’\’I omluolietﬁloze iglly app}reqlated from a pex?:s?l (‘);?e:g’e exttendmg over &
Ist April 1921 Ther e trafhic restrictions in force on the princi ,als'ert‘tlemegt gty
APt trafﬁc o fin\;ﬁ}e sfcorgs of embm‘goes all over the ctﬁmt?l Wj?ys o the
recognise that some of thy 2 t}ler_n of loug standing. The C‘or'ﬁmit{’ eting o
inadequacy of railway e e restrictions enumerated exist for reasons ee}a, p.f‘ connie:
nadequacy of ralw: a?; : qtalpment, but the greater number, and the mo t?t 1er than the
stock—-the 1'25ult of i oly due to the absence or inadequacy of facili ot important, of
:  Test insufficiency of funds. We quote the f -acl ities and rolling-
specially noteworthy :~— ¢ following exampleb as being
Burma Railwdys.—There is a geueral sha : e
§ dem?h’dfs f)‘;r‘Wa‘gI::]r:,ls a geueral shortage of stock and consequent diﬁiclﬂty‘ in mééting
Eastlltg}u:x; BI{t:;_l'way.T-'l‘he acceplance of all, goods traffic was suspended e
121 to anﬁ (1)3 the Bengal and North-Western Railway v?d Mok from the 24th March.
arch 1911 to the Oudh and Rohilkhand Railway v:d Moggaf‘g;};iGhat, and from

Bengal-Nagpur Railway.—Capacity is i R _
y-—Capacity i8 inadequate in general, both as regards rolling-sock and

other facilities.

.
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vid the principal junctions,

—There are 11 specific restrictions in traffic,

d through traffic. .
— Tnwards traffic from the East Indian ; Bengal-Nagpur ; Bombay,
and Southern. Mahratta ; Nizam’s Gaaranteed State ; and

jonctions to from 600 to 30 wagons daily. Local traffic is

South Indian Railway.
affecting both local an
Great Indian Peninsula Railway.
Baroda and Central India ; Madras
other railways is restr;}cted at 19
150 severely restricted.
Bon:ll):;.sBarodxg and Central India Rai]way.-—-_l\.lum
such cauges as want of transhipment facilities ;

df wagons. .. e
ailway.— Tratfic v2d Kuchaman Road is limited to one-half of what could be

-
Jodhpur Bikaner R
aecepted were it not for the coal shortage.
—To accommodate the passenger traffic offering it would be necessary to

North-Westerp Railway.—10 acc € past
run four additional mail trains and 55 additional passenger trains on various sections. The

existing restrictions are due chiefly to a shortage of coaching stock,

27, Tt will be remarked that the evidence summarised in this chapter relates to
the railways of the north equally with those of the south, of the east as of the west;
that the tale of inability to cope with the traffic relates alike to lines managed through
companies and those directly administered by the State; and that many of the
complaints made date from long before the war period, though they have naturally
been intensified by the abnormal conditions of recent years.! Congestion at some
time or at some place is a commonplace of railway management in every part of the
globe.. But in India for years past it has recurred each season; it has now become
normal and will become permanent unless bold measures are taken tp deal with the

situation.

"1 T4 is fair to say that during the war the congestion has been heightened by the transfer of coal
traflic from water carriage to the railways. - In the pre-war year 1913-14 the freight ton mileage of goods
trafiic was approximately 15,623 millions. In 1918-19 the figure had risen to 22,140 millions, repre-
senting an increase of 42 per cent. For coal aloue the ton mileage increased during the same period
from 5,203 millions to 9,987 millions or by 92 per cent., and the carriage of coal monopolised prgetically
one-half of the broad gauge stock. This sudden and unexpected increase in the coal traffic was largely

due to the complete cessation of coastal shipping services.

erous restrictions are specifically ascribed to
insufficient locomotive power ; and paucity

Conditions
described
neither new
nor local.
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CHAPTER III.

Finaxce aNDp Fivaxcial CoNTROL.

28. The defects mentioned in the last chapter are due primarily to the failure of
Government to provide the railways with adequate funds for capital expenditute on
development aud extensions, and even for the essential operations of renewal and
repairs. 'They are the inevitable results of a paralysing system which has not been
adapted and developed to meet the requirements of what is essentially a commercial
enterprise of the first magnitude.

29. As to the r}ecessity for great financial reforms, the evidence placed before the
Committee is practically unanimous,

30. Witness after witness told us that the present financial methods need drastic
revision, and that the basis of the reform is the complete separation of the railway
budget, in respect both of capital and revenue, from the general budget of the
country. The Associated Chambers of Commerce of India and Ceylon expressed the

general opinion in the following resolution, which they passed at their annual
meeting held in Calcutta on the 24th and 25th January ].92{ :—1.L

“ That this Association is strongly of opinion that the present method of
financing the annual capital expenditure programme of railways in this country
and the general system of control exercised by Government over their adminis:
tration, are in urgent need of revision and reform. This Conference further
considers that, as an essential condition precedent to such reform, immediate steps
should be taken to render the railway administrations independent of the

ﬁfoylsmns’:)f the general budget and to secure for them a separate budget of
eir own.

. M., 2 . M . 3 . .
. 31. ‘.l his resolution 1_1ndel both its heads embodies conclusions at which we have
independently and unanimously arrived. To explain our reasons, it is necessary to
describe the system that has hitherto prevailed and the results to which it has led.

52 The financial methods of the Government of India are closely modelled on their
English prototype. The English Government, as is well known, does not present a
balance-sheet comparable to that of an ordinary business. The Budget is merely
what an accountant wopld call a cash statement. It is on the one side a summary of
the.actual money received, and, on the other side, of the actual money paid out
during the financial year. It takes no account of monies receivable on the one;
hand nor of accounts due on the other in respect of transactions closed within the
current year. [urther, the Budget appropriates to each Departinent of Government
a certain sum; and whatever portion of this appropriation is not spent within the
year automatically lapses, and the power of the Department to spend only arises
afresh when a new appropriation for the ensuing year is made. We need hardly
emphasise the difference between this system and the methods of 2 commercial
rompany, which takes stock of the position year hy year in its revenue account
and balance-sheet. A company treats its husiness as a continuously going concern
with a carefully thought out programme, both of revenne and capital expenditure
for years ahead, and with provisional financial arrangements calculated to cm'respond:

33. The total Budget receipts of the Indian Government for the ear ‘ust
closed, leaving out railways, were in round figures 180 crores! of I'HP}BYBS' Jthe
revenue receipts of the railways were Rs. 82 crores. In other words. the railwa
receipts were nearly half as large as all the other items of receipts in the Bud e};
put together. And while the receipts from ordinary taxation vary only slightl agnd
slowly from year to year—unless of course old taxes are reduced or aboliéhégd oxy: uew
taxes imposed, the effect of which is readily calculable in advance—railway receipts
vary abruptly from time to time in accordance with harvest results znd trapde
fluctuations. And alongside of the increase or decrease in tratlic which the grdhs
earnings connote, comes usually a smaller expansicn or contraction of wo;gking

' One hundred thousand rupees (written Rs. 1,00,000) = one lakh. Ten mj
Rs. 1,00,00,000) =100 lakhs =1 crore. The rupee par of exchange was till th
1 lakh equalled 6,666..; Rs. 1 crore equalled 666,000l. In 1919 the exchange valu
at one time as high as 2s 114, _At the time of writing it is about ls, 3id.
Budget the Indian Government is assuming the figure of 1s. 8d. )

Hion rupees (written
e war ls 4d., 7., Ra.
) e of the rupee ran u

or the purpose of this year's

.
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expenses. Consequently the railway net receipts, i.c., the money left after paying
working expenses, fluctuate from year to year. The following table shows the gross
receipts, working expenses, and net receipts of the Indian railways back to the year
before the war:—
Table showing Gross Receipts, Working Ixpenses and Net Receipts—sState Railways
(worked by the State and by Companies,.
Gross receipts.

Working expenses. Net receipts.

R1s. crores

Rs. crores Rs. crores

1913-14 - - 0632 2936 2€°96
1914-15 - - 5416 29-53 24°63
1915-16 - - 5726 2953 2773
1916-17 - - 62°95 29-97 32-908
1917-18 - - 68-92 3136 3756
1918-19 - - 76726 3708 29-18
1919-20 - -~ - 79°06 4552 3354
1920-21 (estimate) - 81-32 5422 27°10
192122 (estimate) - 87-06 58°70 : 28°36

34, Now, it is the prime duty of the Indian Chancellor of the Exchequer, the
Finance Member of Council, to balance his Budget. In times of bad harvests and
bad trade receipts fall off. The Finance Member is constrained to economise. He
eannot reduce the army or the civil services wholesale at short notice. Nor can he
refuse to pay railway wages or to provide currently consumable stores. He can and
does curtail his appropriation to railways for renewals and betterment works. And
he cuts down still more drastically expenditure ou new works and extensions, even
though they may be in process of execution. 'The Mackay Committee of 1907
considered that the Government should fix periodically a standard of annual capital
expenditure which at that time they thought might be taken as 12,500,000L. =
Rs. 1875 crores,' and they laid stress on the desirability of Governnient adopting &
steady annual rate of expenditure which they might regsonably hope to maintqm even
in times of difficulty. In practice the Government did not see their way either to
attain the modest standard recommended by the Committee, or to adhere over a
series of years to any uniform rate, as is seen from the following figures at which
the capital programmes from 1903-09 were fixed :—

Capital Capital Capital
Year. programme. - Year. programme. Year. programme.
‘ Rs. crores. - Rs. crores. - Rs. crores.
1908-09 - 15-00 1913-14 - 1800 1918-19 -  6-30
1909-10 - 15-00 1914-15 - 18-00 ° 1919-20 - 2655
1910-11 - 16°30 1915-16 - 12-00 1920-21 - 21-98

1911-12 - 14-25 1916-17 - 4+50 192122 - 17°82?
191213 - 1350 1917-18 - 5°40 |
35. It was of course inevitable that the outbreak of the war should lead to a stoppage

of railway development, but the failure to which we refer to carry into effect either

of the recommendations of the Mackay Committee is sufficiently obvious from the
figures prior to 1915-16. :

36. The effect of this policy of inadequate allotments, varying irregularly up and
Jdown from year to year, would. have been bad enough in any case. But it is made worse
when, as not infrequently happcns, the allotmeqt. is suddenly cut down during the
currency of the year to which it relates, and works in progress-are suspended, staff are
disbanded at a moment’s notice, and materials are left lying on the ground for an
indefinite period. An almost equally bad effect is produced when late on in the year,
the geheral financial position having unexpectedly improved, the Finance Member
with equal suddenness lifts ‘his hand ‘aqd thus encourages thp railways to spend
more freely. For then, in fear of the guillotine of “lapse” which must descend on
31g March, in. eager haste the railway officials start to spend, with inadequate staff
and hurriedly collected materials, the money unexpectedly thrust upon them.

! The evidence of Lord Inchcape before us in London is interesting in this connection :— i

4 What we would have liked to have done would have been to have spent not 12,500,000l —
‘Abrahams cut me down, you will vemember, he was the Financial Secretary here—we would like to
have hpent 20,000,0001. if we had had our way. I did nog like to press him too much, he was more,or
less responsible as Financial Secretary to the Secretary of State.”

2 Includes a sum of Rs. 2°82 crores to cover loss by exchange.
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37. A good instance of the unhusinesslike system of doling out funds for railway
capital purposes, as and when there is a little money o spare, is afforded by a letter
sent by the Railway Board to the Great Indian Peninsula Railway Company in
December 1920. It runs as follows :— ’

_ Lam divected to inform you that five lakhs have been allotted in the six months' estimates with
a view to making a commencement on the construction of the Warora-Pisgaon Railway from Majri
to Rajur. I am to request that you will make arrangements for construction to proceed as quickly
as possible with preliminaries up to the limit of this allotment. There is no expectation at present
of any money being available for this line in next year and work may have to be tem porarily
suspended.” : por
Our attention was drawn by the Company’'s Agent (sce Volume I11., para. 5298)
to the unreasonableness of thus granting money a few months hefore the end of the
year, when there was too little time to spend it advantageously ; and to the unwisdont
of proposing the commencement of a railway when the prospects of being able to
continue it were so uncertaln.‘

38. Another example on a larger scule is afforded Iy istory of
Itarsi-Nagpur Railway. This line is 238 miles in length'b%t tIl)lreese}::tS:Olgo Zgri(ﬁlﬁz
engineering difficulties; and its importance as a new ’001111ect}on l.fl.om north
to south is not disputed. Its construction was begun in 1903. Tt is not yet
completed. Apparently construction was about half finished in the six rears byefi)re
the war; even during the war it was not wholly suspended, and Lsinc'ze the” war it
has been taken up again. Tor the current year an allobment of Rs. 10 laléh'*‘ 8a
66,0001., has been m:_ade. We were given to understand that, if ever rtilin wen;’\v :lly
and allotmeqts pontmued to be made as at present the ]i’ne wouﬁl b & 1 ; 1:
through traffic in 1925 or 1926, 17 or 18 years after construction was (ﬁopene( 'l‘l(:e
total cost of the line will then be Rs. 4% crores out of which Rs, 31 c;-orege %::ﬁ be for

actual construction and Rs. 11 crorves for i ' i 1

1 Rs. 1} s for interest on the capital wh i i

. . : ’ !
the line was still under construction. b o lay idle while

39. We need not here enlarge further upon the practical effect whi 1
system of financial control has produced. The evidence which we h vo.
in Chapter II. is sufficient. We now proceed to describe in det
through which this control operates.

the present
have summarised
ail the mechanism

40. The administration of each railway, whether worked
Guaranteed Company, submits each year to the controlling
Board, two sets of statements. These overlap and are to go
the same printed documents, but can best be considered separ

by the State or Ly a
authority, the Railway
me extent combined in
ately.
41. First there is a statement relating both to * Programme ” (!
and “ Programme ” or “Special” Revenue Expenditure which {
?allwaly 18 requ’i‘lﬁ_d .toksubmit; to the Railway Board in or about
in each year. 18 1s known as the ““ July Forecast.” i isi inati
of the two programmes, and sets out the);mount the A;:axi: ?legfl?:; Stl(()n;xal COIIl]lbnmtt?il to
him for expenditure on renewals, betterments, additions and extensi aveda - 120
year commencing on the following st of April.” This statement t;lns o oo t'fe’
separately all works estimated to cost more than Rs. 25,000 (sayll 6501 )as o speciy
1,6501.).

42. Nominally, this “ Programme ” deals not ouly with the ensuing year, but with
the two years next following it. But the figures for the latter years are practicall
meaningless. The Agent has not attempted to make them acourate forti;ac kl(, Wz
that circumstances over which he has no control will entirely alter cc;nditio y b‘n? re
his fqrecast can p'ossubly take effect. This system of forecasting for three e; " %:ad
was introduced in 1904. It was in the direction of an improveme;lty el;,s- él tl
desirable. At that time people were sanguine enough to imagine g}lla?;n’ 1);

! Compare also the evidence of Mr. Nolan, Acting Agent, As: . A
the inadequate provisional allotment of Rs. 25 lakhs gt’o hgi's line ;;m cag?:ﬁa:xszg(ﬁ:‘{;eﬂmi referring to
that in consequence of this he had had to cancel many of lLis requisitions for stores and ;ln d921422, said
to his Board of Directors to tancel certain contracts if possible. One result wonld “betelgqmp hed
Rs. 43 lakhs worth of rolling-stock materials from England would lie idle for want of about: fist sone
for the cost of erection in India. (Para. 4569, Vol. IIT.) about Rs. 8 lakhs

Colonel Cameron, Agent of the Kastern Bengal Railway, gave similar evid . .
dependence tqn the gingral ﬂnaln({)ilal position of Government from year to e;(‘aa:n::ﬁsene observed that
money sometimes not being available when required and at other times being extrava; i
a rush to avoid a lapse. He told the Committee that at the time of his Evid‘eno:a;ﬁ?-?{v:: p:!::d:tda;n
amount of rolling-stock due for replacement, a number of engines had been ordered from home, but, gw n

Y

to the difficulty of findncing the payment for them he had siggested their being tranifers ih_
(Paras. 3885 and 3959, Vol. IIL) ~ ggested their being *mnﬂfemy¥agwhgr’ég

apital Expenditure
he Agent of each
the month of July

Railway Board ignores them ; and w

. clamorons, if a
8 embatrassment, -
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some continuity in Indian railway financial policy
That hope having been subsequently abandoned, the
though the figures still continue to be‘n'lserted in
are treated by Doth sides as negligible. The
e need not refer to them further.

amme of which the July I‘orecasts may be regarded as the first
edition deals with an expenditure a part of which is for renewals, a part for betterments,
and a part for additions and extensions. It is in th)e wain a programme of ca.p1tz?l
expenditure, but is, in fact, a programme 1in which Revenue and (Capital expepdltule
are closely associated. If 10 miles of 75 Ib, rail is taken up and replaced with new
75 1b. rail, the whole is obviously a charge on Revenue. If, on the other hand, when
the 75 1b. rails are taken up, they are replaced with new 901b. rails, the extra weight of

would be possible to secure
under the existing system.

second and third year forecasts,
order to comply with regulations,

43. The Progr

‘rail. héing an addition to the assets of the undertaking, is—from the strict accountant’s
" poini of view—a legitimate charge to Capital. If an engine or a carriage or a wagon

is replaced by a similar one, the whole cost is chargeable to Revenue. If a more
powerful engine, or a larger vehicle, is provided in substitution, the cost of the
extra tractive power, or the greater capacity, can he legitimately debited to Capital.

44. We now return to the history of the July Forecast as submitted by the Agent.
It by no means represents all the money which he thinks he ought to spend on his
railway in the coming year, though 1t will certainly represent a large}' sum than,
judging by previous experience, he has any hope of getting. The Agent’s demand is
kept down not only Dy his feeling that 1t 1s useless to ask for the unattqmable, but
also by his knowledge that, in default of a settled programme of uninterrupted
construction resting on secured finance, his power of spending is restricted to that
with which his existing engineering organisation can cope.

45. Shortly after sending in Lis Forecast in July each Agent follows it to Govern-
ment headquarters and discusses it with the Railway Board. In these discussions the
Railway Board arrives at a preliminary agreement with _each Agentas to the sums which
might reasonably be allotted to him for expenditure in the ensuing financial year on
(a) Capital Account (this includes the whole cost of new works, and such portion of
the cost of substitutions or replacements as represents betterments and additions) ;
and (b) Ievenue (Programme) Account (this includes so much of the cost of such
works of renewals and replacements as is chargeable to Revenue, but excludes all
revenue expenditure of the nature of wages, current working expenses and ordinary
day-to-day repairs).

16. The Railway Board, having before it all the Forecasts as a.mende.d———the
amendment is always in one direction, dewnwards—in these discussions, 15 now
in a positicn to add them up, and to place before the Iinance Department the
consolidated estimate of the railways’ Capital and (Programme) lRevenue requirements,
and to ascertain to what extent the Finance Member considers himself likely to be in
a position to supply the requisite funds in the ensuing year.'

* 47. The Railway Board, having found, let us say, that the Agents’ total demands
reach Rs. 30 crores for Capital and Rs. 11 crores for (Programine) Revenue
Expenditure ; having itself in discussion with the respective Agents reduced the
figure, to say, Rs. 28 crores and Rs. 10 crores respectively ; and being adv1s‘ed that the
Finance Department is not likely to find more than Rs. 20 crores for Cap3tal and
Rs. 8 crores for (Programme) Revenue Expenditure, again re-examines the Forecasts
and thereupon intimates to each Agent, about the month of August, the extent to
which it now hopes to be able to meet his requirgments, and instructs him to revise
his programme of works on this basis.”

1 We are describing the procedure now in force. The Railway Board informed us that the practice

sor to-1920-21 was to inform the Finance Department of the total demand by railways before details had
geén scrutinized, and subsequently to go through the programmes and reduce them to the limits

rescribed. : L
pm??’r{?\fi endeavoured to ascertain whether each Agent’s demands sevffered a pro rafa reduction, or
wh?her, on the other hand, priority was conceded as between one undertaking and another for the most
urg

20t works. We were told by well-informed-witnesses -that; if a community is more than usually
orons distriot is ea,silyy accessible from Delhi, or even if an Agent is more than usually

persussive, that community, district, or Agent tends to get an unfair share at the expense of the ethers.

The members of the Railway Board, on the other hand, were of opinion that, as in fact no project-ever

reaches the s of having a prospect of money forthcoming for it till it has been discussed and
re,discunsed ioﬁ}ong sewiesgof yle)a.rs,Pthey were in & _position_to decide with reasonable certainty as to
thé respective urgemeies of priority. In view of the Railway Board’s lack of machinery to keep them.in
touch with local conditions, a point with which we deal at length elsewhere, we think- their opinion errs
on the side of optimism.

Their
various
stages.
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48. A consolidated triennial railway programme of capital expenditure is at this
stage compiled by the Raihway Board, by combining the accepted portion of the pro-
gramme for new works with the Capital figures associated with the Programme
Revenue Kxpenditure. It is subniitted to the Secretary of State for his approval by
the Government of India under cover of a Despatch, sent by mail usually in November,
in which they explain the considerations which have influenced them in determining
the total amount, and in which they set out their proposals for tinancing the proposed
expenditure.

49. Subject to any special modification which the circumstances of the particular
year may necessitate, the programme is usually approved by hinm, and the figures in
it are thereafter in due course incorporated in the regular budget documents. As
soon as the Secretary of State’s cabled approval has been received, the Railway Board
communicates to each railway Agent the Provisional Grant, that is the sum which he
may expect to have placed at his disposal in the ensuing finaucial year. 1t will be
observed that this grant is provisional only; that it is made about four months before
the commencement of the financial year to which alone it applies; and that money
allotted for expenditure, as we have said, “lapses” at the end of the year for which
1t is granted. But important works, renewal of bridges, doubling or electrification of
lines, remodelling of stations, &c., cannot possibly be completed within the year; and
rolling stock, and especially locomotives, ordered in England, particularly where
ngwﬂemgns and w.orkmg drawings have to be got out, can hardly be delivered
within the same period.! ’

_50. Finally, in the last week of Marcl, a few days belore the new financial year
begins, the Capital Grant, also called the Final Allotment, for that year is definitely
made to each railway. 'T'he grant may or may not be the same as the prbvisional'
grant of the previous December. It may be expected to differ very substantially
from the prel_unmary verha]. agreement with the Railway Board in the autumn, and to
have even slighter connection with the Agent’s forecast of his actual requirements
made in the previous July.

51. We give in tabular form the various stages of the process in respect of the
Capital Grant for the year now cwrrent as well, for comparison, as for a pre-war
year. It should be premised that the Agents had been warned at an early stage
that the amount of capital available during the year 1921-22 was likely to be very
seriously restricted, and that therefore their demands as set forth in the July
Forecasts were already restricted to what each regarded as absolutely essential : - -

- Year 1913-14. Yeur 102122,

Amount asked for by railways in the fovecasts submitted in July 19 98[?;8 000 957 ORSO 000
of the previous year. 17CI0, 0,70,00,

Amount approved by the Railway Board, in August - . 19,98,38.000 95 00.00.000

Aniouns provisionully nocepted by the Finunce Depnrtment, in | 18,75,00,000 12,00,00,000

Budget Allotment (end March) - - . . ) 18,00.00.000 17 52.00.0008

52. On receipt of the final allotment each railwa inal i ‘
: S \ € y draws up the “ final issue ” of the
Budget estimate, showing in detail each work individually 1éosting over ilfes 25,000
. s

(say 1,650l.) and submits it to the Railway Board in the course of the following

month.

. 53. ('11'111;) I’l}'eliminary'I{evenue Estimates for the ensuin
submitted by the Agents till about November of each . A

: S year; they compri recasts
of the probable receipts from traffic under various ~heads an{l of pth?ae f‘i'lo?able
expenditure which will be necessary to earn them. Salaries P
stores, and day-to-day repairs are the main items of what are usually called
the “ordinary working expenses,” and to these is added the figure which,

as will be seen from the previous pages, has independently been accepted as the’

! In the case of expenditure iu Kngland there has g
indents,” in effect orders for goods which it is expected will not be delivered and be paid for until the

t for the s di rear has b ‘mi This svsk , e A
glrs:ir; taioll, ucceeding year has been deter m‘med. I'bis system we do not think it necessary to discuss
21t will be observed that in the figures for the emrent financial y

some railway agents had protested that it would be impossible for th

g financial year are not

and wages, consumable

rown up an elaborate system of *advance '

. o ear tl ; : dox :
greater than the amount at first provisionally approved by the Fina;we‘eDbel;)(igl":;g:%m Eﬁl?liii?rtz ’

em to carry on without more money. '
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probable  grant on account of “Special” Revenue Expenditure. This estimate,
dealing as it does mainly with figures of receipts and expenditure that necessarily
continne year after year, is normally accepted without much discussion by the
Railway Board. The combined revenue estimates of all the railways are then
forwarded to the Finance Department in December for inclusion in the Budget. On
the basis of the estimates thus submitted the final budget orders are issued at the
end of March annually. Kach railway administration lias thereupon to prepare and
submit detailed and volwuninous “ [istablishment and Authorisation olls”’ covering
the whole of the expenditure chargeable to revenue, in agreement with the grants thus
fixed for what has now become the current financial year. It has been made ground
of complaint that the Finance Department sometimes alters the revenue estimates when
submitted to it. The reply is, we think, adequate: that the officials of the Finance
Department, with their long experience, their access to past records aund to statistics
and information nbtiined from many quarters and in many ways, are able to make a
better estimate of future probabilities than any individuval railway Agent. We do not
think the existing practice in this matter, except that an unnecessary amount of detail
is required, is any hindrance to efficient railway management. After all, the Finance
Department only calls for revenue estimates such as would naturally be prepared for
the use of the governing body in any commercial concern.

54. Apart from the successive stages of discussion and estimating already indicated,
there are frequent revisions and reviews of the figures and estimates, which are
necessitated mainly by the inclusion of the railway figures in the general budget of
the country. The grants intimated to the railways at the end of March, that is just
before the commencement of the year to which they relate, are far from being * final ”’
except in name. Changes are frequent throughout the year; they are sometimes
necessitated by developments in the railway position which lead to increased demands
which could not have been foreseen, or to surrenders of funds which for one reason
or another it has proved impracticable to spend advantageously within the period
covered by the grant. DBut they are also occasioned by considerations of a quite
extrancous nature; grants may be cut down during the year because the Finance
Department has to meet increased demands from other departments, or they may be
increased unexpectedly at a late stage in the year because of some unforeseen
windfall.! ' -

55. The question of *lapse ” was fully discussed by the Mackay Committee in 1908,
They came to the conclusion that the objections taken to the system were largely due
to misconception. They pointed out that, if to a certain vailway there had been
allotted during a given financial year the sum of, say, Rs. 100 lakhs for improvements
and extensions, and of that sum only 80 lakhs had actually been spent, technically
the 20 lakhs would lapse. But they thought that the resources of the Government of
India at the opening of the new year would have lheen increased by this 20 lakhs
surplus from the preceding year, and that they would thus be able to allot to the
railway for the ensuing year 20 lakhs more than they otherwiss could have supplied.
The reply is obvious, not only in theory, but on the basis of actual experience: the
20 lakhs may be re-allotted to the same railway, or may be allotted to another railway,
or may not be allotted to railways at all.

56. 'The Mackay Committee accepted the system of lapse as unavoidable, summing
up the whole case in these words :—*The whole arrangement works back to the
“fundamental principle that the Government of India provides as much money in
“ each year as it possibly can, all things considered, for expenditure on railways,
“ and distributes that money in the way which it conceives to be most advantageous

“ for the country as a whole.”

57. If the matter were purely one of finance we should hesitate to disagree with

the opinion of so authoritative a Committee. But we would observe that the Mackay

Commijttee was appointed to report not on Indian Railways, but on Indian Railway
Finauce and Administration : and that it did not include among its members anyone
with experience of practical railway management. v

58. In the circumstances it is perhaps permissible to say that the Committee was
appointed to consider, and did in fact consider, not so much what form of financial

-administration was best adapted to the needs of a great commercial enterprise, as

1 We can hardly expect that this necessarily brief summary of an extraordinarily complicated

“systemy will be sufficient for readers who desire to understand it fully. A valuable and exhsustive
- statement, marked Statement No. 57, furnished to us by Major-General Sir Henry Freeland, Ageut of

the Bombay, Baroda and Central India Railway, and formerly a temporary member of the Railway
Board, will be found at page 197 in ¥ol. IV. '

9164 ) D

The system
of “lapse.”

Need for
radical
reform of
system.



26

how best raillway management couid he fitted into the rigid framework of the
existing financial system of the Government of India. We have said that we do not
believe that it is possible so to fit it. We do not think that the Indian railways can
be modernised, improved and enlarged, so as to give to ludia the service of which it
is in erying need at the moment, nor that the railways can yield to the Indian publie
the financial return which they are eutitled to expect from so valuable a property,
until the whole financial methods are radically reformed. And the essence of this
reform is contained in two things: (1) the complete separation of the Railway Budget
from the general Budget of the country, and its reconstruction in a form which frees
a great commercial business from the trammels of a system which assumes that the
concern goes out of business on each 3lst of March and recommences de novo on
the Ist of April; and (2) the emancipation of the railway management from the
control of the Finance Department. The primary function of any such Department
is to reduce to a minimum expenditure in order to keep at the minimum the eorre-
sponding taxation. Tts officials are not qualified either by training or experience
to judge the essentially commercial and technical question where and when the
circumstances of a railway nndertaking justify bold expenditure of large sums, having
regard not merely to the actual conditicns of the physical machine at the moment, but
to the prospects of development and the requirements of the future.

5). We think that the sentence which we have quoted above from the Report of the
Mackay Committee, to the effect that the (Jovernment of India provides all the money
1t can and distributes it in the manner which it conceives to he most advantageous, is
based on a misconception of the real position. It confuses two different things : the
functions of the Government as 2 Government, and the functions of the Government as
the owner of a great commercial undertaking. A Government as a Government
always has before it many objects for whicl it would gladly spend money were the
money available. No one will question that the expenditure of large sums on, for
instance, sanitation and education would he greatly to the benefit of the people of
India. Neither of these services are, however, dircetly remunerative. Their cost can
ouly be met by taxation. The question for the (lovernment is whether, especially
having regard to the attitude of the taxpayer, the object is so essential and so urgent
as to justify the imposition of new taxation. The rallways are in an entirely different
position. It is no question of new taxation, It is merely a question of allowing the
railway undertaking to finance its own requirements out of its own resources and at
its own time. There has been no need for many years past to call upon the
taxpayer to come to its assistance. On the contrary, year after year the railway
revenues have been applied for his relief. Since the beginning of the present
century the Finance Member has always budgeted for a considerable contribution
from the railway net revenues towards the general expenses of Government. Of
recent years that contribution has been quite large. In lis budget speech of March
last the Finance Member complained that for the current year the contribution would
be only lis. 4 crores, which he said would not be sufficient. This contribution, be
it observed, is made by the railways after they have paid their own working expenses,
full interest on all debt outstanding on their account, and the further sum of about

. Rs. 1 crore per annum in redemption of the principal.

60. To say, as the Mackay Report does, that the Government provides such
money as it possibly can is to confuse the issne. Had the Railway Budget been
separate from the general Budget when that Report was written, there would have
been no difficulty in providing all the money the railways needed on terms which
would have secured for them a handsome profit after payment of interest on the
loan. And its provision would have done nothing to check, would indeed have
doue much to promote, the growth of the ordinary revenue of the Government available
for such purposes as sanitation and education.! The Indian Government is now

! The folloyving extract is from a statement submitted to the Committee
official, Sir Reginald Craddock, now Lientenant-Governor of Burma 1

* During the decade preceding the war the various I

by a very experienced

mind they would have done very much better for the
railways and irvigation. Windfalls of this kind could best be utilised

which will add to the resources of the country, from which resources again improvements in education
and sanitation of a recurring nature can best be carried on. If you have a tract of country which is
thinly populated and poor, but which admits of great improvement by means of railways and irrigation,
you will have far greater success with your education aund sanitation if you first devote your resources to
the material improvement of the backward tract. To put it

t somewhat crudely, youmust 1] the stomachs
of the people, and then you will have much greater success in filling their minds,”

on works of capital construction,
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compelied—the further postponement ol expenditure being impossible—to pay as

high as 7 per cent. for money which before the war could have been had at or under
& A

4 per cent.

61. We have traced, from the point of view of the Agent entrosted with the
management of a great commercial undertaking, the system, and its annual progreﬁs
of steady diminuendo from the least sum that is commercially reasonable through the
various reductions made by the Ratlway Board and the Finance Department,
culminating now and theu in a crescendo of hasty spending to evade lapsgs. On the
face of it, 1t does not look businesslike. What it meaus in practice to' the public,
which railways exist to serve, has been seen in the particulars set forth in Chapter IL.
of this Report.

62, We cannot but feel that the authorities ultimately respousible for Indian
railway finance—how far that vesponsibility was located in W hitehall, and how far
in India, we caunot sny-.-lmve entirely fallre(l to appreciate the position of tl}e It}(illar‘lf
railways as a commercial undertaking. The owner of a factory, with a recor (] Ok
success behind it, who found his entire output reduced and sloweq down for ac
of a certain new machin.e costing, say, 10,000, and 1:efu§ed to buy this new m.achl.ne,
saying he could not raise more than 3,000L. to pay for it except at a rate of Imtemst:
to which he was unaccustomed, would ere long find himself in the Ban kruptey
Court. And his fellow business men would say he had deserved his fate. This
is in effect what has been happening in India f_rom a date lor}g before the war.
With this difference: the manufactuver only brings down a single factory. The
Indian case is that railway undertakings, in which a great capital has been invested
all over the country, have been held up for lack of the relatively small new investment
in new wachivery required year by year to make the whole of the plant eflicient
and economically productive. And there is another difference. 1f tl}e single factory
goes down, the customers can go elsewhere to fill their wants. The unfortm&ate
customers of the Indian railways bave nowhere else to go to. They merely suffer.
They are ceasing to suffer in silence.

63. How much the economic development of India has suffered, not from hesitation
to provide for the futare—no attempt has been made to do this—but from the utter
failure even to keep abreast of tl}e day-to-day requirements of the traffie actu?\lly in
sight and clamouring to be carried, it is unposgxble to say, Had the Government
thought fit to borrow money even at a rate considerably higher than the rate of net
return that the railways could earn on it, we believe it action would have been

abundantly justified.' But iu fact the Indian Government pever needed for many

ious to 1914 to face this position. A reference to the curve of net revenue
g?\?;i I;fle‘&?e} Agministration Repo?t on Railways in India will show that, though in
the earlier years the interest on railway capital had to be met .partly'out of taxau](l)n,
for the last 45 years the net earnings of the capital invested in Indian Railways a}i
never suik below 4 per cent. For the last 20 years it has only three times sun
below 5 per cent., and this result was attained though a substantial sum had Leen
charged against revenue for repayment of capital and in spite of the fact that'a n((])t
inconsiderable part of the total mileage had been built not on commerc)a‘l groun ?
but for strategic purposes. Now the average rate payable by the Govelpmenl;o o
India on this borrowed money is about 3% per cent. We are unable with t ei%e
figures before us to find any justification for the policy which has been persistently
pursued of starving the development of Indian Railways.

64. Evidence was given to us from various quarters tending to show the indirect
benefits to the economic development of the country—and this niust al_ways 1m%]y a
corresponding increase of taxable capacity—to be obtam‘ed from extension of 1"31 way
facilities. We have endeavoured to obtain from Land Settlement officers in different
parts of the country precise figures on this point, not, however, with much suc(;xﬁls.
When conditions change in the 20 or 30 years’ period between one settlement and the

e ! We give extracts from Lord Incheape's evidence before us on this point :—
1 forget what the rate of interest was 13 years ago, probably 3% or 4 per cent. _We advocated,
if T remember rightly, not to stick for 1 per cent. but to get the money and invest it in the railways.
. . We said, ‘ Get your money if you are going to pay another 1 or 1§ per cent. for your
- railways.’” ‘
’ . till hold to that view P—A. I am a little doubtful now that it has gone up to 74 or
8 ;gerQ':.ent:.Ym.1 s.l . (')If I had a railway, and wanted ﬂ:l’e money, and saw the trade there, I should
raise the fioney; even if I had to pay 73 or 8 per cent. -

Railway
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next, it is not easy to isolate a single cause and to say how much of the change is due
to that single cause. DBut we give here not only such statistical evidence as we have
been able to obtain, but also what is perhaps more valuable, the testimony of expertenced
officials.!

Settlement Commissioner and Director of Land IRecords, Bombay.

. In Bombay our land revenue was assessed almost before the railway was thought of, and it
was then assessed with reference to what was vaguely termed “ the profits of agriculture.” It
is difficult to analyse rental value into its elements. The openiny of new high roads, still
more of a new railway, brings the tract within the reach of markets from which it was before
separated by heavy cost of transit. This will also send up the rents and increase the number
of people willing to settle on the land, and enconrage themn to apply capital and enterprise to its
development. The following remarks apply to a few selected tracts :—

In Bijapur District the railway was opened in 1834, The district had suffered terribly from
famine in 1876-77, so much so that it was almost depopulated, and not enough people were left to
recommence cultivation in 1877-78,  Abut 1881 several talukas? were resettled, just before the
railway was opened, though in the settlement proposals the fact that the railway would be there
was taken into account. For instance in Bagalkot, though its settlement wasrevised just after the
big famine, the revenue increased 27-) per cent, and in the settlement of 1914, 30 years alter
the opening of the railway, a further increase of over 23 per cent, was sanctioned. In the
similar case of Badami, the assessment was increased by 1) per cent. in 1884, and again by 10 per
cent. in 1915. On the other hand—taking talukas which are not affected by the railway—Sindgi,
adjoining Bijapur, was first settled in 1874-7¢ just before the famine, it was revised in 1907 and
found to be still very poor, and no increase was recommended. Similarly, the assessment of
Muddebihal,another taluka without a railway, was revised after 30 yeurs in 1908, and no increase
was found possible.

In the Dharwar Distriet the railway was opened through Gadag taluka in 1884, and 22 years
later the assessment was revised. In the case of villages near the railway there was an
increase of from 24-6 to 27-8 per cent. 'The R)n and Karajgi talukas were also affected by the
Madras and Southern Mahratta Railway. In Ron the assessment was revised 22 years after
the railway was opened, and an increass of 308 per cent. was obtained. In Karajgi the increase
after 33 years was only 183 per cent., but in this case a substantial part of the taluka lies a very
long way from the railway. In the Hangal and Kod talukas only those groups fairly near the
railways were enhanced.

There are, of course, instances in which tracts quite unaffected by a railway have been
substantially enhanced, but there is no doubt that as a broad principle the advent of a railway
is universally admitted to jastify substantial increases in the rental value.

J Mr. Lloyd-Jones, dgent, HE.H. the Nizam's Gnarauteed State Railway.

The total revenne of the Hyderabad State has increased from 3} crores in 1899 to 6} crores.
to-day. It is estimated that the indirect benefits aceruing from the railway accounts for over
1 crore of rupees per annum. During the same period the gross earnings of the railway hag
increased by 98 lakhs, approximately the same figure as the estimated indirect benefit of the
railway to the State. In one particalar district —Nanded-—the land revenue has increased
from 154 lakhs in 1900 to 19} lakhs to-day ; this figure including only land revenue, not
excise and customs. The earnings of the railway stations serving this district have increased
in the same period by 9 lakhs. In addition to the land revenue of this area it is estimated
that the Customs and Execigse have certainly doubled in the same period. It appears from these
figures that the increase of Government revenue resulting from the railway is roughly equal in
amount to the increase in the gross earnings of the railways.

M. Townsend, Director of Agriculture, Punjab,

Tahsils? are reassessed to land revenue every 20 or 30 years,

Number of Increase of land revenue at
tahsils. last readjustment. Extension of railways.
9 - 10 per cent, or less - - - No extension of railways between assess-
ments,

18 - 10 per cent. and less than 20 per cert. In ) extensions, in 13 no extensions.

29 - 20 per cent. and less than 30 per cent. In 10 extensions, in 19 nu extensions.

22 - 30 per cent. and less than 40 per cent. In 9 extensions, in 13 no extensions.
3 - 40 per cent. to 50 per cent. - - In 1 extension, in 2 no extensions.

2)  -- Over 50 per cent. - - - 21 extensions, 1 no extension.

The tahsils which show increases in assessment of over 30 per cent. are generally those in
which canal irrigation on a considerable scale bad been extended in the interval. In itself this
is a more important factor in deciding what assessment land can pay than is improvement
in railway facilities. But the latter comes high on the list of these factors.

So fuar as these figures go, they certainly show that improved communications send vp prices,
thus causging the agriculturist to get a better price for his produce and to pay a héavier asgess
ment to Government, This is indeed a commonplace of revenue administration and reassessment
in the Punjab. -

Sir Reginald Craddock, K.C 8.1, 1.C.8., Lieutenant-Governor of Burma.
The railways of India have conferred an immense benefit upon the people and have proved
a very valuable asset to the State. The actual return which they have given in direct earnings

upon the capital invested has been a very small part of the benefits enjoyed by the country as
reflected in the revenue retnrns.

! Statements bearing specially on this point will be fuund at pages 345 et seq. of Vol. IV,
3 Talukas and tahsilg are both sub.areas of a district.
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i 3 ry si ailways were
has only to look at the expansion of the revenues of the country since rai

consg‘{;gted, and§to imagine what would have happened if they had not been constructed, to
realn;al t:z;:l.ier days Government was somewhat bolder than it is now in these matters, and there
are many important lines in India which might never have been constructed if the test had been
the immediate net earnings of the project undertaken.
Khan Bahadur Adarji Mancherji Dalal, President, District Local Board, Broach.

The Broach-Jambusar Railway, which was built some six or seven years ago, after nearly
40 years of pressure for its construction. resulted in a great improvement of land revenue, and
trade has become much more prosperous in that part of the country through which it passes,

‘hile famine conditions are rarer. .
“hll'i‘l{é;n}l?:ro \ch-Jambusar Railway was opened in 1013-14 and it taps the talukas of Jambusar,
Wagra and part of Broach. . .
Amoﬂ,l allbdepartrrllents a noticeable and healthy advancement is made, such as income tax,
xci tamps, land revenue, an: area un.ler cultivation. ) ) o

exc“i?l, S‘egal}d to relieving distress during famines and scarcity years, comparatlvp statistics are
not available, but as I have been associated with campaigns of relief measures since 15.5'{7—78 |
can emphatically say that had this railway not been built the severe famlqe condn:nons of
1918-19 would have resulted in appalling mortality of cattle and human beings which was
\\;hul]yl absent—Dbecause of the facilities for transporting grass and fodder for cattle and food for
human beings in this tract.

i i sani i i : ilable, but
ard to vital statistics and sanitary improvement, rehal_)l_e.data are not available,
the iglp:':)% ement in the economic conditions of the peopie by facilities for quick locomotion has
taught the people tu avail themselves of medical relief.

The Agent of the Assam-Bengal Railway. . .
An examination of the graphs (not reproduced) for Chittagong, Noakhali and Tipera
Qistricts, which are the most important of those through which the railway passes, indicates a
distinct rise in the revenue curve following the opening of the railway. In the case of the
Sylhet and Cachar districts this rise is particularly noticeable and also in that of the Sibsagar
district. .
Survey and Settlement Department, Government of the Central Provinces.
A rise in tbe prices of agricaltural produce, as a matter of conrse, always follows the
opening up of a district by rail.
Mr. D. M. Stewart, Deputy Commissioner, Gorakhpur District, United Provinces.
 Teons i ‘ v i truction can
ider that a suitable standard of the benefit conferred by the railway cons .
be ogtgiﬁfd gv a comparison of the rate of enhancement of revenue in the Northern as compared
with the Southern and (lentral tahsils, Now, in the case of these latter, while the rate of
enhancement is somewhat under 40 per cent., in the case of the Northern tahsil the final enhance-
ment of revenue is close on 70 per cent, The difference between the enhancement actually made
in the Northern tahsil and that which would have been obtained on the same scale as in the
ther two tahsils is no less than Rs. 130,000, and when other infiuences are eliminated it would
; ear that one would be justified in saying that the introduction of railway communications
ixll)tI:) the neighbourhood of this tract had certainly resulted in an enhancement of the Government
revenue in this tahsil by not less than one lakh of rupees.

Sir T. R. Wynne, Managing Director of the Bengal-Nagpur Railway Company, and late President of the

Railway Board. o ot - s in

| revenues are largely increased by the indirect results of constructing raillway

Indigeng‘?r ir;astance, railway construction increases the sale of salt, which brings in revenue to
the I;nperial budget ; it increases imports on which the Customs revenue benefits ; _and it
increases land revenue. As an instance, before the Bengal-Nagpur. Railway was built the
Sambalpur district was a land-locked area, where rice and other grain could be had for_t.he
ﬁking as there was no means of export. Knowing thatthe railway was l?emg made the authorities
felt juétiﬁed in raising the land assessment very considerably, and this was done to the extent,
in some cases, of 300 per cent.

Sir John Hewett, late Lieutenant- Governor of the United Provinces.

ir . Hewett expregsed the opinion that the introduction of a railway into a district must
inevist:i)lj; lt?;lnd to an incI:'ease and a growth of land revenue. He agrqed with the view of Sir
Reginald Craddock, that instead of trying to take rdvenue from the railways for the purposi?s
of sanitation and education it sbould be used to build up the railways, thus leading iﬁ) tlg
production of a much larzer revenue that f:ould be so applied. He hqld phat the country shou
be developed so as 1o he able to bear taxation for purposes such as sanitation.

65. We are aware that those responsible for Indian finance are impressed with the

i rrowing must be restricted lest the rate of interest be advanced, and the
ig‘:gitthgft tl]);:a Govergnment of India be thereby impaired. Speaking with all modesty
on a matter on which the bulk of the Committee have no expert knowledge, wg arﬁ
unable to agree. So long as the _solvency of the borrower remains unquestioned, tix
experience shows shat the rate of interest the borrower has to pay depends not on the
amount of his borrowing, but on the market value of money at the date of the 1(8121).9i
First-class English railway debentures are quoted to-day at, roughly, two-thirds o
their pre-war price. The companies have not borrowed in the interval ; the security
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railway compaunies were raising money in the same m
about 11,000,000L. per
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so humble a position had the railw
has constantly restricted the r

and it is not nnder the British Flag.

Capital expenditure and Revenue

out of Revenue.

68. This has not been the
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Borrowings in. London by Railway Companies and (fove

Arvgentina, Australasia. Canada.
Year. T : \
| Railways. | (’:1:::;.' Total. (’;:?::‘ Railways. G;Lzl:‘" Total.
i
£ £ £ £ I L

1900 925,100 Nil 925,100 | 4,076,000 | 1,380,000 .  Nit 1,380,000
1901 | 4,465,000 .  Nil 4,465,000 | 11,146,400 | 1,152,600 432,500 1,586,100
1902 | 3,166,200 .  Nil 3,166,200 | 7,146,300 255,500 1 336,000 591,500
1903 732,500 - 8,683,800 | 4,416,300 | 1,901,200 4,065,600 .  Nil 4,085,600
1904 | 333L,200 Nil 8,331,200 | 3,850,000 | 4,086,500 ' 611,000 4,897,800
1905 | 11,896,600 ' Nil 11,896,600 | 3,341,000 | 11,519,400 | 374,900 11,894,800
1906 | 10,585,200 Nil 10,585,200 1 1,990,000 | 6,923500 . 1,182,000 8,105,500
1907 | 9,802,700 : 2,515,500 | 12,318,200 | 1,658,700 }- 1,726,100 | 1,600,000 ] 3,226,100
1908 | 13,257,100 Nil 13,257,100 | 2,667,000 | 13,355,500 | 5,934.900 | 19,290,400
1900 | 11,948,000 3,532,900 | 15,480,900 | 9517400 | 8,060,500 | 9,892,900 | 17,953,400
1910 | 12,240,000 2,232,600 | 14,472,600 | 10,029,600 6,420,900 | 11,755,000 | 18,180,900
1811 | 10,025,000 |  Nil 10,025,000 | 1,950,000 | 19,608,300 505,000 | 20,113,300
1912 | 9226700/  Nil 9,226,700 | 10,541,100 | 7,971,600 970,000 | 8,941,600
1913 | 6,077,500 | 1,324,900 | 7,402,400 13,010,200 | 9,491,000 | 7,893,800 | 17,384,600
1914 | 8,903,500 ’ Nil 8,903,500 | 16,980,500 | 18,502,600 | 15,199,600 | 88,703,200

(The figures show the actual mon
repay maturing obligations are excluded).

H

equirements ; there are
wagons, whose rightful

raments,

give the following table of the
wing the issue

of the Mackay

The corresponding

ey raised, not the nominal

India.
Reilways, | @0vern- Total.
ment. .
I
£ £ £
8,287,000 | 5,357,000 | 8,594,000
3,021,800 971,600 | 8,998,800
2,670,000 | 1,018,700 | 8,588,700
~80,000 —20,100 | =100,100
2,408,700 | 892,800 : 8,296,500
1,401,200 | 11,188,100 | 12,689,800
—303,000 | 1,802,600 | 1,580,600
2,240,700 | 8,518,800 | 10,769,000
5,238,600 | 10,885,600 | 15,574,200
2,404,900 | 9,069,600 | 11,474,500
44,300 | 4,200,800 | 4,245,100
~40,000 | 1,855,100 | 1,815,100
495,000 | 2:248.900 | 2,748,900
4,552,800 | - 500,000 | 4,052,800
3,882,600 10,382,600

6,500,000

For the 15 years the respective averages of the three countries are ;—
Argentina -
Australasia -

Canada

«

" For India the corresponding average figuve is £6,303,233.

-

amount of the isgne,

£

ittt

Issues madsé to

- »8,658,133
6,713,603
- 11,407,486
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is long -past.  Their cost has not been written off.! They stand
g fo%rerliewgtl {cilio?)?ic?ivriilmﬁgure. The Government has formed no replacement
o the, OOItSis not now T)hysicallv possible within a short period of one or two years
reserwle. e all the plant of which the economic life is exhausted. If it were possﬂ?le,
it wor lal“]} o a bur?]en upon cwrrent revenue too heavy to be borne without upsetting
tho mor )le ailway finance. The position due to the unwise methods of the past must
the Tl?lrma rl raglrually. It will never be redressed under the present system of
b resiit a%ld annual grants and lapses, but only when commercial accounting
pro%ra;nl}  introduced in the management of a commeércial undertaking. |
met ggsf;e our judgment, a financial system which produces these results stands
self—co.n'demned. \Vz are far from desiring to suggest that blamle da'tt-a((;}&;es l;:n (iolilg
distinguished men who have held office for years past both at the India ( t:e and in

bition of Finance Member of Council or to the able ar}d conscientious o
v P}?S erved themw. From one point of view at least their financial management
Who] aV{e "Scribed as meritorious. Throughout history the capital which has been pl'lt
it )eh( e; lian railways has been raised by entirely honest and straightforward
mtol 1:de Ifl(fi(n'mce. The booked capital outlay of these railways, so far as we are
:\l\?;r]g ls'egl'esex;ts nothing but sovereign? and rupees alctualllly gn}f, mtt(g)r i’z’he \%zoggll lt]))ft
, ’ ; found any trace of what is commonly called “ water. _
:y}?eﬁ;aé‘;earll\(\)r“o}’lcig great rail\};'ay system, .with_ so long a history behind ltrﬁtf}z? fgollllslefl_‘
; the ICast India Railway, has just issued its one hundred anc ! 11e ]

O t—could say as much. TFurther, on the whole such capital as has been
years rde%or been economically spent. After making all allowances for low cost of
prm_ndel ba'sr for the generally easy nature of the country, an(.l for the under_ eqmp(i
In(;lri‘;;u:)f ath(()auli’nes on the one hanci, and for the high clost Oif unporti}(}_nia:(flm::]:pa;;; ]
h : ’ rery expensive bridge work on the other, we think the |
the loae 'c;;ng?ntth: fI‘n(?dri)z’u‘: }')ailways mus% be regarded as very moderate. Dut t}}e
ST hich we lay stress outweigh the merits, and in our ]udg}nent they .mei
faultﬁ On'Wthe existing financial system. Railway management is a hlghly technica
mhe.nenf lnIt should be placed in the hands of those who undeystand it. It ha;
]b'ltfim?ribéomm;m with the raising of taxation on the one hand or with the control o
tile 2Xpenditure of ordinary Public Departments on the other.

70. The Great War is an explanation, if not an excuse, for 1}1anyhpracuceihw1§’<;1;
would defend under normal circamstances. We cannot think that even ?

s O];f? e t to explain the treatment of Indian railway revenue in the last few years.
lTsilslll q?lliig recently India produced hardly any {)f tthethsppphes tgifl th;gl trsaﬂ:;a;{ss

i 1 irriages, wagons, or at least their compo 'ts, s,
rgqu]q. rvLv?f?)?*i?otf):?géecztf'gﬁ{giszﬂl“ were ’imported from Europe. Even now India
S'Igl:ia s cly a ,very small part of what she needs. At an early stage of the war it
bec uce?l'(;"ﬁ('}l:lt to obtain from Furope the customary supplies. lLater on it becamle
e lllr i;n ossible. The inevitable result was that maintenance and renewai
'gﬁCtsl:goixsly E)nto arrears from 1914 to 1918, as is _show.n by the percentage o
expenditure on programme revenue works to gross earnings :—

- - - 61 per cent. 1916-17 - - 3°3 per cent.
ig}i%g - - 57 P , 1917-18 : ?1 ”
1915"‘16 - - 4 6 9 1918—19 - - 3 4 ”»

{Evidence of the Accountant-General, Railways, Vol. I11, para. 6512.)

1 the expenditure was only postponed, and had to be faced later

7&11 gﬁitloali?;ycommergial concern would, as a matter of course, have cayrlled the

mo so underspent to a reserve for renewals, to be spent when the inaterials were

i vailable. The independent railway companies did this. Not so the State.

?ﬁlam ane was treated as part of the ordinary revenue of the Government in the year

l elil'loh it};,vvaé not spent, with the result that thé net profits of the State railways are

chown i the official returns as having risen steadily from 454 per cent. in 1914 to

SI}(())";H 1:1 cmit in 1918-19. The apparent gain was not real. Had there begn a

ge araIA)t% railw.ay budget the money underspent would have. beel(l1 earmarke% 1:;1;:2
ad“)lanced to the Government for general purposes. It was indeed announce

' time that a reserve was being made, or would be made. The end of the war has

me, and the money is not there; other liabilities had heen too strong for the
come, 0

iti dian Peninsula, was
Y h sition of one guaranteed company, the Great In an 1 .

r A full smwﬁ?ﬁ asrz(; fluigzl in para. 560§ in Volume III., show that the policy of undue Boslt-
furnishod to us 10 rexiuwal:a which in fact has meant taking as net revenue money that ihqulfi proper’ 3;
gonen;)z:i (;fel:t‘;?ln;,s working :sxpenées, is of long standing and not merely the result of the exigencies o

ave

the war period. .
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Government of India and so the reserve fund vanished
urgent neec} of repair, and funds to put it l'ightt oy
at present is this: maintenance is lamontal.)ly in
all kinds 1s far above pre-war level. 1eres 1

. The railway machine is in
are not forthcoming. The position
ontabl arvears.  The cost of materials of
ages likewise have advanced steeply.
7112 le:duiu railway rates and fares have alw
actually the lowest, in the world. [}

- - Lhey have only heen adv } i
actually the, loweost » ‘ . ¥y been advanced in the last few
inér;qsgzisslézgﬁgu;s C(\){;l‘]t)ared “}th the rest of the world, A general and sub;tantial

ase Is - Witnesses from all parts of Indj “ isi
: arts of India have agreed in r g

e 5 dr ! 4 have agreed in recognisin
at and fares should be increased, and saying that they wil : % ¥
the increases, provided a reasonably efficient setvicn is o ey, will be ready to piﬁ.‘
! ; . _ nt service is given in return. O [ the

most important railway companies appli N o to the T e

aliway 1es applied many n s ag i "
app many months ago to the Railway Board for

permission to increase its rates bey i [t t
. : A ond the ax ) itherte i
with a refusal. maxmmum  hith >rto authorised. met

ays been among the lowest, il not

73. In March the Finance Min
Assembly at Delhi, showing on the 1
19 crores. He pointed ont that the

;:itfer [prlesented his budget to the Legislative
St'sto ”t_ie then existing taxation a deficit ol over
and all interest ol sinking fand ohe ate mvl ways, after deh-aying working expenses

rarges, would only contribute towards the genera

expenses of the Government 4 croy i
_ - rores as against ne: . i ... ] i
was not sufficient. To increase railway 1'atbe ol o erores in 1918-10. This

was urgent. As to the urgency we agree &‘I;"::’l?:lm,l;etsmd’ tal;e thpe, and the 'mattil"
7 12 . ) E s R B 16 states Tl B
to readjust the various rates ir nent that ““ it is not possible
! m , '
 next financial year ” only 4 elt']fllile en(‘)tlgh to give us the money we needl dl\}'ing the
was given. The feat has certI;' ] n(l‘.)tmy, aud in our opinion an inadequate, reason
almost _every other country in t}lln " eleil a({:%omphshed during or since the war in
’ ) vy € worlc Te accordj - ‘ .
the railway rates—t oce N ceordingly proposed rease
olace 0 tlie ri;(;?\sv aytshe‘uﬁioxcvtlf'd? o'ft which would .natun{)ll;’ hgve 8,'01111(:: ltl(l) tllrllg ﬂ‘I‘St
‘ ) & ich, at a time when t)
railways the many millions diver . - the general revenue owes to the
beenl i'{etained fo);' Illllliksll? (i)ll\llel ted fxoll)n them during the war sh(ml:l I((:m-(t).;i;bliyuhave
. alivd rposes—but to incre: : R
railwav goods tr ) ease the small e ‘taxes on
eqtima{eﬁ t(()l"una{lixic; W hlfilh had heen introduced cnly as a war nxe'?s:?xt}n% Su‘l taxc\{stent
t(; produce nz)t f?) r“ ﬂfél :'a?l average to 12} per cent. of the freigh; oul i’heo ‘3:)(]: and
e ot ot fox of Rs.l :')Wla)ci;) Il‘;u‘t fo'i‘ the general expenditure of the c%untr’y. an
been considerably modified thes'r eSUII;eOFl‘(])posed. surtaxes have, we understand,
Indian Upper House); T tiscussion in the ('ounci State (the
ol tPP e e); but they still remain as surtaxes, and iy our | 1101.1 of State (
tran atever e amount, is bad in principle. Al sconoms éu e on ¢
ransport are iral oL T Conomists o ¢ coy Ol
trans Ss obje(; Sgnm;ges'uable. method ol raising revenue. There i:}ﬂ'”?tfh",t‘ta‘\le? ory
railway charges whickllm’posmg A surtax on railway receipts iu‘ét(("ull“ ;'elil;lcli'(e'nsih:g'
the CSmPanies which (ﬁv%ecu.hflr to 1?(1‘“““““1 it is unfair to the‘ sllglle]mlde‘rs of
been Taised the Govemm;n: profits with the Government, Had the (i'alil\vu' rates
panics. about nito-tonthe o hwould.h.ave taken, in the case of the Guarant ii Com-
D e <’)btained A the0 the addltlonz}] net revenue. But the éh;réhgildgfs would
As it is. the Go y are unquestionably entitled to ¢ i
8 it is, the Government takes the whole 0, the remaining tentd.
HX W };a now proceed to discuss t
out. t the outset w i : : .
should be inde élgd;‘ni wish to dls.clalm_ any idea that the rajlwa -ranisation
uestion. The Fnd’ ’G e mperium m tmperio. Thig is ‘ 'ty Olgan? the
g] estion. L themmnButovtel»]I:nmgnt owns the railways: the Ir?dullas g}utvex?nment
trol . that 15 no reason why the 0
form which is found suitable control should take the

. A : o respect of other -
What we propose is in outline that the railways should d}fgj;t:m;t;arzfe tll)lﬁdgsgf tgf

their own and assume the r ibiliti
t _ ] esponsibilities for ‘ni g and expend owl
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subject to the general control of Government, once it has met its liability to its
creditors, should itself regulate the disposal of the balance, and should be free to
devote it to new capital purposes (whether directly or as security for new debt
incurred) or to reserves or to dissipate it in the form either of reduction of rates or
improvement of services. ‘

75.. We have expressed our own view that the only payment by the railways to
the general Exchequer should he the interest at a fixed rate on the capital advanced.
But we desire to point out that this is not necessarily involved in the separation of the
railway budget. It would be possible, however undesirable, for the (Government to
impose a surtax ou railway traffic such as is now in force, or even to call upon the
railways for an emergency contribution to the necessities of the State. Neither
method would involve interference by the Finance Department with the Railway
Department’s control of its own internal linance. :

76. Naturally, the steps taken to raise new capital and in general the large
questions of policy must continue to be coutrolied by the Government, 1., by the
Viceroy's Council and the lLegislative Assembly, and in the last resort by the
Secretary of State and the House of Commons. But there must be a Member in
charge of railways, taking part in the Council deliberations, and able to discuss
with his fellow Members railway questions equally where they concern finance as where
they are management questions proper. U nder the new constitution the Budget is to
he voted by the Legislative Assembly. This right must, of course, be preserved. But
there -is no-reason why the Railway Budget should not be submitted by the Railway
Member as an annex to the general Budget instead of by the Finance Member himself.
Even in England, though departmental estimates have to be approved by the Treasury,
and the Treasury control over them is undoubted, the estimates for the War Depart-

ment are submitted 1o Parliament, not by the Chancellor of the Exchequer, but by -

the Secretary of State for War.

77. Though the Mackay Committee did not allude to the fact, the question of
the separation of the railway finance from the general finances of India was discussed
as long ago as 1899, during the Viceroyalty of Lord Curzon. Colonel Gardiner, then
in charge of the Public Works Department, to which at that time the railways were
attached, proposed in a Minute dated the 16th October 1899 and forwarded to
the Secretary of State on the 29th March in the following year :—

¢ that the financing of the Public Works Department should be a distinct
branch of the Imperial finance, that the capital borrowed for it should be
earmarked, and that the amount to be raised should be regulated on a
commercial basis depending (subject to the general condition of the possible
effect on the credit of the country looking to whatever other borrowings may
be necessary and may be considered of prior importance) on the amount it is
desirable to spend (ea) in developing the country; and (b) on meeting the
requirements of already developed and paying projects. .o

« T am unable to see the objections to the proposed departure from the
prosent practice, nor so far have I heard any ol the arguments there may be
against it. The only objection 1 have heard raised is the general, and it seems
to me rather doubtful, objection that it is a new departure.”

, 78. Lord Curzon, on the 18th Febraary 1900, in a Minute which was also forwarded
to the Secretary of State with the above, wrote :—

“ The system under which our railways are now financed seems to me to be
a faulty system, and to be fatal to development at the very time when develop-
ment may be most needed. As long as the system continues, the Finance
Department have no alternative but to adupt the attitude, e.g., that they have
done with reference to next year’s programme. But neither their orthodoxy nor
the stern compulsion of immediate facts makes me any more inlove with a system
which renders our railway policy wholly subordinate to the exigencies of our
general financial position.” .

» 79. Another Minute was also sent, prepared jointly by Lord Curzon and the Hon.
. Sir A. (. Trevor, then Member in charge of the Public Works Department, of which
the following is an extract :— _ :
. By that time we hope the way will be clear for the adoption of measures
for the separation of moneys raised or granted for productive works from the
general finances of the Empire and for their future administration on the lines
indicated by Colonel Gardiner, with whose views we are in substantial accord.”
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80. 'The Secretary of State, however, expressed the opinion that, as long as the
railways depended for money on the Government, they must share in the vicissitudes
of the public finances.

31. The question was again raised by Sir John llewett, the Conumerce Member of
Clouncil, in 1906. Sir John only occupied this office for a short time, being appointed
Lieutenant-Governor of the United Provinces in 1907. Unfortunately no trace of the
draft minute prepared by Mr. Harvey, then Secretary in the Department, but who died
shortly afterwards, can be found. Sir John, however, has heen good enough to give
evidence hefore us and it appears that his proposal was substantially the same as that
made by Colonel Gardiner and that he has ot changed his views as to the desirability
and practicability of adopting the course which he then advocated.

82. The question of the separation of the railway finances from the general Budget -
of the country has quite a long history in other countries. When Bismarck nationalised
the railways in Prussia in or ahout 1878, the scheme as originally put forward
provided for a separate railway budget. But when the scheme came to he embodied
in an Act, this provision was omitted. Its absence was a constant ground of complaint
by Liberal members in the Prussian Parliament. 'The common phrase was that the
railways were treated as * the milch cow of the Treasury.” The Prussian hureaucrats,
who appreciated the advantages of possessing an income, which in some years ran as
high as 20,000,000L.,, ron-votable by Parliament, were too strong for the P’russian
Liberals ; and the milch cow remained in charge of the Treasury up to the outbreak
of war. Tt was not denied, however, that the sharp variations in receipts between
vears of good and years of bad trade introduced an undesirable element of uncertainty
into Prussian public finance. :

83. The Swiss people voted in 1908 to nationalise their railways, The Purchase
Act provides—and 1t was common knowledge at the time that the provision was the
result of Prussian experience— that *“ the railway accounts shall be kept separate from
“ the other Federal accounts so that the financial position of the railways can at all times
“ be clearly ascertained, and that railway earnings shall be devoted only to railway
“ purposes.” The control of new railway capital issues, of railway tariffs, and the
voting of the railway budget, are reserved to the Swiss Parliament. ~ Any surplus of
railway revenue, after meeting working expenses, interest and sinking funds, is
devoted to railway purposes. Should the revenue fall short of necting expenses, the
deficit is to be met by the State. The railway budget is compiled by the Railway
Board of Management and submitted to the Council of Ministers. The Council, after
discussing it with the Railway Mimster, forwards it with a covering report to the
two Chambers. In each Chamber it is referred to a special Committee and thence
reported to the full body. If in either Chamber further information is required, the
Railway Minister givesit. Very rarely arc the proposals of the Budget altered by the
Chambers.'

84. In Belgium there has never been a separate railway budget, and for years
past there has heen an agitation in Parliament for a reform in this respect. A Bill
carrying out this object, at least in some degree, has been prepared as the result of
a Committee Report and submitted by the Government to the Chamber of Deputies.
It is at present under discussion. It is criticised, however, on the ground that it
does not go far enough and still leaves the Government too great powers of
interference. In Italy the railways have a separate budget. In France the
budget of the railways which are wourked by the State is treated as an *annexe ” to
the general budget. .

85. The Act constituting the South Africa Union, which brought together Cape
Colony, Natal, the Transvaal and the Orange Rive:: Free State, each with its own
railway system, provides that the railways of the Union shall be so worked that the
gross receipts shall not be more than sufficient to cover working expenses, reserves,
and the interest on capital. 1f there is a surplus, it is to be devoted either to
improvements in facilities or reduction in rates. If, on the other hand, there iv a
deficit. rates and charges shall be increased to cover it. It is specially provided that,
if Parliament shall require the Railway Commissioners to fix rates or to construct
new lines or extend facilities which in the opinion of the Railway Commissioners will

. 1 We are indebted to the courtesy of the Swiss Railway Administration for the information on which
this paragreph is founded.
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not he commercially jastifiable, the Commissioners may appeal to the Auditor-
General, who, if he agrees with their opinion, may demand that Parliament shall vote
to the Commissioners such a sum as in his judgment is suflicient to meet the cost of
the requirements of Parliament.

86, In Japan, also, the railway budget is entirely separate. The official Report
of the .Japanese Government, dated May 1919, sets out so clearly the grounds for
the separation of the two budgets, the gradual process by which it was :dccomplished
and the benefits which have resulted from the reform, thati we quote it here at {ull
length : — _ o _

“ Acc rding to the established rules that govern the framing of the Imperial Budget, an
undertaking carried on by a Government office is set apart as aspeqalaccount, the earnings of which
ave, in principle, to meet the disbursements. Any balance accruing is to be turned over to the
General Account. The finance of the Government railways before the nationalisation was no
exception to this gencral arrangement. Hence, any surplus of the total receipts over the total
expenses was surrendered to the Treasury, instead of being placed at the disposal of the railways.
On the other hand, all expenses involved on the work of extensions and improvements were met by
the proceeds of loaus or of taxation. ' .

« This accounting system was modified in 1.906, and the new method was put into force from
the fiscal year 1907-8, when a new »égime came .lptO being with .the suddenly expanded ‘.busmess (?f
the railways, in consequence of the State acquisition of the 17 private railways. According to this
system, all the money already invested, or to l?e invested, in the railways (together with interest
thereon computed at 5 per cent.) from the inception of the railway service to March 1907, less the
sum sarrendered to the Treasury during the period, was set apart as railway debt. The distinction
between the capital and the revenue, accounts was clearly established, and the annual revenue was
divided into two parts, one destined for the payment of interest on the liabilities and the other
for the redemption of the principal. . . .

“«Phe vevision of 1906 placed the net revenue accruing from railway operation beyond the
disposal of the Treasury. and was undoubtedly & great improvement on the superseded system, but
it effected nothing in the way of putting the Rallway.Budget on an independent footing, so far
as concerned the tinancing of railway extensions and improvements, They were open, as before,
to the influences of the variable financial situation of the State. ' '

“The complete divorcement of the Railway' Budget frqm the Genern.l Account, with a view to

removing this perennial cause of uncertainty in the continued prosecution of the programms, was
brought about in 1909 by the promulgation of the Railway Special Account Law, which has continued
i to this day.
" foy‘c?l?ocv(‘;rx;sequence yof the drastic renovation effe.ted in its financial ax.-rangen}eqt in.19(?9,
as ontlined above, the Railway Account has becon_le a special account entlre}y dxstm.ct in its
essential features from the General Account. It is needless to add that this fjnanclal md_e-
pendence has given véry great conveniences and facilities in the managwment of the fmperial
Railways, as, indecd, it has made the railway finance one of special character among al.l the
special accounts created by the Imperial Treasury. In short, the chapge has rpade Lhe rail way
finance a financial agency specially adapted for the management of railway business.

(Railway Nationalisation in Japan.)

The position of the Japanese railways under the Act of 1909 may be summarised
as follows :— o :

(1) "The railways have a separate Capital Account. A

(2) Railway profits are devoted to extensions and improvements, and may be
supplemented by Government loans. .

(3) The whole of the loans issued for railway purposes are charged against the
railway account, and the railways pay over each year to the National
Debt Consolidation Fund the money required for interest and sinking
fund on these loans. ' . . :

(4) Temporary advances may be made by the Treasury if required to meet

railway current expenses.

87. We havestill to make recommendations as to the raising of railway capital in
the future. Those Members of the Committee who consider that State-management

" should be definitely adopted as the permanent policy for India naturally contemplate

that capital will in future be raised wholly _by the State. Th(}gg qube}'ﬁ, on the
other ‘hand, who think that Indian companies should be constituted will equally
naturally make recommendations as to the method of raising such portion of the
capital as the new companies will be responsible for. We therefore postpone the
consideration of this matter to a_later stage of this Report and now proceed to
distuss the further questions on which the opinion of the Committee 18 unanimous,

E2

Japan.

Railway
Special Ac-
count Aet,
1909.



Financial
importance
of railways.

Subordinate
administra-
tive position.

ob

CHAPTER 1V,

Tue CoNSTITUTION, STATUY, AND FUNCTIONS oF Titk CONTROLLING AUTHORITY.

88. Qur Reference instructs us to report upon the constitution, status, and functions
of the body exercising control over the railways on behalf of the Government. We
have given this matter our Dest consideration. We had the benefit of long
discussions at Delhi with the members of the present controlling authority, the
Railway Board. And of all the witnesses who appeared hefore us there were few
who did not offer criticisms and make suggestions on the subject. As the result
of our investigations we recommend great changes alike in the constitution, the status,
and the functions of the Railway Board. But before proceeding to make them we
wish to emphasise what we have indicated in Chapter I1I. of the Report, that in onr
judgment the controlling authority must be single and self-contained: The
recommendations which follow are based on the assumption that the railway
authority is master in its own house, not sharing its responsibility with any other
department, but answerable directly through its own chief to the (Governor-({encral
in Council and the Legislative Assembly.

89. We have been impressed with the disproportion between the importance of the
railways financially and economically, and the position which the existing Government
organisation assigns to the Department charged with their administration. The
Government railways, as we have said, bring in one-third of the total Government
receipts. Their working expenses amount to about one-quarter of the total Govern-
ment expenditure. Their net receipts cover not only the interest on the total railway
debt incurred by the Indian Government and a substantial contribution to sinking
funds,! but leave a substantial sum over in relief of general taxation. In the Budget
Statement, however, the railways occupy a much more modest position.

90. The estimate for the current year enumerates 10 * principal heads’ of
revenue. The total amount estimated to be obtained wnder these 10 heads by the
Central Governinent is Rs. 69% crores. Of the principal heads, six hring in less than
one crore. Down helow the principal heads 1n the Statement come the railways.
Their net receipts are stated at s, 27} crores. Customs, estimated to yield Rs. 373
crores, forms the only item in the Budget exceeding the railway net revenue in
unportance. We give this as an illustration, for it appears to us typical. .

- 91. Administratively the railways are only regarded as of sufficient importance to
be entrusted to the control of a Member of Council who takes his title from his other
functions. In former years they were in charge of the Member for Public Works ; of
recent years their administration has been one of the functions of the Member for
Commerce, who (except for a brief interval during the past year or two) has also been
in charge of Industries. The responsibility of the Member in charge of Railways for
their supervision has certainly been in recent years more nominal than real. There

has been furnished to us a list of the subjects which were assigned to the Department
of Commerce. 1t is as follows :— ¢ :

Company Law ; Customs; Excise; Shipping; Posts and Telegraphs; Emi-

gration ; Indian labour questions such as Assam migration; Peace Treaty
affairs such as collection of debts and other matters relating to enemy firms.

92. The Department of Industries is responsible, in addition to the general subject
of the development of industries, for controlling the Indian' Salt Department, the
Geological Survey, Stationery and Printing, Patents and Designs ; the administration
of the Factories, Mines and Llectricity Acts; and other miscellaneous subjects.

1 The annuity payments made to the shareholders of the original East Indian, Great Indian
Peninsula, and Madras Railway Companies, up to the end of the year 1920-21, included not only the
interest on the capital outstanding but the vedemption of 17,467,958, of capital. '
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93. Having regard to their n}nnber,_ thei{' diversity, and .the delicgcy .of some of
the subjects-—-as, for instance, Indian emigration, and the rapidly growing Im})ort}z;,nge
.of others such as the development qf Indqstrles-—whlch must neces.snate1 the Member ?
attention at every stage, it is quite evident that the Member for Commerce aﬁ(
Industry cannot, personally keep in touch with the railway business which he nomina ly
supervises. In fact, it is hardly expected that he will do so; for Whll(‘]} he contros1
the Commerce and Industries Departments each through the normal ¢ epqrtment}?
organisation of a Secretary to Government at the l?ead of a clerical staff, ?n 11; e
railway side there is a Board of three Members which occupies a position of what

may be called semi-independence.

04. Briefly the administrative position is t!)is. The ultimate gmthority for th%
(Government of India rests with the Secretm"y of Stgtte as representing the House of
Commons. He delegates to the (}Qvern01'-Cu-eneral in Couand-——common.l.y :q.p}(:keg' oh
as the Government, of India—certain powers, reserving others, a matter with w 1c.
we shall have to deal more fully at a later stage. 'l he Government of India in turn

-delegates some, or some portion, of these powers to the Railway Board. Official

communications from the Board are headed— |
Government of India (Railway Board}, Railway Department.

Within the scope of these powers the Railway Board are free to act, 3131‘33efct always
to the Finance Department. Even in cases beyond the Board’s powers o ;?‘an]g%lt-}og
they frequently make references to the qther.l)e.partments coqcerned \YlthO‘llt troubling
their own Member, though if any decision 1s likely to have {ar—reacln.nti; Eons?%iusin}cis
the Board are expected to refer to him ‘befor'e acting. (Jases_wh;cx ari i S "/thq
engage the attention of the lixecutive Council must necessam}y f)e tz‘x'ent 0 ti
M(;nber, for while the President of the Board has the status o la Secre ,:r{ k
Government, and therefore the right of direct access to the Viceroy, 1;3 canno a 3
part in discussions of the Couneil, attending there only to give information an

1 1
explanations when called upon.

5. Now natural effect of the interpesition of - this sem l-}ndependent Board is
that 2f1)e lagg}féi‘el'esponsible for- it is not in cons\tant touch with its worl;.. When
questions which have to bhe submltt_ed to the Council are proughtv t(‘) dlm, it 18
necessary for the Board to “coach” him. Ile may not agree with them, and yet 1}]1Osiy
hesitate to override those much more conversant with the matter than he_ can_{{loifu y
be. Even if, after hearing the case as put forward by them, he does agree vglto vxen_l.,l
he can only deal with the matter, which may be highly technical, befor.e ‘,t e (()iuncx
with second-hand and incomplete knowledge. It would, moreover, ble"n})l accor alqce
with human nature if he supported a policy not his own less resolutely f ar}; adlao 105
of the side of the office of which he is the real and not merely the titu ar head ; aql
;)f when the Railway Board's proposals met with serious opposition at the Council,
he attached more weight to the arguments of colleagues, with whom he is in constant
and intimate relations, than to those of a Board which brings before him, not their

ervday work, but only such portions of it as are important and likely to be
bt t'y s "The Railway Board is in effect in the position of a stepchild, and, like
-contentlou hildren, tends to be less well treated than the other children of the family.
%ost.; : ecpocnvinced, that the Indian railways will never be able to give a satisfactory
acgoﬁl;ﬁ: of themselves, to earn the revenue which they should earn, and to ren.der Iﬁo
the public the service which they ought to render, until they are represented in t e
Vicegoy’s Council by a Member who 1s fully in touch with their daily work.

ing it : : strained to urge
¢ there no other way of securing 1t we should feel cons ]
th t%ﬁis'\(}'r:;)?esentation should be provided })y the appointment of a Mg;xx})el of
j(‘oaun(;il solely for railways. Dut we do not think it necessary to recommend this.

' onds to an English Permanent Under Secretary in that he is

o Secrmryf?'ngrﬂzﬁl:ngoggg the Member %f.Council, that is the Cabinet Minister,’respon;

the official Hoad of lBt tug is higher than that of a Permanent Under Secretary in that he has direct
But his ok effect the Prime Minister—with whom he has a fixed meeting once a week, and
oy——:n express, if he thinks fit, his disagreement with the policy of his _cluef. If tl_lg
. ink er t?he fl:lll Council can then be invited to discuss the matter in question. Further,
Viceroy thinks prop tzt tion he is & nominated Member of the Council of State or of the Legislative
under the new Const uks and. votes on a footing of full equality with the other Members. A Secretery

Assenubly, where he spea ds meetings of the Executive Council of the Governor-General only to give_,
to Government, however, aftor’s ‘and go record decisions. S o

sil%le for it.



I'roposed
« Member of
. Council for
Communi-
eations.

[y

39

97. All we ask is that there shall be a Member of Council in constant touch witle
railway affairs, and who feels that railways are entitled to his full attention.
And this can, we think, be secured by a rearrangement of work among the
Members. Within the last few months the number of Members of Council has been
reduced by recombining Commerce and Industry. We recomnmend that the former
number be vestored, and that there be a Member of Council in charge of Com-
munications, whose portfolio should comprise Railways, Ports, and Inland Navigation,
Road Transport (so far as it is under the control of the Government of India) and
Posts and "Telegraphs.! DPerhaps in making this recommendation we are going heyond
the strict terms of our Reference, which is concerned ounly with railways, but the
connection of railways with other forms of communication is so close that we think
we arve entitled to make it.

08. The advantages of a close relationship hetween raiiways, ports, water
transport and road transport are obvious. They need correlation hy a commou
controlling authority ; they are feeders to each other, but at the same time their
conflicting interests as carriers necessitate expert supervision and protection : all

methods of transport are necessary for the development of India, and ull new schemes,”

whether for transport by wail, road or water, require to be considered by the same
authority as a vart of a well-ordered general programme. Only Imperial questions
connected with road transport would, under our scheme, come under the immediate

supervision of the Ministry, local road questions being left, as now, to local
authorities.

99. The only connection at present even between the railways and the ports which
they serve is through the Member of Council who is common to both. 'I'he Departments
that deal with them are separate. And in many respects the ports are subject, not to
the Central Government at all, but to the Local Governments. All the witnesses whom
we examined ou this point agreed that there were strong reasons for a change. One
instance will suffice. The Calcutta Port. Authority are undertaking the enlargement
and re-equipment of their Kidderpur Docks to accommodate the rapidly growing
traflic. They have in contemplation a large scheme involving the expenditure of
many millions. They are also adding to the accommodation of their port railways.
The lay-out of the docks cannot be settled till it has been decided how much of
the necessary siding accommodation is to be provided respectively by the railways
on railway property and by the Port Authority on dock property. The Port
Authority cannot be certain what coal-tipping appliances to order till it is settled
what form of coal wagons the railways will use. The railways, on the other hand,
cannot be certain that the appliances will be suitable for their wagons. There is no
machinery for bringing together the various parties in interest, still less for deciding
when the parties differ. 'T'he Department of Commerce, the Railway Department, two
Railway Companies, the Calcutta Port Authority and the Government of Bengal, all
are involved and take a hand in the decision.

100. The necessity for close co-ordination so as to dovetail together the work of
the docks and the railways that serve them has long been recognised in England. In
recent years—not without hesitation as to the propriety of strengthening railway
monopoly—Parliament has allowed railway companies, in order that the two services
might be in one hand, to acquire the docks in the first-class ports of Southampton and
Hull.  Still more recently, private arrangements have secured the same result in the
great port of Cardiff. And the Ministry of T'ransport Act, 1919, gives to the Minister
considerable powers to co-ordinate the facilities and methods of working between
railways and such dock undertakings as are still independent.

101. Posts and Telegraphs are not so intimately connected with transport as the
other services mentioned above, but the connection is at least closer than with the
subjects in charge of any other Member, on account of the carriage of mails by railway
and road and the telegraph practicglﬂlich is common to both. '

! After we had come to this conclusion the India Office furnished us with & memorandum setting.out
the scheme for the rearrangement of portfolios recommended by the Committee on the Government of
India Secretariat Organisation, presided over by Sir Hubert Llewellyn 8mith. The other urrangements

roposed do not, of course, concern us, but we are glad to find that that Committee’s recommendation
?or ‘the formation of a new Department of Ways and Communications is almost identical with onrs, We
understand that, though certain minor charges consequent on Sir Hubert's report have already been
made, the broad question of rearrangement has been reserved for the decision of the present Viceroy.
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102. The Member’s work will be divided into three main sections. In the first
place he will be the head of the transport organisation ; with this we deal at length
hereafter. Secondly, he will be Chairman of the Central Railway Advisory Council,
the establishmert of which we recommend in a later part of this Report. Thirdly, he
will control the Posts and Telegraphs through the existing organisation of that
Department.

103. This work will tax his undivided energies; he must not be made, as
Sir John Hewett describes the Member for Commerce as having become, an
“office drudge’’ on whom additional miscellaneous duties unconnected with his
primary function can be imposed. He will—especially during the next few years of
reorgaﬁisation——be a busy man, but should allow himself sufficient freedom from the
routine of his office to meet frequently the representatives of the trading and
travelling public. 'The formation, as is proposed below, of Local Advisory Councils
at the main railway centres, and the periodical conferences with the Central Advisory
Council, will afford him opportunities of obtaining first-hand information on
transportation questions; but it is hoped that in addition to this he will find time
to meet occasionally the Chambers of Commerce and Harbour Boards on their own
ground. Such meetings we have no doubt will be mutually heneficial and will be
?ime well spent, especially if he is accompanied by his Technical Adviser, the Chief
Commissioner of Railways.

104. We have given much thought to the question whether the Member of
Council need himself be a railway man by profession. If a man could be found to
combine the qualifications of a capable administrator, parliamentarian and rallway
expert, he would be an ideal selection for the post. But to find a man with all
these qualifications would be very d'lﬂicult ; to find one possessing them who Woul.d
be attracted by the salary attaching to the appointment of Member of Council
would be impossible. We take it for granted, therefore, that the Member must rely
upon others for technical advice; but we consider it essential that he should himself
possess the other qualifications mentioned.

105. We turn now to the question of the Railvx'fay Board, and.the.constitution gf the
body which we congider should be substitutgd for it. The constitution of theRax}way
Board itself is somewhat peculiar. Its President has the responsﬂ_)lhtles, and the rights
of a Secretary to Government, though he does not bear the title. The other two
members have not. And yet as a mgmber the President 18 notl;mg more than the
senior among three colleagues. Originally he was only primus inter pares. There
was another period when, though possibly not by legal right, the President was really
supreme, and the decision of the Board was, in fact, his decision.

Status of
existing
Railway
Board.

106. The present position 1% that, in a matter within the competence of the Depart- .-

ment iteelf, any member of the Board who disagrees with his colleagues is entitled to
refer the matter to the Member in Charge. If, on the other hand, the matter is one
that has to go to the Council, the minute referring it must state whether the decision
is unanimous. If it is not, the Board’s minute has to embody the views of the
majority, but a dissenting member is at liberty to append a minute showing on what
points and for what reasons he disagrees. .

107. We have now to deal with the practical working of the organisation.
At several points in this Report we call attention to the constant interference of
the Government in the details of railway executive management. The whole of
this work falls upon the Railway Board. We are mformed’ that 71,000 com-
munications were issued from or were received by {;he Board’s office last year; a
large 'propor‘tion of these have to be brought before, if not the full Bgaxj_d, at least
one of the Mombers  That is one side of their work. ln.some respects it-is_not tl{_e
most arduous ; for just as, on the one h_and,.phe sanction of the Rallway Board is
reguired in matters . which on an English railway would hardly get further than

: ‘ e sub-Department, so, on the other hand, the Railway Board itself
. ﬂ;‘; _ flizz(llmgftlyat: :pply,pnot merely to the Government of India on the spot, but to the Its limited

Secretary of State 6,000 miles away for sanction in matters of apparently quite trifling powers.

\ ad furnished to us a large folio volume, containing 115 pages
z%‘%z;?:ﬁg‘ 25%;;?60? index, entitled' the *Schedule of Powers of the Government
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of India and the Railway Department (Railway Board) in railway matters.” This
document enumerates under nearly 400 heads the various subjects in which, and the

‘extent to which, power is delegated hy the Sceretary of State to the Government of

India and re-delegated to the Railway Departwient,

108. We give two instances : one in which the powers of the Government of India
are limited, and the powers of the Railway Department are further limited ; the
other a case in which the Government of India has received full power and only
part is subdelegated.

\ ‘
Authority. Ltem Subject.
. I No.. k

L O

| 0 ‘I

! 3 , .

1178 © Advances to ofticers for ‘\l. Government  of India.—Power to amend the
| i the purchase of a | rules regulating such advances, subject to
[ motor car or motor | the condition that any modification of the

Extent of powers and conditions.

I—5.of 8.'s Desp. No.
30, Financinl, dated
31st March 1911, in

I. D. Pros. Acconnts, | boat. portion of the rules limiting the advance to

342-344, A. years should be referved to the Secretary of
Stute for approval.
1L Railway Depurtment.—Power of a Department
of the Government of India under Government
. of India, Finance Department, Resolution No.
5 3138 A, dated 26th May 1911. [ Axticle 137 (i)
| | ot Vol I, Civil Account Code.]
i ¢ Nofe.—Advances for the purchase of motor cycles may be
: granted in accordance with Government of India,
. Finance Department, Rosowutions No. 1242 E. B,, dated
: 21st September 1916 (E., October 1915, Nos. 8-9, A.).
i ‘ and 1523 E. B., dated 1st December 1915 (K., December
F | 1915, Nos. 30-31, A).

& st i

|
i
&e., June 1911, Nos. J Rs. 7,500 and the period of recovery to three
[
i

IL—Avrticle 137 (i) of
Vol. 1. Civil Aceount
Code.

I —Practice - -

ITL.—Railway Board's |
Pros. R. C., Aug. |
1908, A., Nos 162- .

\

352  Kxpenditure on enter- | I. Gorernment of India.—Wull power. ,

taiuments to vailway | lI. Railway Department.—Empowered to sanctiou
employés and the | such expenditure, up to a limit of Rs. 5,000, in
public on the occasion | each case, as a charge to revenwe. In cases
of the opening of new | where, owing to contractual conditions, e.g.,
lines of railways or of | where a branch line is worked by a main line
any works of great | for a percentage of the former's gross earnings
importance. a charge to revenue would not be proper the
Railway Department is empowered {0 sanction
such outlay as a charge against capital up to the
same limit. For payments in excess of this
i amount the concurrence of the Finance Depart-

12-15 A,

ment is requived.

109. It seemns to us that, in consequence of the regulations under which the Railway
Board act, they spend a large part of their time, on the one hand, in doing the work
of their subordinates, which these subordinates ought to do for themselves; and on
the other hand, in obtaining from their superiors permission to do the things which
they are fully competent and ought to be permitted to do for themselves. This is one
fundamental criticism which we have to make of the present system of railway
control ; the other, equally fundamental, we have ade already at sufficient length,
namely, that the railways, not being masters in their own house, are not able to
shape their own policy ; it is shaped for them by the exigencies of the Finance
Department.

110. Complaint was made to us in different parts of India that the Members of the
Railway Board seldom or never visited them. In Delhi we were told that, if a Member
of the Board absented himself for a fortnight, the accumulation of papers would be
so great that it would be almost impossi_b]e for him ever to overtake them. And
we fully believe it. There is laid upon their shoulders a burden of routine work which
is more than three men can cope with. 'The proper function of the Railway Board is
not to carry out routine duties, but to shape policy, to watel, to think, and to plan.

Throughout the whole of India, but more especially in the Fouth, witnesses com 1plaine,d.

to us of the actions, or the inaction, of. the Railway Boarc}. We. were told that
letters were left unanswered ; that decisions were delayed indefinitely; that when
charges against the companies were made the Board referred them to the companies
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themselves, and then washed their hands of the matter; that applications to the Board
for redress of grievances had been proved to be fruitless and so had ceased to be

made.
. . . . .
111. We subjoin a chart showing low we think the organisation of the Communi-

/ cations side of the new Ministry should be planned :—
\

Member of Council for
Communications.

Chief Commissioner of Railways
and Ports.

1
| [ [
i i i i I ‘1 : .

Commissioner for Commissioner, Cﬂmmlss.lo.n'm, ‘(.Ommlssm.n?r., )

Finance Western Division.' Eastern Division.? Southern Division.’
(FPiunance, Statistics, l
Secretariat, Establish- !

ments, &c.) ’

] | _
Director of Director of Director of Director of
Mechanical Traffic— Traffic— Ports, I‘nland
Evgineering.  Operating. Commerecial. Navigation and
Road Transport.

Director of - Diregt_or of
Accounts. Civil N
Engincering.

|
(ieneral Secretary.

Statistical and Office Staff.

112. The Chief Commissioner of Railways and Ports will, of course, be a techmca}
railwav man. Presumably he will be nominated as a member of one of the Hogsei]i)‘
the Législnture, but it is to be assume(.l that.he would be reguired l1;0 atten of y
when transport questions are under discussion. He would have Vt' e st.a:tus C{) a
Secretary to Government and so would have a right of access ?o the ° iceroy ; %n hwe»
consider that he should be iuv1te.d to attend meetings of phe E;{ecutlve Counci \:17 _enl
matters relating to the Commission are under consideration, with freedom to advise
on technical matters, but without a vote. :

113. The Chief Commissioner should be assisted by four Commissioners, as
follows : One Financial Commissioner ; three Railway Commissioners in charge of

territorial divisions. |

114. The Financial Commissioner should he Second in Corpmand to t(l;e Chl(:\f
Commissioner at headquarters. He should arrange that the services of the 1r(i(13t(i]1.~:
of the various sections, and the office staff generally, shall be available to al the

Commissioners. . |
115. The fundamental differences between the constitution of the Railway
Commiséion which it is proposed to set up and the present Board are :
a) The appointment of one responsible Chief Commissioner.
() The addition of a Finaucial Commissioner. ' o
(e) The supervision of territorial areas by. separate Comnnssmngrs. o _
(d) The addition to the technical staff of Directors of Mechanical Engineering,
Commercial Traffic, Ports and Road Transport.

T : iti hat a controlling

tiven the right men to fill the positions, we fee.l c_onﬁfient that a controlling

org I}ilsg.ti(();l ‘on the lin%s defined will be the means of eliminating the disabilities so
Qrgﬂarem in the existing régime. At present the Board, consisting of three members,
?vgg of whom can outvote the third, and all of whom are concerned in every general

railway questicn that arises, cannot act with promptness and decision. Except when.

i nd a member of the Board i§ absent, the whole Board bas to be
thi;ﬂﬁ?ﬁi;;oﬁsw important action taken, and each member therefore attempts
1?3 keep himself informed of all that is taking place. India is a vast contmen;r{,
transpgrt questions of the present and the future are many and complex, and the 'm:l":
that has been set the members of the existing Board is more “thar_l they can eﬂiqgﬁ_ 3
andertake. The duties of supervision require to be subdivided, and the responsibility

WA s i ild include the Great Indian Peninsula ; Bombay, Baroda, and Central
I d:: Thggr:‘l:em?te?n“::ff%g%;ur-llgika.ner Ra;ﬂways‘ ; together with the ports and the branch and‘ feeder
Ande ; NOTLLS ' . e
railways in their aness. n would include the East Indian; Oudh and Rohilkhand ; engal and North-

W : Thea%?fit]kuemnf ;;iiméumaon- Assam-Bengal ; Bengal-Nagpur and Eastern Bengal Railways; together
estorn; - and. J ! ; ;

L L] + bo 3, . ' M
with ports and lmxlx IB%;}.V::.‘ZIB‘ :soildvi;clude the Madras and Southern Mahratta ; South Indian; H.EH.

# The Souther : . i rith ports and local railways as above. . . .
4he Nizem’s and Burma Railways; togetner with por 4 L o

9164

Constitutior
of proposed-
Railway

Comimissiou



Divisional
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neering and

Traffic.
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of each member clearly defined. Under the existing organisation the individual
members of the Board would require what they cannot possibly have, a thorough and
np-to-date knowledge of India as a whole. In connection with matters of moment the
constitution of the Railway Board must inevitably lead to delay for the purposes of a
conference, with the probability ot further delay for information, followed often by
compromise in order to obtain unanimity.

117. The responsibility-—under the Member of Council—{or arriving at decisions
on technical questions, or for advising the Member on matters of railway policy, should
be vested in one man and one man alone. The present organisation, under which
the members have practically equal voting powers and responsibilities, inevitably
leads to lack of initiative, lack of decisiveness, and lack of a definite policy.

118. The appointment of a Chief Comnissioner, who will be an executive officer
with full powers, will not in itself eliminate the disabilities under which the
controlling authority is at present labouring. Local tonch and local responsibility
must also be developed. At present the Railway Board has not the means for
obtaining the necessary intimate local knowledge. The local authorities and public
are fully aware of this, and in consequence have no confidence in the Railway Board,
of which the members are seldom seen, and in consequence the Board is practically
disregarded. Subdivision and concentration of supervision will cure this. We have
for this purpose apportioned the railway map of Indiainto three divisions, and it is
proposed to allocate a Commissioner to each division. It will be the duty of the
Commissioner in charge of a division to concentrate and specialise npon the study of
its transport problems so as to become thoroughly intimate with them. He will by
this means obtain a confidence and power of decision which knowledge alone can
give, and in addition will win for the Board throughout India the confidence in its
control which is now non-existent.

119. Thorough local knowledge on the part of the Commissioners will bring with
it a power of initiative and anticipation of transport problems which is so necessary
to the future development of India. Closer supervision of the individual railway’s
working hy the Commission will bring increased efficiency in operation, and ensure
money for traffic facilities and development heing spent to the best advantage.

120. Subdivision of supervision must necessarily lead to closer investigation of
results and a more prompt and fair appreciation of ability and energy cf management.
Statistics of operation will be snbdivided also, and a healthy emulation will be set up
between the divisions and the separate railway units within the divisions which will
all assist in promoting keenness, efficiency, and economy.

121, The trading and travelling public will undoubtedly directly benefit by closer
supervision from the seat of Government, and from more intimate local knowledge.
The public will soon appreciate the advantage of being able to appeal to a particular
Commissioner, who not only knows but sympathises with the legitimate aspirations of
his own Division, and who is able, owing to the concentration of his responsibilities, to
afford the time to investigate on the spot problems as they arise, and consider before-

hand with those most intimately concerned schemes for future development within
his area of control.

122. Copsultation hetween the Commissioners as a body, under the Chief

Commissioner, will, of course, take place whenever matters of general policy are under
consideration.

123. At the present moment there are eight different Circles in India, each with an
Engineering Inspector who is required to make a minute inspection of every mile of
railway in his Circle every year.! We cannot believe that this amount of inspection is
necessary, and we recommend_ therefore that economy be effected by reducing the
Engineers’ circles to three, viz., the three divisions for which Commissioners will
be appointed. It may, however, be necessary in one or more of the divisions
to appoint in addition an Assistant Engineering Inspector. The monetary
saving effected can be utilised for the appointment in each of the - divistons
of an Inspector of Trafic who will work under the Commissioner of the

1 One of the engineering inspectors is also Secretary in the Railway Department of a Local Govern-
ment. The Local Governments have no control over railways. They havq, and frequently exercige with
advantage, the right to press loqal grievances, .a.l.ld to represent local requirements. Buf: the position of
an official, who spends part of his time con.lplammg on behalf of one employer of the action, or inaction,
of the body that employs him for the remainder of his time, seems to us, to say the least of it, anomalous.
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division. Such Inspectors are more esp-ecia.lly needed at the present time. The
railway machine ig, as we have .sa'ld, quite inadequate for its work. It cann?t be
brought to a state of reasonable efficisncy for a good many years to come. But ro};n
our .own observation, and from such comparisons as we have been able to make
between one railway system ax}d another, we are persuaded that, if the Opgra:tln%
methods of the least efficient 111.19,' were brought up to th? standard, not of idea
perfection, but of the most efficient operation existing in India at the present

moment, considerable improvement in service would be effected.

124. The changes and additions we have proposed in the hez}dqua:rte@ establish-_
ments will involve some additional expe_ndlture, possibly something like 25,0001_.‘01
30,0001, per annum. The expenditure is necessary, and is in the interest of t_lut—i;
ecZ)nomy. It will be offset to an appreciable extent by the saving of clenca]
labour and printing which will be secured by the reform of the existing accounts and
statistics, as recommended later 1n this Chapter. The present emoluments of r.al.l;va}l
service in India, whether at headquarters or in the management of 1nd1vTc uﬁt
undertakings, are entirely inadequate. Perhaps we shall best make clea(11 the
situation if we say that the highest salary paid in the Indian railway service toE- a{ 1}s
hardly more attractive than that of the head of a sub-department on a big I}g 1}31 1
railway, such as the Deputy Goods Manager, or Outdoor Superintendent of t (f
Line. “To expect that at this price the _]ndmn_rallyvays will ‘obtain the servgs'o
the right class of men is to_expect the impossible.! We do not think that dian
opinion will grudge to pay adequate salaries for efficient service.

¢ ’e must now deal in somewhat more detail with the relationship which
ShOllll(f 1511 f:l\t?ll‘;n exist between the reconsti_tuted Railway Department, apd the a}lthorm}?s
bove it on the one hand, and the railway man_ager_nqnt‘respox_mble to 1t on the
ath or. In dealing with the first half of this question it is impossible for us to avoid
gtlzh.in upon thce, field of general politics. Hitherto, the Government of India has
h(;d to (irry out instructions of the Sgcretary of Stiate. And the Secretary of State,
from the fact that his salary was paid by the Indian taxpayer apd not 1nc1uded_ n
the English estimates, though of course he'q()uld bp made ultimately responmb!e
to Parliament, occupied a semi-autocratic position. Since the Governmgnt of Indlla
Act came into effect at the beginning of 1921 the position is entirely changed.
Tﬁe Legislative Assembly, three-quarters of whom are elegted by p_opular .vo‘te,-
have. now large control, both of leglslatlon_and administration, and in particuiar
v he control of expenditure through their power to refuse to vote the items in
hﬁweﬁ (ei:ét subject to the reserve power of the Governor-General in Council
the Dbu S?até any item struck out if in his opinion it is essential to t.he
® ‘}reu:,e of his responsibility. This great constitutional change must modify
d]S(% 1ar?:u the responsibility of the Secretary of State for the management of Indian
prgi o . yFor we may assume that he will hesitate either to veto expenditure which
the w]:lys': lative Assembly has sanctioned, or to enforce expenditure for which they
the egES d to find the money. On the other hand, Parliamens, which has taken
have rl? u?[(raldim Office vote and established a permunent Joint Committee of the two
%[ver \ fm Tnd‘ian Affairs, must be assumed to intend to exercise in future through
th%ug(;?;retdry of State supervision over the broad policy of the Indian Government.

126. But in any case, and apart from constitutional changes, it seems to us that a

isi wers reserved to the Secretary of State in respect of railway
rewswnm?flttil;eovlgdue. We have had an opportunity of perusing the Despatches
ma(;l atf: cable messages on railway subjects exchanged between the India Office and
:lrlle Government of India since January 1920. They are numerous; they are
voluminous; and not a few of them are concerned with quite petty details. TWe have
found, for instance, Despatches addressed by the Secretary of Staie to the Viceroy i
fﬁll official form dealing with matters such as the following : —

: . 7 of 1920. Sanctioning gratuity to a travelling inspector of accounts of an
amogisg:g;gsgioin vaernment of India, Finance Department, Despatch No. 446 of 6th November
1919'.Des4 atch No. 11 of 1920. Reporting re-engagement of an engine driver us result of corre-

dem:a eudihg with a cablegram from the Government of Ipdla, )
gsponD spatch No. 2 of 1921. Sanctioning payment of a pension of Rs. 100 per month (say SO0L per
a.nnnm(; Eo the widow of an engine driver killed in an accident.

i i i d to
to believe that recently in more than one case railway agents have refuse
' We l:)ai';: r:::: I:;o the Railway Board, and that two agents have resigned their railway posts to
acc:g:a?p%intlﬂnts elsewhere, in Indian public service though not under the Government of India. :
ace ' ,
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We cannot believe it necessary to emplay a Nasmyth hammer to erack such
small nuts as these. ‘

127. We assume that in future the Railway (
own administration ; will itself fix scales of pay and conditions of service for its own
staff, and be free to engage and dismiss them as it thinks proper ; will prepare its own
programme o work and expenditure; and within the limits of jis hudget, as approved
by the Government of India and the Secretary of State and accepted by the
Legislative Assembly, will carry it into effect; that, in « word, though remaining
an integral part of the Government machine and subject to control on hroad questions

of policy and the major questious of finance o which policy must depend, it
will be an independent administration.

Jotunission will be responsible for its

128. We now turn to the relations between the

Railway Commission and the
managements of the separate railways.

Both in reference to lines divectly managed
by the State and those managed by companies we recommend that the control in
matters of detail he relaxed as far as possible, in order to eliminate constant references
for sanction to the Cemmission and to leave to each official--whether an agent or

one of his subordinates—-unless for special reasons, the same amount of [reedom in

mcurring minor expenditure or in dealing with his staf as would he left to a
corresponding official under ordinary company management.

129. There are, however, important respects in which the existing organisation
dogs not provide for the exercise of adequate general supervision and control over the
railways.  Economical railway managenment cannot be ensared without » proper system
of railway accounting. Apart from a mere audit check of receipts and disbursements,
a railway requires a large number of financial veturns of various kinds : not in order
to say whether expenditare incurred has been  duly authorised, or receipts duly
accounted for, but to say whether expenditure is hsing wisely incurred, whether
retrenchment of habitual expenditure is possible under one head, whether new
expenditure under another is proving profitable, or even whether a larger expenditure
would be likely to be fruitful; and so on. These ave not matters to be left to an
outsider. A practical railway man who knows what he is doing in the present, and
what changes he is meditating for the future, is alone competent to presceribe and to
make use of veturns of this kind. But the accounting staff controlling the Indian
railways, from the Accountant-General (Railways) at Delhi down, in the case of the
State manageid railway, to the latest joined clerk in a loeal office, are officials, not
of the Railway Board, but of the Finance Department.  No doubt {hese officials
gradually get to see the railway point of view, hut they must be guided by rules
laid down by the Finance Department, framed largely in view of the requirements
of the non-commercial departments of Government. :

130. At present the railway accounts are very complicated ; some portions are
produced in different forms for the use respectively of the Railway and of the F inance
Department. And when, as has happened in the case of the Comy .

—— ' e 4 nittee, enquiries are
based ou the statements mare in the Railway Administratio

. : : j _ n Report, and reference
1s made to the corresponding portions of the Finance and Revenue Accounts of the

Government of India, there is great difficulty in reconciling the two sets of figures.
We are quite sure that, if the whole matter were under the control of g single
department, simplifications could be introduced which would not only ‘make the
accounts more intelligible, but resnlt in considerable saving of expenditure. The
Report of the Auditor-General would continne available as at present to secur  the
financial rectitude of the Railway Administration, : ) .

131. We recommend that the Railway Department should be r
accounts. We do not exclude, of course, such independent and separate audif as the
Government of India may think proper to make, on the same principle that obtgjns
i any commercial company, where the shareholders appoint an outside firm of
accountants to check and report on the books which are kept by the servants of the
directors, the ordinary accouuting staff. We think also that the present form of
accounts should be examined and reported on by experienced railway accountants
conversant with modern practice in England and America, S T

esponsible for its own

.
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192, Statistics are closely connecte(lfwlth u;:l(ig?néz,untll{; ?YOIE?‘%Zi‘:ev.Iﬁ]émif I‘g};:
Loz b . S e " se an ) . ) ; _
o _l'zU]W‘dy Smltls'tfczfolbl?llxﬁfl i '1t‘lillgb§)1-(;5e;l1tyfornl of statistics was, we understand,
D ead ahou tllell ear 1880, a period in railway history which may be described
llltI'O(luQed abOl}t‘tle ly > not ’been revised since. The Members of th.e Railway
B T e oo "Jth in thinking that the time for revision is overdue.
Board are agreetlllllfnttil‘l\ule ml“lsa large number of clerks is occupied in their
h' o 'il(tl'mltti(llldtlziflt m/uc’h money is spent on their printing, and ‘t.hat whle;n gully
D epared and pri ted little use is made of them for any practical purpose. Furthe ;
e pmtll e"e statistics are not always what. they purport to be, al'lt-hme.tlca
Wei glntt}'lerlqt?rzcl)tin ':((:J;urlate]yi recorded figures ; that in some cases at least they are no
caleulations from acc ) :

. i i .F S Ope
i s of erag S n (]ﬂ.til 111;1(1 'q ate b()th n Wldth oI s¢
¢ ns ()i av ,Iﬂces bﬂ.bed O u
more thall Computdtlo e a |
all(l ]ellgth ()I. time.

statistics ar gently required, not only to enable the Railway
Lo A(]egllmttl? ?Tt)it;;zgg?nf}:l? (:Er?ﬁe rzlil\v;lys for which it is responsible, b11€ ?0
e Co}ltl()‘ res tileniselves and their officials to see how the work whu}z}h t‘lt.y
e ma’mg(?n; with the work done elsewhere; and also to see that they ari
s C(()]l!]pcf li;ut improving in efficiency year by year. Such statistics are no
Sreduetd fo mml' '»railways.OIn some cases, hut not in all, useful‘co,m.pal.dt}\e
produced for, Mot lan ted from the tables furnished in the_ present Admmlstl.atlcl);_l
figures can e e‘\t‘,laco-: oiven, as they should be, as comparisons in the Report.ltsey .
epors th(.ey. alt? ‘?n i%diviilual railway may extract such comparisons for his 0\'\1}
o b ¢ they re ?aiti available for himself alone:  Other managers, in 1gx{(l)lx:a?lc?h;)
e ey 1'?11; urs Lhave accomplished, lag far behind the achievement w ! ic ¢ y
what their nelg -)oth; s stimulated by knowledge of the results attained e Sle{“"llevl‘e.
e l'eaql} \Yeu? il V:S statistics were adequate and if the members of the Rai ixagl{
B sl 1*z]‘llv((ly];ei‘;llx'<a to study them, and then apply the results 1;heyslat
Board .themsel‘{eb ]:e of an administration that was backward in 1mproving t%)e '-t?ﬁ e
ﬂSCel'tittl;lzc}]gl(.)uztlfdcato its management, we zu‘f per}slua.(]qe;dt not ([)']:iywt(l)l:fdnlljoelel':‘:ﬂie];
e ied, ev -ith existing facilities, but that State profits w argel
could De carried, even with e g
increased. | |
or the £ [ istics. it is clear that it is in need of radical reform.
b A the forq}u(')cietlrllii:%te}:tgfs;';gl;a,vs, belonging to the State but ma}laged
China, Ik Ill.‘dla, hiﬁ) a’efu": a0 the Chinese Government saw L}le need for a-pl?ou.lt'lng‘
separately. bome] riyn(;llis,;t’and amplify the statistics fu‘rmshe.:d by the 'beli(“atg
B o t?\f o long and careful investigations the Cominission reported, anf
manaig emenf)sif. statits?;cs were drafted with the ﬁszis{,ance of aﬁl expzx;t S&n:&ctli:?icgl
the highes i ' rs had heen in charge
e et 1'e§)utat12nt,e ‘(glg?xiliogrgg a(gzmzz?ssion of the United States. The Annu?il
lf{rancls Oft ttilllg Crlllti%r:s: (Government Railways, Olf whi(;lh ﬁvs1 1stsues ga\égdnc;: Zggegé-ﬁe;
o o its ki g to daie than that produ th
» 2 mode ?f lt’so];lll(lid’ %gbzggru?xrgtu%elhi we were told that kuowledge of its
:?::ls?gf;; r}lmtdlic:: yet reached the office of the"hallway Board.

‘ . . ichis urgent. We do not think that the gr@ma_ry
. 135. There 15 ?ngggzr;:(fioréﬁag?égha?e s§itable for application in so specxahisdbz:
Civil Servico qu;u.a The relations between the em.ployer and the staff shou ] l:' |
oomeer. o afml vyta y‘.wil;h ordinary commercial practice. In particular, the weig tl
T ned 1o Omll'iyt in the appointment of men in the State railway servu':ﬁ_rg
atached 10 T ores eZt too great. We have had.brought to our notice cases w ;
vacancies is L P e1s uite a'short period of service before his date of retlremen.tl? as
au officer, ‘VIt:h Olni:{riqto be transferred from lis own 1:allway to another State rai ga())fi_
made good hl'ﬂ cla nding grade carried a slightly higher salary, on the groun ¢
where: the cOIr?spothere have been cases where an officer of high proficiengy in 1:
Semoilt}gniéalg all)l:;nch on one railway has been transferred to another railway ae agent,
own techn OF ,

j i i There is in Kathiawar an
i : f these may be judged by a single instance. L atluawar

1 The }'olummo:i;f.;.t:;e g‘(;“ge railwg , 58 miles in length. We have extractfél (f::]r]n Zﬂolzilp;ée ¢ oef

entirely unimportan 4 the information farnished in respect o'f thls_ railway. It o g) o g

A‘dministmtlf&;. R"};:lld is given in as full detail as though this gt%: hilefwa,s :h?ac?n'iagé" gff oy

typewritten f010; iing the year, the railway raised Re.1 from ze ‘of Mer' ; Be. 2

f{r ing}t;an o lfzeg‘fg?leff;?;’ed;ﬁ? Rs. 8yfrbm the carriage of silk and the same sum from the earriage o
from the carr ‘

cigars. ;
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though lack_il}g in general adininistrative experience. Transfers such as this do not
promote eiliciency.! :

136. We have heen frequently told by the advocates of company management that
rigid regard for the claims of seniority, and the consequent shifting of men from posts
for which they are suitable to others for which they are not, is a necessary concomitant
of State management. We can see, however, no causal relation between one and the
other. Whether this practice is proper in ordinary Government service is not a
question for us. When the railway administration has attained independence and
has gstabhshed the necessary machinery for closer local supervision, it ought not to be
contmuqd S0 fgu' as rallways are concerned. So injurious is this system, that, if we
had behe‘\'ed it must necessarily he permaunent, those of us who have recommended
the adoption of a State management policy would Liave hesitated longer before doing

! _ . » POLSY
s0. We may add that experience in India has not shewn that selection by company
boards of their chief officials is always successful. i

137. On the State railways the Government has a free hand.
retain powers as it thinks fit. It can even on due cause shown dis
the powers granted on one system and on another.
carry out works or to spend money as it sees fit. But with the railways of the
Guaranteed Companies the position is different. They have contractual ri gts- which
must be respected. Broadly, the Government can only prevent . itqg yower of
mutiative is strictly limited. The Governwment can order s compan to e‘«;culte works
or to adopt methods required in the interest of safety ; but not ifythey ‘a/re required

only on grounds of convenience or of economy. In the latter
o . B ¢ d < el cas G g ’
but could not enforce if the Company were to refuse. © they can suggest

It can delegate or
_distinguish between
It can instruct the agent to

Need of 138. 1Sometim.es the Government cannot even prevent. It cannot, for example
more con- revent the appointment . ion i ; : : P !
ot ¢ P pp ent or the retention in office of an unsuitable officer. We

essentials,  thinK the Rallwa}f Qomnu§sion must have some control over the appointment and
retention of the principal officers, and more power than at present to initi'ite aud enforce
reforms, possibly with some such appeal on the grounds of reasonablen(es ’ n(h N (t)}l]e/
imply the expenditure of considerable sums of money, as is provided in St,hW Re l'ti 7 'y
Loss inter.  Bill, 1921, now before Parliament. But we have no doubt that, if rtll > ((a‘ oaing
ference with are taken into consultation on this subject, a satisfactory agreemeilt céllltlbe/?-rczﬁglltfé

7 B y

details. and that they will be ready to accept the ibility i
: ' possibility of contr i
In extreme cases in return for release f : ol exercised occasionally

rom constant and irksome j i
e Ol interference with
everyday details. The Government has in its contracts with the various Companies
power in the last resort to act by legislation. The contracts provide P

that-—

“No claim shall be made upon the Secretary of State by the Company for

compensation in respect of the prejudicial effect upon th i

. : e ¢ y
the profits thereof of any Act [of general applicabri)lity’] oful'};liirtlf\"ll;l}:sgt ?’;
Indian Legislature for the time being in force, and the Company axJJd t)he

undertaking and its equi ; .
such A ct.”g quipment shall be subject to the provisions of every

Closer touch 139. So far we have dealt with the working of the administy

ie i ne i ativ inerv.
zggﬁigﬁxbhc But this machine is at the present moment, and must, as we ha;e seaién a:hlf-i?e
needed. to be for some years tocome, worked mainly by non-Indian office A

) witness representing Indian opinion has complained that the Indiﬁis 1:):‘17tness af_teg
in the management of their own railways. We think that 20 soher efno \frmc
can attain its purpose of fitting the railways to the needs of the | Dbl e

that public has an adequate voice in,the matter. Control in thengtﬁgt ngsl;c (;lfnlflls:

! In this connection the following extract fi tl . i 1ye .
quoted g om the record of Sir William Meyer’s evidence may be

(Chairinan.) “1 was reading the other day Lord Haldane's evi :
constitution of a theoretical Government department andshg‘;ladiﬁc’ln:}? '

was seniority tempered by a very stern and rigorous rejection.

N connection with the
¢ proper system to adopt

a principle ? How does that appeal to you as’

(Wetness.) “ 1 think seniority tempered by the rejection of th i . .
essential until you get to what you call the administrative gra de: ‘;-zﬁ} ;3 : :ir{h g(l)]gd, and, mde_efd,
mfﬁltsli“ a“)'l service. Thepe},ll “;i"k’ you ought really to go by seléction O; c;gg::t ap[.)m{ltt-
will always have some weight. You counld not upset tl . . G , seniority
man , . )." z P 16 fervice entirely by taking guite a junior:

? These additional words appear in the contracts of some companies, .
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word, the power, that is, to give orders to the Railway Executive, Indian opinion
can only exercise through its constitutional mouthpiece, the Legislative Assembly at
Delhi. DBut though control is reserved, it is possible for hodies representing the
public to exercise great influence. In no country was the control of railways more
autoeratic than in Prussia. Yet it would be probably true to say that, in the
generation hefore the war, the railways of Prussia were subject to less hostile
criticism from their public-than those of any other country. In Prussia there was a
carefully planned system of railway councils, a single national council, and a number
of local councils. They consisted of representatives of the Departments of State
specially concerned with railway matters, associated with a majority of members
nominated by the Chambers of Commerce, Chambers of Agriculture, the great
municipalities, and similar bodies representing the public. They had no powers.
But they had great power. They had a secretary, and met at stated intervals with
an agenda on which any member could put down any subject for discussion he thought
fit, and on which the railway officials put down any subject, such as changes and
improvement in train services or alt.e.ratgons in rates for and classification of
merchandise, which concerned the public interest and convenience. The railway
administration, so it has been 1'ep01..'ted, very rarely. acted except in accordance with
the views expressed by the councils in all matters within their competence.

140. We understood from the Indian witnesses that they would welcome the
establishment in India of Councils, Central and Local, with substantially similar
constitutions and functions. We propose _that there should be a Central Advisory
Railway Council, meeting perhaps at Delhi at the beginning, and towards the end,
of the cold weather, and that it should be of a manageable size.

141. We givein a footnote' below the constitution of the Railway Council which has
just been established in Poland. It will be observed that, l}ke the Prussian Council and
the corresponding Comité Consultatif des Chemins de fer-in France, it is quite a large
body. Weare inclined, however, to think that in India it would be well, at least in the
beginning, to constitute a C'ouncil on a sma_ller. scale with a membership of not more
than 25 in all. The Member for Communications would of course be Chairman of
the Council, and his duties in that capacity would be amongst the most important
functions he would have to discharge. .The whole of the Commissioners should, if
possible, attend the meeting, bringing with them any other officials whose preseuce
is required by the business in hand. The Comuissioners should, in our opinion,
be free to speak, but should have no vote. The Cou.ncﬂ should include represen-
tatives of the Departments of Commerce and Industries, Agriculture, and possibly
some others. One-half of the non-official members should be nominated by
the leading commercial and industrial associations, both European and Indian.
The other half should be representative of rural interests and of the Indian travelling
public in different parts of the country. In the absence of any prominent associations
definitely identified with these interests we think this object would best be attained
if one representative were appointed by the Legislative Council of each of the
provinces, not necessarily from amongst thenMelves.

142. All the railway officials to whom we put the question expressed themselves
as ready and willing to work with Local Advisory Councils and endeavour to make
them a success. These Councils should, we think, be somewhat similar in constitution
to the Central Council, and, perhaps, half the size. There might be either a local
Qouncil at each of the railway centres, at which the Agents of all the railways having
their headquarters there would be present, one of them taking the chsir; or on the

other hand, there might be a Council for each railway, meeting at the headquarters

V Constitution of the Polish Railway Coincil,

¢)) Representatives of the Ministries of Trade and Industry, Agriculture, Posts and Telegraphs,
Finance, Public Works, Food, and Military Affairs, who will be appointed by the corre-
sponding Ministers, one for each Ministry. )

© (2) One representative of each of the ten largest towns in Poland to be appointed by the corresponding

City Councils. ) . ) )

(8) Sixteen representatives of md_ustrml and commercial associations,

(4) One representative of each railway directorate.

(5) Six experts to be appointed 'by th_e Minister _of I_tml_wa,ys. )

(6) Representatives of other Ministries, at the invitation of the Minister of Railways, if matters

concerning such Ministries are under discussion. . ‘

Central
Advisory
Council.

Local
Advisory
Councils.



satson with
2rovineial

5

FOvern-
nenfs.

48

of that railway, in which case one Agent only would tak 't.1 This is

which may.well. be settled by discussi(ﬁl with t%lé local int:r}::t]st-spezggﬁ w2 mfatter
But we think it of great importance that these Councils should be e%Yt %(}p(;emed.
soon as possible. The Indian public is deeply and justifiably incensed by tila " ﬁd a§:
to which bhoth passengers and traders have long been subjected ; ahd}it i(ascgg;i];‘;({)lllg

that their representatives should at the earliest possible moment he acquainted with

the steps that are being taken for the redress of their grievances.

e )
" 11114v)o S;;g oth.cﬁ'l point should be added. The whole adninistration of railways is, as
e ave , with quite unimportant exceptions, a subject reserved for the Central

ernment. Bu.t Local. (Governments are much more closely in touch with the local
population, especially since certain departments of local administration h o boca
entrusted to responsible Indian Ministers. We think that the Local Grovm'e nts
shoul‘d'be l'eprpsentgd on the local Railway Councils, whether by an offici leu'nl?en'ts
unofficial nominee it will be for them to decide. Further, we have beelE: tmld yhml
two Local Goyernments, those of the Punjab and of the United jDro\rin Ov pat
recently established Boards of Communications, and from what we have l(é:t?ne};?z?

the success of these Board ink th: \ e T
elserwhore. ards we think that the example is likely to he fQHOWed

1 .
Karaehli“ &l;]e] clgt:‘,sel; ;:ag:ial we think that the North-Western Railway should establish a second (‘ouncil at
A 11, apudly growing, is in a different Province, and has i S isti tort a
There is much to be wnid al foe s oo g Ca“-“pope" ¢, and has interests distinct from Lahore.

1@‘?
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CHAPTER V.

RELATIONS BETWEEN RAILWAYS AND THEIR CUSTOMERS.

144. The fourth paragraph of our Reference instructs us to report * whether the
“ present system of control by Giovernment of rates and fares and the machinery for
“ deciding disputes between railways and traders are satisfactory, and if not, to
“ advise what modifications are desirable.” 'The fifth paragraph iustructs us *to
make recommendations that may seem germane to the enquiry.” We therefore
propose in this section of our Report to deal with the question of the relations between
the railways and their customers, whether traders or passengers, as a whole, and
not to confine ourselves to the two special points of charges and disputes.

145. We have at various stages of this Report called attention to the very close
and detailed control exercised by the Government of India over the management of
the Indian railways. In the matter of fixing rates and fares, on the other hand, there
is left to the Companies a large measure of freedom.

146. The Government’s right to control rates and fares is embodied in the

following clause in the contracts with the various Companies :—

“The Secretary of State shall from time to time authorise maximum and minimum
rates within which the Company shall Le entitled to charge the public for
services rendered by way of, or in connection with, the conveyance of
passengers and goods on the undertaking, and shall prescribe the several
classes and descriptions of passengers and goods to which such rates shall be
respectively applicable.”

In practice the (fovernment exercises this right by framing a classification and
fixing maximum and minimum rates, usually in the relation of about three to one, for
each class. In the case of railways worked by the State, the permissible limits of
charge are prescribed in the same manner for the guidance of the Agent. Now
fixing maximum and minimum rates does nothing to protect the trader from
what is koown as undue preference, that is, charging in one place or on one
class of traffic rates unreasonably disproportionate to those charged elsewhere or to
other competing traders. There is a nominal protection against undue preference in
the provisions of the general Railways Act, 1890. But the enforcement of the remedy
under this Act involves the setting up of a special court to try each individual case,
and this procedure is so cumbrous and inapt that in fact no court has ever sat.
Allegations of undue preference are frequently made and have been strongly urged
before us. If a cheap and expeditious tribunal were established to try such cases
we have reason to believe that not a few complainants would appear before it. Under
present conditions it is only natural that many traders nourish a sense of grievance
which on investigation might, in some cases at least, prove to be unfounded.

147. Our attention was called to the factShat the contracts of the maost important
Companies appear to give to the Sgcretary of State further control over rates and ﬁares
than is given by the clause which we have quoted. In their case there is-an
additional section of the clause after the words cited which runs as follows :—

“ ag well as the extent to which, within the maxima and minima so authorised,
the Company may vary the said rates in respect of the distance or weight er
special conditions under which such conveyance takes place or services are

rendered.”
When we were in Delhi we discussed this matter with the Railway Board, and invited
their opinion as to the effect of this additional provision, in respect of the Companies
in whose contracts it appears. They informed us that their opinion, after taking legal
advice, was that these words did not deprive the Companies of the legal ri ht to vary
rates at their discretion within the prescribed maxima and minima. The oard have
naturally acted on this interpretation of their powers. But we are not wholly satisfied
that their view is correct. The clause is badly drawn, and legal authorities in
England whom we have consulted have difficulty in interpreting it. But we have no
doubt what its intention was. It was meant, in our opinion, to give power t0 the
controlling authority, not merely to fix the maximum and minimum of each class, but
to say what consideration _sh_ould ‘bq given to lengt.h qf haul or size of consignment or
other special circumstances in varying the rates within these limits. h
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148. Whether, however, the clause, if tested by legal proceedings, would be
found to have the effect which we believe it was intended to have, is not of great
consequence. We have no doubt whatever that further power to control rates ought
to exist and be exercised by some appropriate public authority. We believe that the
clause cited in para. 138 of the Report, which exists in all contracts, and provides
in effect that every Company shall be liable to have its position modified by subsequent

Acts of general applicability, enables the Government to confer such power upon a.

competent authority.

149. It is an Indian grievance of old standing—it was voiced in the Legislative
Asscmbly at Delbi in 1915 by a distinguished Indian, now a Member of the Executive
Council of Bombay, Sir Ibrahim Rahimtoola—that the railways fix their rates to suit
their own pecuniary interests—if indeed it he not to suit the interests of Furopean
merchants—regardless of the effect of these rates on the native industries of India.

And we have no doubt that the charge is accepted as proved by a lurge proportion of
Indian traders.

150. Charges hased upon motives are difficult to prove or to disprove. It was
not our duty to investigate specific cases in detail, nor would the time at our disposal
have permitted us to do so. - Unquestionably, low exceptional rates exist for traflic to
and from_ports, especially the great ports of Calcutta and Bombay. But exceptional
rates such as these exist in every country, and are there justified on the ordinary
grounds, not only of the economy of handling goods in large volume, but also of
competition betwecen railway systems serving the same distributing or consuming area.

151. Inone respect, at least, the Indian railways have refrained from following the
accepted railway practice in other countries. Itisusual in most countries to concede for
export traffic through a seaport rates which are not available -to that seaport for local
traffic; and vice versd, in countries which adopt a Free 'I'rade policy, to fix lower rates
for the carriage inwards of goods imported through a port than for goods produced
locally at the port town. This practice is not, so far as we have been able to
ascertain, followed in India. Bombay receives from up-country large quantities of
raw cotton, part of which is worked up on the spot and part exported. Similarly,
Bombay distributes to up-country points large quantities of cotton cloth, part of it
locally manufactured and part imported. The raw cotton rates down to Bownbay
port and to Bombay town are the same, and so are the manufactured cotton rates

upwards. The same principle, we understand, is applied elsewhere, in the case, for
1nstance, of the great Calcutta jute trade.! '

152. Complaints are also loud and frequent from Indian traders in respect of
what are known as “block rates,” The term is peculiar to India and needs
explanation. A block rate, as we understand it, is a high rate quoted with the object
of retaining traffic on the line on which it originates and preventing, or * blocking,”
1t from passing off, after only a short lead, on to a rival route. Some Indian
witnesses, however, use the term as meaning a rate which is higher because the route

over which the traffic is carried is in the hands of two separate administrations. But

this'is in no way peculiar to India. Railways all over the world charge more per
mile—largely because it costs more—for a haul of 50 miles than for a haul of 500 ; if,
therefore, traffic is hauled in one case 500 miles over a single system, while in another
case it travels 50 miles over one line and then 450 miles over another, the total charge
in the first case will—other things being equal—normally be lower than in the second.
No instance has been quoted- to us as existing at the present time of what would be

a real block rate, i.e., arate from A to B for traffic going beyond B on another:

company’s system higher than for a rate from A to B for traffic which goes no further.
Block rates have certainly existed in the past, and Indian popular opinion is fully
persuaded that they are typical of existing conditions. One of these cases is S0
notorious that it deserves a paragraph to itself.

153. About 100 miles to the North of Bombay, Broach, a small but ancient por:, is,

situated on the main line of the Bombay, Baroda and Central India Railway, In the

-year 1008 an enterprising Bombay firm started a steamer service between Broach and

Bombay. The Bombay, Baroda and Ceniral India Company found that a certain amount

1 There was, we wg;'é' to'ld, a special export rate fcr coal to Caleutta, but it has recently been
withdrawn. b
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s being diverted. They therefore appealed to the Railway Board,: pointing
gi: rt?lfz?tc, :: ?chbee]gul%at bulk of the proﬁts of the Company went to tﬁe*;.(}overnment, the
Government was interested in putting a stop to this diversion, and they suggested that,
in order to enable them to irmpose on the through traffic for the short §istance to or from
Broach rates sufficiently high to leave little or nothing for the steamgrportion of the:
the Railway Board should permit thepx to raise the classifi atlgneof cerbzqsr}.
competitive articles to the highest class. The Board assented. flhu.%og > ARG
least, that of sugar, the article was raised from thg first class to the oqﬁl ,»:} ;
words, the Company’s power of charge was increased fourfold. e steamelars
withdrew irom the unequal struggle, and the merchants of Breach not unnaturally

protested. One sentence in the reply of the Railway Board deserves quotatlofl —

“ The contention . is altogether opposed to the universally
accepted policy which recognises that the unfe@tered f_ree(lom en.quefl joy sea
transport agencies in the quqtatlon_of rates entitles rallway.adlmn.n.stmtlon'shto
greater freedom when competing with water transport than is legitimate when

"
competing amongst themselves.

journey,

H .. difficult to believe that the writer of the letter really thought that putting
up l‘il)li’al; lfa?(;gi ig a prohibitory point, with the object of preventing t-rilfﬁ'c ever
achine the water route at all, could be ]L}Btlﬁed’ by the analogy of the norma pl?ctlce
rf; d i railway rates to retain or obtain traflic which otherwise might be attracted
(t)o :‘ﬁe u\\(;:;gr route ; but if there is any other instance in history where a ratllwa(llydhgs
been authorised by the contrdlling authority to 'do wliat the railway company tl km
the Broach case, the Railway Board did not specify it. 'The steamer sex:;rllce was il en
off. “ killed,” said the merchants of Broach, by the block rates. T erc.aupon ,f‘fy
titioned tl’lat these rates, having served their purpose, might be withdrawn. te
ke '11 o Company refused to assent on the ground that there was still water
Ra} Wz?'rt' no nfflin{ained by country craft—small sailing vessels mannegl by Indla.u
Oo.mpe : if‘?' ll( the Government of Bombay intervened, as representing a public
opinior 1hn'a-hy’“"ts becoming vocal, and then the Railway Board ,Submltt,e.d and
ommoun v(\; ;C the‘Railwa.y Cgmpany that the exceptional increases in classification
agﬁﬁlll IIjli)elon(g){er be sanctioned and must be withdrawn. But the Broach block rates
c >

lasted from 1010 to 1919, and the memory of them is still green in the hearts of
traders all over India.

55. T ’ ce. though the most surprising, is not the only instance where
mi1“31;5605111;31322&;2‘?]3(;% ac%used, in dealing with water competition, of gct)m%_ or
o ot go to a length which seems to us indefensible. In Madras our attention
attempltlmdgto three cases. Leading into Madras itself there is a canal, known as the
ity % Canal, which was of considerable importance at one time, but whose
Buckingham . ilway has greatly fallen off. It was admitted on behalf

; t of a ra1 L
tgatfgc Squv?r; hi?&;ﬁy that they put in exceptional rates so low as to leave to them
g ver(;rl:rilall )lrnargin of profit in order to divert traffic from the canal. Evidence was

i t between the South Indian Railway and the British India
%ﬁ;g%ﬁ%gﬁ;& ?ﬁﬁ,ﬁ?, the effect of which was to induce the Steamship ?omfpalﬁy
to cease to call at certain small ports, and so leave to the railways a IlIJIODOPO y o_1 tae

Again, a letter was submitted to us in which th{a Agent of the same rallw ¥

trafﬁfc. %a ’)roposal that the Government should eptn'ely close the small port o

%‘u or\ivar sal 1and o0 force the local traffic on to the railway of which the Government

lrmﬁa b +. Woe think this is eminently a matter to which the Communications

{y)as ' t?ngf e\;s;hi(:ll if our recommendation is _adopted,.vvlll bave charge not only of
raeilp;;ys but of canals and ports, shonld direct its attention. -

i i ’ i i he Indian

discussed with very many witnesses, representing not only t i

: ublilc561;u\tV:}}1ea‘;Zilway companies, what the a}lthonty to control rates shguld }i)e.

I\)V "have found a unanimous readiness on both sides to accept the constitution of a
" av.(la) 1 practically identical with that recommended for the same duties by the

mow L v o ituted under the English Ministry of Transport Act,

i Committee constl : !
%)altgs frgiv:lsc?ggpted' as satisfactory both by the railway companies and by iepresenfta—
tive érganisations of the traders in England. We recommend the establishment of a

‘ i isti 1 experienced lawyer as chairman ard two lay mem bers,
e Trlbuzqzcozﬁftizﬁvg:; ané) the other the commercial interests, with power, in
.one repregen 1 % of sufficient importance, to add two additional members, one on eaqh
eide cas“/aV 6‘E:ilc])mnot think it mecessary to go into the constitution and powers of the
‘:::dgeé"eéﬁecf Tyibunal in any further detail. The proposals of the Rates Advisory
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Committee, which are the result of an exhaustive public discussion by all parties
interested from all points of view, are embodied in Part IIL of the Railways Act, 1921,
just passed by Parliament. The clauses in Part I11. raise all the questions in issue

and are available for reference when the time comes for practical action to e taken
1n the matter.

157. That the proposed Tribunal in England will not lack work is evident, It is not,
however, possible at present to say how far this will be the case in India, We suggest
that in the first instance the lay members of the Tribunal should be appointed, but
only paid a retaining fee until it can be seen what the work is, We think, however,
that the legal chairman should be appointed forthwith as a whole-time officer. The
law of railway rates is not a simple matter. In addition to legal knowledge there is
required a grasp of the economic principles involved and at least a general familiarity
with geographical and business relations and the communities to which they are to
be applied. Railway rates are not a subject in which, as far as we know, any lawyers
in India have specialised at the present moment. There are not & few lawyers who
have so specialised in England. Buy to preside over an Indian Tribunal a chairman
wounld need both to he a specialist in railwvay law and to be familiar with Indian
conditions. 1t is evident that the Indian Railways Act, which dates from 1890,
requires extepsive revision. We consider that the lawyer appointed as Chairman
cf the Rates Tribunal could not be better employed at the outset than in an examina-
tion of the Act in the light of modern developments, both of circumstances in Jndia
and of legislation in other countries. and preparing for the consideration of the
competent authorities the draft of a new Railways Act.

158. The jurisdiction of the new Trilunal should, we think, embr
of the reasonableness of rates even within the contractual maxima and minima, and
of the conditions attached thereto, whether the question be the wnreasonableness of
a rate per sc or its unreasonableness as compared with the rates charged to
other persons or at other places in what are alleged to be comparable conditions.
The same Tribunal wight have jurisdiction in respect of the obligation to provide

reasonable facilities, a matter which at Present also has to be detzrmined by a
Railway Commission.

ace all questions

159. But both in respect of reasonable rates and reasonable facilities we think
the Tribunal should be protected from being flooded with applications. We think

that by a procedure analogous to that under section 31 of the Railway and Canal

Traffic Act, 1888 {commonly known as the Conciliation Clause), application should in
the first instance be addressed to the Ministry of Communications., The Ministry
should bring the two parties together, not necessarily, having regard to the great
distances in India, face to face, but by the interchange of statements, and should then
express its opinion on the merits of the dispute.! : '

. 160. We do not think that applicants should be prevented from taking their
case to the Tribunal by the fact that the opinion of the Ministry was adverse to their
claim. But the question should be considered whether frivolous allegations should not
be checked by requiring the deposit with the Tribunal of a certain sum—a figure of
Rs. 100 has been suggested—to be dealt with at the discretion of the Tribunal.

161. We recommend that in cages of importance,

of money involved or because they raise a question of general principle, there should
be an appeal. We saggest that it should lie to the Governor-General in Council—

this is i accordance with the Canadian precedent. Leave to appeal might be granted
either by the Tribunal itself or by the (Governor-General in Conneil,

162. A good deal of evidence has heen given
grievances 1n respect of owners' risk rates. The question is not peculiar to India.
It is a constant source of disputes between railways and traders in every country.,
We think a full investigation of the whole subject by the Tribunal would be welcomed
both by the railways and the trading public. The Tribunal should decide for what
articles in the classification “ owners’ risk ” rates should be quoted ag well as * railwg,
risk ” rates ; what shall be the precise definition of the Company’s lishility under eacg
rate ; and what difference in quantum between the two rates—corresponding to the

! This was the practice of the Board of Trade for some years after the passage of the Act of 1888.
Subsequently, however, the Board ceased to express an opinion and merel

owe ; ) y presided over a discussion.
If the discussion failed to produce a settlement, the parties were left to their legal rights, With the
char.ge in procedure the conciliation procedure lost a good desal of the value which it had been fonnd to

either hy reason of the amount

to us by Indian traders alleging

possess in earlier yenrs.
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Chilite : ilw taking-—may reasonably be
ifer in t bility imposed on the railway under g— asonably
dlﬁelencIe s I(()}tlehl(;z:;revefY ourpidea that the tribunal should exercise the jurisdiétion
made. fl'ls le bourt of iaw where 1t 15 a question of fact whether goods have been
ff tanrofnjllilfeg in transit, and, if so, at what precise sum the damages should be

o8t o ¢ ’

asessec 1 tion of risk rates is the matter of settlement
ith the question Isk . §
£ 1]‘63. Ol\()\?}eltilfgl?l?ec ts:uzgtl?e slacc%mess or shortage of staf, t.hgre 13 no doubt phat
nrcason le delay on the part of certain yailways in dealing with damage clam;s,»
unreasonable elay Osettle and pay even where the claim is undisputed, has caused
g then 1:8fu§?i btl(; discontent.” The claimant has, of course, his remedy; he can
deep andojust; af Law, where he will probably get jndgment hoth for his claim and
coste. 1 Olllr'(') ess cz,mnot; he conducted by law suit. We think the matter is one
Soste Bu}t gy Ministry should take more interest than tl{e Railway Board has done
in which t}? nt‘flw Ministry were to call for returns showing how many cases are
hlthert(zi- de' for how long a period, and were to continue to call for such
outstan m% an t intervals, probably this would he sufﬁclgn_t to put an end to _the
reburns at reqlfle.n this the closer supervision and additional powers we. have
gmvﬁ;ﬁﬁ’ fof ftl;xénl%ailwag’r (fommission will enable them to take stronger action than
sugge ‘ )
Pe?f%aps-has heen possitl Bitherto hink d ] ttention both
: ich we think deserves much more a
164. Tl?er © Jsg nﬁﬁ;g‘?ﬁﬁ ‘Z}lllécxllllanngemeut of the individual railwaxs than 1t
from !:he Hailway Sa According to the immemorial custom of the East, inferiors, a_fter
has hithorto 1'?c<;we I’s brethren who went down into Fgypt, when they come 1nto
the manner o f' t(l)lieig superiors bring presents in their hands. ~ Accordingly, it seems
o Dresnee ¢ al in India, when the trader applied at a railway station for the use
o bave bean we some small fee, 8 annas (8d.) or Rs. 1 (1s. 4d.). In recent yem?i
of a wagon, EO pag’ ;1s being utterly inadequate to meet the demand—owing, like a
the Suppl'yol (;V ?ic(') ncies (% the Indian railways, to lack of fl_mds —these s_mail fees
the phym'ca ° c;:ntous dimensions.2  Evidence all over India has been given to{ us
have grown. 1o pOl‘P;} ments of Rs. 50 or Rs. 100 are apparently common. Rs. 200
on the subject. i e}d more than once. In one case we were told—and we see no
Bave beon Enttjnlt'lcme the evidence-—that Rs. 800 (say 50 guineas) were actually paid,
reason fo dis ‘e‘u;v wagon at a time when prices were fluctuating wildly and when
o 22);?11;15}78}1]25"; darﬁages were liable to be incurred for non-fulfilment of contract.
con;

: £ petty payments for wagons have now grown into

165. % is not tcg) tlyrll;g?rrf;)lfq d gl}‘lﬁé ’lRailyWIz)lyyBoard and the railway officials, though

2 system of organ;zit that the evilis as serious and widespread as 13h.e trz}ders claim, do
they besitate :O aden its existence. They deplore it, but are disinclined to accept
— attgm.]lgt ° They ractice, they say, can only be stamped out by convicting and
'resgongxbl lg. b 'be—tfker This has been done in some cases, but not wn;h spﬂiment
punishing the f:int to L;,top the practice. If conviction of the brlbe-taker in a_]aw
frequency or (}:16) " 1 ymeanfs; of stopping the practice, it would eyldently _continue
-court were t 1? ?igl'mal]v the only witness against the brib.e-taker is the bribe-giver,
indefinitely. O;tz'ce s criminis and equally liable to punishment, he can hardly be
and as (}113 8 Z;?e fm.{;ard to give evidence. The practice must be stopped, not by
expected to §° fflenders, but by prevention of the ofience. And this we are convinced
e one o soon as the authorities are sufficiently in earnest about the matter.
o e dorga 3 sthe evil would not have grown so serious if the Railway Board had
Z‘I/;;nf*i?zlttgdaits n:aénitude, and after a thorough investigation had grappled with it as

lo
1 Below is & communication received from a district where treffic is so scant that claim disputes
elow is & .

i Tare OCCUITENCe :— o
might be expected to :): Ofo;ca of the Clief Commissioner that there .is the greatest diﬂiqyltzy in ‘%‘f’tt_m,g
“ It has come to the n r petty, settled, and, even when the claim is admitted, in obtaining payment
any ch1m, h"weg c.I; the, 1st Jannary last 40 notices of suit have heen received by the Revenne
o e from traders in thix Province, who have beexn unable to gbtain settlement of
C°I§‘m‘ss}°nerb" i ti;er means, This number exceeds the total notices fqr the la,st thre?’ yeqrs.

thfiwm:,llz::l?t a.gp(:aa.r that the machinery for the settlement of claims is gravely defectivé.

an ‘

; ich he needs is not supplied, understands that shortage of wagg:s AZQi
2 The trader, Wha:}rt}:);v:‘?g;‘?“:v I;LOILilistenee i insuﬂigirz’nt.. This may be 8o or xf: may RO;‘ 1 tg
“means, that thp} xmmbtain his wagon, not because the wagon is non-existent, but becauss; & tg;
‘trader may fal ‘to" y lines and of junction facilities or of marshalling sidings, it cannot be brong ixt,»
inadequacy. of m“-‘: e juired. We have no doubt that the supply of wagons in India is ab presen
the s‘gf:mi w}l;tﬂi?;e 1:}:;?1‘11: that the shortage from which the traders suffer is dueé mhore to blqpks in
insaflicient ; : 4 :

wircalstion thwn b actual insufficiency of mumbers.

).
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a general question affecting all India and had insisted on reforms of the methods of
wagon distribution. - , ‘ .

~ 166. Various steps have been taken in various places to deal with the matter locally.
One official at least told us the methods by which he believed he had stopped the
practice in his own area. More than one trader explained to us the elaborate checks-
by which he had succeeded in securing for himself his fair allotment of. wagons
. without giving bribes. Another witness, not a railway man, but a trader, suggested
several expedients that would, he believed, greatly reduce, if not absolutely prevent,
‘corrupt allocation of wagons; and the railway representatives who heard the evidence
admitted that the proposals seemed worth a trial. We think it i1s the business of
the railway authorities both to excogitate methods for themselves and to try harder to
enlist the help of the public. The matter is of serious importance. The feeling
aroused is not merely one of resentment. One witness told us straight out that the
reason the practice was not stopped was that the bribes do not stick to the hands of
the subordinate to whom they are paid, but percolate much higher up through the
railway service. It is most unfortunate that suspicions of this kind—and, however
unjustifiable, they are as much to be expected as to be deplored—should be allowed
to exist. The Ditter feeling is not lessened by the fact that powerful Kuropean
firms are believed to get without payment treatment at least as good as that which
Indian traders say they can only get by bribery. We impute no blame, nor indeed
- did the Indian witnesses, to the uropean firms. Whether the reason of the distinction,

" which apparently does exist, is that subordinate officials -dare not. submit important

. Europeans to the treatment which they venture to mete out to their less influential

+ fellow countrymen, we cannot say.

'167. We received  many complaints regarding the treatment of third class
passengers. Their grievances are of long standing and Lave often been recognised.
Stress was laid upon them by Sir Thomas Robertson in his report of 1903, and— more

“especially with regard to mela traffic —by the Pilgrim Committees of a few years ago,
whose reports showed plainly that even with the insufficient means of transport

“available more might easily be done for the passengers’ comfort; it might, for
instancé, be necessary in exceptional circumstances for passengers to travel in trucks,
‘but the trucks could at least be cleaned beforehand. We may quote the following
sentence from the latter dated 27th September 1916, from the Sanitary Commissioner
to the Government of India, submitting the reports of the Pilgrim Committees :—

“ The Government of India can hardly be aware of the amount of ill-feeling and
ill-will towards themselves that these two conditions (viz. (1), overcrowding

of ordinary trains and pilgrim specials, and (2) the use of goods wagons to

carry pilgrims) engender.”

168. As voiced before us, the complaints of third class passengers still continue
under the following heads :—

(a) Overcrowding, to the extent at times of double or even more than double the
approved carrying capacity. '

(b) Inaccessibility and insanitary condition of w.c.’s in third class carriages for
long distance journeys.

(¢) Dirty condition of third class carriages.

(d) Inadequate water supply on station platforms.

(e) Inadequate food supply arrangements.

- (f) Inadequate waiting sheds or waiting rooms.
(9) Insufficient booking office facilities.
() Uncivil treatment by railway staff.

169. In Tndia, with its vast population, normally sedentary, but at intervals—
sometimes of months, sometimes of a year, sometimes of several years—flocking in
enormous numbers to melas (fairs or fétes) or on pilgrimages to holy places, occasional
overcrowding is inevitable. To construct and equip the railways so that on rare
occasions they should be able to accommodate without inconvenience traffic out of all
proportion to the normal is evidently impossible. And so long as the present
shortage of funds persists serious hardship is unavoidable. But when it comes to
“ovetcrowding as a constant everyday affair, carried to the length that Members of the
Committee have seen with their own eyes—passengers by regular trains perched in
the luggage racks and in suburban services hanging on outside or squatting on the
steps of the coaches, it is another matter. Serious measures must be taken to deal

5

with it. It cannot be done away with till fands are provided on a scale sufficient to
allow of rtailways being brought up all round to a much higher standard of efficiency.
But even with restricted facilities something more might be done by measures such
as borrowing stock to the utinost.possible extent from other lines to meet exceptional
Tocal pressure, and by strict supervision of matters such as enforcing cleanliness and
the provision of drinking water. We consider that in such ways as these the utmost
efforts should be made to .minimise the inconveniences to which the lower class
Ppassengers are subjected.

170. We were told by the Agent of the Last Indian Railway that the Railway
Board had recently disallowed any capital expenditure, even to provide such things
as installation of additional water supplics or erection of waiting sheds, as they did
not directly improve the movement of tralic. Whatever the shortage of funds, we
cannot think that if an order so sweeping as this was given it was in the general

interest.
171. The view has been urged upon us that the third class passengers suffer

_relatively more than other users of the railways from the lack of adequate facilities,

and that, though they contribute by far the greater part of the coaching earnings and
nearly qne-third of the entire railway revenue, their requirements have received less
attention than those of the organised traders and more vocal classes of passengers.
There is a strong feeling on the part of the Indian public that the improvement of
the conditions under which the mass of the passengers travel has a priority claim.

172. In this connection we may refer to the existence on a few lines of a special

_class of official, known as Passenger Superintendents, who are engaged at some of the

principal stations in looking after the cowfort and convenience of the lower class
passengers. These officials are usually retired Indian Army officers, who give-much
assistance to travellers. The evidence given to us shows that their services are
appreciated, where they exist, and we recommend an extension of the employment of

ssuch officials.

Alleviations .

and
remedies.



CHADPTER VI
MrsceLraxeous CooNATE QUESTIONS.

173. We proceed to deal with several matters of considerable importance which,

* though not falling within the four main heads of the Reference, seem to be strictly
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germane to our enquiry. The first has reference to_ the railways other than the
three State systems worked by the State, and the eight State systems worked by

@Guaraiiteed Companies, which-we discuss elsewhere.

174. The Railway Adwministration Report enumerates no less than 174 railway
undertakings, divided into 14 different categories. The divisions between the different
categories are often very slight, resting on small technical distinctions. We do not
think it necessary to reproduce them here. For the purpose of this Report it will be
sullicient if we classify the 163 undertakings other than the 11 major railways under
the same headings which we adopted in Part L. of this Report :—

A.—State lines worked by independent companies ;
B.—Company lines worked by companies;
(.—Lines belonging to Indian States ;

D.-—Miscellancous (branch and light feeder lines of various kinds).

175, With reference to the railways in Class A (the Tirhoot State Railway,
worked by the Bengal and North-Western Railway Company, and the Lucknow-
Bareilly Railway, worked by the Rohilkund and Kumaon Railway Company), or
those in Class B (of which the Bengal and North-Western and Rohilkund and
Kumaon are the most important), we have no reconmmendations to make.

176. Qlass C, the lines in the Indian States, belong usually, with the importadt

“exception of one of the largest of all, that owned and worked by the Nizam’s

Guaranteed State Railway Company, to the States themselves. Some of them form
quite considerable systems. The total Indian State-owned mileage is 4,847, of which
2,819 miles, mostly metre-gauge, arve worked by the States themselves, and 2,028
by the adjoining main line administrations. The Government of India exercises
certain powers of control in matters relating to public safety, and also over the
adoption of new routes. = DBut speaking broadly, these undertakings enjoy a
large measure of independence, secured 1o them by the treaties between the Govern-
ment of India and the several States. \With the rights so secured there can, of course,
be no question of interfevence. But a glance at the map of India is sufficient to show
that the Indian States are scattered all over the country, and that main line construction
must be turned aside from the route which physical and commercial geography would
naturally suggest, if the frontiers of Indian States are to be regarded as inviolable.
It has not been suggested to us that the States have shown themselves as in any way
unreasonable in the past, but it is manifest that there must frequently be room for
differences of opinion on questions of alignment of rdilways affecting the States; and
we think that, when the Railway Commission finds itself in financial circumstances
which make it possible to take up long postponed projects of extension and new
construction, the relation hetween the railways belonging to the Government of India
and the railways belonging to the Indian States will bave to he reviewed from the
broad standpoint which we have indicated. '

177. Class D, which we have described as branch and light railways, consists
mainly of small feeders of the main lines constructed under what are known as Branch
Line Terms. These terns in essence involve, either that the State guarantees a minimum
return on the capital, or, alternatively, undertakes that the line shall receive out of
the earnings of the main line from traftic contributed by the branch such a sum,
known as a rebate, as will make up the total earnings of the branch to a given ‘sum.
The branch in each case shares with the main line any profits exceeding the
guaranteed minimum. This method of encouraging the construction of lines
admittedly required to serve local needs, but for which the Finance Department declined
to furnish the capital, was first adopted 23 years ago. It has enabled lines to be
built which would otherwise not have been built, and has thereby helped considerably
to develop the country. The method, as far as we can see, has no other advantage.

.

-y
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The financial terms usual before the war are now naturally quite inadequate, and will
have to be revised if the system is to continue. Numerous witnesses have urged that

" this shonld be done. DBut one and all have admitted that, if the main line were in a

position to build a given branch itsell, and they were asked whether they would
prefer it to be built by the main line or as a separate- undertaking, they would choose
the former alternative.

178. The Branch Line Company-is usually a fifth-wheel to the coach. It implies
in some. cases a separate counstruction stalf; it always implies a separate Board of
Directors, and separate accounts. In cases where the branch is worked by the main
line, if its Directors feel that the management is unsatisfactory, they not only can
make representations to the main line administration, but in the last resort can appeal
to the Railway Board. ~And this does not make for harmony. It is further evident
that capital raised by a small private undertaking, even with a Government guarantee,
will cost more than money raised directly by the State. As against this a certain
weight must in fairness be attached to the claim that the Branch Line Company
obtains from local sources money that would never be subseribed to a Government
loan. There may alsc be certain cases of a hranch line of smaller gauge worked
independently, where the Branch Line Company can operate more economically than
is possible to a maif line. : :

179. But there is an objection to Branch Line Companies which goes much deeper.
Tndia has only 36.700 miles of line. The Mackay Committee Lt years ago said India
needed 100,000. But if the extensions are to be made by scores and hundreds: of
little independent companies, the resulting confusion will be inconceivable. Naturally
each company, small or great, desires to reserve for itself what in the diplomatic
world is called a sphere of influence; and jealously claims that, if any new-comer
intrudes into that sphere, he shall pay toll to the original concessionaire. Take the
case of two main lines, starting out alongside from Bombay or Caleutta, and gradually
diverging from one another. "When they are st a distance of 200 miles from - the
terminus, at which point the two lines are 50 niles apart, there is a station on line A.
Halfway from this station’ in the direction of line B there is a point of some local
importance. A branch line is made to it and the local point develops.  Thereupon
the proposal is made to connect up this point ivith a corresponding station on line B,
and a new branch line company is provisionally orgauised for the purpose. Difficulties
at once arise. The old brauch line company protests that the local point is within its
‘sphere of influence, and main line A follows suit with a claim that it will lose the
contributive value of the Lranch line traflic. How much attention the Railway Board
pays to these protests must of course depend upon the facts of the individual case.
But they are sure to be made. Sometimes they will prevail. And in any case they
unnecessarily complicate a situation which ought to be considered solely from the
point of view of the public interest. Or, again, there avises another class of cases
where similar results follow.” Clompany A affords a connection between two points.
They are 100 miles apart as the crow flies, and 150 miles by the company's road. A

- small independent company proposes to connect the two points by a direct line, which

in India is known as a. chord,  Naturally the old company protests, and perinission
for the construction of the new line—however-obvious be the public benefit involved
—is.etther refused or only given on a basis of elaborate accounting between the new
company and the old for the profits which hypothetically would have belonged to the
old line had the new line mot been opened. Sometimes, in the Madras Presidency
for instance, where exceptional powers exist to levy cesses for feeder railways,
the promoter of a hew branch line is not a company, but a District Board. And
then considerations other than purely commercial come in and introduce further
complications and protestations.! S '

. ! Mention may be made here of the views expressed by the Government of Madras, who draw
attention to a case in which, although no short-cireniting is involved, there has been a delay of over
10 years in arriving at a decision in regard to the terms for working a district board railway (the
Nidamangalam-Manurgudi-Tiruturaipundi-Vedaranniain Railway) by the South, Indian Railway Com-
anj.  The Government of Madras also refer to the South Indian Railway Company Board of Directors’
}etter to the Agent, No. 248, dated Sth Soptember 1920, from which the following extracts are quoted :—

“ All that the Board now ask is that the protection which was promised them
.-should be secured to them whenever the Governnent are granting*concessions for the construction
of new lines which will be, or which some day may become, part of Chord lines.”
“The Board are anxious, as they have always been, to help the Government in any
schemes for the advancement of the country, but they cannot be expected to make sacrifices . . . -
of revenue when they can see no compensating benefits in other directions.”

9164 H
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130. Far frem approving of a policy which increases the number of possible
claimants for the traffic of a given area, we think the aim of the Government should
be to reduce by amalgamation the number of existing companies, At the same time
we ought to say that the opinion has been pressed before us that, unless separate
companies are allowed to make branch lines, in some cases they will never be made
at all.  We therefore feel bound to record our opinion that if the State cannot and

will not provide adequate funds private enterprise in this direction should be
encouraged.

181, The “ standard ” Indian gaugeis 5 ft. 6ins. It is called the standard gauge.
But in fact it is not the usual one. For of the 36,735 miles of railways in India, only
17,990 miles, slightly less than half, are on the 5 ft. 6 ins. gauge. There are over
15,000 miles of metre gauge line, nearly 3,000 miles of 2 ft. 6 ins. gauge, and over
660U miles of 2 {t. A thorough investigation of the gauge problem 1s urgent at this
moment. How it should be solved, it is not for us even to suggest. But we think
that the situation, as it at present exists, must be faced as a broad problem
aflecting the whole of India, and examined from the engineering, operating and

financial side by a special Commission of two or three of the first experts who can
be found after careful search, not in one country only.!

182. At the date of the last report there were employed on the railways ¢f India
about 710,000 persons; of these, roughly 700,000 were Indians and only 7,000
Europeans, a proportion of just 1 per cent.” But the 7,000 were like a thin film of oil
on the top of a glass of water, resting upon but hardly mixing with the 700,000
below. None of the highest posts are occupied by Indians: very few even of the
higher. The position of a District Engineer, District Traffic Superintendent, or of
an Assistant Auditor is, with one or two exceptions, the highest to which Indians have
hitherto attained. The detailed figures in Appendix No. 2 show that, on the principal
railways of the country, out of 1,749 posts classed as superior, 182, or rather more
than 10 per cent., are filled by Indians. OFf the 182 Indians, 158 occupy posts as

assistant district officers in the various departments; 24 have reached the higher
grade of district officers.

183 That they have not heen advanced to higher posts, that even in the
subordinate posts of the official staff there are not more of them, has been a standing
subject of complaint before us. With so natural a grievance we fully sympathise.
And we agree with the Railway Board in desiring that the grounds for it should be
as far as possible removed. - Still, facts are stubborn things. 'The appointment of
Europeans to the superior posts in the railway service is unavoidable unless and
until Indians qualified by training and experience are available to fill them. The
process of training them in a small way and in one branch only of the railway service
—the Traffic Department—began a good many years ago on the State-managed lines.
As-a result, o those lines 13 Indiun ufficers out of 68 have already attained the
position of district officers, as against 11 out of 114 for all the other lines. Taking
all Indian appointments together, we find that some companies have caught up, or
nearly caught up, with the State lines. The State line percentage per 100 employees
is 14°60; the percentage on the Kast Indian is 14°Gl; on the Bengal-Nagpur
12-12, and on the Assam-Bengal 10:17. Other companies, however, fall a good
deal short of this. On the Great Indian Peninsula the figure is under 5 per cent.,
and on the Burma Railways it drops to under 3 per cent. The highest percentage of
all,. 1525, is reached by the Nizam's Guaranteed State Railway Company. The
employment of Indians in the higher posts is growing, but the process should be
accelerated. We think the Government of India might consider the propriety of
establishing a minimum percentage of Indians to be reached within a fixed period.

The minimum would have to be higher or else the period shorter in the Traffic than.

in the Engineering or Locomotive Departments. -

184. Until recently opportunities for the technical training of Indians were
lacking. And in the absence of opportunities, naturally few Indiang were able o
reach the .standard required for the superior posts. Certain opportunities are Low
being provided. At Calcutta,on the Oudh and Rohilkhand, and on the North-Western.
Railways, we have heard of interesting developments which are, however, still in the

' Sir Henry Burt dissents from this paragraph and has expressed his view in & Note)_attached to
the Report. , ' :
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initial stages,

- the north are of little use to Madrasis. Moreover, what educational facilities exist are exten
in the n

i i i ing; ngineering 1s only one side, and nowadays
oo ma}llnly c‘?gnt?n?;f;gftl lsI:Eé, g? (tlhz Lililway }i‘OfGSSiO_)Lrl. Formal instruction in
D e ot g e'ltr'l 1 in all their ramifications—signalling, train control, station manage-
o s Opfer'd hl?—needs to be provided. And from the economic and cominercial
ide, o ae Ollt ling, for instance, with the relations between railways and the
R ilez'l'tliez’on the one side and their customers on the other, are, as far as
e S o x(;;ltelit And two classes of railway men have to be catered for: the
e km)fwin'n 0121;;1('3 education and social position in training for the superior posts, and
n}mlen 0 h%ar er number who do not usually advance beyond the subordinate grades.
t\V&:a ;?: (;lso ogf opinion that the system of selection and trallnlgg of thf youngil n;filcl;
appointed as probationers in tl}e 11‘3&10 l)gpagtment on 1;1 1313’ b];u. W?gs ee 1
reconsideration. The whole subject 1s one which in our Vl(.BVi’ shou ; in the S~Il)emfld
charge of the Railway Commission ; and we think substantial grants of money shou

be made for the purpose of developing such instruction.

« ey !
nd much more remains to be done. India is a wide country and facilities Need for
a

sion.
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CHAPTER VII.

MANAGEMENT AXD Fixance.

185. We have remarked that, of the 36,735 route miles of railway in India,

7,369 miles are owned and worked by the State, and 17,768 also owned i)y the State

are worked by guaranteed companies.” The question on which we now have to advise

Systems of in reference to these two classes is : should the State-worked lines he handed over to

mant Pour Management by companies - English, or joing English and Indian, or Indian—or

possible should the company-managed lines be resumed by the State; or should the main-
alternatives. tenance of the present dual system he accepted as & permanent policy ?

Committee 186. The Committee are unanimous in adv

role out—  y companies of English domicile should not b
t(ﬁl)u;:’l‘ge of their existing contracts ; we agrec also that
English of English and Indian domiciled companies
domiciled  to agree as to the relative merits of management directly by the State and indirectly
companies,  through companies domiciled in India.

2) oo ) . Li \'\' e proceed accordingly to deal with this part
bihat(i’(‘m‘of of our Report in three sections., The first gives a brief ace

English and conditions of the Lnglish

ising that the system of management,
© continued after the termination of
& system of management by a combination
15 impracticable ; but we have been unable

_ ount of the existing
guaranteed companies, and sets out the re

asons for our

Indian unanimous opinion that the managing authority should in future have its headquarters

domiciled  jn Tndia and not in England.  The second explains why five Members of the

COMPRIES.  Commiittee, including the Chairman, hold that the management in India should be by

direct State agency. The third presents the case, supported by the remaining five

Members, for continuing a system of company management hut through companies

domiciled in India. 'The question how money required for future capital expenditure

can be raised is so closely associated with: the question of the system of management

that it can hest be dealt with in the latter two sections as an integral portion of ihe
recommendations contained in them respectively.,

Section 1.—Regarding management by Guaranteed Companies of English domicile,
Englisltl . 187. The idea of a gnaranteed company is familiar in railway politics. Normally
guarantee ¢

€ a guaranteed company is a private enterprise obtaining
companies, guarante pahy priva Prise, 8

' pany 1 4 . _ 4 concession for a limited
Their period, and subseribing funds to build a railway, with a guarantee from the State that
history. the earnings on the share capital shall not be less than

3 certain minimum figure,
If the earnings fall sbort, the State makes up the deficiency ; if thev exceed the

minimum, the company takes either the whole or a certain fixed proportion of the
surplus. Such are the companies in France; such were some of the companies in
Holland and the companies in Prussia and Italy till th

ey were taken over by the

State ; such companies still exist in many of the South American States. And such
at the outset were the Indian guaranteed companies. The Fast Indian built
upwards from Calcutta through the rich Ganges plain; the Great Indian Peninsula
built north-eastwards from Bombay, to Delhi on the one hand, and to a junction with
80 on, :

the Kast Indian Railway from Calcutta on the other ; and

First period.

188. We see no reason to doubt that the formation of guaranteed companies
with headquarters in London was wise at the time when the policy was adopted.
India needed railways. The money to build them could only be found in England.
And in the middle of the nineteenth century company shares were the form in which
capital would naturally be raised. And no company could be expected to embark its
capital without a gnarantee from the State. Unfortunately, however, the companies

fell for many years short of earning their guaranteed dividends, which had, therefore,
to be made up to them by the State.

189. Reference to the details in Appendix No. 3 will show that there were three
well marked periods. To the end of the lust century there was an annual loss,
amounting in the aggregate to £51% millions. For the next 10 years the State secured
a small annual profit ranging roughly from IO0,00Ql. to £1} millions. For the last
9 years the profits have been considerable, averaging upwards of £4 millions fer
annum. ‘The final result is a total profit of £44% millions—441 in the lagt 19 yearg—
against the loss of £51} millions in the earlier period.!

! Profit is to be understood as meaning net contribution to the general revenues of the State after
payment of the working expenses of the railways, the interest on all debt incurred on thejr behalf, and
certain repayments of capital amounting roughly to 1,000,000!. per annum, -
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'mati F guaranteed companies ceased, and except in a Inter-
190. From 18691'the fg;%f;txlg %gitltcill?ltﬁe next 10 I;'ears were constructed _by the ;ﬁf;gte .
fow cases SHCh- op 1255(1 and managed directly by them. The contracts. with the
Government and (()iperm anies ran for 50 or 60 years. Dut in every case the Govern-
original guarantee -?c(r)htpto terminate the contract, and buy out the companies at an
ment reservéd the'lfzb 25 or 30 years. And these powers, which first began to be
mtermedlatevfiatesa"f)erhave been in every case exercised. The form in which the
exeroiseable. In 1 ‘L ‘en paid varies; in some cases it was in cash, in some 1t was in
purphase price ha}? 'w'ee.t \13;14 wholly or in part in terminable annuities. We give two
.Indla stock, ‘u;lo.t ec:cse;s ad;)pted. The East Indian contract was terminated in 18’{9.
Thstances of ¢ le p(fI,:om any’s shares was fixed at 1250 per 100l ; the purchase price
The valne O'f tlle' e'rrt)aixied to he 32,750,000L., and this sum was co_n‘lmu,t$d into a
s e e 1.473,750L, payable auuually till February 1953. "The East
tem']mabl?t am:;ﬁ:n{*upon’ became the property of the State. The concession O'fggzh'e
I?dlaulsqu eanenin;ula was for 50 years from 1850. It was not denounced in I Oi:
R mawrs 1y ran till 1900. This line also was mainly paid for by the issue o
and ?‘CCOI,’dmgy }'tc\: 8 " Certain lines constructed by companies which passed  into
termlnabk? ?nmtl'ltllﬁa Governmént on the termination of the concessions have‘relpamed
the ownqrshlpsot te management. Of these the Scinde, Punjab and Delhi, now
ugderb;i(ilI;ZCttheaNorth—W%stern, the Oudh and Rohilkhand, and the Eastern Bengal
absor € L , !
are the most important. . | o - .
by this time—the es ighties—thé cuirent of opinion in favour of direct Third
‘ 191‘. Buft b’y tth i?afil l;l;en‘:};ise;g}i’ne f%rce. The State thereafter acguired the otvner- Period.
St@te managegllen guaranteed companies’ lines, but it retained the' direct management
ship of the Oh' e:_ ie “IISO it was considered by Government expedient to enlist the.and
o fe\.v. v tt IS' ;ilse i;l the constructiqn of several railway extensions urgently required
O tion oo st famine. The most important of these were the Southern
Mah pr'Otg%nOg a%a-“:lriwagpur and the [ndian Midland Railways. The capital originally
Mah_r?,tta, (tlg t?];]%; ("Sz)mpé.nies, which has gradually become only a small proportion
ccf)'ntg'lb};l;ﬁl co);t o’? tﬁéir existing systems, received a guarantee of 'intgrest, t}le:, working
gf th::lin(éé after completion being entrusted to the compames,1 “:hl("_‘h flin. addition to the
guaraﬁg:é"éd interest were allowed. to retain a share of the surplus profits.

" 192. It will be seen that the State has acquired, or retained, the owner‘ship of z}ll ;‘:)(I)Z(gv?::;nf’
the lines; but their management is: mostly in the hands of Conlpames,' The bulk ‘of .
the lines:were handed hack to the management of the old Companies or of new
(‘ompan}éé constituted on the basis of the old, 'or specially brought iuto being as
described in the last paragraph.

.
\

'193..And herein lies the essential difference between the existing guaranteed. Status of the
or 1%15&3‘5}\‘3;-1 Ilriﬁlli:marﬁlesthz \?)riginal ones. ,The old Companies were owners; 'thei g::gﬁ;zd
comp% mpanies are not owners of the undertakings which: they manage. When The Bast
Jt.lﬁév 013 East’ Indian contract terminated, the Company: was bought out, as has 7 ' ¥ Rail.
alr aid, for 32,750,000l;, and payment of this price was made in ‘the way Com-
?]readyf Egiﬁlii‘::bl’e annuities amounting to 1,473,750l. annually, . Under the new pany.
ccc))rrglrégt ‘shareholders, representing ﬁ,550,()091.——nne—ﬁfth,‘i that is, of the: purchase
price_;agreed to postpone their annuity ar}d in place of it to acpeﬁt 19; ne“ilcgmmcm

These so-called deferred annuitants—quas: shareholders, as they might be called—now

constitute the East Indian Railway Company. Under their contract with the Secretary

of State che .management of the undertaking is entrusted to them, and they are

. on the capital, plus a certain share of the surplus -profits;
'guarﬁ:eef}oﬁsp&aiegg much of thlc)a gros% receipts as remain after meetmg.wquing
'va;lggnsesl,) annuity sinking fund payments, and interest on loan calpltal, wh‘ed er én t{)le
form of debentures and debenture stock of the Company_, or of loans or advantes by o
“the Secretar f State. Of this profit the Company was entitled— subject to minor The State’s
the .Segretarsilpch ﬂiéci not be mentioned —under the contract of 1830 to one-fifth, and propot-
-conditions W lt’ t of 1900 to one-fifteenth. Under the present interith contract the i:t]:'x:zt in
ander thq cciil ;:?is “one-hundredth. Even if we ignore the présent interim contract profits.
‘acs;éng?%%i :o the previous one, it will be seen that-the Compan‘y"s proporti"on. of

ithe total profits is very small. ,

Y soa Ax re is more than this. The .capital of the, deferred aunwitants Googwir
194 i Ag;imilie cash handed. over and invested, for. the capital purpgses of the belougs to
fﬁ&gf&’ifﬁg ' The Secretary of, State’s .share, on which his proportion of . the the State.

» .

surplus income .is  based, does not necessarily represent the actual cash invest.



0z

ment. Some part of it is merely a capitalisation of the goodwill ereated nnder
the original contract by the joint efforts of the owning Company and the guaranteeing
Government. The proposition was worked out in this way: The Government
acquired the undertaking of a given Company for, say, 1,000,000l. The under-
taking had been earning on the average of the last five years a net revenue of
100.0001.  In other words, capitalised on a & per cent. hasis, the property was worth
2,000,000l. When it came to fixing the respective capital of the two parties to the
new contract, on the basis of which the surplus profits were to be divided, the
Secretary of State’s capital was assumed to be not the 1,000,000L. cash which he had
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Company, to the credit of the Secretary of State. If the Company is in debt to the
Secretary of State for advances, these advances are written down in his books by
the amount of the new issue, but the actual cash received remains in his possession.
A witness described the procedure to us by saying that the Secretary of State acts
as, in a sense, banker to the Company. Seeing that the Secretary of State holds
the money in his own name ; that the Company have no power to touch it without
his consent; that in fact he frequently applies it to expenditure on another
railway ; and that, even cn the undertaking of the issuing company, the money can
only be spent when and to such an extent as the Secretary of State permits, and on

works which he approves, it does not seem to us that the use of the term * banker

paid, but the 2,000,000L which the asset was regarded as worth; while the amount is really helpful in understanding the actual facts of the case.

put in by the Company was taken to be not more than the. cash capital which
its sharcholders subscribed. In a word, the Secretary of State acquired the
property out and out, and the goodwill, realised by the joint efforts of the old
Company and the owning Government, passed with the physical assets. The new
contract was given to a Company which, though it had the old capital, the old directors,
and the old shareholders, was regarded as a new Company starting de novo with no-
inheritance of the goodwill partly due to its former efforts.

199. The contract with the East Indian Railway Company, as we have said, expires Dates when
in 1924 ; that with the Great Indian Peninsula Railway, the next largest company, in contracts
the following year. The contracts with thfa remalning six guaranteed companies are are termin-
terminable by the Secretary of State at various dates, ranging from 1928 in the case of 2Ple
the Burma Railways Company to 1950 in the case of the Bengal-Nagpur. In none of
these contracts is there any optionl 1'eserv3d to the Secretary of State to resume
" : g . . ossession of the railway on previously agreed terms at any time during the currenc

195. Under the existing coutract the shgxre. of th‘.’ East Indian Company in the (I:fﬂ the contract. The ci)nt,racts vary {videly in terms, ﬁnajncial and 0?-1161‘ and als)(;
surplus p1"oﬁts ha‘s heen reduced almqst toavamglung point. In thq “(ords of the Agent in period of duration. But their essential quality is the same throuo'h’out. The
2f the Ra%way: ‘t.(;} aﬂ:org the ‘deferr.ed' an'n_ult.a‘nts an extra shilling per cent. per nominal shareholders have. no share in the property of which theycf are called
) gf_mum \1}1uslt elv .1e‘1”e ect, economies or increase earnings by RS', 40 lakbs (say shareholders ; the nominal debenture holders have no charge upon the property

250,000L.) in the year. under whose name their debentures are issued. ‘

Companies 196. From this brief recital of an exceedingly complicated story two broad facts. ) ) . . i
nob joimt  gtand out. The one is that the entity known as the East Indian Railway Company is. 200. The total investment in the undertakings of the eight guaranteed companies Proportion- |
OWners. not, in the ordinary sense of the word, a railway company at all. Not only does it not is 261,675,9001. The subscribed share capital of the eight companies (including the ate invest- |
own a mile of railway nor a single engine, but. it-is not joint owner even.to an ““ deferred ’ annuitanis of the Kast Indian Railway) is 24,620,300l The balance me(fté State
infinitesimal extent of the East Indian Railway undertaking. The East Indian 237,055,600, is loan capital and Goyernment capital mvest.ed either at fixed interest :',Eny. om-
Railway belongs, lock, stock and barrel, to the Government of India. If, on the or on profit sharing terms.! It will he seen that even if the investment of the
termination of the latest contract in 1924, the Secretary of State declines to renew shareholders be regarded as railway share capital in the ordinary sense, the
the contract, the Company merely expires. 1t hardly seems to need to be wound up, guaranteed shareholder§ interest in the whole of the eight undertakings amounts to
for it will possess no assets. The quasi-shareholders, the deferred annuitants, will less than 10 per cent. of the total invested capital. ’
revert to the position of ordinary annuitants. If the Company survives, it will only ) ) ] ]
continue to exist as a machine for the distribution to the annuitants of the annual 201.-We have in the foregoing paragraphs briefly described the position which
payments due to them. the present guaranteed companies now hold in regard to their financial relations to
) . - . _ ) ) ‘the State—the owner of the railway; and we have shown that the companies have
' 197 . We have desgnbed at some lgllgtli the position of the Fast Indian I'{mlway,. .acted only as agents of the Secretary of State in the raising of capital by means of
as it is both the ear.hest and most important of. the guaranteed companies, and -debentures which in fact have been merely State loans under another name.
though the process of the extrusion of the private investor has been carried further ) '
in the case of that railway, the KEast Indian position is practically typical of $02. With th ‘missi s
. L , . C ¢ 2, e permission of the Secretary of St: ’ y :
the whole situation of all the other guaranteed companies. It is true that in i Id h d b iner i | ate 1ghe capital of the several Companies
& : © . X <companies cou ave been increased, and although Sir Thomas Robertson in his not allowed
no other case have the shareholders so smail an interest in the profits of the ¢ d th : : . i
. . - Report of 1903 recommended that the companies should be allowed to obtain a larger to increase
undertaking, for the share of surplus profits rsceivable by the other companies . cihal : . I ' . 8CT their share
8 R _ - ) \ ! interest in their undertakings, a recommendation which was renewed in the Report -
ranges from one-twentieth in the case of the Great' Indian Peninsula Railway to ) ; : 3 ‘ Y
b . 120 5 : ‘ . . A of the Committee presided over by Sir James Mackay (now Lord Inchcape) in 1908
slightly more than one-third (3%) in the case of the Burma Railways. But of all it the Secretary of State has steadily refused to accede to the sugwestion . ’
is true that the so-called shareholders have no share of the assets of the undertaking. ¢ g3 )
The difference between the Iast Indian Railway and the other guaranteed companies 9 . .
is that whereas the share capital of the East Indian has already been commuted into- 03. It must be admitted, therefore, that the part which the present guaranteed Demand forr
annuities, the other companies still retain a share capital which has to be repaid to. ‘companies subsequent to the date of their formation have played in financing the transfer of
them when their contracts are terminated. railways has, through no fault of their own, been quite unimportant, A reversal of f"’gml to
- » ) the present policy in the direction of permitting the English domiciled companies to
"Their deben- 198. We have pointed dut that a shareholder in an-Indian guaranteed railway increase their share capital in the undertakings which they now manage would meet
z‘ﬁ::’g:z;a company is not a railway shareholder at all as the word is commonly understood.

assets, We find that the debenture holder of a guaranteed railway occupies an equally
wnusual position. His security—the guarantee of the Secretary of State—is
doubtless ample; but it is not what it would naturally be supposed to be.

with strong opposition from a large body of the public in India. We cannot, there-

! The details making up the total are :—

Normally a debenture holder has a charge on the undertaking to which he lends. Coén oy b%BOL';hs‘re capital (including Fast Indian Railway deferred annmities - o4
money, and can enforce his rights either by the appointment of a receiver orcby Debentures and Debenture Stock - - . . . . . 40’2?(@)’3588
foreclosure and _sale. The del?enture hqldel' of an Indian _rallway has no §uch charge., Government capital invested either at fixed rates of interest or on profit sharing o
The company to which he lends money is not t}Le owner of the undertaking; he has Outstanding capital being redeemed by Asinuities . . . . - 108084500
only a personal contract with the owner of the undertaking, the Secretary of State. o tstagd' debt incurred by Government for the purchase of raile - - 94,914,700
‘What happens is this. The prospectuses of all the debenture issues that we have seen enranding fobh ¥ Fovernment for the purchase of railways - - 33,225,900

state that the money is “ required for the general purposes of the Company.” The - ’ Total . K - £261.675.900
subscriptions are actually paid into.the Bank of England, by or on behalf of the . : ‘ St
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fore, recommend the adoption of that course. Moreover, an overwhelming majority
of the witnesses who appeared hefore us in India, whether individually they advocated
State or company management, urged that the time had now come when the control,
both financial und administrative, of the Indjun railways should be transferred to
India.  That view is entitled, in our opinion, to very great weight,

204, When, in the years succeeding 1880 the present status of the guaranteed
companies was fixed, reasons which at the time appeared sound miay have justified
the adoption of the policy which, while retaining in the hands of Goverament the
absolute ownership of the railways, freed Government from their detailed manage-
went and handed over their working to English domiciled companies.

205. Tt has been represented to us that the London hoards still continue to serve
a useful purpose in supervising and controlling closely all expenditure, that there are
distinct advantages in keeping in touch through the London Boards witl British manu-
facturers, with British consulting engineers, and with the Loudon Stock Exchange,
as also in maintaining an agency in London for the recruitment of the European
railway staff.  Again, stress has been laid on the technical and administrative
" knowledge of the directors, on their familiarity with Indian conditions, and on the
value of those qualifications in the initiation and elaboration of schemes and projects
for the improvement and development of the raiiwa ys they control,

206. Advantages may be claimed for the exercise by the London boards of
the functions to which we have referred and for the technicel and expert knowledge
which many of the directors possess. Dut conditions in Indjg have changed so
greatly in the last few years, and are changing so rapidly at this moment, that what-
ever may huve been the position in the past we think the advantages of English
management are now outweighed by the great disadvantages of absentee control and
the difficulty of keeping in close touch with the modern social and trade conditions of
India.

207. For the foregoing reasons we unanimously recommend that the English
domiciled guaranteed companies should cease to exist at the termination of their
present contracts.

208: When the Ilast Indian contract expires in 1924 no money will be required,
as there is no capital to repay. The capital of the Great Indian Peninsula Railway,
repayable in 1925, is only 2,575,0001. 'J‘lfe next contract to fall in, that with the
Burma Railways Company, is terminable in 1928 ; the amount of the capital to be
repaid is 3,000,000, The contracts of the other guaranteed companies are terminable
at the following dates :-—

1931, Assam-Bengal. '

1937, Madras and Southern Mahratta.
1941, Bombay, Baroda and Central India.
1945, South Indian.

1950, Bengal-Nagpur.

The position of the Assam-Bengal Company is exceptional, A}l the other
guaranteed companies earn, 1n the shape of their sha;‘e of surplus profits, a substantial
dividend above the guaranteed minimum, and their shares, even under the.excep-
tional market conditions of the present moment, stand in the neighbourhood of par.
The Assam-Bengal net receipts do not even meet the 3 per cent. guarantee. The
shares are consequently quoted at present at about 45. Ve should hesitate to advise
that the Secretary of State shonld pay off at par in 1931 shares now standing at 45.
But the Company is not important, and there is ample time for consideration of this

exceptional case between now and 1931. In any case, the amount at issue is not
large. ;

209. A few Indian witnesses who appeared before us urged that the terms should
be curtailed and the companies compulsorily expropriated ; bhut the great body»of

them have expressed themselves content to allow the contracts to expire naturally by .

effluxion of time. And with this opinion we agree. Not only do we think that
compulsory expropriation should always be avmdefi if possible, but we also are of
opinion that for many years to come all the new capital that can ' be Taised for Indian

railways will be better spent in improvements and extensions than in paying off.

private capital that is already invested.

" increase the pay of a station-master at a station where the maximum is fixed at
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ement, and the Methods of Raising Additional

Section 2.—Proposals for Future Manag Capital.

.
By tue Cuarvan, THE Hox. Me. V. S. 8. Saster, Ml} E. H. HiLEy,
- na s \ . ‘
Mr. Pursioraspss THaxvepss, anv Mr. J. Tuke.

Future Management.

210. Owur Reference instructed us to consider fouf' ‘pr?llz}l? hmetlhoc}s1 ie(;f
management of the Indian railways be]o.ngmg'to the S_tajtfa. y Englis co.ralz; les,
Indian com panies, by a combination of English and Indian companies, or e’i‘h}
Ik)){r the State . and to advise on the relative udvautages of‘tll;ermle3 f0l11'1~lmeth0d;ﬁies 03
Committee have unanimously ruled out management eltrhex y English clompf .
b}(r) combinations of English gmd Indian companies. J’herellcan}ams: there ﬁ;e, : I(I)(xl'
discussion only the alternative between management b)fd n 1a}1;t(.om1t).an f‘t,he
nagement directly by the State. But we desire to add to tha portion o
Illila rt (Section 1 above) to which the Committee have unanimously agreed, some
fuigl(:;r obsérvatious on the subject of theﬂ English companies, \lzvhlch 11131'011{ ](ﬁigment
have a direct bearing on the question of State v. company inanagement 1n India.

9211. The Committee have unanimously recommended that tlllle ’ E1ng11sh
compunies shall be brought to an end on the broad ground thail: t‘ ey do lIiOt
correspond with modern Indian conditious. But in our judgment {lwle 18 ax}ngotbler
and even stronger ground, that they represent a system essentlally unworkable.

“There is a oveat deal to be said for company management. Iew people will be found
D N

at a company, investing its own money, managing its own property, and
;35;1[[11};)' tlltlg toﬂi(:ials %y gl;eir success in producing results in thel sélagi (l)f dx}gdends,
usually conducts its business vyxth more enterprise, econom?f anc ] ebx1 lh 1tyS: an a?:
found by experience to be attained in bumpesses directly managec _dy the | at;et ;
is, we think, strictly germane to the question we bave now to consi e{,. to'pou‘l ou
that the English companies ceased many years ago to be companies in this sense.

212. The property entrusted to their management is not their own, and their
financial stake in the undertakings is, as we have said, relatively very small. - But it
might be urged that the objection on these grou_nds to their continuance is me.rely
theoreiical. - In a work-a-day world it matters little whether a system is logical,
provided that it works. Our experience and investigations in India have led us to the
guite definite conclusion that the system never has woyked _satlsfagtorlly, and cannot
be made to doso. The management of the undertakings i8 nominally entrusted to
the several guaranteed companies. We say “ nominally,” for the Govprnment,
feeling itself to be the real owner and ultimately responsible, not only financially, but
also morally and politically, for the policy pursued, has always refused to leave any
real initiative in their hands. And as by the interposition of the companies the
Government is kept apart frt_)xp ghrept management, it in its turn does not feel an
obligation to undertake the initiative itself.

213. On the board of each company theye: sits a ])irectpr,. nominated by thp
Government, with a power of veto over any decision come to by hlS.» colleag}les. It is
true that we have been informed that this power of veto, though it has emst%i fro}lln
the beginning, is believed never to have been exercised in any sm%e case. ; utdt ?
explanation is largely that the existence of the power of veto su cc?s—-—al oar <.)
business men would naturally refrain from passing a resolution Whlch they were
warned in advance would not ve permitted to take effect. ,

914, Further, the Government control is gnforeea‘ple and enfqrqed by othgr
methods. The freedom of the board and its offieials to act is’ confined in
nearly every direction by the Government. The Company does not dl:etam
control over its own revenue recelp.ts or regula»ge 1ts own revenue eprifl llture.
The current cash receipts are required to be paid into the Governmle:nt reasury
to the credit of the Secretary of State. Such moneys as may be I}ﬁc.:essary
to meet current expenditure are furnished to the Cqmpany out dof the reasury
‘asgrequiréd, subject to restrictions prescribed by Government, and not necessarily

. 'to the extent desired by the Company. It is true that the Company appoints

i but the cadres are fixed by the Government—so many officers and
;?wc;y;?s ztfafi;c h kind at scales of remuneration which th(_a Company may not exceed.
Should -the Agent of the Company desire in an exceptionally meritorious case to

.
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Rs. 250 per month to Rs. 269, Government sanction L
obtained. No new appointment, even of a temporary

beyond Rs. 250 per month, can be created without specific Government sanction—-a
sanction which we are told sometimes fails to be obtained till the purpose for which
the appointment was urgently desired has ceased to exist. In the case of a temporary
appointee, we are even informed that rules laid down by Government, which cannot
be departed from without express Government permission, prescribe the maximum
leave of absence which the Company is entitled to grant. In a word, the Company
does not and cannot manage the undertaking ; it cannot, without the permission of
Government, break new ground in any direction. Neither does the Government
manage ; 1t only controls and restrains. I'urther, as the control over railways in
every case where money is involved really rests, not with the railway, but with the
Finance Department of the Government, this control tends to take the form of refusing

to face any exceptional investment of new money, however great may be its potential
earning power. '

as to be applied for and
nature, carrying a salary

215. While the Companies have no real power to man
nominally entrusted to them, on the other hand
Government, which suffers both as representing the public interest and also in its
capacity as shareholder, is powerless to intervene. The agent and his staff are
appointed by, and can only be dismissed by, the board of directors. However urgent
be the necessity for the adoption of new operating methods, for improvements in
plant or equipment, for the modification of freight rates to encourage new traffic, and
so forth, the Government can merely propose and suggest ; it can only give orders in
cases where public safety is involved. A system seems to have little to recommend it
under which, on the one hand, a progressive Cowmpany is hampered by meticulous
Government control of every detail of expenditure, while on the other hand the
utmost wisdom oun the part of the Government cannot prevent the injury caused by
the unwise and unprogressive policy of a Company’s board, at once to the revenues of
the State and to the economic development of the country.

B age. the ‘undertakings
, 1f a Company is supine, the

216. Our conclusion therefore is, in a word, that the guaranteed companies do
not possess the essential attributes which belong to ordinary companies. To claim
that, because ordinary ccmpanies possess the advantages of energy, enterprise, and

so forth, therefore companies of the nature which we have described may Le expected
to possess these advantages, is to be misled by a mere name.

217. But it is to companies substantially of the same nature
English companies that our colleagues who reject the idea of direct St
propose to transfer the management of Indian railways.
countries have before now sold their railways out and out to private companies.
Whether this was or was not a wise policy we have no need to discuss. No one yet,
as far as we are aware, has proposed that private capitalists should buy out and out
from the Government the East Indian and the Great Indian Peninsula Railways.
1t would involve raising capital amounting to something like Rs. 200 crores. Even
the purchase of a half interest would mean raising Rs. 100 crores. Nor. in the
circumstances, can we imagine that any such proposal, if made, would have any

chance of acceptance by the Government or be able to secure from the public the
requisite financial support.

as the present
r ate management
Governments in other

218. The proposal put forward hy our colleagues is that the management of
these undertakings shall be transferred from English to Indian companies, which
would never have more than a minority interest in the undertakings, and that the
Government, remaining the predominant partner, shall appoint oné half of the
directors and nominate the chairman and so retain its control. We do not think that
the change of domicile of the board of directors would make the scheme workable
We think that the division of responsibility between the Governiment and the -boardt;
of directors, which has hitherto existed, is in large measure responsible for the failure
of the Indian railway system to meet its obligations to the public. e cannot believe
that executive officers with a divided’ allegiance to the board of directors which
appoints and pays them, and to the Government authority which stands behind %he
directors, can ever do the best work of which they are capable. :

219. But as we have said, the present system has g long tradition Behind. it
Officials both of the Government aéxd of the railways have grown up under it, ai;ci

And in our judgment if the'management of the East Indian and
the Great Indian Peninsula Railway is transferred to new companies in Calcutta and
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the existing English companies, it will be found in

Bombay, substantially similar to ay from the old system. And that system, in our

practice impossible to break aw
judgment, is essentially bad.

990. We will add one further point, The directors of the guaranteed companies

i stent. Many of them are retired Indian railway
hayq & o Wlthbtlz'?lé) rtehS:n)tr:lg: t?:? their‘1 y)oubh. W hethe-r competent bOZ‘I.I‘dS Qf
Oﬁlmals who h?)vxef Ond at the outset in India is a question which we nee(“l not discuss,
directors coul?l o euns Eo the contrary were expressed by representative qurqpean
th.rt)ugh Stl'_(;nizhg I;)Il{:a‘lfidencv towns. But we feel certain that, if prominent business
witnesses 1 s1dency .

. . 101 'ds ¢ find
1en, accustomed to ordinary commercial methods, were to join boards and then
men, 4 H

ID 1 3 over . (1 (I er \ < 1 i y

osts. " actahl: ds i :

d 921. Our first reason then for rejecting the proposal to establish boal.(%sl mb YIn?}ia
o effect they would succeed to the position hitherto occupied by | 1e
l[f Llaat ;:11 Eenglané "And this position we regard as fundamentally incompatible
oards _ .

with successful administration.

999 We now proceed to discuss the question from a quite

angle. -
shall manage directly.

ement from companies domic Lngland . ¢
glgll:ladg satisfy Indian public opinion. Nor, judging from the evidence before us,
4 ¢ LA

would such a transfer meet with general approval by El.lropea(rils in Irtll(i]a. fi‘glt;
though alinost all the European witnesses whom we examined upon this p
ough anagement, only 9 out of 19 supported Indian company inanage-
favoured company manag o} ither t by companies domiciled in

ment, the remaining 10 contemplated either management by companies

Eﬁgfand or by a combination of English and Indian domiciled companies.

923, We attach great importance to the fact that Indian public opinion Is against
company management, and this not only on the general ground that In_dlan oplfmon 13
entitled to great weight on a question such as this, but for another 1e}zlxsox1ho Ig(ri'fea
practical importance. It is with money secured on Indian taxatllo_n t }i\‘t the In :jm
railways have been almost eutirely built. It is the Indian public t it‘useisl 1te
railways and pays the railway rates and fares. It 1s the IJGngli}tlYﬂ .fsilemaL y aS t,
Delhi which under the new constitution votes the railway budget& tiso tf] e uir‘l‘oa
importance that Indian public opinion should not be preposi)esseﬂ bagamst be 1a(i tha};
management. As a matter of practlc.’al politics it must a way.b e remelm ere hat
a railway undertaking is a large and widespread concernh, it e'lmlp oyi .a]s ol
numbering very many thousands; and this staff, some of whom wi (;ar an}ﬁr. Ile
stupid, careless, and possibly even corrupt, comes 1n contact ev?iry yeax"O vs(ril L mi 1§n 3
of customers, whether as traders or as passengers. Gth:“?, dog a ) a;h. nﬁ‘?ﬁ and
hang him” is a very true proverb in. this connection. e oﬁno lfrtl B
fallible world company management can be so good as to escape Serce, often un t’-,
criticism from Indian opinion. Even if we were to assume that State managemen

would not be better, we are quite sure that its failures would be judged more
leniently by the Indian public. -

We see no reason ic helieve that the mere transfer of the

; . se of the East Indian- Railw:ay t.here 1s another reason in favour
of dix?egc% SItI;t;l:gaxclzgement. For hundred‘s‘oﬁmlle:% in the North West }from Amli?la :
roughly to Allahabad, the main line of the liast Indian is parallel with the main ' &n?
of the Oudh and Rohilkhand State Railway. Both lines are at pﬁ‘esent aoverc,rot?‘ e:i
and inadequately equipped to deal with the traffic offerirg. If t (iy W_ered com tlms
together and worked as a single system they would be at least less nila equate, a
through traffic could be-diverted from one to the other according to the grelzlx er or
less demands on either for the accommodation of local traffic. i&t plzz.sgnt 1;%1 i ttv];o
systems compete and we have the curious but not unnatural position that the

" company management of the EFast Indian Railway, being interested to the extent of

3 rtaki to retain on
, the net profits of that und.mtakmg, endgavour

fﬁ:{? uo%:rj;e%ﬂle 1t'Eafﬁc whichpcould more sconveniently be_ carried by the Oudh and

Rohilkhand. y h’ . A ot g

v =T+ 8 necessary to consider what the _tr;ins er or the management irom a

X 225. ggrfi;f:é in Englgnd to a company dowiciled in India really means, The

(I;(l)al:']a%?){‘ transfer of domicile” has been freely used. It is incorrect. There is
h o C o I2

different Indian
. o e . . . : : andi the owner demand for
Indian public opinion 1s practically unanimous 1n demanding that . ivect State

N S 0 Indi manage-
domiciled in England to companies domiciled in India pop¢’

An atmo-
sphere of
hostility.

Absorption

of Oudh and

Rohilkhand
by East
Indian
Railway
proposed.

“ Transfer -

of domicile”

a misleading

_phrase.

»

D
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posed new
company.

The
{:ninority
interest of
outside
share-

holders.
‘Will ma-

].Ol'ity dele-

gate
manage-
mént to
minority.

Share-
holders to
take little
risk.

. But large
Pprofits.
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nothing to transfer. The contracts between Gover ) i
and Gyeat Indiran Peninsula Railway Conx;){;?lie(;mt:ll'glrirﬁig aiI;d {2341521“ Indla-;l :
reﬁpectlvely. When the Fast Indian contract terminates, the deferred S e
wdc_)m the mqnagemexlt. 1s at present entrusted, merel’y revert to thzelannult.a 1_1ts, to
(I)r f.naf}é?ll_nultantsz bltmla;rly i¥l the following year the shareholders inpotshnu()‘n o
lnc 121}}‘}1 cnlflsula will be paid off at pai.  The Company will presumkabl b .e Jreact
1p. e management of both undertakings will automatically revert to t{l %WOUfl
§I\l’e}§latt . (‘ilr]ldh}ila& :(:gp(zll'nty would ble' al ne}\lv creation, operating under a ne\: C(;I?:Ie'll(i-
e : conaitions on which these new companies woul ‘ ished ?
(\Yhat. i\lro-uld be their constitution ? What would be %hel ﬁat‘:lggl(;lf B?eiiszzz)}rolltls'hedg
ur colleagues propose that a new company shall be constituted to man: 1 T
Indian, the bulk of its capital heing issued to the Government ; th‘;:a'r;dgg‘ 1o o
outset have a comparatively small amount of ptivately suchx"ibec(l anit iﬂl u Fhe
crores of rupees ; and that fresh private capital shall he subk%crihéd Cyﬂ pl-t oy ve
new money is required for the improvement and (]e\’é]OpllléI;t of th )ea]d by Jeur os
figure which was put to us by the agent of the railway as probable Camou,
ﬁ}e)f(?tbf?ur crores per annum. At this rate after five years the sharZ of th i
eld by private investors in the new company would be Rs. 21 T capital
{}ndlar} 1{13 cz}pltahsed at present has in round figures a éapitul.o.f I;B;OISLS. ‘ .lhe Fast
! (1)(: ]e;r;;nofinil\l Za};ealrs,htherefore, supposing the capital invested by the 'vaefr:il(;rrliit hAast
not , ‘We fqii te( ) the 'ﬁcim}];])any s mmvestinent would amount to only one-fifth of th
ol W b(d : o see why the Government should delegate any substantial res oncx'e
bl gf toa rlc[)] ¥ _repl}lqs%nglgg so small & share of the total capital at stake. \Vepknc; ”
i apéoy in whic ) per cent. of the shareholders depute their rights t 1w
naining 20 per cent. \When, as at the outset, the new company’s intere AP
than one—sute.ent'h, t.he proposition seems still more coura%bu%p %rfstlmt(geSt is less
were to recapitalise its interest in the net revenue of this \?ery Lp'roﬁ\tablle (()jvernrr}ent,
on, say, a 6 per cent. basis, the proportionate interest of the new shar l(illlg ert?.kmg-,
company would of course be very much less. But nnless the ("e O- ers‘ in the
delegate substantial responsibility it is useless to talk of the flexibili o ament does
so forth, to be obtained by company management. ity enterprise, and

aking, a
amounting to

290 Tyt . -
226. Further, the shareholders in the proposed new company would not be like

those in an ordinary company. It is not su
. _ any. ggested, as we
%mi)uld :iS}?"theui mouney relying solely on the prosgpects of their ssgc(gﬁ;alng;;f a:rrgl ety
. CS not claimed that any apprectable amount of capital would be subscribed. %v'th ut
Government guarantee. And this guarantee is to be fixed, not like the o oo
tgﬁ\en hitherto at 3 per cent. or 3} per cent. or 4 per cent. but at 1 per guar‘{)ntees
e price at wh1c{1 the Government can borrow directly sa’y at the ; ; o elow
a ,:gu.arantee_of 9 per cent. The new shareholder then " is to obri;);?ls egt m(‘)ment,.
c;ultau}, and in addition a share in the profits, which will make the r(:babfel -
2}( eeiit betper tI%ax‘l? 6 per cent. He sacrifices a certainty of 1 per cent.p Wha':,a ;?ltlu}x;n
corrx)ﬁde nltnthretum.h We may assume that he will not subscribe unless he f ]e
confident at on the average he will receive at least 8 per cent. That is, he will ot
gard a potentiality of anything less than 3 per cent. above the guarant (,:15 ot cont
as more attractive than a certainty of 1 per cent. That this scheme rz? ht ol
Sforltl?ansenumber of crores of semi-speculative investment, is probable, gBu:e:llll;: '2
of borro;rl'ue n%onely in sufficient quantity to relieve the Government of the neces tl
o b 'lllIllog reely in 1ts own name, -we cannot believe. And even if it d'dSI'y
ould still be open to the objection that the public would pay dearly for the xlnon':ev, *

227. We conclude, thersfore, that no scheme for t i
. . . . J- ’ ‘ h i
gl(l)ml(illtlig 1:allway companies is acceptable. Only if relie?regs?}glxﬁglilslinzfolf Indl%ﬁ
relm‘t(? 101 ers subscribe at all. Lven when so relieved, they will onl st?l?s Wllae
Wiéxhl;rsbytsmglh amounts. Such small amounts would not justify entrx)xrstin S:lllil‘ |
it 'ends antlah y 1.ndepend.ent management. And unless management is substantj (ﬁn
thergfor ent, the J.ustlﬁcatlon for the existence of a company disappears nia civ
iy orefo e, appro_achmg the question, not as one of national sentiment, but ; .1 f o
e practical point of view, we find ourselveg in agreement with the al  nanimeas

companies, as and when the contracts fall in, be entrusted to the direct management

228. We think it necessary. here to draw speciaf atteution to the cwveat‘wmch we

have to enter. It is not State management as it has hitherto existed in India. whose
. ‘ y

-~ . . most i
optnion of Indian witnesses, and recommend that the undertakings g?;::f;ggggi

functions we recominen :
Report the (Committee haye p011.1tved out
system -of control of Indian railways,
administrative or from the financia
concerned, as at present constituted an
any new responsibilities, in respe
Our recommendation as to State m
with and conditioned on the adoption
the recommendations which we have mad
reforms. :

929. Our colleagues who desire to
companies with Indian domicile have, in
to direct State management.

is that ¢ reliance cannot be placed solel . . -
t the Government has not provided sufficient money 1n the ¢ =%

ce. We fail to find any evidence that it has not been or will not be

necessary funds.” Tha

past, we fully agree. .
able to do so. 1f a borrower fails to get

price for it, that is no evidence that, when he offers to pay the market price, he will
The total indebtedness of the Indian Government is some

fail to obtain it.
410,000,000L. ; ‘and the whole of this exc
interest but a substantial profit. The
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d to be so greatly extended. In earlier chapters of this

the failure and drawbacks of the existing

whether considered from the executive and
1 point of view. To the Government Departments
d administered, we should hesitate to entrust But only on
ct either of State or company managed railways.
anagement must therefore be read as coupled
—_at least substantially, and in main outline—of Gove...

e with respect to financial and administrative

introduce the new system of guaranteed
paras. 248 to 310, set out their objections

)

bl

condition _°
of essentia
reforms of

ment
machinery.

We will deal with them very briefly. Their first- point Government

y on Government for the provision of the must find
adequate

money because he refuses to pay the market Can got

ept 110,000,000l is earning not merely its
Commonwealth and State Governments of

money if it

pays the

price.

‘Australia, with a population of only 5,000,000 neople, have been able to borrow more Compari-
than $00,000,000L., though a much larger proportion of this sum than in the case of son with

India is non-revenue earning. They ar

e still borrowing, and their issues are 'still

readily subscribed in London. If we agreed with our colleagues in thinking that the

fact that the Government has not borrow
borrow money enough—they
be prepared to agree with
lesser evil that the railways should be

"system than that they should continue to

ed money enough is a proof that they cannot

offer no evidence in support of their opinion—we should
them in their conclusion. For we think it would be a

managed on what we believe to be a bad
be starved as they have been in the past.

Australia.

9230. Our colleagues further claim that the improvements in the administration State and
of State railways which have keen effected are due to the emulation inspired by Company

.company muanagement. But in f
found no reason in In
enterprising than State management.

improvement, quite as much readiness to
the company lines. This conclusion is

act, and speaking of present conditions, we have
dia to think that company management is more efficient or more Ingiy ave

We have found quite as much zeal for
adopt new methods, on State railways as on
identical with that reported in the Govern-

ment of India's Despatch No. 18, Railway, of the 17th August 1917 to the- Secretary
.of State, which stated their “ unanimous view that so far as efficiency is concerned,
“ there is really nothing to choose between a company managed line in this

“ country and one under St
the present members of the '
statement which they snbmitted to us 1n

ate management.” It is also identical with that of
Railway Board, whose considered opinion in a written

Delhi, is that ¢ judging from the evidence of

“ results and from our own.experience in administration, there is no ground for

“ supposing that either syste

m of management is intrinsically superior to the other.”

And this is what might naturally have been expected, for the methods of management
.of the two classes are substantially the same. The only important difference is that
the agents of the companies have the assistance of expert and experienced boards in

England. And this expert assistance
desirable for them to forgo.

and experience our colleagues agree it is

" .
°

manage-
ment in

equally
efficient.

931. We desire to add here that our criticisms of methods of management and Excellent

.control imply no blame

to the men who have to work under the disabilities which we

have described, and for which they are in no way responsible. On the contrary, on

.our tour throug
ment of individual syste

h India, though it was no part of our duty to investigate the manage-
ms, we have seen ample evidence that excellent work is being

.dong in spite of the ‘disheartening conditions both on State and company-managed

lines.

their p _ _
company management, in the ordinary
canngt, we believe, be

_ wailways is not the place to discuss

. 932, Our colleagues further suggest that experience in other countries justifies
reference for company management. Our reply is twofold : that in India

meaning of the words does mnot exist, and

brought into existence; and, secondly, that a report on Indian

the . general question of State v. company

work of
officials in
spite of dis-
couraging
conditions.



The com-
pany scheme
will contri-
hute little.
additional
money.

Adverse
effect on
Tiondon
market.

. “ into many different denominations and groups-—to be anything
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management. Unless it is fully discussed isolated details are valueless. For its.
adequate discussion a volume would hardly suffice. We are not unfamiliar with the
Instances advanced and with the surrounding circumstances, or with the examples of
successful management which might be adduced on the other side. But we prefer to
leave to our colleagues all the advantage which their references may afford them.

233. The whole reference to foreign countries is, in our opinion, irrelevant. It
may be that State ownership in the countries mentioned is a mistake. We have,
however, not to advise about the past policy of other countries, but -about a future
policy for India under the conditions that we find there to-day. Conditions in India.
being what they are, we have failed to find any solution of the problem submitted to-
us consistent with the retention of company management. We therefore do not
hesitate, though most of us have approached the question with a strong prepossession
in favour of private enterprise as a general proposition, to recommend that in India
the State should manage direct]y the railways which it already owns,

234. Our colleagues have adduced lengthy statistics which they consider prove
the inferiority of State management in India. The figures would have been more
persuasive if the comparison had been made of like with like, or even if all the State-

managed lines had been compared with all the guaranteed companies’ lines and not
with a selection from them.

235. Onr colleagues suggest that company management will better secure the
appointment and promotion of Indians in rtailway administration. They give no
reasons . support of this opinion. .We are unable to supply them. From the
evidence we have received we conclude that the Indian public take the opposite
view. :

236. Lastly, our colleagues consider that, under their scheme, Indian money
would be raised so freely that there would be less need than in the past to have
recourse to the English market. OQur reply is that the total amount of additional
money which could be raised by the proposed new companies would be so small a
proportion of the whole amount needed. that it would not appreciably affect the ratio
in which the necessary funds would have to be raised as between the two countries.
A rupee put into a Government loan is just as much Indian money as a rupee
sabscribed to a Calcutta company. And it will cost the Indian taxpayer a good
deal less. 'The real question is not how much can be raised in Indja by share:
subscriptions, but how much will be subscribed in shares which would not be put

into a Government railway loan. We see no reason to suppose that this latter amount
will be other than quite small.

237. Our own opinion is clearly that if the Fast Indian and Great Indian
Peninsula undertakings were handed over to the management of Indian domiciled
companies the effect would practically be to close the Iondon market against them.
IEven now the Indian railways are out of favour. Sir Gerald Ryan, Chairman of the-
Pheenix Assurance Company, drew our attention to the obstacle to investment in
Indian railway sterling securities caused by the fact that the total capital at present.
subscribed and outstanding, amounting to some £122% millions, is subdivided into 63
different securities, no one of which is large enough to secure free dealing in the:
market. Sir Gerald remarked: “I would ask the Committee to consider how they can
“ expect a system of investments—£1224 millions amongst 21 railways, subdivided

1 like as popular as, let.
*“us say, the Canadian Pacific Railway, which has 123,000,0001., or more than the
“ whole of the Indian railways put together, and where the stocks are in two or three-
“ groups.” The Hon. C. W, Biddulph, a member of a firm of jobbers in the Indian -
railway market, stated that there was only one other firm dealing in Indian railway

Stocks, as against six in the Argentine market. He gave as the reason for the-.

Infrequency of transactions that brokers and their clients say, * This is t
and 1 would rather you had something more straightforward.”
further increase in the number of different securities and the transfer of the domicile:
of the companies from England to India would not increase the popularity of Indian

railway investments. It might, moreover, be found that the fact that the two cHief’
productive assets of the Indian Government had been handed over to such manage-'
ment would render Indian. Government loans themselves loss attractive to the English

investor. ‘ e T

 too complicated
It is clear that the

. 238. The management of a great railway system by an Indidn-domiciled com any
18 admittedly an experiment. State management is noi an experiment—it lihssgpg?,
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1i it that it must continue in at least one very
guisted in Indie, an%‘:);;r Cﬁl)l:f::%gf ?fdni]:;t were a question of choice .betwgen t\\l'z)l
DO s, 1t rs to us that, assuming either experiment to be a failure, it Woul
experiments, 1t a%pea State-managed railway to a private company, as ha,s’ frequently
be easier to trans erta than to disestablish, on * six ortwelve months’ notice,” a company
been done iy }’h%p(zils "J"he machinery for testing the State experiment is in existence
ey o eh.ile the machinery for the company experiment would need to be
at this moment,dw Further, in the former case, if the experiment failed, there would
specially ornae to pay, as our colleagues suggest would be necessary if the State were
:): tlet(l){ep ;G\}an]:yu?;o::x pth)e’ newly-formed company the management ot the East Indian
Ra'vl":%- We regret tc have been forced into controversy w1§h om}‘1 _co}}leagues. tOVYJeSa
have’ ibaz.sed our recommendation mainly on the broad ground, whic seqnﬁt, 0
inoor tible, that as a matter of practical politics companies substantially inde-
Ot cam t’be iformed in India. and that without such independence the advantages
'pend'eznt cqnn‘cz rise are lost. The fact that our colleagues can only propose the
of private ?n e;p anies in which the State would own thq great bu!k of the stoc}{,
formgxtlolrll (I)E :1(1)0 I()iirectorsr, and neminate the chairman, with an ult}xnate appeal 1n
~appomft d?safrl'eenlent on the board to the Government itself, has confirmed us in our
‘%?lfefothat we have correctly understood the position.

The Method of Raising Addiuional Capital.

i 1 : dations as to the method of
240. We have, in conclusion, to make recommen o
financing railways in the future. Tt cannot be done through the existing Gt‘m-rax(lltegd
‘Companies if the recommnendation is adopted that no new capital shall c})e 1a1}sle , o-i);
them and that they shall gradually cease to exist. It cannot be done throug

' i 1 is i ticable. The independent
affili companies, for their establishment 1s 1mprac : .
:(:glnl:;:liciles wiﬂﬁ continue to finance themselves. With the Branch Line Companies

7 relatively unimportant. It
already dealt; at best they must always be rel ;
X:ce};:;:ilv follows that in our opinion the State-owned railways must be financed

solely by the Government.
941. And, when we speak of the Government, we mean the Central Government
o4l ’

at Delbi alone. It is true that by two or three witnesses, and especially by Sir

: ies hi ity, it has been urged that
Vi a whose name deservedly carries high authority, i '
M.ilev:asveri‘:mf:g:&ent should be largely decentralised and placed under the control plf
‘Ila;e se'\)r’eral Provinces. We are quite unable to a%]ree. I t.ltl};ar:\, is Oile. tlltlrigfthzzsr2; ;/
( i a , ] or
istory teaches more emphatically than another, it 1s that centripeta .
~xizlegl::'o:ﬁnnecentrifugal ; thgt aggregation into ever larger units promotes eﬂvivc_lency
-and economy.  Examples are forthcoming from (i]very quartte:' of thfe ﬁgb;.r i Sgef;
iversal acceptance in Great Britain at the present time o .
::lcl;fnll]orilrllzgg all ths railways into four large groups. We have already me‘ntloned
how, when the Union of South Africa was formed, the railways of the four bepa({_ate
Provirices Were amalgamated into a singlﬁ.lsfrsteén. A};G'ti]lls ﬁlotxﬁx:nrgﬁaf;s]sfp%r;aige
) r which a :
in the French Chambers a Government Biil under w , all the railways of France
‘wi ' irposes, including finance, be co-ordinated and co g|
:lli,efx? ) m’%?ep\:;?::as, hardly over whe'n,Germ_any decided to transfer the ownerihlp
'.fly"om tlie individual State Governments to tlllle Centra{;l .(g_oveljnn%eng Efmdl“:lo Sv;?tgkd‘; fﬁr;

' i il x instance.

- gingle system. America affords a still more strixing :
?:nic?tyoxvithy which the Sovereign States. of the Ulal‘cn—as they love t;) 1%«3288r111be
‘themselves—hold on to their independent rights, 11,’he .l.raa:splortatlon ;:,fl‘;v (; y' ﬁnancaes

/ : ‘er ,

vided for the transference of almost complete control ov
gz(:l%zgstrtfction, rates and operation, from the separate States to the Federal
‘Government. . . P | o .

949 -We have been told. by some .witnesses that‘ ceptrahsatlon] in Indlg, 18
uexces-sivé- that 37,000 miles of railway, spread over a country so darﬁe and so
diversified, cannot be managed from Delhi. We have already expressed the 0pmﬁon
that a considerable measure-of executive decentralisation is necessary. But wl eln
we are told thet the policy of the railways of India cannot be cont‘rolled from a single
centre we entirely disagree.” ‘The mileage of the unified German railways is

- . L ir traffic i ely greater. There is more than one
_considerably more, and their traffic immensely g

e compafiy in the United States at ‘this moment whose traffic is double
b &qumﬁyégg :trI:Jfﬁtc.e No one will dispute that the Canadian Pacific, which
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. e
stretches across the Continent, is efficiently managed from a single centre at Montreal.
The Canadian National Railways, whicl also extend {from the Atlantic to the Pacific,

are managed from Toronto.

g

243. The precise methed to be adopted for raising the new capital which will be
required in the future cannot be laid down in advance. Methods must change from

time to time according to financjal conditions, as to which only experts in daily contact

with the market can form an opinion. We do not think that the Indian Government
has in the past exhausted all advantageous methods of raising money. In general
terms we can say that in our opinion the necessary money must be raised bv direct
Government loons in India or in England as circumstances may dictate., Whether
these loans shall be ordinary Government loans, or railway loans with or without a
definite pledge by the Government that the money shall ‘be devoted wholly to railway
purposes, or whether again they shall be leng or short term loans, are questions on
which expert witnesses who have appeared before us have expressed divergent
opinions. Our own opinion, after learing the experts both in India and in England,
is that at the present time issues in Ingland should be ordinary sterling loans, but that
the rupee loans in India would be more attractive if earmarked as for railway purposes.

244. The need for large capital expenditure for fresh railway development
13 great, and will continue as far as we can see for an indefinite number
of years to come. DButthe question to-day is not one of development, but of putting
the existing railway system into such a condition as to be able to handle with
reasonable efficiency and despatch, not the traffic of the future, but the traffic which
at present is clamouring for acconunodation that the railways cannot give. How
urgent this need is, has been sufficieutly shown in the evidence which we have
reproduced, but we doubt whether anyone will be able fully to appreciate its meaning
unless he has, like ourselves, listened persomally to the lamentable tale of railway
shortcomnings, told by scores of witnesses in all parts of India from Madras to the
Punjab and from Bombay to Bengal. In present circumstances we feel that, broadly
speaking, future development must wait. But the rehabilitation and bringing up to
date of ‘the existing system in the shortest possible time cannot in our judgment be
postpoued. We believe that, provided railway rates are reasonably increased, having
regard to the economy of operation which may he expected once the railway machine
18 relieved of its present intolerable overloading and is able to receive and handle

‘econowiically the traffic actually in sight, new money spent for this purpose will pay

for itself directly. Iven if it did not, we should think it incumbent upon the
Government to spend it, and spend it forthwith, It is impossible to put into figures
the loss which Indian trade and industry are suffering from the crippled condition of
the railways ; nor can the Government afford to ignore the discredit which is being
brought upon the railway administration by the present conditions, and the bitter
feelings aroused in millions of passengers by the vvercrowding to which they are now
subjected. :

245. We therefore consider that, while new developmment should, so far as
possible,. be postponed to a more convenient season, the money required to put the
existing lines into a position where they are capable of’dealing adequately with
existing traffic should be raised, even at to-day’s price, as soon and spent as fast as
the railways can put themselves into a position—by the recruitment of an adequate
engineering staff, the enlargement of railway erecting-shops, and the assurance of a.
continuous flow of the necessary materials—to use it advantageously.

And in this connection we think that the recommendation of the Mackay
Committee deserves attention :— S

“It'may be possible in some years to obtain larger suuns than are required
to provide for expenditure at the annual rate which we contemplate, while in
other years there may be strong reasons for reducing the loans. We assume that.
the Secretary of State will, as far as possible, take advantage of periods of easy
money to raise funds in excess of his immediate requirements, thus minimising:
the risk of having to reduce the expenditure at a time of stringency.”

This advice was not followed during the period of cheap money before the war.
We think the Government will“do well not to forget it when market conditions are;
again favourable. ‘

" 246. There is a further point in this connection to which we attach great
importance. Hitherto the money required by Indian’ railways has been raiseds
mainly in London. The Government borrowed largely in India during the ‘war:

)
i

o

But this borrowing was not for railways, but for war purpeses. We think that from

every point of view, not only financial—the recent wide fluctuations in the exchange
value of the rupee have emphasised the financial side sulficiently---but also from the

“economic and political point of view, the money required for Indian railways should

as far as possible be raised in India. We are informed that, before the war, Govern-
ment rupee loans were taken “ firm 7 by the three Presidency Banks, now amalgamated
into the Imperial Bank of India, and that these banks subsequently disposed of their
holdings to the.public. Nodoubt the new branches which the Imperial Bank is estab-
lishing in considerable numbers will enable it to reach a wider circle of investors
than before. Butwe think that the agency for the issue of Government loans requires
to be organised much more thoroughly and on a much wider basis, and that the
services of all the banks, both uropean and Indian, should be enlisted.

247. Those who had experience of the methods by which the vast sums of money
required by the English Government during the war were raised are aware what was
accomplished by the enlistment in advance, not only of all the banks, but of other
great financial institutions, aud even of private capitalists, and how in this way the
participation of the whole public which had money to invest was secured. We
believe this could be done in the same manner, though, of course, not to the same
extent, in. India, provided there was adequate preparation and a systematic
organisation in the hands of experts. A good deal can be done by personal invitation
to Indian Princes and other great landowners and capitalists. DBut more important
still is to tap the surplus resources of the mass of the people, the great bulk of whose
savings, according to traditional Oriental ideas, still either goes into articles of personal
adornment . in gold:and silver; or lies idle in-each man’s own possession. 'We have had
interesting evidence [rom Indian witnesses as to the extent to which this immemorial
custom is-beginning to break down in places where any sort of banking facilities
are available and how the process can be accelerated in the future. One point is
clear: the work of enlisting the support of the masses must- be done on a retail scale,
and mainly through Indian agencies, money dealers in actual personal touch with the
people. The amount of the individual contributions will he, of course, swmall, but the
population of India is immense. Aud all experience confirms the Indian evidence,
that the first step is the most difficult, that the hahit of investment grows by exercise.

Section 3.—Proposals for Future Management and the Methods of Raising
Additional Capital.

By Sz H. . Borr, Siz R. N. MookerJer, Siz A. R. ANDERsoX,
© S G. C. Gopreey axp Sie H. Lepcanp.

Future Management.

- 248. The most important issue referred to the Committee is that set out in
para. (1) of our terms of reference, the question of direct State management (_)f
railways in India as opposed to management by companies ; and any decision on this
head must.inevitably affect the decisions under the other heads of our reference, on
which, however, there may be general agreement by the members of this Committee
as a whole. But this issue of State versus company management is not such a clean~cut
one as might appear at first sight, especially to those who advocate State management
without any qualification ; for it is not a question whether from now onwards all
railways in India should be managed by the State or whether all should be managed
hy companies. On the one hand it is agreed that the pusition as regards at least one
State railway, the North-Western, cannot for strategical considerations be altered ;
and on the other hand there is the case of the Bengal-Nagpur Railway Company,
between whom and the Secretary of State there is a contract which is not terminable
for more than a quarter of a century hence, in 1950. The company system cannot
therefore be extended to the former, and, as for the latter, it appears to us that
prudential considerations alone forbid the pronouncement of a permanent policy for
meeting the circunstances which may exist at that advanced date. It i1s clear,
therefore, and it must be recognised at the outset as fundamental to a proper

. considerdtion of the question, that for many years to come the dual system of both

State and company operation must remain in force.

249. There is another fundamental fact, of which the Indian public are perhaps
not generally aware or sufliciently appreciative, but which has been brought promi-
nently to the notice of the Committee through evidence; and that is that owing
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to the effects of the war on Indian finance the Central Government will be unable
for at least the next decade, and probably for much longer, to finance the railway
systems to the extent which the development of the country demands. Tt is admitted
on all hands that the State in the past has been fitful and parsimonious in its
contributions to railways; it is this failure on the part of the State to provide for
the crying needs of rail transport which is responsible more than anything else for
the complaints made by the public against railways, and, though a separate railway
budget which has been suggested is administratively possible. and mmay conceivably
give more stabilisation, this will not in itself produce more money. For the future
as regards railways, the State has not only to face the increased expenditure required
to meet the deterioration caused by the war, but also to provide the increased
facilities for traffic demanded by trade, consequent on the new industrial
developinent, estimated to cost fully Rs. 30 crores per annum for some years to come
without making any provision for the construction of new lines. At the same tline
the State has to finance the short-term war debt amounting to about 100,000,0001.
and under the circamstances we are confident that reliance cannot be placed solely on
Government for the provision of the necessary funds.

250. Finally, there is a third fundamental fact which must not be overlooked,
that the reforms of 1919 have created a new Legislature which has a great measare
of control over the budget, and India is at the beginning of a new era which is

. designedly one of transition. As. she advances in the direction of becoming a

democratically-governed country, she will be faced with the dangers which lurk in
the handling of a commercial business throngh the agency of a State service and
which experience elsewhere condemns. India cannot ignore these dangers, even
though they may not be immediately imminent. :

251. The immediate problem which we have to consider resolves itself into
the question what should be done in the case of the two guaranteed companies
whose contracts are terminable in the near future, the Fast Indian Railway and the
Great Indian Peninsula Railway, in 1924 and 1925 respectively. The next would be
the Burma Railway in 1928, followed at intervals by other railways till 1950,
when the contract with the Bengal-Nagpur Railway Company falls ‘in. The
importance of the question is greater than is suggested by the mention of the two
railways whose coutracts shortly expire, because their mileage is approximately
one-third of the total mileage of all the guarauteed companies’ lines in India, about
6,000 out of 19,000 miles, and they form the great arteries of the Indian system

connecting the two largest cities, Bombay and Calcutta, with each other and with the
capital at Delhi.

252. The problem raises two issues: in the, first place, whether the management
of company railways by London Bourds should continue, or whether the management

-should be located in India. This issue has heen partially settled by the decision of

the Secretary of State, that the management of the East Indian Railway should be
moved t0 India after the expiry of the present contract in 1924. We need not discuss
further the arguments for and against a continuance of the London Boards. The
weight of evidence in India rejects the present system of management by companies
domiciled in Ingland, arrd for the reasons stated in section 1 of this Chapter, and
notwithstanding the valuable services rendered by the companies in the .past, we are

in agreement that that system should be changed, according as the several contracts
can bhe determined. ' : . .

253. As regards the second issue, whether, if the complete control be in India,
management should be by a Company or by the State, it .is desirable in the first

“instance to summarise briefly the case for each policy, as set forth in the recorded

evidence of the Committee. The opinions elicited are very divergent.

254. Let us consider in the first place the arguments of those who favour
of the Railway Board, is opposed to the view .that State management 1s the best,
holding that, as railways are primarily commercial undertakings, they should be

managed on a commercial basis, so as to secure economy and efliciency, that is to say,

by a Company with a Board of Directors. The following are held by the same body
of opinion to be some of the defects in State wanagement: (1) .constant transfers
of senior officials, resulting in lack of continuity of policy ; (2) the tendency to give
promotion on the grounds of seniority alone without: sufficient regard to elicienay. or

company management. ~An important and weighty section of opinion, including that .

(8

: isregard of public opinion; and {4) lack of initiative and

lf;)gfilbillgittl.;w lel:’}fftilet('?zlsdiigabrds the go-exivsten'ce of compa_ny-‘m:.magi_dsz-tulwa‘“\ti; an.d
: ailways, it is urged that improvements in the administration of State railways
v )b en effected during past years are mainly due to the emulation inspired
gt eenaﬂenienh in other words, that the initiative lies with the company-

mpany man ) X Sy . vecults 3
&};ﬁggeg..rgﬂlway.s? and that emulation and comparison provide healthy results in the

.case of State-worked liues. o l

95 ‘arni in the second place to State management, we fin that a large
.sectigg‘%f%lﬁ; l}i:t]giai:l pleblicwsu ) pmgg the adoption of this sysl'tem, be,caufsg ‘1tdl‘)ehev_e§
thdt “company 'management does not encourage the d.eve ppn?ent_ fo' in iginouts
industries by sufficiently favourable treatment; that lt\ gives pre exe?tla reat-
ment to import and export goods; that ur}d.er 1_;he preac:.nt syst}?m (}>' hco.mpaltlly
man.égemenm large profits are mafie in Brl.tlhh interests ; and that hit el‘to .t e
.compunies have not employed Indians in higher appomtment.sofgxcept_to (11 Vsl’)i
limited extent, and have mnot granted them adequate facilities for technica
training. Without pausing to argue here whether these views are correct or not, we
venture to think they are coloured by the impression that company management
necessarily coanotes management through Boards' in I.pndon. This, }‘mwg,ver, is
not an essential condition of company management in India, and we deai with this
point later.

256. There is, also, in addition to the negative dislike of company management
‘on the part’of the Initian pablic, a "positive feeling caused by an awakeried national
self-consciousness that Indians should have wmore control in the management of
the railways of their own country, and with this feeling we fully sympathise.

~257.-We . have placed. in proamiuent. juxtaposition the opinions, as gleaned from
evidence, of those who {avour on the one hand State management and on the other
company management. Holdiqg, as we do, very strongly.to the opinion that company
rather than State management is best suited to meet Indian condltlons,. and agreeing
with the views of those who advocate company management, we will proceed to
develop the general arguments in favour of that system before attempting to put
forward a constructive scheme for attaining th.at end, Our view is that. State
management, in other words cpmplete. natxonahsatlon,.should not be adqpted in any
country unless there are compelling circumstances which make it unavoidable. Iet
us examine such circumstances and see if they apply to India.

258. Working expenscs under certain conditions, such as nationalised wages or

extravagant over-expavsion, might be so high that a country would be forced to
subsidise its railways. This would mean that rates had already been raised to the

- full extent that-pasgengers and trade could bear or that there was not the traffic to

ing i ; ‘ef ( t existed of railways
bring .in-the necessary revenue, and _that, therefore, no prospec y
~earnigng* their interest or dividend. Under such a condition a State would have to

nationafise to safeguard its subsidy, and thereby to maintain its communications.

‘We do'not find this to be the case in India.

259. Allied closely to the foregoing is another possible conditi?n, that  the
financial outlook for railways was so gloomy that it would be hopeless io attempt to
raise more railway capital. Thia certainly does not apply to India.. One more
possible condition may be mentioned ; for military reasons it might be considered
essential by a country to retain all railway operation 1n the hands of the State. Here
again the conditions cannot possibly apply to India.

. 960. It has been suggested that in India there is not company management in
the oz?](i)naIrtyh;xeaning of ﬁﬁa words, and that the system which exists there at. present
has not worked and cannot be made to work sa_tlsfacborlly. The system “is that tl}q
State gwns the lines and contracts with companies to work them. There are certain
faults in the way in which the system has beeg worked, but these are oapa’ble of
elimination+<théy are not inherent in the system. o

» 961. The alleged imperfections of guaranteed companies are mnot due, as is
currently believed in India, to company management in itself, and the evidence shows
ﬁwt the charges brought 3%311333!3 railways are not peculiar to the company-managed
linéé. “The main cause of theimperfections. in company WOI:kmg (they are ?qually in
evidence on State worked lines) is undoubtedly to be found  in the past. policy of the
Government of &ndia' inregard 1o the financing-of the contracting companies, under
which Government, while assuming full responsibility for providing the necessary
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funds for capital cxpenditure, and refusing to allow the -companies to raise: any

capital of their own, has at the same time limited the amount to be spent cach year to .

a figure considered financially -expedient for the country. This policy of financial
caution has proved, from the resultant inadequacy of funds and fluctuations in allot-
ments, to be the serious hindrance to the proper development of the railways, This
policy has been defended time after time as heing necessary for a poor country like
India and as essential for her future financial credit. Whether or not it is agreed
that such a policy was sound in the past under the varying counditions that prevailed
from year to year, most people will judge now from the perspective of time, that it
was at best a timid policy proving disastrous to the trade and industry of the present day.

262. 'The ditliculties referred to above which have so seriously hindered the
railway-administrations in India in meeting trade demands and providing better
accommodation for ‘hassengers, particularly for the third class, afford no-prool that thé
company system must he a failure and no argument in favour of complete nationalisa+
tion. Infact the latter might well result in perpetuating and even accentuating ‘thé
timid financial policy to which we have referred, as it is on record that: the companies
repeatedly “and strenuously pressed for greater liberality in . expenditare, "The
working of the‘company system as evolved for India can only be judged in the hght
of the financial ‘ditticulties which have surrounded it at every turn. Ireed from these
difficulties, which are certainly not inseparable from the system, it has, in our opinion,

great national advantages suitable for any country, in that it ensures. the larger share .

of any prolits which may be made from the railways going into the coffers. of the
State, while avoiding the extravagance and other serious disadvantages of State
management through a vast and growing bureaucracy. . ‘

. 263. We desire 1o emphasise this aspect of the case as strongly as possible.
Reliance on Government for providing the necessary funds for railway purposes has
been tried for many years and found to he altogether wanting. - We have during the
current year the curious spectacle of Government in its Industries Department doing
all it can to encourage trade development, and in its Finance Department failing t6

supply funds necessarv for the development of its transport services on which'

industries depend.. We can see no reason for thinking that Government will be in 4

position to provide year hy year the large sums needed for railway purposes, and we = "
have given our reasons for coming to that conclusion. "The future holds out littla
hope that gredtet reliatice can be placed on Government in this connection, ahd we aré
convinced that the position will never be remedied if Government loans are alone-

relied upon to secure the vast amounts required for railway purposes. The extreme .

importance therefore of finding new sources for the supply of capital is evident. _

264. In dealing-with this aspect of the case certain political factors in tha - .

situation must not be overlooked. It will contribute in & large measure to the well-

in that country and its resources tapped for the supply of a part at least of the
additional capital needed. The keynote of the present policy in India is co-operation
in the widest sense of the term wherever possible, and ‘in our view the system

~ being of India if the money which Government cannot provide for railways,is foynd

of management which we advocate will secure co.operation in the ‘raising of -

additional capital without injuring the credit of the Government of India or

limiting in"any way the ‘control which, as is the universal 'practice in' all-countriés,"

Government must exercise over a railway monopoly in order to safeguard the interests
of the public.- ' ST ‘ '

265. We have drawn attention in an earlier part of this'separate Section to the'

“

dangers which India might some day have to face in the working of a commercial’. -

business through the agency of a State service. In this connection we cannot refrain

from referring to the obvious objections, not to say the positive dangers, of making -
vaernment the sole-employer of a vast labour’ force. Strikes so far on Indian..
railways have Deen sectional only, and have never as yet seriously affected communica~.

belonged to a State service. S
266. Another weighty objection often urged against State management ig the.
system of promotion by seniority and consequent lack of continuity of service on ope

tions. We feel confident that the position would be very different if the entirg staff.

railway. - Now ‘there should be no causal relation hetween the one and the other, but.

1t is impossible to pass over the fact that in actual experience the. fanlt doss oceur ih"

every State service, owing to the tendency to:allow seniority fo ‘assume ‘undue

importance in the selection of officials for the higher posts. Moreover 4 Stiite dervice

is always bound by rigid rules and scales of pay, and cannot allow the latitude’
exercised by a commercial concern in singling out and recognising merit. C

i
.
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267. So far as we know the only safeguard against these dangers and objections,
Whicfl zil:e inherent in the State operation of railways, is company management. -

268. We wi 1de briefly to the conditions in a few important countries
whexifjb'St:\t: “ﬁllzlm?tggmaf}rlllt exists. v The Swiss Federal railways 1qll§even ﬁgars

-20) have shown a loss of 200 million francs, say 8 to 10 million sterling.
(19'14 he war thev were earning a small profit. Passenger fares have been increased
Beii(gett ‘gOWd;r cent. Prior to 1914 and subsequent to the date of nationalisation
};)ﬁ’ere \w}?ls a :Ia)tead_v and often large increase in the cost of the staff and in tlie operating
ratio. 'The Northern Railway of Austria, before it was taken over by ‘the (:overnfnellllt
in 1906, paid a dividend averaging for the previous five years 1Lprer cent. ; dt (;
Governn’uent succeeded in turning that profit intc a loss. _In_ Ita g (‘)r.lav pverloh )o
eight years from 1905, when Gevernment took over the working of the railways, t -(.1‘?
has been a steady yearly increase in th_e operating costs and thoe return on the capita
hae declined. The South African rm.lways shqw a loss of 2,000,000l. on the last
two years’ working. The American railways are in such a bad way consequent on the
period of Government control, that P’resident Ha_l:dlng in a recent addreES to Congress,
after referring to the *“ heedlessness of cost of Government operation,” emphatically
asserted that there would be a foundation for rebuilding after the past disaster, if 1t
was clearly understood that there would be no ,St,u.te ownership, and that t.hg people
would not be taxed to cover railway deficits. This shows the trend of opinion in a

democratic country.

269. it 1is quite clear that war and post-war cpnditions have had much to do \.vith
the high cost of railway operation in all countries, and that figures can be ‘given
showing the financial difficulties of company-operated lines; but State operation,
Hampered by standard rates and standard wages, is bound to.be slow in getting back
to more normal conditions and through lack of elasticity is likely to be far behind
company operation in hastening on recuperation. We attach much weight to the
fact that the Tndian railways, with the balancing effect of company-managed lines, in
spite of the serious handicap of inadequate facilities, and with a comparatively
moderate increase of rates and fares, have not fallen into the low financial state of
railways of many other countries, and we are confident that the result would not have

been the same had all the railways been operated by the State. |
270. Comparisons in economy and efficiency invariably prove advantageous to

.company management, but it is not always easy to obtain _suitable comparisons. }N’e
.can, however, do so in India, and we quote a few figures which may prove enlightening
?

to those who do not possess an intimate knowledge of Indiag rai.lway working, ‘:\Thes_e
figures have been extracted from statistical returns ‘maintained by.the Railway
Department and, whether mathematically correct or not, they have all been arrived

.at on a common basis. It appears tous that the results exhibited, which are uniformly

favourable to company management, are of sufficient interest to produce here.

Locomotives per Mile of Open Track.

) StaTE RAILWAYS.

CompaNy RarLways, Per Milo Per Mile.
Bengal-Nagpur - - - 27 North-Western - - - - 30
Enst lndian - - - 9l Eastern Bengal - - - 51

- Great Indian Peninsula - - 40
Bombay, Baroda and Central India - 30 Oudh and Rohilkhand - . - 17
Madras and Southern Mahratta - 25 , . _9_é ‘
1-73 . q —
Average 34 Avemge | 32
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Average Mileage run
Conpany Ranwars,

Miles.
Bengal-Nagpur - - - 69
East Indian - - - - 79

Great Indian Peninsula - 59
Bombay, Baroda and Ceutral India. - - 70
Madras and Southern Mabratta - 62

339

Average 67°8

<O
<

per Iingine per Diem.

State Ramnways.,

Company railways, 219 per cent. move mileage per diem.

Conrpeany Rainways,

Bengal-Nagpur - - - 8519
East Indian - - - 12-51
Great Indian Peninsula - - 994
Bombay, Baroda and Central India~ 7-10
Madias and Southern Mahratta - 457

38-31

Average  7°66

Wagons per Mile of Open Track:.

Average Mileage run per Wagon per Annum.

Compaxy Rallwarys.

Miles.
Bengal-Nagpur - - - 18,619
East Indian - - - 23,007
Great Indian Peninsula - - 14,392

Bombay, Baroda and Central India 17,690
Madras and Southern Mahratta - 16,551

85,259

Average 17,051

Miles
North-Western - - - _.;_’ ‘
Kastern Bengal - - - 57
Oudh and Rohilkhand - 58
167
Average 55°6
Stare Ratwavs,
Novth-Western - - - 983
lastern Bengnl - - - 12:06
Oudh and Rohilkhand - - 510
2299
Average 7°66
' Statr BALways,
Miles.
North-Westérn - - - 12,772
Eastern Bengal - - 12,659
Oudh and Rohilkhand - - 12,499
37,930

34 per cent. more mileage ran by Company wagons per wagon per annum.

Percentage of Freight upon Capacity Hauled.

Coymraxy Rarnways.

Bengal-Nagpur - - - 5781
East Indian - - - 4505
Great Indian Peninsula - - 56-45

Bombay, Baroda and Central India 4334
Madras and Southern Mahratta - 48:71
25136

" Average - 50-27

Stark RATLWAYS.

Average Weight of a Goods Train.

Company Raruways.
Dead

Freight. Weight. " Total.

Bengal-Nagpur - 313-96 324-77 638-78

East Indian - 3u6-87 42675 75362
Great Indian Penin-

sula - - 248-40 32668 575-08
Bombay, Baroda

and CentralIndia 27984 386-21 666 .05
Madras and
Southern Mah-

ratta - - 262-61 335-08 597-69

1,431:68 1,799-49

Average - 236-33 356989
" 125 tons dead weight per 100 tons of freight.

v Average 12,648

Novth-Western - - - 19-84
lastern-Bengal . - - 3143
Oudh and Rohilkhand - - 52:98
134-25
Average - 4475
i Stare RaiLways.
' Dead
Freight.  Weight.  Total.
North-Western - 807-89 365-48 673-37
Eastern-Bengal - 217-61 445°79 66340
Oudh and Rohil-
khand - - 296-72 355-92 652+ 64

822-22 1,167.19

Average - ' 274°C7  389-06

.o

141 tons of dgad weight per 100 tons of freight..
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271. On a review of all these con:‘sid:eratian, it appears tql us tha}:, Ifd tlge
interests of India it is as necessary as 1t 18 desn‘ab}eﬂthat its rai wag{s 8 og L Ve
worked as far as possible by company rather than by State agency,aan vge‘ %r fﬁe
there will be no difficulty in evolving a scheme of comlpany .mana?e;nen in 1't a
which will meet the legitiniate aspirations and claims of a‘l ‘SBOUOI[}S (f)i 18 'C(imTuT‘ v,
will satisfy both political and industrial interests, will relieve ‘t e financial si ua.t;on

d will at the same time give an opportunity for the harmonious co-operation
ﬁ? both Indians and Eunropeans in the working of the great and vital 1n§ilisz‘;;'§‘¢asfof t}lie
' eby ensure the rapid developmeut of the resources of India for the

and ther 4 e
ggg?ltil;:yof all. We do not think State management can be relied upon to secure

the same results. v ‘

972,  We now put forward two constructive schemes fc‘)r\ this end. T%kmg the
line that, as between Government and a new (Indian) Fast Indian Railway ompan}y,
there is no reason to complicate matters by tzzkmg into account the question gf t }ie
direct obligations which at the end of 1924 Government will be under towards the
late shareholders, aunuitants and debenture holders of thg existing English company,
it is casy to suggest the outlines of a contract which should give the new company a
teasanable rqturn for its capital and remuneration for its services as-managing
agency. o ‘

973, If the East Indian Railway net earnings at the end of 1924 over a period of
three vears huve averaged about Rs. 8 crores per annum, and if 6 per ceni. be the
then prevailing and estimuted future value of money, then the capital value of the line
will be about Rs. 134 crores, and this might be taken as n basis for negotiation. A
new Jimited liability company might then be promoted with rupee capital, domiciled
in India, with its headquarters at Caleutta the present headquarters of the system.
The company would have a nominal capital of, say, Rs. « plus B0 croves, of
which Rs. « wounla represent the Government share capital, the balance of 50 crores

“being the authorised new share capital, of which about 25 crores might be called up

in the first few yearvs. :
974. Interest at 1 per cent. less than the prevailing rate from time to time for
.Government loans, on the paid up public share capital, should he a first charge

against the net earnings. Government must guarantee this return in order to ensure

public confidence and make the shares & trustee security, but in reality this rate of
interest would unquestionably be met from the net earnings, and thg guarantee woz;ld
therefore be purely nominal. Interest at the same rate on the Goverument share

‘ . : y ' rded
: %) should next be charged, and the balance of net earnings should be regar
;:%:ﬁ:l(ug profits to be divided between the Government and the public shareholders

~jn proportion to their respective holdings. The amount to be assumed for x must

be determined on a reasonable basis. ‘
975. Under the foregoing scheme the Government liabilities towards the old

“Rast Indian Railway Company are liabilities of the general revenues of India, and

would be a matter for Government to deal with quite apart. But if preferred, an

, ement eould be made which we call the second scheme, based on the booked
-2;3?51 outlay of the line, under which the interest on the outstanding liabilities would

have to be specifically provided for as first charges against the earnings of the new

.cowpany. In this case, the amount of such charges and liabilitievsn and the am’dun}; to
‘be taken as Government capital in the company, would need detailed investigation,

but if capital outlay he taken as the Government holding in the new company, it

“would be equitable that Government should rgﬁqeive a fixed proportion, say one-third of
the surplus profits, before division, in recognition bf its ownership and guarantes.

'976. 1t should be noted that under both the foregoing schemes, the actual terms

and fixation of eapital must be settled in the light of the financial conditions

prevailing at the tims the contract is made.
977. Whichever of the foregoing alternatives be chosen, the following general

“previsions would apply :—

any with the sanction of the majority of the shareholders, which in
- @) Thz&:;?gwogld mean Government, should have the pewsr of raxsu;g further
apital when required. - '
(b) Th(: ‘ %ovemment of India should bave the right to acquire the shares
- sibscribed by-the public at a stated period, by giving six or twelve
“months' notice, and at such reasonable premium as may be agreed at the
inception of the company. - )
. ;"
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(¢) The Board should consist of 10 Directors: five to be elected Ly the outside
shareholders and five to be nominated by Government. It is desirable
that half the number of Directors shonld be Indians, :

(d) Government should have the right to nominate a chairman from among the
10 members ; the chairman should have a casting vote, o .

(¢) The management should rest with the Board of Directors as is usual in
comercial concerns, except so far as legislation antervenes and. except
in such matters as control of rates, allocation of capital and revenue
expenditure and service to be rendered to the State. S

- (f) Should there be any disagreement between the nominated and the elected
Directors which necessitates the.exercise of the chairman’s casting vote,
the‘matter should be referred to the Government of India, if the minority
so desire. ‘ ,

278. et us now consider the advantages of a scheme of this nature and the
possible objections. The experiment of having an Indian domieciled company is
ccertainly worthy of trial, while it would not form an irrevocable policy when existing
contracts expire at later dates. As regards advantages, we consider that in the first
‘place Indian public opinion will obtain full recognition without. the bureaucratising
of a commercial organisation. The Govermment of India, as now constituted under
the Reform Scheme, will provide suflicient assurance that such opinion will not be
disregarded ; and the remedy against complaints such as unduly favourable treatment
of foreign trade, if it exists in competition with internal trade, will lie with the
Tribunal which the Committee have unanimously recommended should be set up.
Moreover, the members of the Legislative Assembly will be able to keep themselves
fully acquainted with the internal working of the railway through their countrymen

“on the Board of Directors.

279. In the second place, we hold that the appointment of Indians to high
administrative posts - and the promotion of specially meritorious Indiacs {rom
subordinate to higher grades will be better secured under this scheme than on

-State-managed railways. The proposal will afford to educated Indians the best possible

" opportunities and facilities for learning the management and control of large com-

Appeal to
Iudian
investors.

mercial and public undertakings, and give them an opportunity of becoming equally
competent with trained ISuropeans in direction and management. This is one of the:
most important grounds which lead Indian opinion at present to desire State manage-
ment; but we believe that by our proposal their object can be achieved in a more
direct and delinite way.

280. Whatever may have been the case in the past, India is now at the parting
of the ways; and, simultaneously with political reform, reform in commercial and
industrial development is essential. No country can prosper politically without
industrial prosperity; and this cannot be secured. merely by increasing the number
of Government employees.

_ 281. A third advantage is to be found in this new method of financing Indian
railways. According to our reference it is a primary duty to suggest means of raising
sufficient funds for the development of Indian railways. . The difficulties in regard to

finance of the Government in India and of comipanies in England have already been

indicated ; and on political grounds it is desirable to limit India’s indebtedness to the
non-resident investor. Now, the scheme which we suggest will, we are confident,
achieve our object in finding a new market in India. By the Government guarantee:
of a fair rate of interest, such trust money as requires investment will be attracted ;
and there is a great probability, nay, alimost a certainty, that a large amount of money
from insurance companies, which have of late beev rapidly growing in India, will

- become available. It will have the further advantage of tapping a new field of

investors in India itself, to whom a guarantee with additions based on a share of the-
profits will naturally appeal ; for there are many grades ol possible investors in India.
ranging between the public trustee and the gpeculator. '

« 282, The first loan of the new company will undoubtedly receive a great impetus:
from what may be described as patriotic motives—as was- the case in connection with
the issue of the loan for the Development Scheme in Bombay-—and when the practice-
1s established of investing in railways, it is likely to become permanent. Moreover,

the amount required for the Iast Indian Railway will, we are informed, not beJikely

to exceed 4 crores a year for a reasonable period in the future; and we are confident.

i

onh g, <
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that with.good security and the prospect of a satisfactory dividend, the amount will
be forthcoming m India itself, if not entirely from Caleutta. - -~ . . .- o

283, Turning now to possible objections, we find, in the first place, the allegation
of a practical difliculty, that suitable directors, both European and Indians, for the
boards of the trunk railways in India cannot be found at present. We do not agree
as to_the impossibility of finding such men. We have no doubt they can be readily
found in the Presidency towns, and we desire, to iuerease the opportunities for utilising’
the'sérvices “of “men ‘who ‘ave snitable. The experience already gained in the large
organisations of the Port Trusts and Improvement Trusts is not without value; and
the traditional commercial communities of India already bring forward men with the
requisite administrative skill, financial sense, and -business acumen. - : el

284. Andther objection is that Government would incur great unpopularity by
parting with any share in so remunerative a property. We do not admit that Govern-
ment would under our scheme surrender any part of its proprietary. interest. It will
merely be converted into share capital, with the prospect of making that capital more
remunerative than it could be under direct State management. The sharing with the
investing public of a portion of the increased railway profits due to the additional
sapital subscribed by themn cannot be considered an extravagance or a loss to Govern~
ment, inasmuch as better ad more economical management will be secured. Still
another objection has been raised that such a company might in the future have to
horrow by means of debentures at a rate slightly above the rate for Government loans.
We grant this, but would reiterate that the difficulties of Government as regards the
provision of funds must be recognised. . 1f money must. be. obtained. it is-neeessary to

offer stfficient inducenment.  Furthermore, we hold that borrowing by a commercial
concern of the highest standing will leave the credit of Government as regards
Yovernmment Joans unimpaired, for, as we have already said, Government will not have
parted with any of its assets. , S , N ﬁ ,
" 285. It may be argued by way of general criticisim of our scheme that Govern-
nent must in some way or another find the money for railway development,
presumably by fresh borrowings or increased taxation, if it is asked to do so. - But
the facts should be faced : increased taxation has already been applied to meet the
deficit of the present year (1921-22), and there is a heavy burden of floating debt.
If, as it is hoped, Government may at some later period be in a position to raise
larger sums than at present for the requirements. of railways in India, there will be
ample scope for utilising that money, first, in bringing State-managed railways to
- greater efficiency ; secondly, in providing funds for the guaranteed company railways
which will still remain under contracts; and, thirdly, in constructing the many new
lines which are so urgently required. Moreover, past history cannot be ignored, the
Government have regularly-and continuously failed, and even refused to attempt, to
raise the funds so badly required for the railways of.the country. P

286. In consideration of the advantages mentioned above, and after discounting
the objections, we would advise that in view of the special present difficulties of
finance ‘a company constituted in accordance with our scheme is the best possible
solution for the;problem which lies:hefore the Secretary of State in 1924 in connection
with the East Indian Railway. It is impossible to foretell what may be the opinions
on these matters 15 or 20 years hence, in India, Europe, or tlie world generally, and
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we hold that.it would be unwise at the present juncture .to commit the Government
of India to a permanent policy of State operation. If this scheme in regard to the
Tast Indian Railway proves successful in attracting the required capital in and from -

India, the Great Indian Peninsula Ruilway Company whose contract expires. in 1925,
six months after that of the East Indian Railway Company, might be converted on
similar lines into a rupee capital company domiciled in India, with its headquarters at
Bombay. - It would appear from the evidence that the prospects of raising share
capital in Bombay are even brighter than in Calcutta. = - : o B

-~ 287. The conversion of these two arterial failways intodomiciled rupee capital
‘companies and their operation through: the: agency of boards in India, consisting of
Indians and, Kuropeans, including: Government Directors, will, wo feel sure, give a
great impetus to and create an interest in Indiun investing circles. The question of
the other guaranteed railways whose contracts have still inany years to fun, will have
10 be considered-on their merits when these contracts become terminable. = As for the
State-managed railways, with the exception of the special case of the North-Western
* 9164 - L
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Railway, if experience shows that the Indian domiciled East Indian and (reat Iudian
Peninsula Companies can -be successfully worked and that sufficient capital for their
requirements is forthcoming, public opinion might largely support the extension of
company management, and it might then be desirable to convert some of the existing
State-managed - railways into, or amalgamate. them. with, rupee capital companies.
In this connection we agree with our colleagues as to the distinet advantage which
would accrue from the amalgamation of the East Indian. and Oudh and Rohilkhand
Railways ; there would be no difficulty whatever in effecting their combination under
our proposal. . . ' :

288. In-the insistent need for larger new capital expenditure on Indian railways,
no source of obtaining funds on ressonable terms should he left unexplored. We
believe that Government will derive much financial assistance from the Indian
domiciled companies when they come into being, but it is probable that further
financial help will be needed to supplement State loans, and we. have considered
whether the London guaranteed companies could he utilised for {inding at least a part
of any additional money which may be required. .We cannot recommend that the
Londen guaranteed companies should now, at this late date, be allowed to increase
their share capital, because we recognise that having regard to the demand for the
tranafer of the administration from London, to India, a substantial increase in the
share capital of those companies. would make the transfer more difficult and possibly
more expensive. We agree, however, in recommending that the services of the
companies should  continue to be utilised for raising: debenture loans if the Government
of India finds that sueh a course is convenient and economical. . |

- 289. Further, we doubt very much whether the propesals we have put forward
for financing the East Indian Railway in 1924 and possibly the Great Indian Peniisula
Railway in 1925, will be of sufficient assistance to Giovernment to. enablé itito provide
the capital necessary for the early construction of any mew lines of cormuniestion.
Many of these have been under consideration for years past; they are urgently
needed if the development of the counfry is not to be arrested. I{ further methods
for financing such extensions are not devised, there is little or no prospect that India
will make any material advance in the near future. towards obtaining the 100,000 iles
of railway considered necessary for the country by the Maekay Committee when they
reportéd on the situation 14 years age. We arve’of opinion, therefore, that if funds
are not forthcoming, Governmerit should have no hesitation in enlisting the help of
private enterprise for financing, with rnpee capital, some of the larger schemes for
new lines which have already been delayed so Iong for want of funds. '

- 290. We cannot conclude our separate section of the Report aidvocating Incian
demiciled eompany management withotit refetring to some of the argumients against the
existing system of company manageinent -brought forwvard by those of cur colleagues
who are in favour of State operation. Passed nnnoticed by us, it might be held that
those arguments would apply to the system of company managenient which we advocate.

~291. Our colleagues maintain that the existing guaranteed company system

“ never has worked satisfactorily and cannot be made to de =o,” and further that it is
“ essentially unworkable.” We would point ont that though the system may be
Eeculia;to India, and therefore novel to the majority of those opposed to us on the
ommittee, it has none thedess stood the test of time with a great ineasure of success

“and has the undoubted advanfage of retaining State ownership in- combiration with

company management. We have explained fully in another. pait of this separate
section why the present systent has not been a complete sueccess, due mainly to the
financial difficulties which have hampered its working ; but wé maintain that in spite
of those difficulties it cannot, as a system; be condenmed, and so satigfied are we of
its advantages from a long 4nd intimate knowledge of its efficient working, that with
¢eftain material alterations we have deliberately recommended that it should be taken
as a basis for the creation of the Ihdian domieiled companies. -

292, Tn section 1 of this chapter (paras. 187 to 209 above) adopted by the whale

Committee, some considerable emphasis has beent laid on the statement that g shave-

holder in an Indian guaranteed coinpany is not a railway shareliolder, as_ the word .ib:

- commonly understood, and that the debentire liolder occupies ati equally unitsual
position. On gemeral grotmds we-thittk it is-advisable fere-to tefer to the-positton -of

the ghare and debenture holders from a diffetent point of view. It is no secrot, and
g0 far ag our knowledge goes never has been a gectet, that all Indian guaranteed
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‘yai . wtaki worked under the company system are t;he property of .th‘e
gzﬂl‘::gr;::g%tgi{;nﬁ' ‘ISZIia. ‘Their several contracts Sh(?“".thfs c?e,iag-ly. VLtle.av.l_ng
aside the case of the East Indian Railway, which has features r}lllOll e QSl ‘ess‘p.ec‘ufuéx” to
itself, the leading companies hiave entered into contracts wit It 1e becr'ebtaéy I? gate
‘which provide that in return for a definite propor?lo‘n_ of czftpxﬁz. su tslcr-!t i 1 by therﬁ
they shall be entrusted (under control) with the wor k;}x}lg_ 0 'tb eir ll)md ertak tmlgs, s1 at‘
be entitled to a minimum guara‘nteé(l1 percentage on t elr_ﬁsu Scf'nt he ca(fl ix 3 and to
share along with the Secrotary, of State.1n. the net. pro lts o s e underta lglg’ in
propertion te-theamount of capital held by each rgslpecpl\'e y hm_ e c}:)cincggn(.i ala_zgi
holders enjoy the further valuable privilege o.f. iaving t e’llrh su b}cr{ € c'tpll a
refunded to them at par on the tIenlnmatxon of their contracts, - Lheir share capital 18

‘ ) v 3 ( -y . . .
gzzi%‘;% a{; 3;11]:;? tlslteozkl".eflsrl:(}'aill;vav investments on the market i’ that shareholders

o A el A g v

enjoy a security both as to principal and interest which is better than that pertuaining

to ordinary shares. R 1 o . ;
L i ncial and, indeed, practical purposes, the Secretary of State an
the (‘f)?i?i)a{;(i’;s aﬂe f]iolz]tz:tners in the 1.111(191'tak1:ngs', with 1'1ghfs and‘ gplxgafllo?ls c]early
defined in the contracts. 1f there is confusion in the relative }Tos:ltluns of the two, l‘t
is dus to the position occupied by (overnment as Gros./errcxlrlnerilj;ﬁan‘lf not ﬁs da bparttneL
Similarly as regards the debeutures, though they adrr‘nttf 1217 di 1:31 rom dt g, le ‘?‘?h“’es
issued b'y an ordinary company in that the debenture ‘E)I ?lr' as dnoh e nlte..(,t argg
on the undertaking, they are secured on the revenues of In ia, zlm ht at seeurl y'Cdg
only be prejudiced should India become bankrupt. Consequently ﬁ egr are recogi,rlnise
as gilt edged securities, and :it 1s ‘dlg]‘clulrt to see in wga’c ﬁespetct t) U ebenture holder
in an Indian-guaranteed railway company sullers any isadvantage. - 1 |

| prnther oriticism which our colleagues offer in connection with guaranteed
compgugrlii‘esAiintlt};? 'f 1}‘t l(:c(irlllpany does not )a‘nd cannot manage the .qndertal.;mg_; it
“ cannot, without the permission of- Government, break I'xe]w g{(()lun.d‘ ;n_'any, ,dl%¢t191}.'
# Neither - does thié*Goverriment manage ; 1t ,‘any contro § an 1}:“.3 Tains. X ne 18
constrained to ask, who then :does manage ? The signatories to this separate _secl:ltxon
have a close and intimate knowledge 0@ Indian railway wor]l)cmg, and we g)lay per aﬁs
be pardoned if we say that the quotations we haze made bear no resemh ance to the
conditions which exist as we understand them. Companies do manage their railways.
They employ an efficient and experienced staff, and the ;inxlt}atlon {)7[; ngpr(—)vements ]?f
all kinds has nsually originated with company-managed lﬁxes. Ve think those w 0
criticise have done so from an imperfect knowledge of. the services ’{h(}:} COI?P%:};?S
administrations have rendered in the past, and havn; antdapprecx.ate( the disability
they have for so long been labouring under for want of iunds. ,

295, One of the argulrients used hy our colleagnes in favour of State management
is embodied in the following sentence :— ; |
“We do not think in this fallible world company management, can be so good as
" to escape fierce, often unfair, criticism from Indian opinion. FKven if we
were to assume that State management wou,lc’l not be hetter, we are gul’l’;e
sure that its failures would be judged more lfemently by the Indian publiec.
We. zegard - it-as onr duty to recsmmend ‘whiat. we consider best for India, not-to
ﬁd@?“mﬁiﬁe.bﬁ loast resistance ov ta recommend a course to avoid unfair criticiam.
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While it-may be thought that the public would bé leniant towards the shortcomings 20t neces-

of ftate-worked railways, it will generally be admitted that when comiplaints'are mgde

“

An’:attentive listener and is apt to consider itself perfect. - That public opinian
ttright fudge State railways more leniently is. no argument in favour of the general
adoption of State misnagement. , What India requires is the best it can obtain, aud

. z%?mst .companies the weight of public opinion leads to, reforms. : ‘The’ State is often

we are confident it will not be"Sa‘t;fsj'iéa_ with less.

Vg

2,96."».Our boﬂeague’s;~sepaf§te‘Rel50rt may 'be regarded by many as a wholesale’

who has any detailed acguaintance with Indian railways. In the first: plage we
considér $hat the systeni of company manageinent, dévised and adopged in the latter

part of: the last centary; was an eminently suitable: one, and it appears to us that the.

L2

 Vargsin which the State then, made with the companies has prowed to be favourable. .
' i‘??:@gg’}e”'@b\'férﬁﬁméht of India. In the second place, we hold that the English

sarily best.

- condemnation ‘of the *system under which the guaranteed railwiys have' been Merits of - -
_administered. We do not think that such eondemnation will be accepted by anysne’ existing sys-

m,
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domiciled companies have rendered valuabl'e service to the State in undertaking the
construction of railways at a time when India was unable to undertake the respon-

sibility and burden of the work, and in improving ‘the general standard of efficient

management and working. 'The poli'c_v again which, while making over the majority
of the State-owned lines to companies to work, retained the working of a few in its

own hands, had many distinet advantages-which remain tothis day. The.emulation

brought about by company and State management working side by side, has done a
very great deal to ruise the general standard of efficiency of railway working in India.
In our opinion that standard would have been far different from what it is to-day had
the management been in the hands of the State from the outset.

297. It may be argued by those who compare the position of the company and
State working as it is to-day, that little difference exists between them, that one is as
good as the other, and that in initiative and flexibility and management generally the
State-worked lines show results as good as the companies’ lines. In this connection
we should like to emphasise the fact that State management, as ordinarily understood,
has not existed in India for n.any years past. State manageinent in India has become
a reflex merely of company management. Iollowing on the quasi-independence of
the companies, Government has deemed it advisable to endow the agents of the
State-operated lines with powers similar to those granted to the agents of the several
companies, with the result that the former have been free from that amount of petty
control and interference from headquarters to which they would undoubtedly have
been subjected had there been State working only in India,

298. We consider we have evolved a practical schémie of manageinent through
an Indian domiciled company which will prove to be in the interests both of India and
of her people, and in putting it forward we desire to emphasise that company manage-
ment of this kind has not yet been tried on railways in India, and that those who
criticise company management for reasons chiefly directed -against’ the boards in
London cannot be regarded as opponents of a system which has not yet existed.
When our scheme is introduced, we are confident that the public, European and
Indian alike, will find many advantages in it, and will appreciate that the country is

" in a {air way to escape the dangers of railway nationalisation.

Note by
Sir Henry -
Burt.

299, Sir Henry Burt desires to add the following to this part of the Report :—
As pointed out by Mr. Kisch in the written statement which he prepared for the
Committee; the liability which the State will have to incur on the termination of the
existing contracts demands consideration. While I agree that it is desirable that the
existing contracts should be terminated when they fall in, it is clear that circumstances
may arise, as in the case of the Assam-Bengal Railway, which might throw an undue
financial strain on Government if in every case the contracts were terminated on the
exact date when they expire, especially in the case of those involving heavy cash
disbursements, ‘In my opinion the right must be reserved to Government to deal with
each case on its merits, it being recognised that in certain eventualities it may be in

- the best interests of India that a contract should he extended for a short period.

Need for

money.

Assistance
of Indian
domiciled
companies,

- whose formation we so strongly recommend.

\

Methods of raising additional Capital.

300. In conclusion we have to deal further with the very important subject of
finance and.bring together the recommendations thereon, some of which have-already
appeared in the foregoing jparagraphs. No investigation or evidence was needed to

‘emphasise the urgent necessity for money being provided from one source or another

to bring the railways up to the standard of efficiency which the passenger traffic and
trade of India demand. : ' : , o TR
30L. Up to a point there is no disagreement in the Committes as regards the,
proposals and recommendations for raising additional capital embodied in paras. 240—
247 of this chapter. We cannot, howéver, support t_he proposals in full, for the reason
that we hold, apart from other important, considerations, that Government.will derive

financial assistance of the greatest impprtance. from. the Indian domiciled. companias: ’

RS RS VRN BV VI

** 302. There are undoubted advantages in making use of domicited companies to
find, from independent sources, the funds needed to meet the requiréments of wo.
such ' large administrations as the Bast Indian and Great Indian "Perinsula' Railwdys,: -
estimated to ‘amount to about Rs. 8 cfores 8 year—by no means an insigaifiegut.

* fufure; have to offer; willin any way.be lessened; orhow im;-ﬁﬁani?%al- Pposition” cdi1 be
r}‘ 5 ud AR B " ]
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. N . . aring a fixed rate of interest appeal to a certain
figure. IE)1¥'eCt ngéer%?:éln;plf?lin?’r];?n th%se, ‘there are other, and we believe more
gectlon 0 1111ves of, investors who are attracted by a lower rate of guaranteed interest
1mportaqt,_ ‘Lasﬁ'es rospect of a share in the sarplus proﬁt§ of the railways ;_the‘ shares
?glégﬁ?)av:lliis Z;uil?as gve recommend should be formed in 1924 and 1925 will offer

attractive investments to such lenders. S :
But these Indian companies cannot come 1uto being till 1924 and 1925, and
303, but thest - eriod the responsibility for providing the required funds for

f%li'l“trg; I;::It‘;g‘éigl:;’%sg rest wainly with Government, and even subsequently to the

formation - of the Indian domiciled companies Government will still have to-raise
ormation : : ’
very large sums. o . o N |
304. T ise method for raising new capital cannot be definitely laid down
304. The precise metho o from time to time according to market conditions.

; ust chan ) .

i advance. ll)\l e:hq%d:jg regardini' these. But in general terms we recommend as far

Experts c;nmie:e(f by the Government that it be by direct Government loans, and we
8 money 8

believe these would secure additional attractiveness by being advertised, whether in
England or India, as required for railway purposes.
O

. ' i in E 1 be levied
- ; that, as long as income tax 1n England continues to

- 300, ert fiﬁmﬁlg?;?e money wiﬁ be obtainable in India on more favourable terms
aﬁ the }prﬁsei nd%ﬂ mai‘l’;et, and the Indian money market should be exploited to the
;u;lll;qltn ;;xtee uto though varying conditions, such as those of exchange, may make 1t
. N : y

dient for ‘the Governinent to use the Londen market for meeting payments on
expedient. 18 Govern ° the 2O : St

Mine.stock and machinery. » ‘ 4 :
B hn;)z.to;‘lfe consider that the assistance of all banks in India should be enlisted
© e onment comes into the market for railway loans, and that even
when the, uogglgffflfom banks or -groups. of hanks .on spécial conditions, somewhat
i::tl::il:lznfﬁ: to;%iﬁlary Government terms, shonld not be lightly set aside.

307. An important recommendation was made by the Mackay Committee in 1908,

as'fo}‘lizrvz .;:sume that the Secretary of State will, as far as possible, take advantage

o i of easy money to raise fands i.n excess of his immediate_ require-
| ?Ifeg:sr liﬁfm mini'zrnising the risk of having to reduce the bxpenditure at a
time of stringency.” : o ,
We endorse the views of ‘that Committee on.this point and strongly recommend that
they be adopted. D o T
. 308..As the total amount required aphually is so large and believing that

Governtnent itself will not be able' to raise in full the fuijds needed, we hold that

ho chi ~through ‘which money can be obtained on reasonable terms should be
'm:cha;gl{a?fw% :do not" desire to close the ‘door to borrowing from any source
fbougﬁt; suitable capd. economical. Government- ought, if - possible, to “raise . the
¢ money b} Y payi _
?:fgssang’gl-gg{dz)inistmﬁve ‘purposes,” but if ‘Government cannot adopt that course
dor_gen interfering with or discrediting 'ts financial policy, we: récommend that full
wiiilide of the éxisting companies for issuing debenture loans under guarantee.

" 309Tur&&,1f ’ prlvate enterprise is avallable for'ﬁna‘nciné vﬁew' lines, i\?héther,
in the naturc of feeder lines or through routes, we recommend acceptance, rather than
1hat the country should lose the new development. Wae do not wish that-all develop-

Attractive-

. T
ness of their
shaves.

Intervening
period. ’

Form of
Government
loans.

Use of
London

ok

Assistance
of banks.

Mackay
Committee,

No d:p();' to-
be closed.

by direct loans, even by paying‘a higher rate of interest than on loans .

Financing
new lne. ”

ment depending on new lines of railways should be at a standstill until existing

railways are brought up to date, because the period cannot. be shert and many new
lines are of urgent impertance. . = . - - T
© 310. Our colleagues express the view that if the East Indian aud the Great Indian

Peninsula Railways were handed over for management to Indian domiciled companies -

o, the lines we have ;recommended,.it . might be found that this would render Indigx

ernment loafis less attractive 'to the ‘English /investor. We:have:not’ suggesteit

and fail to wee therefore how the security which the Indian Government will in the

e 4érmation of:the proposed companies. - | .-
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Para, 97.

Para. 104,

Paras, 125
et seq.

Paras. 74,
76 and 127.

Paras. 129—
134,

Para. 111 e

Seny.

Para. 111.

Para. 124.

'l’m'a. 123.

Paras. 137
and 138,

CHAPTER VIII.

Susmmary oF RECOMMENDATIONS, AND CONCLUSION.
A.—Unanimous Recommendations.

1. We proposc great changes in the constitution, status and functions of the
Railway Board.  We recommend that at the head of the Railway Departmient there
shall be a Member of Council in constant touch with .lailway-aﬁait:s; and we suggest
that with this ebject” there shall be created a new Department of Communications
responsible for railways, ports and inland navigation, road transport (so far as the
Central Government deals with this subject) and posts and telegraphs. We think the
Mewmber in charge of Communications must .-be an experienced:adniinistrator and able
to represent his Department both in the legislature and with the public. We do not
think he need be expected to be a technical expert.

2. We recommend that, on the one hand, the reconstituted Railway Department
should delegate considerably increased power of day-to-day management to the local
railway administrations, and on the other hand should be relieved from control by
the India Office and by the Government of India except on large questions of finance
and general policy. ' '

3. We recommend that the Finance Department should cease to control the
internal finance of the railways; that the railways should have a separate budget of
their own, be responsible for earning and expending their own income, and for
providing such net revenue. as is required. to meet-the -interast-on:the-debt incurred or
to'be incurred by the Government for railway purposes; and that the railway budget
should be presented to the Legislative Assembly, not by the Finance Member of
Council, but by the Member in charge of Railways. :

~4."We recomniend that, subject to independent audit by the Government of
India, the Railway Department shonld employ its own accounting staff, and be
responsible for its own accounts. We think that the present accounts and statistics
should he thoroughly overhauled and remodelled with the assistance of experts.
familiar with recent practice in other countries. '

5. We recommend that the title of Railway Board be replaced by the title
Railway Commission ; and that under the Member of Council for Communications.
there shall be a technical staff consisting on the railway side of a Chief Commis-
sioner and four Commissioners; that of the four, one should be in charge of finance
and the organisation and staff of the office, and that.the three other Commissioners.
shoukd be in charge of three respective geographical :divisions, western, eastern and
gouthern. The Divisional Commissioners, while normally engaged at headquarters,
should devote 5 subgtantial partign of their. time to personal visits;to.their divisions.

6, We recommend that the technical staff attached to the Commission shall be:
strengthened, especially on the traffic side. We think the staff should be divided into.
six sections, each under a Director, one. of whom should. be -responsible, under the
Commissioners, for Ports and Inland Navigation and F?oa’d Transport, o
7. The changes and additions to-the headgquarters establishment which we have
propesed may cost from 25,000l to 30,000{. per annum. But we recommend this
expenditure in the interest of true economy. And we point out that salaries in the
highest posts of the Indian railway services are at present inadequate, and that, in
consequence, not only does the service fail to attract the right men, but it is actually
losing to other employment those already in it. ’

8. We think that the present number of Circles, each with an Engineering

Inspeoctor, is unnecessarily great ; and we r_egommend that the number of Engineering: -
Inspectors be reduced, and the money utilised for the appointment of new officers’

called Ingpectors of Traffic.

9, We discuss the. rights of manugement reserved to the. gusrazteed -companies-
under their contracts, and we recomimend' that the new Member for Communications
should, by agreement, where necessary, \"lth_ the companies, modify the present.

*

| ‘présent time,

".clgims for loss -and damage

- various measures W
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oo hand giving to the Railway Com.mission greater powers in
i);fselgx)lrclzé tgr:n;}i;l&r:n&ch .a,'s,iiitia.t?oll and enforcement OE 17e£93ms: "‘.”{I 'SO‘%"- f’.‘i}nt"-gl
over the appointment and reténtion of principal Oﬁcelb,' an'f on the other an :
giving to the local executive officers greater freedom from interference in matters o
everyday mavagement. ‘

10. We suggest tha
-claims of senioiity. ¢ i b Tudi bl; i .
7 on. the 1mportance o . giving.to . L e Ingign pubhic an-a eqnate

voiée'niil ‘Qh‘ilfﬁaitfgifneﬂt of'thelgr,,m_ilways. And :(IJCCOI'd}.l!:Lgly“‘;fe. 1'<?conﬂ‘lmilldt t}}i,e
establishment of Central and Local Railway Advisor %r ] oul\lign 5. feOplopose t ag. the
Central Advisory Council, under the chairmanship of “eh‘ 1n}stfaxi' of omri](imlca ions,
should consist of nof more than 25 members, of whom dt‘ T h our wou ~]§§p1rgse§t
the Departments of- Government specially 093082%9 by eléf bor ine ui . be
nominated. according to a scheme to ‘be arrange ,'b.y tleJ various assoc aitmnsi
representil’lg trade and industry; and. a similar num gr-, to }epltesentf - agricu tu];‘a.
interests and the travelling publie, should be added by the nomination of one member

by each of the Provincial Legislative Councils. - S

t there should he a less ri.‘g‘id regard than hitherto to the

' We. recommend the -est y Lo
conSt]il?l; ti\o\(ne t;etc}?;n(r}r:gntral Council -and perbaps -of half the size; either at the lhead-

quarters of each railway, in which- case the agent would act as ‘chairman; or
alternatively, at eac
railways concerned . habngms © 5
13. We recommend that these .councils be established as soon as possible,
witho;lg'wéi‘ri'ng. for the full intreduction of the scheme which we put forward.

A

should be members, and oe of them chairman. -

, ST R T i ‘ribunal, consisting of an
: Yo end ‘the establishment of a Rates Tril ) isting o

14. “delggv?;?:s chairman, and two members representing respectively railway

-exgenenceercial interestss and that there be given to them jurisdiction over all

an ‘90mmfvthe reasonableness of rates and of facilities ; t_hapt,he?’r be instructed to

‘g?:;éi?:tg the conditions attached to owners’ ” and ‘“railway’s ” risk -notes at the

under certain circumstances, an appeal from the deocisions of the Rates Tribunal to
the Governor-General.in Coun_gil.‘ : ‘ S ' ‘

- mend that: steps should be taken to reduce the delay in settling

d , and- that the utmost possible efforts should be devoted,

: by, i ission’ itself, to stamping out

by ocal officials, but by. the Railway Commission' itsel, t ping ou

f}fg %I;]x\?;r{lbs?(;}'iﬁtl)lgél and widésp;'e‘ad abuses in conngetion with allocation of railway

wagons. N ‘
' 16.- We discugs ‘the hardships to Whichp-,f;hlil'd-(}las.s'passengers are subjected,
. ccasion of the great “ melas " or pilgrimages; and we recommend
hich, pending the radlca'l_'lmprovqn}ent of _the situation by the
facilities, may do something to mitigate présent. conditions. .

15. We recomm

especially on the oc

‘provision of adequate

. 17. We recommend that there be a reasonable general increase in Indian rates’

. and that the sur-taxes at present levied on railway traffic be withdrawn.

" and fares, an

18. We recommend that éfeatel-' facilities should be provided for ttaining Indians
for the superior posts in railway service; and that the proeess of thei;‘ etriployment
in, sneh posts should be accelerated. : :

" 147W& recommend that branch lines shall as far as possible be constructed and
worked by the main lines to which they are tributdry; and that only if the State is
unable or unwilling to provide the funds itself shall the formation of separate hrasch
line companies be encouraged. :

o 90. We recowmend that, so scon‘as financial conditions make- it - possible for the
Government to go forward again with railway development, the Indian States should
be called into council, and invited to take part in working out:a: common plan in the
<commgn ipterest. ‘ | : : o o

| A% . E Ce

. ]

ablishment of Local: Advisory ‘Councils, similat - in:

Para. 135.

Paras. 139
et seq.

Para, 142.

h important railway centre, in: which case:the agents of all 'phe‘ -

Para. 142,

Para. 156 et
seq.

and to frame new standard forms for use in future; and that there be, -
€

Para. 161, -
Para. 163.

Para. 164.

Paras. 167 »
seq.

Pams..72,
3.

Paras, 182-
184.

Paras. 177
180.

“Para. 176,

91. We recommend an enquiry into the question of inland waterway cotmuni- Para. 155,

| <ation as affected by alleged unfair railway competition.

+
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99 W . o . . We recommend that the assist- Par
Para. 151 22. We recommend a thorough investigation, by a Cominission of the most 304

: stablishment . .
1 ; : . . : / ommend the estabhs‘_ . of anks in India should be
‘ competent experts whom the railway world can furnish, of the gauge question as it £ 59"3“ 6;:.:ieccOrganisa.t;ion to familiarise an?.etog ‘?ﬂenbmoney is required to be
- affects and is affected by the potential future development of the Indian system as a (t)hea ;g}smel:ltion of India with the idea of e;lislzde i that independent offers of
whole.! RaGE ment loans, and I ’ : nditi should not be
subscribing to Govern Indian loans on special conditions shou
Tara. 207, 23. We recommend that the system of management by companies of English specially to reach through l(ica%o ~hom lightly set aside.
. domicile should not be continued after the termination of their existing contracts, agencies the mass of the peiptﬁerto been
Pava- 208.  and that these companies should not be permitted further to increase their share the idea of investment has hl
capital. strange. .
e . : : L L g mes s —Conclusion.
Para. 156 21. We recommend that no steps.should-be taken towards establishing combined C. . . «
o companies, both with English and with Indian domicile. . X our sense of our exceptional indebtedness to qomr Secreta.rgi;
- \Ve destre expliesias he performed all the ordinary duties of a & ecr_etaT{ Wéur
‘ i )i i Mr. T. Ryan. Not omy during the sittings 1 India he also bore, owing fo r,
: B.—Divergent and Supplementary Recommendations. the utmost efficiency, but ¢t port of the proceedings, the heavy burden of pre-
By Tae Cuateyax; tue Hox, Mr. V. 8. 8. By Sir H. P. Burr; Sie R.N. MoOKERJEE ; inability to obtain a Ve?:; an acsurate précis of the oral evidence refeged. Furt};egf.
Sastrr ; Mr. E. II. Hieey ; Mer. Pursno-  Sir A, R. Axpersox ; Siz G. C. Govrrey ; paring each day for Or:e of our proceedings he placed at our d;)s;;os.a the resources o:
Tasbss Titkoross ; anp M. J. Toxe. Ao Siw . LEpasep. g}lrlng thgov;g{)l;:;zry in reference to the subJect:rsgsglcanzgreth; et(:] ‘St:he Chairman,”
. . e , o , .
Para. 227 25, We recommend that the under- 20A. We recommend that the system paras.27Y 18 9’1;‘((3) er. E. R. Pole, who came todIXdSlias t-?xsltpSecretary to the Committee, we also
takings of the guaranteed companies, as of both State and company management and 278. and was almost immediately appointe Shea;ry for him, and he was always ready to
and when the contracts fall in, be entrusted should be continued, and that Govern- owe our hearty thanks. Np task v&{asf 1:00ation that any member of the Committee:
to the direct management of the State, ment should not be committed to a policy work unsparingly to obtain any 1niorm 3 . ’
Para. 224.  and that when the contract with the Fast of State management only for all railways. i

Pava. 240.

" Para. 245.

Indian Railway terminates in 1924 the
Oudh and Rohilkhand-State Railway be
absorbed into that undertaking.

‘ .

@

26. We recommend that the whole
of the capital for the future development
of the Indian railways be raised directly
by the State.

28. We recommend that Government
issues for railway purposes should in
England take the form of ordinary ster-
ling loans, while in India rupee loans
might perhaps be earmarked as for rail-
way purposes. ’

29. We support the recommendation
of the:Mackay: Committee that in, periods
of .easy money. funds should be raised in
excess.of - immediate- requirements so that

.1t may not be necegsary to have recourse
to the market at a time of stringency.

1 See fobtnb-i‘:eiown page 58. ’ .

We accordingly propose a scheme for Para. 272.

creating Indian domiciled companies to

~ munage the.East Indian  and, pessibly, para. 286.

the - Great Indian Peninsula Railways.

The cases of other lines to be considered pgua. 287.

on their merits when the contracts becomo
terminable. ' :

26a. We agree that much capital must para. 300.
be raised direct by the State, and that this .
should be done by the Central Govern-
ment. We also recommend, from 1924 Paras.30L

28x. We recommend that Govern- Para. 304
ment borrowings for State and guaranteed
railways shouid be by direct Government
loans advertised, whether in England or
India, as being for railway purposes. '

29s. We agree in supporting this Para. 307
recommendation of the Mackay Com-"
mittee. . R

b

desired to obtain. W. M. ACWORTH (Chairman).

H. P. BURT.!

. N. MOOKERJEE.
" A. R. ANDERSON.
' G. C. GODFREY. .

V. S. SRINIVASA SASTRL

E. H. HILEY. |

H. LEDGARD. L
PURSHOTAMDAS THAKURDAS:

Para. 241. We do not recommend that the onwards, that the fullest use be made of and 302. JAMES TUKE.
provincial Governments should take any In((llian domilcliled companies, afs propgsed -
art in the work. under our scheme, as a means of providing : ).
P funds from independent sources.pWe als% Para. 308. T. RYAN (Secretary)
“hold that as the total amount required is S
so large, no channel through which money " LONDON,
can be obtained on reasonable terms : 1921
should be neglected ; for instunce, further 22nd Aggust ’
debenture . loans;, through . existing - com- | . « o
panies might be negotiated. e ted on page 90,
Parus. 244 27. We recommend that the money 27a. We agree that money should be Para. 300 1 Subject to the res ‘
wnd 285 required to put the existing railways into raised as fast as it can, be economically ‘
- proper shape should be raised, even at spent. Rather than that. new develop-
to-day’s prices, as fast as it can be eco- wment should be arrested, we recommend
nomically spent, but we do not recommend that the assistance of private “enterprise Para. 309
~the immediate raising of capital for the -should be enlisted -to provide capital for
. extension of the existing system. new lines. : .
Para, 243,
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ReservaTioNs BY Sk H. P. Bugr.

T cannot subscribe to the recommendation, in para. 181 of the Report, that “a
thorough investigation of the gauge problem is urgent at this moment,” and should
be undertaken by a special Commission. No one will deny that it would have been
better for India had 1t been possible to avoid a break of gange, and that it was
unfortunate that such a broad gauge as the 5 ft. 6 ins. was originally decided upon as
the standard, especially as full advantage has not been taken of that gauge in
determining the running dimensions of the rolling-stock. But, at the same tiwme, it
will be accepted by those who have studied this question that, having adopted the
5 ft. 6 ins. standard gauge, India would never have had at the present day even the
relatively small total mileage she now has if that gauge had heen insisted on so as to
secure uniformity. \Vith the growth in mileage of the standard gauge, the adoption
of a smaller and less costly gauge became imperative if the poorer districts of lndia
and the development of India's resources were not to suffer from the want of railway
communications. It was financially impossible to do otherwise. Thus the mileage
of the two principal gauges has grown until we now have practically 18,000 miles of
the 5 ft. 6 1ns. and over 15,000 of the metre gauge.

2. There is no alternative now but to deal with the question from a practical
standpoint, recognising existing facts and possibilities. The battle of the gauges has
been fought out more than once in the past; it is no longer a matter for academic
discussion. No reader of our Report can fail to appreciate that the crying need of
the moment, and the insistent demand of the future, is and must be, not that the
whole structure of the railway system should further bhe reviewed, or that its
equipment should be adjusted to conform to new standards, but that the railways
which exist should be brought up to a high standard of efficiency with the least
possible delay. Even with the ntmost economy this will tax all the resources of
(Government and all the financial assistance which can be enlisted.

3. To divert attention at this stage, from the position as I conceive it to he, by
an enquiry whose results either must be purely negative or else must set up a
competing demand for expenditure on a vast scale, yet of manifestly less pressing
urgency, would in my judgment be particularly unfortunate. The only effect of
instituting such an enquiry would be to furnish a fresh reason for postponing

expenditure which should be undertaken without delay to meet the requirements on

which we have laid so much stress.

4. Even if new construction be not entirely suspended for several years io come,
it cannot, at best, be undertaken on any large scale, and in respect of such new
projects as may come under consideration, it must now, I consider, suffice to deal
with the gange problem as merely incidental to, and with regard to the immediate
necessities of the particular case. The future policy in regard to the gauge problem
so far as it affects new projects and conversion where necessary from time to time
may well be left to the Railway Authorities in India to settle. :

5. 1 would add that in my opinion the inconveniences of break of gauge in India
are often exaggerated. The Presidency towns and ports of Calcutta, Bombay and
Madras, and the port of Karachi, are all connected with each other and with Delhi on
the same, the standard, gauge, all the strategic lines north of Delhi being on the
same gauge; while the complaint in respect of transhipment between the broad
and metre gauges is due rather to lack of rolling-stock than to an objection to
transhipment in itself. On these points no evidence whatever has been taken by the
Committee. 'The inconveniencés of transhipment could, of course, be removed, but
only at an immense cost which, in my view, would be prohibitive unless all improve-
ment and development of railways were arrested for years.

While T have agreed in the recommendations made in Chapter IV, of the Report,
regarding the reorganisation of the Railway Department of the Government of Indiaf

and while I think they will meet the requirements of the present positiou, I must . -

record ny opinion that the staff proposed for the organisation of the Railway
Commission will be inadequate to cope with the work which will be thrown upon
it, if State management is generally adopted.

) . H. P, BURT.

- All . stations on
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APPENDIX No. 1.

Statement of Traffic Restrictions in force on 1st April 1921

ASSAM-BENGAL RAILWAY.

Restricted Section, Traffic affected. / ' Remarks.
s . R - All goods traffic. Owing to Ghat difficulties.
g:ﬁglgkgzggggrm to Hatikhali (both = Cattle. Without permission from the Sub-

Divisional Officer, North Cachar
, Hills, Haflong. _
Via Gauhati Ghat in through booking Motor-cars and packages | Owing 1o Ghat difficulties.

. 10 d .

inclusive) to any station.

BURMA RAILWAYS.

. g . re those msual during the annual busy paddy seagou, v_iz.. that the

he restmch;)‘x‘xsn;nf (fror:kfe apublic is reduced by about half, as the. wagons are required to carry
mnpber of stgne 1;1 o reason our railway ballast trains are cons1.derably. reduced in number. There
_graué.cof::é taegiiat shortage of stock and congequent difficulty in meeting the demands for wagons.
18, O s '

EAST INDIAN RAILWAY (Goops TRAFFIC).

Restrictions in booking of goods traffic in force on 1st April 1921,

-

To Dat§3 restrié:tion Nature of restriction.
imposed. .

From

T

. ar. 1018 | Small consignments of tranship or road wvam

All foreign rail- | All statlong m-:, 2L Mar goods, except Government and military tratHc.

WAaYys. E.L Ry. and via. One consignment not more than six maunds

from same sender {o any one atation may be
accepted on any one day.

Smulls up to a limit of 30 maunds may be
accepted from Dehri-Rohtas Light Railway at
Dehri-on-Sone for transhipment for each van
goods train, * Smalls "’ may be accepted freely
from O. & R. Ry. statious, except to and from
restricted areas.

y 3 May 1920 | Restriction applies to piece-goods in - baleés
Gfgzrﬁk&gﬁ;&gﬁgs y weighing over four maunds v/« Monghyr and

EI Ry. and Monghyr Ghat.

. and foreign | via Monghyr and
:za?l:;l;ys.o 8 to stations on
B. & N.W. Ry. :m
Bud Budgeand M%:gl;ia (3};3 " | 91 Mar, 1921 | Restriction applies to kerosene oil ouly.

udge

Howrah. Mokameh Ghat.

All stations on To stations on | 24 Mar. 1921 All goods traffic,
EI Ry. and | B. & N.W. Ry.

vid. via lg%kxt;meh

Al: stations on | To stati?ar'zs on | 29 Mar. 1921 | All goods traffic via Moghal Serai.
B1 Ry, and | O.& R.Ry.vi

wia, Moghal Serai.

All stations on | To Bally Jute | 31 Mar. 1921 Rest'riction applies to jute only.
E.I. Ry. and Mills.
via. )

| All stations on To Bakndih. 1 April 1921 | All goods traffic in full wagon loads.

. E.I Ry. and

v,
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EAST INDIAN RAILWAY (COACHING TRAFFIC).

93

) Date
From To restriction Nature of Restriction.
. imposed.
1.Al1l stations 'Fo all 13 Jan. 1918} Restriction applies to :—— .
%nd via on | stations and (a) Gunnies, hides, skins, chillies, including green chillies
I Ry. via on E.IL spices, ghee, 0il, potatoes, pepper, tobacco, jaggree and sugar’
Ry. empty kerosene oil tins, brass, machinery and any othe;
articles ordinarily carried by goods train, irrespective of
weight, except tea and cases of cigarettes, tobacco and leather
manufactured.

(») Individual packages exceeding 24 maunds in weight
by passenger train except from city booking offices
where the limit of 1 mannd per package applies. Packagee;
of piece-goods may, however, be accepted for despatch by
passenger train, subject to a limit of 5 maunds per package
except to B.B. & C.I. Ry. and via, in which case the limit of
of 1 maund per package for- all goods will apply. These
restrictions do not apply to—

In case of (a) and (b)—

Military or urgent Government consignments.
In case of public goods (a)—

(i) Cured hides and skins as trophies.

In case of (b)—

(i) Passengers’ luggage ;

(ii) Packages containing ice, fresh fish, fresh vegetables,
fresh fruits, milk, cream, butter, and other perish-
ables usually carried by passenger trains.

Motor bicycles and side cars may be despatched irre-

spective of weight.
EASTERN BENGAL RAILWAY.
Restriction | Period of | Restricted Date of
~in force Re- Station or ;I;.Tafﬁfl Reason of Restriction.] removal of | Remarks
. from striction. Section. affected. Restriction. )
. Coaching.
7.July 1919 Until  |Via Jaganna-| Live stock, | Ghat difficulties - |Still in force
PR further | thganj Ghat., motor-cars
notice, and
. . carriages.
5 Sept. 1916 Do. |Toandfrom| Live stgock, Owing to the per- Do.
. Faridpur | horses, car- | manent station
Station on | riages and | having to be aban-
the E.B. Ry.| motor-cars. | doned on account of
floods.
Groods.
4 Nov, 1913 Do. To Sealdah | Jute traffic. | Thisrestriction was Do. Jute may,
‘ (Calcutta) . originally imposed however, be
Station on on account of reduc- booked to
the E.B. Ry. tion of shed accom- Sealdah for
modation by fire. It Soorah Jute
is not proposed to Mills for

remove the restric-

minal stations for
that commodity
being at Chitpore,
Cossipore Rd., Ruth-
tollab, Saheb Bazar

Ultadanga, &e.

proper Calcutta ter- |

direct line .

tion as it is undesir- delivery,
able to deal with algo to
jute at Sealdab, the Beliaghatta

Jute Mills.

ricti eriod of Restricted Date of |
ngtzﬁ-zgn ¥ 1l‘fie- Station or agzigﬁ Reason of Restriction.| removal of Remarks.
from gtriction. Section. ’ Restriction.
t
20 May 1919 Until From Patti- | Piece-goods | This is one of the | Still in force,
further pukur C.alcuttais(tlatxtan?fii A'H
i Station. iece-goods tratiic 18
notice. - fat gealt \%ith av Sealdah
(Calcutta),  where
proper facilities for
the traffic have beep
provided.
: { o Kanchra- | All descrip- | Due to Loco. Work- Do.
8 March 1921 De. Tpara and tions of ghop staff being on
Halishakar | goods traffic | strike.
Station. | for the Loco.
Department
of E.B. Ry.

No specific restrictiohs lon lst April
’ to deal with traffi

and detailed information o

SOUTH INDIAN RAILWAY (GooDS TRAFFIC).

Bengal-Nagpur Railway
is inadequate,
Committee.

BENGAL-NAGPUR RAILWAY.

1991. Generally speaking,
¢ offering both as regards rolling
n these points has been furnished to the Railway

however, the capacity of the
stock and other facilities,

Junection or via
Junection.

Description of Traffic.

Nature of
Restriction.

Date
imposed.

‘¥ia Arkonam for stations
gouth of Villapuram.
Via Katpadi for stations
gouth of Villupuram.

Via Jalarpet and Erode to
metre-gauge. -
Via Mettupalaiyam -

Via Shoranur - -

Ve Katpadi, Arkonam,

and Jalarpet.

‘From 8.1. Ry. metre gauge
via Arkonam and Kat-

" padi, to S.I Ry. metre

' gauge via -alarpet and
. Krode.

‘From 8.1 Ry. broad gauge

to S.I. Ry. metre gauge

' sigtions south of Trichy
Junction. .
From stations on the Ma-
dura District.

Fdreig'n Traffic.

All descriptions of traffic except loco.

coal and railway materials.
Do. do. -

Do. do. -

All goods traffic vie Jalarpet, for
stations on the Nilgiri Railway.

All goods traffic via Jalarpet to metre-
" gauge via Shoranur.

Empty oil tins to ‘and from all out-
agencies except certificated traffic,

packed in proper crates.

Local.

All descriptions of traffic except loco
coal and railway materials.

All descriptions of traffic - -

via Erode.
From §.1. Ry. broad gauge Do. do. - -

via Jalarpet, Arkcnam,

.and Katpadj, to 8.I. Ry. »

metie gauge. . -
Rrom. g&tﬁms on  the Do. do. - -
*"“'Madras District to

All descriptions of traffic except
towards Trichy Junection and Erode.

100 tons a day .

H0 tons of tranship
traffic, and 18
metre-gauge loads
a day.

15 broad-gauge loads
a day.

20 loads a day -

30 loadsa day . -
Total stoppage. .
Total stoppage (re-

striction imposed
by M.S.M. Ry.).

40 wagons a day -

Total stoppage for

stations south of
Villupuram_

50 wagons a day -

Total stoppage .

1 Mar, 21
1 Mar, 21

1 Mar. 21

7 Dec. ’'19
and
21 Jan. 21

21 May 20
and
21 Jan.'21

15 Dec.’18

2 Mar. 21
25 Mar.’21
1 Mar.’21
26 Feb. 21

22 Mar, 21

! Now increased to 38 temporarily.
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GREAT INDIAN PENINSULA RAILWAY.

Restriction on through Traffic.

Nature of 5

|
From \ Tia Daily \ Remarks.
Restrictions.
. Wagons.
t Jubbulpore - 300 1
Katni - - a0
Manikpur - 30
EILRy. - - 1| Cawnpore - S0
Jumnna Bridge 30 -Limited to about 20 per cent. short of the
Delhi - - 20 capacity and available engine power on
B.N. Ry. - - | Katni Murwara 30 the section, the balance being reserved for
N.G.8. Ry. - | Wadi - - 70 military and loeal tratfic.
M. & S.M. Ry. - | Raichur - 60 J
Tons.
B.N. Ry. - - | Jubbulpore - 100
N.G.S. Ry. - | Manmad - 600
Cawnpore - (5“0
¢ - )
B.B. & C.1. Ry. - %gg;tﬁd - 150 r Limited in keeping with restrictions imposed
Delhi Sadlr . 100 on broad gauge railways.
G.L. Ry. - - | Gwalior - 200
D.B. Ry. - - | Dholpur - 200 )

Restrictions o Local Traffic,

The loading of wagons in the direction of Bombay is restricted to non-pooled wagons, such as
wooden wagons and bogies which are not suitable for interchange purposes with foreign railways.

All suitable wagons are pressed into the coal service and are being pushed down to the colliery
districts situated both on this and foreign railways.

/ BOMBAY, BARODA, AND CENTRAL INDIA RAILWAY (BROAD GAUGE).

Railway.

Nature of
Restrictions.

Cause of
Restriction.

1. From E.I. Ry. -

2. From G.I.P. Ry. -

3. From Guzerat
railways, narrow
gauge. ‘

4, From B.B. & C.I.
Ry. metre-gauge
section.

Junction Limit in
) Wagons.
Through.
To B.B. & C.I. Ry. 100
via  Agra Fast
Bank.
Ditto via Amalner - 30
Via Champaner - | 14 broad-
gauge.
Via Godbhira - - 3
Via Nadiad - - 3
Ditto. broad gauge
gection.
Via Muttra - - 20
Tia Bharatpur - 30
Via Rutlam - 40
Via Sabarmati - 120
T7a Viramgan - 6

For transhipment to
metre-gauge and
connected  rail-
Ways.

Exception :—timber,
rafters, via Sabar-
mati and Viram-
gam.

All traffic livestock
in addition.

Only stone traffic
limited to 2 wagons
from each Morvi,
Dhrangadhra and
Gondal Porbunder
Railways.

For want of greater
transhipment
facilities at Agra
East Bank.

Insufticient  loco.
power.

For want of better
iranshipment
arrangements and
shortage of stock.

For want of better
transhipment
arrangements

stock. Also loco.
power.

-

From any astatior. on B.B. & C.I. Ry. :—
5

Ditto (2) To Mahalakshmi (Bombay), grass limited to 65 wagons

95

Local.
Nature of Restriction. Cause of Restriction

. To Dadar (Bombay) :—

(1) Balsar District, 2 wagons daily - - -
Ahmedabad District, 1 wagon daily - - Insutf
Rutlam Distriet ) . _ nsufficient accommodation at
Kotah Distriet } 2 wagons weekly each - - Dadar, and paucity of wagons,

Baroda District, 2 narrow-gauge wagons daily -

Insufficient stock and engine
daily. power.

Ditto (3) To Grant Road (Bomlay) :

(a) Livestock and perishables, to be booked freely Inadequate accommodation at
(b) Firewood, 25 wagons daily - - - Grant Road, and Dangity of
(¢) Coal, 5 wagons daily - - - - wagons.

6. To Viramgam Local Station.

Firewood limited to 10 wagons a8 under :~—
*Balsar District, 2 wagons daily - - -
*Ahmedabad Di,strict, 1 wagon daily - - R Inadequ?,te accommodation for
*Rutlam District, 5 wagons daily - - - - unloading, paucity of stock
*Baroda District, 2 narrow-gauge wagons daily and shortage of engine-power.

7. To Ahmedabad Local Station.

8. (1) Traffic from Bombay Depét (Carnac Bridge) to any

(2) Traffic from Bombay Port Trust Railway to any station

. iri e limited to 8 wagons per day from
Ar}t;ocllne g;;ql—mmg c-ran ; : g ! p N N } Inadequate facilities to unload.
Inadequate accommodation for
loading, but chiefly due to
paucity of wagons and
engine-power,
} Paucity of wagons and
engine-power,

station is restricted to 120 wagous daily

ig restricted to %0 wagons daily - - . .

9. (1) Traffic requiring crane from the broad-gauge section of Bombay, Baroda and Central India

Railway to any stations on the metre-gauge section via Sabarmati is limited as under —

Bombay Port Trust Railway, 1 bogie or 2 four-wheelers )

@

daily - e, 2 - ily - - -
ac Bridge, 2 wagons dall; - - - -
ga:gnt Roa(lgDistrict, 1 wagon permitted occasionally - ,, Inadequate transhipment
*RBulsar District, 2 wagons daily - - - - (crane arrangemen ),

*Baroda District, 2 narrow-gauge wagons - - . J

*Rutlam District, 1 wagon - - - - .

Traffic in timber from the broad-gauge section of the Bombay, Baroda and Central India
Railway to any station on the metre-gange section via Viramgam is limited ag under :—

»Bulsar District, 2 wagons daily - - - ) Insufficient stock engine.
» Ahmedabad District, 1 wagon daily - - . on bg‘oa d-gange a Ed t?-a };()s\zver
*Rutlam District, 1 wagon daily = - - shipment falilities ot
*Baroda District, 2 narrow-gauge wagons daily . Sabarmati and Viramgam,

Exception.——Timber, 25 ft. in length, not included in the above. It iy restricted
as under :— :

Via Sabarmati. Via Viramgan,

» Bulsar District, 2 wagons daily

) Carnac Bridge, 2 wagons rails daily.
Carnac Bridge, 1 wagon daily.

*Rutlam District, 1 wao ;
 rafters, &e, ’ l,)on fimber

10. Tn addition to these restrictions, traffic has generally to be restricted for the following

reasons i—

(1) Lack of junction facilities,

(2) Inadequate supply of wagons.

(3) Shortage of loco power.

. and shortage of .

# There are six districts on the broad-gauge section of this railway, and they extend as under ;—

Grant Road District.—Stations Colaba to Virar inclusive. i
Bulsar Distriot.—Btations Saphala to Surat inclusive, and Tapti Valley and Bilimora Kalaambg Railways

‘Almedsbad District.—8tations Utran to K){nrgghoda,Anand-Csmba :
Rutlam District.—Pilol to Shamgarh aud Ujjain Branch.

Debland-Vaso and Anand-Godhgu Branches,

Kotah District.,—Garoth to Delhi and Agra—Bayana Branch.
Barods District.—Gaekwar's Dabhoi, Rajpipla State, Kosamba-Zankhvav and Broach Jaumbugar Railways
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BOMBAY, BARODA AND CENTRAL INDIA RAILWAY (METRE GAUGE).

-/ The gevere restrictions on the metre-gange are due to shortage of coal supply.
Local booking.—Restricted to items 1 to 8§ of Priority List in Monthly Gazette. All traffic may
be booked in direction empties are running. :

Via Bhatinda, 10 broad-gauge wagons daily.

Via Hissar, 5 broad-gauge wagons daily.

For Bombay, Baroda and Central India Railway
via Delhi Serai Rohilla, 10 broad-gauge wagons
dalily excluding railway and public coal and
salt.

( Vie Delhi Serai Rohilli, 10 broad-gauge wagons
daily from East Indian Railway.

10 broad-gauge wagons daily from Oudh and
Rohilkhand Railway.

Via Agra East Bank, 10 broad-gauge wagons
daily.

Vie Hathras Junction, 10 broad-gauge wagons
daily. o

Vie Cawnpore, 5 broad-gauge wagons daily,

L excluding railway and public coal and salt.

From North-Western Railway to and vic metre-
gauge section of Bombay, Baroda and Central
India Railway. :

From YXast Indian Railway to and vie metre-
gauge section of Bombay, Baroda and Central <
India Railway.

rom Oudh and Rohilkhand Railway, to and wie y __, ]
Fmetre-gauge section of Bombay, )Baroda and { V7e Delhi Serai Rohilla, 10 broad-gauge wagons
Central India Railway. daily.
' ( Vie Muttra Junction, 50 tons daily.
Via Idgah Agra, 50 tons daily.
Via Khandwa, 100 tons daily.
Via Ujjain, 100 tons daily.
| Via Delhi Sadr, 50 tons daily, excluding railway
L _and public coal and salt.
From Bombay, Baroda and Central India Railway { Goods booking restricted to items 1 to 7 of the

. . L Priority List in Monthly Gazette and total
%;‘;Z‘é‘ag:‘;%e éznllt‘r‘::{‘}'fg&gi{:?{’;f;’; of Bombay, number of wagons via each junction restricted

to 20 wagons daily.
From Rohilkund and Kumaon. Railway to and . . )
via metre-gauge section of Bombay, Baroda and IRest.mcted to 35 wagons daily, exclusive of
Central India Railway. ' j railway coal and salt.
From Bengal and North-Western Railway to and %

From Great Indian Peninsula Railway to and ‘
ria metre-gauge section of Bombay, Barodaz
and Central India Railway.

—~—

via metre-gauge section of Bombay, Baroda
_and Central India Railway.
From Jodhpur Bikaner Railway to and wie
metre-gauge section of Bombay, Baroda and
Central India Railway.

Do. do.

Restricted to 20 wagons daily v/z each junction
excluding railway and public coal and salt.

From Kathiawar Railways to and v« metre- {Restrlcted to 20 wagons daily from each Morvi

gauge section of Bombay, Baroda and Central
India Railway.

and Bhavnagar State Railways, including
throngh traffic, exclusive of railway coal
and salt,

JODHPUR BIKANER RAILWAY.

Via Kuchaman Road, owing to shortage of coal, traffic is restricted to 100 wagons daily,
excluding Jodhpur Bikaner Railway consignments. When the coal sitnation is improved up to
200 wagons daily can be accepted. \

NORTH-WESTERN RAILWAY,

As regards coaching traffic, it would be necessary to run four additional mail and 55 additional

passenger trains fully to meet the traffic offering. The restricted service is due chiefly to a shortage
of rolling-stock.

As regards goods traffic the following restrictions are in force :—

Restrictions on Eaport from Novth-West Frontier Province imposed at the request of Director of
Civtl Supplies, North-West Frontier Province.

1. Booking of wheat, wheat-flovr, barléy, maize, gram and sugar (other than gur and shakkar),
rice and ghee, from any station sitnated in the North-West Frontier Province, except when covered
by priority certificates issued or countersigned by the Director of Civil Supplies, Peshawar, is stopped-

This restriction does not apply to consignments booked as military stores or purchages on Foodstuffs™

Commissioner or Deputy Foodstuffs Commissioner's account or movements on Controller of Contract’s
certificate, i .

Restrictions on Exports from Baluchistan imposed at the request of the Divector of Civil
Supplies, Baluchistan. ‘

2. Booking of wheat, atta, jawari, ghee and other edibles, as well as all other goods tmﬁié; from
one station 1o another station within the Baluchistan Agency, with the exception of goods from north

-of Quetta to Qnetta itself, will only be allowed under permits to be issued by the Director of Civil
Supplies in Baluchistan. o

(]

(@) Booking of livestock from Sibi, Mushkaf and Nari Bank w'illbonly be allowed 6‘11 permits

issued by the Director of Civil Supplies. s

97

, . . b ae ] b and livestock (excluding
. i libles, including potatoes and Phbe. wnd livestoe o
(b) Booking of 3hoosd, foodgrains, ec e L tation outside that province is stopped.

horses) from any gtation in Baluchistan to

i 5) do not apply to—
Restrictions in items 2, 2 (a), and 2 (b)

nilitary account. - o |
O o DB S
Baluchistan.
%3 g‘zgﬁ or dry fruits.
g 0y ‘wto Baluchistan controlled by the Director of Civil Supplies in Bualuchistan.
vil Goods into Ba 1f ont foodgrains and flour, from any station outside Baluchistan
fdc‘:v[iat"l%ﬁ?i::‘:::ﬂ;:’:;ftrlz’ued by the Director of Civil Supplies, Baluchistan, under

be imported into that province.

Imporis of U

3. Booking ol
to any station insi '
whuse certificate goods can

Controb on Booking of Kerosine Oil.

i i tricted by Civil Authorities to the following
i il from Karachi Port is res
4. Despatch of kerosine ol

four firms :— il Gompany
a 0il Co .
(1) The Burma Ot ¢ -
p 3 ard Oil Company
gg "}:Eg Rt;::?izrl’etroloum Company, and

. Dullaram, and thei

aceredited agents.
(4) Rai Sabib Chelaram, r accr

Civil Traffic to the Kalabagh-Bani and Kohat-Thal Raslways.
i

i i ki Pesu Tank section and Kohat-Thal Railway,
ilway, including La ; i > at-Th : y
diy Ifa:}(\)\; ¥l’le military forces kept in Lhtc Ngrg} \ihl’egltl I)fiﬁgsle&oyrlﬂolgl;gst
are at prosont used %?{tduslt‘(l)etl)lese areas is controlled Ly the Director of Civ pplies,
Traffic olher than mihitary tO%
Frontier Province, Peshawar.

5. The Kalahagh-Ban

Crvil Traffic to Rawalpinds District by N orth-Western Iailway.
Control of Covi 1 district beyond Jhelum vid Lalamusa and Rawalpindi section is
indi distr

6. Goods traffic for Rawalp to keep it within the quantity that can be carried over that section of

railway 8o a8 . ailv.
the Tine. - (‘?I'Yhtehﬁmit is 165 goods vehicles daily)
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) APPENDIX No. 3.
APPENDIX No. 2.

_ STATEMENT showing the amount paid to Railway Companies as guaranteed interest,
1 \ . < .
Statement showing Numbers of Indian and

other Officers on Indian Railways. the amount recovered from net receipts and the gain or loss to the State during

BB o bl | and! el TR LT T the years 13553-59 to 1918-19.
— R T !“-,;ff”‘}‘f\:;;\':j‘ BN | e et o, : B B
‘ - a ' "I"' T ﬁ[ Viiw o ‘|7 T T ) . Amount 1)ai(1 as Amount recovered Balance  Guin or Loss to the Ntate.
. AGENCY, l‘ : i i ; Year. Guarantecd Interest, from Net Receipts. o Gain. ) i - Los:.—
Indians :—- ! i ; l ‘ . . £ £ ! .
District officers - - — — —_ = —— 11 — — — L _ _ . . £ £ £
Assistants - - — 1 — ‘ —_ — 1 . — 1 ___ - ; . 1385859 - - 838,411 232365 — 606,046
‘Others - . . 5 2 2 300031y 6 1 2 . 3| 33 1859-60 - - 1,199,929 N 403057 — 796,372
| : 2] a 7 131 o 186061 - - 1485745 5RO 413 — 1,006,352
PR | | 186162  -- - 1,758.153 Co301162 — 1,396,991
Exaixgers. | ‘ » o 1862-63 - - 2,166,755 625,615 — 1,541,140
Indians :— 186364 - . - 2,456,182 821,548 — , 1,634,634
District ofticers - — — — — _ . o — . . 3 12 15 1864-65 - - 2,683,787 1,129,851 — 1,553,936
Assistants - . 7 1 5 30 — 2 2| — | — 7| — 23 60 1865-66 - . 2,880,241 2,865,574 — 23 667
Others - . b2 18] 21 850 4l 50 T 43 |72 149 | 527 1323‘35 . . ;22(1)2?‘7 ?3:5(1);2’ _ 1 iﬁf?ﬂf
e 186869 - - 3,881,013 9,999 509 — 1,651,504
Loco. axp C.oaxo W, 1869-70 - . 4,126,025 , 2,627,941 — 1,498,084
Indians :— , 1870-71 - - 4,341,609 2,556,707 — 1,784,902
District officers - N 1] — } N 1 1871-72 - - 4,542,153 9 877,15 — 1.665,030 .
Assistants ) R I S R R R —1 3 1872-73 - . 4,862,188 785,657 : — 2,076,53
3Ys - , - - — 2 .. - = 1y D =4 — 13 TA
. ' 1875-76 - - 5,146,157 4,054,421 — 1,091,736
I‘JLI’.""l‘l\‘N’AL, ‘BHII)H)’., AND 1876-77 . . 5’450’007 4,8181()6 . 631.901
Sixan Exiixeegs. 1877-78 - - 5,372,238 5,372,23x 480,506 —
Indians :—Assistants - 1| — —_ - _ _ _ _ . 1 1878-79 - - 5,702,898 4,364,979 — 1,357,919
Others ; ; <) — 1 — ] _ 7 S R R ECARE 1879-80 - - 5,667,875 3,974,645 — 1,693,230
- | = 1880-81 - . 3,921,412 2.555,069 - 1,366,343
. 1881-82 - . 3,945,306 %,312,294 — . 633,012
Stores anp Pristise. | , 1882-83 - - 4,110,075 3,095,456 — 1,014,619
Tudians :— Assistants B —_— — —_ . 1883-84 - - 4,132,642 ’ 3,118,197 — ¢ 1,014,445
T S Y T e B B e e 1= 2] 3 1884-85 - - 4,146,824 2,435,409 _ 1161415
2 3 6 7 — 1 5 7 251 68 1885-86 - . 4,489,541 3,269,274 — 1,220,267
. 1886-87 - . 4,195,070 3,095,263 . 1,099,807
Tearric. 1887-88 - . 4519311 3,096,006 — 1,423,305
Indians :— 1838-89 - . 4,908 506 3.233.453 — 1,675,053
District ofticers - - — —_ — —_ . 1 . _ 1 9 1889-90 - - 4,388,213 2,875,230 —_ 1,512,983
Assistants - - 2 2 1 2 3 1l — 0 1l sl Ty 99 | a0 1890-91 - - 4,038,295 3,063,184 — 975,111
s i ‘ , . ' : ; \ 92 - . 7 3,077,258 — 996,346
B e L A R I 2 I RS B I B T s os . .| s 2705 501 = 179,455
1893-94 - - 4,710,607 2,970 470 — 1,740,137
Avorr. 1894-95 - - 5,233,064 2,667,345 — 2.565,719
Indians \— 1895-96 - - 5,040,636 3,704,577 — 1,336,059
District ofticer - . — _ _ . L 1896-97 - - 4,812,377 3,206.830 — 1,605,547
Assistants - - 3 3 1 1 1! g —l - - 1 - - bl 1897-98 - 4,620,372 3,686,521 — 933,551
Othors : el e - . 2 L e 1 3 2y — 21 1898-99 - . 4,492,326 3,983 547 — 518,379
S 1 L N R B AL 1899-00 - ) 3,036,047 2,991 444 _ 44603
MEDicAL. 1900-01 - . 92,532,430 2,532,430 495,027 —
[ndi:ms §— 1901'—02 = - 2309/¥’17"1‘ 2’094$174 3711406 e
District officers - A - — — _ — — 9 . 1902-03 - - 2,205,707 : 2,205,707 187,392 —
Assistants - -y — 1 1] — 2| — - _ —2 2 _ : 1903-04 - - 2,270,018 2,270,018 442,192 —
Others - ] ] 6 4 " 4 5 " o L - 7 1904-05 . 2.331,7x1 2,331,751 992, 420 —
9 3 8 — | — 6 8 2| 48 1905-06 - . 9,370,835 2,370,835 1,134,925 -
CoLLiERy. 1806-07 - - 1,998,496 1,998,496 1,245,885 —
Indiang - . I _ . . . . . 190708 - - 2,041,514 2,041,614 718,793 —
Others - . I . . . _ B nl — - - —, - 1908-09 - - 1,649,195 1,649,195 ~ 90,268 —
— - | - 5 16| 82 1909-10 - . 1,984,316 1,934,316 995,937 —
MariNg axp 1910-11 - - 2,007,340 2,007,340 ' 1,040,634 —_
MISCELLANEOUS. ‘ . o .1911-12 . - 1,825,970 . 1,825,970 2,764,387 _—
Indians - ) I R e A I I 1912-13 - - 1,854,062 1,854,062 3,608,591 —
Others - - - 1| - . — 2 “— - - . '— - 1913-14 - - 1,952,416 1,952,416 . 8,491,042 —
— | - = 1 2| — 6 , 1914-15 - - 1,986,467 1,986,467 2,389,665 —
. 1915-16 - - 2,131,862 2,131,862 3.743,142 _
' . ' 1916-17 - - 2,225,940 2,225,940 5,583,856 —
ABstRACT. ) 1917-18 - - 2,263,676 2,263,676 6,735,002 -
- . . o ' ? 1018-19 - . 2,176,675 2,176,675 8,218,906 -
|
}‘lﬁt‘ﬁ‘:ﬁx—]n—ber ofofficers - | 171 | 87| 50| 59| 104| 133] 219| 16| 49| 185 221 466011,749 C Total . 208,344,015 | 156,816,708 44,742,276 51.527 307
District officers - R — 1] — _ 2 2| — — "1 5 13 24 ‘ .
Assistants - - 13 7 8 6 3 9 30| — 2] 19|. 6 95 15 : V. ; R =
Others - . - 18| 0| 50| 3| 101| 122] 187| 16| 47| 145| 210| 08 1507 | Net loss , ) 6,785,031
Percentage of Indiuns to | 7-60 | 8-05 | 15-25(10°17| 2-88 | 827 | 14-61| — 4-07 112-12] 4-98 | 14°60 {1041 : "
total. . : ‘ - 9164 "0




APPENDIX No. 4.

List of Witnesses and Written Statements.

PART

Designation, &e.

Name,
LONDON.
Stantiall, W. -
Denchars, G. -

Kisch, €. H. -

Reid,"Sir Marshall -
Proctg) Sir Henry -
Cohen, L. 1. -

Gracey,.Col. T. -
Anderson, G. A. -

Wilson, D. C. -
Fighiera, K. .

Huddleston, Lieut.-
Col. G.
Schooling, K. -

Ar m%tlong, Sir
Charles,

Muirhead, A, -

Barbour, Sir David

Lawience, Sir Wal-
ter.

Rendel, J. M. -

Huddleston, Lieut.-
Col. G.
Constable, Col. W.V,

Robertson, Sir Do-
nald.
Miller, R. - -

bhelley, Major A. D,
Belmett T.J -

Sohusfe) Sir Felix -
Grazebrouk, W. 0. -

Kimber, Sir Henry -
Muirhead, A.

Glyn, Major R. -
Incheape, Lord -

CALCUTTA.
Innes, C. A. -
(ameron, Col. H. A.

Sinclair, C. 8. B. -
Church, R. W, -
Legge, F. C. -

Greenham, L. -
Bell, E. A. 8. -

|.—WITNESSES WHO GAVE

ORrAL EvIDENCE.

Onrat, EViDeENCE,

“Secretary. Public Works Depart-
ment, India Office.

Government  Director,
Railway Companies,

Deputy Secretary, Financial De-
partment, India Office.

Indian

Killick, Nixon & Co Bombay -
I)nectm, B. and N. W R. and K.
and D.U.K. Ry. Cus

Chairman, B.L. Ry. Co.; l)i,;-ector,
B.N. and Burma Ry. Cos.

Secretary, Central Argentine Ry.
Co.

(Jh,mm(m x.8. Ry. Co.; Mahna-
ging Duectm A.B. Ry. Co.

I)uectm

Umnmm G.LP. Ry. Co.- -

Director, G.LP. and 8.1. Ry. Cos.

Chairman, E.I Ry. Co. - -

Director, M. and 8.M.; A.B. Ry.
Cos., and of the Assam Railway
and Trading Co.

Chairman, A.B. Ry.Co.; Direetor,

N.P. and N.G.S. Ry. Co.
Managing Director, A.B. Ry. Co.-

Chairman, M. aud 8.M. Ry. Co.;
Mirector, B.B. and C.1. Ry. Co.
Deputy Chairman, M. and S.M.

Ry. Co. .
Chairman, B.D. and B.N. Ry.
Cos, ; Director, Burma Rys. Co.

Chairman, B.B. and C.I. Ry. Co. -

Chairman, Union Bank -

Gillanders, Arbnthnot & Co., Cal-
cutta.

Chairman, S.I. Ry. and the Cal-
cutta Pramw ays Cos.’

Divector, 8.1, and G.1P, Ry. Cos.-

ge(‘retary to the Government of

India, Department of Commerce.
Agent, Kastern Bengal Railway -
Chief Auditor, Eastern Bengal Ry.

Mining Engineer, Railway Board -

Coal Transportation Officer, Rail-
way Board.

Chief Auditor, BN. Ry. - -

Member, Rallway Board - -

Pr mlentlal Assurance Co.

Date. S Vol, iPag(x Paragraphs. | Vol, Page. it,:fleb.
No.
12111920 | IL.| 2| 1-950
., I | 14| 251-375 |IV.| 1 1
. IL| 17| 376-645
15111920 | 11| 40| 646-815 b1v.| 4 2
. I1.| 46| 816-1055 J1V.| 4 3
. 11| 53|1056-114941V.| 7 4
. IL | 57 {1150-1341}1V.| 8 5
}16.11.1920 1. 63|1342-1542]1V.{ 14 6
. I1.] 70(1543-1658
, II. | 76|1659-1836
o 11.| 82|1837-1938
;,17.11.1920 1I. | 86 |1939-2170}1V.| 18 7
., IL. | 94{2171-234141V.| @
18.11.1920 | Ii. | 100 | 2342-2617{ ! 8
} . IL. | 108 | 2618-2737
% ., I1. {112 2738-2046 { IV.| 24 9
. I1. [ 120 | 2947-3084{1V.| 20 '| 10 &
10(a)
%19.}1.1920 IT. | 127 | 3085-3308 }IV.| 31 11
. II. [ 135 | 3309-3385
11. | 138 | 3386-3560
)19.11.1920 11. | 144 | 3562-3616
24.11.1920 | 11. { 150 { 3617-3756 |
IT |158|3757-8863
17.12.1920 | V. | 1!3864-3876 :
(20.121920/ 1IL.| 1 |3877-3899}1v.| 38 | 12
121.12.1920| 111.| 9| 3953-3965 Lo :
4 20,12.1920| IIL.| 4 | 3900-3005
Lo V.| 3]|3906-3913}. .
” III.| 5|3914-3925
21.12.1920 |IIL.| 63926-3952
22121920 | V.| 63966-3997

WRITTEN STATE-

MENTS,

——

}

Walsh, C. P. -
wﬁaz.‘xter, A.W. -

.

g Gochran, -
MADRAS.

Barnardiaton, Lieut.-

Col. E -

Name.

—

_CALcUTTA—CONt.
Bagley, . R. .

Car, A. C. - -
Duncan, H. G. N

-

Carroll, C. -

Taylor, W. O
W;nne Sir Trev-
redyn.
Rindley,
Sheridan,
Purcell,g
Ma«l‘tin' . "t
Khaitan, Debi Pra-
sad.
Godfrey [} J. J. -
Yeoman, .
Ma,cKennau do #e
Warren, Sir Noreon

Stuart-‘Wﬂlmms, 8.
C.
Barns, W- A.

¢.D.M -
ColPC*!

Ghose, 8. C- )
Pattinson, J. H.

Son, Bisweswar

Marshall, S. M. 1
Dods, A. W. .
Fairharst, G. Ho -
Bury, E.

Martin, H. P.
Chaudhury, K

Ghosh, J. N. .
Choudhuri, N. M. -
Nolan, AR -

er, i
%?,;p Tarit Bhushsn
Peat, H. M. - :

Wataon-Smyth R.

3

Moir, T, K. - -
Magniac, Lient. Gél.,
C L b
WatRen, F. B. -
Simpson, J. F. -
Praser, Sir Gorddn -

Symondﬂ, A. P.

Degignation, &c.

Chief Engineer; State Railways

(rpfnfg . B
A tmg ent,
Traffic Depariment

.N. Ry.
Tr:f(f)‘it::)l’)epartment (Commercial), J\
B.N. Ry. BN. Rs.

f Engineer,
Sil;fagm; Director, B. 1\ Ry. Co.-

('1 I .btlﬂp()l ta- §

t, B.I. Ry. -
ég::ml Traffic Manager, lu L. Ry }
Hates Mannger, E.I Ry.-

Calcutta - -
Martin & Co. Calecutta ;

i Assocmtxon
Ma;;:;&;‘f Birla Bros., Caleutta.
McLeod & Co. .

Place, Siddons and Gough Calcutta

Development Commissioner, Burma

Secretary and Treasuver, Bank of
Bengal.

Vice-Chairman, Port }
Commissioners.

Trafic Manager, Calcutta Port

Commissioners.

_

Chairman, Indian Mining Associa-
tion.

Asst. Secretary, Bengal National
Chamber of Commerce.

Secretary to the Government of
Benfml Public Works Department.

Nam; anganj Chamber of Com-
merce.

Tata Iron and Steel Company -

Indian Iron and Steel Company

Calcutta

Ragfern Iron Company - -

Bengal iron Company - -

East Indian Railway Passengers’
Association.

Indian Mining Federation - }
Actmg Agent, A. B. Ry. }
General Traffic Manager, A.B.Ry.

Chairman, Indian Jute Mills

Association,

Vice-President, Bengal Chamber {
of Commerce. -

Chairman lndian
Association.

Engineering

Secretary to the Government of
Madras, Public Works Dept.
(Railway Branch).

Late Director of Civil Supplies,
Madras.

 Agent, M. and 8.M. Ry. - }
'General Trafic Manager, M. and

S.M Ry.
Chairman, Madras Chamber of }
Commerce. . ¢

Mem'ber ‘Madras Chamber of ||
Commerce.
Member, Madras Chamber of

.Commerce.

-

Secretary, Bengal Moha;an Sabha |

Date.

23.12.1920

3.1.1921

'

5.1.1921

7.1.1921
5.1.1921
6.1.1921

i

7.11921

kel

8.1.1921

8.1.1921
10.1.1921
11.1.1921
10.1.1921

i

11.1.1921

12.1.1921

13.1.1921

14.1.1921

”

18.1.1921

144

19.1.1921
26.1.1921 ]

90.1.1921

111

Il
111
L
I
TIL
I
TIL
L.

III.
1L

11T

IIIL.
HI.
111,
1.
111
IIL

111

I11.

II1.

1L
L

I1I.
1L

i
II1.

IIL.

1L
1L

gin

14

18

22
28
38
27
30

33
35
7
43

49
52
57
50
54
56

60

61

68
69

71

74
75

76
89
84

85

93

95
151

108

4071-412¢
4123-4169
4183-4197
4297-4342

4170-4182
4198-4226

4249-4274
4275-4296
4343-4364

4365-4398

4399-4409
4441-4454
4478-4504
4410-4440
4455-4470
4471-4477

4505-4513

45144519

4520-4531

45324552

4553-4574

45754593
4594-4600

4601-4636
46374661
4662-4674

)

46754731

4732-4744

5111-5188

28974872

3995 T

403740701 |

422742481

4745-4826

Iv.
Iv.
IV.

Iv.

1v.

IV.

IV,
1V.
1v.
IV,

IV.

Iv.

.|

9b &
99.
102

103

105
106

110
111

113

114

115

117

120
122

124
127

127

130

130

139 |

14

15

16

164

17
18&

19.
20

21

23

24
25

27

28
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WRITTEX STAT#-
OranL EvinpuNce. MENTS.
Nane. Designation, &e. S : State-
Date. vol. Page. Paragraphs. Vol. | Psage.  ment
; No.
Manras—cont.
Saib, M. A. Abmed | Southern India Skin and Hides | 20.1.1921 111, 108] 4873-4892| 1v.| 140 37
Badsha, Merchants’ Association.
Chetty, Siv P. Thya- | President, Southern India Chamber| 21.1.1921 [11L. | 109] 4893-4923)1v.1 141 38
garaya. of Commerce.
Lamb, V. - | Deputy Secretary and Treasurer, ’ ITL | 114¢ 4924--1939
Bank of Madras.
Ayyangar, C. Durais- | Madras Liberal League - - 1 22.1.1921 | IIL.| 116} 4940-4965
wamy.
Rao, Dewan Bahadur President, District Bnn.rd,s 22.1.1921 |IIL. | 118] 4966—497911V.| 143 39
M. Ramachandra. Kistna. (| 2411921 | — | 126 5022-5057
Mitchell, H. H. G. - | Chairman, Madras Port Trust - " TIL | 1211498049981 IV. ! 147 40
Iyengar, K. Partha- | Railway Passengers’ Association, . THL. | 1247 4999-502111V. | 147 41
sarathy. Madras.
Hassan, Janoo - N
Peer Muhamed,
Hajee Habih.
Ayoob, Tar Muha- !
med.
Noor Muhamed, Haji | i Rice, Grain and Sugar Merchants’ | 25.1.1921 | 1T1.| 130] 5058-50871V.| 150 42
Jamal. Association, Madras,
Janoo, Tar Muhamed
Lall, Pooran -
Noor Mubhamed, |
Abdul Karim, [J
Logan, R. - - | Acting Agent, S.I. Ry. - -
Rowbotham, (. S. - i Deputy Trafic Manager, S.I.} ” ITI.} 131) 5068-5110
© Ry,
BOMBAY.
Lloyd-Jones, C. W, . | Agent, Nizam’s Gunaranteed State | 31.1.1921 |111.| 157|5139-518611V.| 151 43
Railway. .
Mace . N D § Tl 7
Md\%naghten, H. P. ])e(]))lut_y Chairman, Bumha)c 1.21921 | TIL | 163! 5187-5227 1v.| 132 m
. 1amber of Commerce, and of 221921 |TIL | 168| 5228-5237
Wallace & Co., Bombay. e I
> Yy
Dalal, K. B. Adarji | President, District Board, Broach ’ Ty 169) 5238-526341V. | 154 45
Muncherj _]1
Rumboll, A. C. < | Agent, G.L.P. Ry. - - 4.2.1921 | I11. | 172/ 5264-531141V.| 138 46
Alexander, \V - | General Traffic Manager, G.L.P. l 9.2.1921 | [11.]| 202] 5503-5524 161 464
Ry. ;
Hawes, (", A. - | Chief Auditor and Accountant, | . IT1. | 209 5539-5551
G.I.P. Ry. J
Hebblethwaite, H. | Killick, Nixon & Co., Bombay - 4.2.1921 (111, 178 5312-5339)1V.! 168 47
p.
Godhole, Dewan | Shapoorjee, Godhole & Co., Ahmeda- ’s 111, | 182 5340-5362
Bahadur K. R. had. .
Naranji, Lalji -0 ]
Petit, Jehangir Bo-
manji. | ¢ Indian Merchants’ Chamber aud l 9.2.1921 [1IL | 184/ 5363-5396} IV.| 169 48
Madan, B. F. -1 Bureau, Bombay. ‘}
Mehta, J. K. - 1) f
Thackersey, Sir Vi- | Tndjian Millowners’ Association, V.l 174 49
thaldas D. Bomlbu) ;and Indian Merchants’
Chamber and Bureau, Bombay. |
l‘m,l Goverdhandas | Hon. Seuemn, ;\hmedﬂnul 7.21921 [ 1IL.} 187 5397-54171IV. | 176 & | 50 &
Millowners’ Association. 178 | 504
Be) nolds, J. R. Manager, Port Trust I{ailwny,z » I 190! 5418-5436IV. | 179 | 51
Bomba, .
Hatch, G. W, - (Jlmum.m) Bombay Port Trust -) IvV.| 179 | 52
Visvesvaraya, Sir M. | Dewan of \Iy:,me (retired) - 8.2.1921 |1II.| 194 5437-5470IV.| 180 | 53
Tilak, 1. B. - " T11. | 198| 5471- 5485 ,
Bharmal, Ramji - | Grain  Merchants’  Association, 9.2.1921 |1I1.| 200| 5486-5502]1V.| 182 o 94.
5 Bombay. . '
Prasada, R. 8. | All-India Hinda Sabha; All-) ‘
Chandrika. India  Railwaymen’s Con- | : ’
ference; United Provinces » » I1.} 207] 5525-5538[IV.| 185 & | 55 &
Zamindars’ Association; In- | 195 | 56
dian Kconomic Society -J

10:

OrAL EvVIDENCE,

WRITTEN STATE-

MENTS.

P

Namé. Designation, &c. | t State-
i Vol. |Page.| Paragraphs. { Vol.| Page. | ment
i No.
Bosbay—cont.
freeland, Maj.-Gen. | Agent, B.B. & C.I. Ry. - -
H. F. E. ' i
Yechey, W. P. - | General Traffic Manager, B.B. & ITL | 211 | 5552-5590 | IV. | 197, | 57,
C.I. Ry. - - r ’ b :
Morley, W. C. - | Chief Aunditor and Acconntant, | 2%%(‘? 57(“’)
B.B. & C.I. Ry. - -) 57(b)
Hepper, Sir H. A. | Director of Development, Bombay I11.1217 | 5591-5624}IV.| 207 | 58
Lawless. )
Bilimoria, A. J. - | Tata Sons, Ltd. - - -] .
Padshab, B. J. - | .- . -3 V| 9|5625-563511V.) 211 | 59
Curtis, Sir George - | Member, Executive Council)
: Bombay - '
Rahimtoola, Sir | Member, Executive bounul ]
Tbrahim. Bombay - - e R
Hayward, M. H. W. | Member, Executive Louncll, r I11.]220 | 5636-5660
Bombay - l
Setalvad, Sir Chi- | Member, Y¥xecutive Lounul, 1
‘manlal. - Bombay - - -J
Dalal, Dadiba | Merwanjee and Sons, Bombay - V.| 10]5661-5678
Merwanjee.
Mehta, Chunilal V.- | Minister of H.E. the Governor of
' Bombay -h G . f
Hussein, Hidaya- | Minister of H.E. the Governor o g
tullah Ghulam. Bombay - - - L. | 225 | 5679-5697
Paranjype, R. P. - | Minister of H.E. tlie Governor of
Bombay - - -
Dhirajram, R. B. | Ambalal Himatlel & Co, I1L. ) 227, 5698-5709}IV.| 212 | 60
Himatlal. Ahmedabad.
Doraiswami, S. V, Indian  Passengers’ and 'Traflic IIL.| 228 | 5710-5722{1V.| 213 | 61
Relief Association, Bombay.
LUCKNOW,
Harvey, F. J. - | Agent, O. & R. Ry. - -\l -
Anderson, Lieut.-Col. | Traffic Manager, 0. & R. Ry. - %g g%z gggg_géig Iv.) 215 62
C.F. :
Khan, K. B. Mansur | District Traffic Superintendent |
Al (Claims), O. & R. Ry. -J
Izat, Lieut.-Col. W. | Agent, B. & N.W. Ry. - -
- R.
Westwood, J. - | Traflic Manager, B. & NNW. Ry.- IIL. [ 23415758-5782|IV.| 217 | 63
Slane, E. M. - | Chief Auditor and Accountant,
B. & N.W. Ry. -
Mumme, E. C. - | Acting Agent: mxd Chief Engmeer,]
: R. & K. Ry, -
Lawe, G. 1. - | Auditor and .-\ccounta.nt R. & s I11. [ 237 | 5783-5806 | IV.| 9221 | 64
' K. Ry.- - -
Strachan, H. C. - | Traffic Manager, R. & K. Ry -
!
CAWNPORE.
Smith, Sir Thomas - | President, Upper India Chamber
of Commerce - 0
Shakespear, A. B. - | Member, Upper India Chamber TIL.|240 | 5807-5853{IV.| 224 | 65
of Commerce -
Chopra, B. N. - | Assistant  Secretary, United‘]
. . Provinces Chamber of l ‘
) Commerce - - b IIL.| 245 | 585458991 1V., 225 | 66
Varshinie, . D. - | Member,  United Provmceq l
. S Chamber of Commerce -J
LUCKNOW. 3
Verrieres, A. C. - | Joint Secretary to the Govern-)
: ment of the United Provinces,
. ' : ' PWD. = - - - II1. 251 | 5900-5928)IV.] 227 | 67 .«
Billson, H. G. - Chief Conservator of Forests, , o
i o United Provinces - -
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PART 2. —STATEMENTS IN CONNECTION WITH willcy WITNESSES WERE NOT
SR T wenires Stace OraLLY EXaMINED,
Onratn LvipwNey, MENTS. I
L. - I S WRITTEN STATEMENTS,
Name, Description, &e, State- .
Date. Vol, {Page| Puragraphs. § Vol.| Page. | ment Namao. Designation, &e. ~ ;
R No. o Volume, Page. btag}e:zent
| Soutbers Pusjab R B N | | s
LAHORE. \ \ Southeyn Punjab Ru}ﬂwayl(h)- - — v, 2};2 88
) U e e . ¥ 9 19¢ a5y | 5949-H974 IV, 1 228 68 The Government of Benga - — ” = ¢
wwusend, C. A. H. | Director of Agriculture, Punjab - | 2421921 | 1{], 258 | 5 R - & ) _ e ¢
%é)&xtx:’erx' G. - | Manager, B}n;,pendm Flour Mills, . [11.[ 263 | 59755901 [ 1V.| 230 69 » » gz::;‘l" } o ” jéé 3;
Bhatenda, | I oo ; kY Wl _ ” . :
. Bhalla, Mulk Raj - | Managing Divector, Punjab Co- I11, | 264 | 599260081 IV} 232 0 “l\bve(;th;f?fon(tjl(:'? 1111))11:)5‘,1:1;:1;1 Nowth ) o »
operative Bank. e s aE " N . o ‘ Qa4 94
i ¢ 5009~ 233 71 The Dewan of Travancore v 28
1, Seth Prabhn - | Millowner, Multuan - - . U1.{ 266 | 6009 b().%:i v 2 s T wan o vancor o _ 285 095
ls—):gt(; beA - - | Director of Industries, Punjab - \ 25.2.1921 { TI1.1268 b‘OS‘:kSQbZ 1\{. :2:35 ;7]:?; The Elr;_tl(lﬁe Mentber, Marwar . ” Nt
Banfield, L. k. - | Master, Punjab Trades Association . 1t {271 6_063~§077 1‘; 2:37 "4 " St “’*teé i’ I‘;""S . . N : 286 96
Raw, R. B. Ganga - | Factory propy 1etm-,ugricultm-ist‘&c. " 11,1272 6‘078*‘{0?9 IV. ?%ﬁ 7 ,f‘ he 1]))“”1”;" n 1 ‘;;e ‘Lu.x tment H BH. . Z’ 967 97
Hadow, F. A. .| Agent, NW.R. - 2 26.21921 | [IL| 274 6100-613811V.) 23t > he N Gorenment, Hyder-
Boalth, V. H. - (1ene1al Traffic \1auavel .W.R.> 28.2.1921 | {11.{283 g%gg-g‘f}() :;1];;(1 izam’s G
Ayvar, K. V. - | Deputy Auditor, N. W .R. - - 1L 1201 | 2o -baob 3 B i . . 237 98
RX?T \ lIml-t Kashi - | Proprietor, Surlc Flonr Mills, { 96.2.1921 | III.| 279 | 6139-6153]1V.] 242 76 "}:l}iz Il;];l]):g g(;:ﬂ;x{?;ﬁ?g: : lkﬂ]lll- - » e %
Ferozepm‘e. ’ . . . ' m - — 288 100
Lal, Lala Harkishen | Minister in Chavge of Agrienlture, " 111 280 { GISA-617O9 IV, | 244 77 The Resident in }\{I;:fiflézt ) , - " 289 101
Puujab. , N . " o ¢ — ,: 289 102
Roberts, O. - - | Clements, Robson & (lo. - - 9821921 | 111.] 289 | 62146236 1V.| 244 78 vll*ﬁz B}xé::;:}ghpt}itgf:)boefl :))fmncuf)l’ﬁtj — " 509 103
, . erce. .
DELHL - 'I‘hI;1 Cachin Chamber of Commerce — - ggi ig‘;
Bell, B. A S. - | Member, Railway Boand - 3 | N RO I R - . vfh;el}c:txcox~‘x\ Chamber of Com- —_ 5 .
Clark, A. M. - " »» e - 2.3.1921 | 1111205 6257631811V v o The H derabad (Decean) Chamber —_— ” 204 106
Tomkins, 8. C. - | Joint Seerctary, Railway Bomd -1 1 a00 | 6319-6359 oF szmerce
Tomkins, S. C. - | Joint Seeretary, Railway Board - 4.3.1921 | 1111 3021 6315-b30% . o ot C . _ 994 and | 107 and
Collins, B. A - | Director of Industries, Bibar and ’ " T1T.1306 | 6360-63781 [V.]1 259 80 ; The Mysore Chamber of Commerce ? 29’:;] 107 (a)
Origsu. N ‘ ‘ ive Share and Stockbrokers’ — " 296 103
Waghorn, Col. W. D, | President, Railway Board A0 481921 |1I11.1308 633.'79—64;.20 IV.] 245 79 1112&::3;’;2‘:“;3‘12&3? OCKDIrOXers
Bell, . A. 8. - | Member, lewa\ Board S| 1331921} V.| 21 6608-6677 'l‘he“C ntral ’l’mvmces and Berar —_ . 297 109
Clark, A. M . i ) Mining Association.
Tomkins, S. . - 10111t \euet(u\ le“a\ Board - The Bombﬁy Native Piece Goods o . 297 and! 110 and
Manson, S. D, As;{lst;mt ];\euihn\ (leﬁ\t) r)’ Merchants' Associntion. , 299 110 (a)
ailway Board. \ Tre A — . 999 111
Cook, E. M. - | Secretary to the (Government of 5.3.1021 | 111.1'317 | 6451-6478| - - '“:2 (\‘1’1;3;1;:“"1i;&i:‘(::;g:;::‘)ﬁn - - 302 119
India, Finance Department. . Pt . NN PP — ? 303 113
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